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EXECUTIVE SUMMARY
Industry Highlights
The private bus and coach sector is a vital part of Ireland’s transport, tourist and
environmental management system. Private operators carry coach tourists, nationwide
they run scheduled services and they undertake the vast majority of school bus runs. The
sector has grown by 90% in the past 15 years, and there are now almost 10,000 private
buses and coaches in the country.
The industry employs 11,500 full-time staff across the country. This is approximately
the same as the number of Gardaí employed by the state. This compares to a staff
compliment of 2,500 in Bus Eireann and 3,500 in Dublin Bus.
The sector generates a yearly turnover of €617m, bringing much needed revenues and
business to every corner of the land. This is equivalent to the combined turnover of Bus
Eireann and Dublin Bus. In addition, the industry pays over €160m in tax each year.
BREXIT generates new challenges for the sector. Along with the UK, Ireland uses righthand-drive vehicles. After BREXIT, Irish operators may experience supply and delivery
problems associated with new vehicles. The sector will require support to ensure it is
not adversely affected by BREXIT-induced changes.
80% of the Irish Bus fleet is owned by 1,721 private bus operators in Ireland, with an
aggregate bus fleet of 9,264 vehicles. There are now over 500 operators in the country
who own 5 or more vehicles.
87% of private operators are based outside of Dublin, providing much needed
employment and connectivity to every part of the country.
€80m is invested in the private fleet each year, and half of the private fleet is now less
than five years old, complying with the EURO VI EU directive on vehicle emissions.
The vast majority of vehicles have power sockets, wifi and on-board toilets.
Transport Statistics
Commercial operators carry over 27m passengers each year. Almost half of these
passengers choose bus over car for reasons such as environmentally friendliness and
quality of service.
Competition on routes has brought significant passenger benefits, with fares on
competitive routes decreasing by between 24% and 48% over the past fifteen years.
Over 41m school journeys were made last year, of which almost 90% were carried by
private operators. In total, almost 120,000 children were carried to their place of
education, on 7,000 different bus routes, to 3,000 separate schools. These services
covered over 100m km annually.
Almost 2m coach tourists are carried by operators. These include overseas and domestic
holiday makers, day trippers, cruise passengers and conference and incentive tourists.

Together the revenue from these amounts to €400m per annum. Over 5,000 tourist jobs
are generated across the country as a result of this business.
The average number of kilometres travelled by a coach is 79,160 km each year. The
entire private sector fleet travels approximately 733m vehicle km each year.
Challenges for the Sector
For Ireland to meet projected transport, tourism and environmental targets there must
be further investment in bus lanes in cities and on the motorway network. In city centres,
modal segregation between bus, car and cycleway needs to be improved to improve
traffic flow and safety.
An assessment is required to identify where private operators could run commercial
services on routes currently in receipt of public subsidy. This could potentially release
significant public money for investment on additional new PSO routes.
An audit is required to examine the provision and management of school bus services.
The current system operated by Bus Eireann in not transparent.
The rules relating to tachographs, and the 6 / 12 day rule for coach operators, need to be
revised, as does the minimum age requirement for bus drivers. These regulations are
driving up costs without achieving any external benefits. The inspection and approval
process for vehicles is inefficient, involves duplication and requires revision.
Insurance costs for the industry need to be reduced.
Operators in the South are at a competitive disadvantage to those in the North, because
of rules on VAT and on licence plates. This requires action by Government.
New vehicles all comply with the EURO VI Directive on harmful emissions. Proposals
by the NTA to stipulate additional requirements on fleet specifications (on emissions
and on accessibility) could force some operators out of the market.
At the moment 89% of operators encounter difficult in finding drivers, and as a result
77% of operators have turned down work. State agencies need to work with the industry
to provide addition training and help to encourage more drivers into the sector.
A lack of adequate parking and servicing facilities nationwide may slow future growth.
The proposed reduction in cruise ship numbers at Dublin port will lead to a reduction in
coach business, with a consequent loss of business to many SMEs who currently benefit
from the spending of disembarking passengers.
The private bus and coach sector has seen tremendous growth in the past number of
decades, playing an ongoing, essential role in helping to meet Ireland’s economic,
transport and environmental targets. Its voice needs to be heard and its concerns
addressed by State and Statutory Authorities.
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Introduction

Introduction
The scale of the private bus and coach industry in Ireland is little understood largely
because of the absence of official data on the sector.
As a consequence, it can be difficult for the industry to make a compelling and convincing
case to Government, Statutory Agencies and others on the importance of the sector, and
the need for its voice to be heard and its challenges to be addressed.
The Coach Tourism and Transport Council of Ireland (CTTC), which is the sole
representative body for Ireland’s Private Coach and Bus Operators, commissioned
Hannigan Advisory (HA) and asked for a comprehensive review of the sector to be
undertaken. The purpose of this review is to address this knowledge-gap, assess the
contribution of the industry to the economy, and identify changes in the regulatory
environment that would enhance that contribution.
The Sector
The sector plays an essential part in the delivery of Ireland’s transport services, including
the provision of Scheduled Services, Coach Tourism, School Transport and Private Hire.
Operators are dispersed throughout the country and act as a major stimulant to local and
regional development.
The Required Output from the Review
The fundamental and core output from this review will be the provision of evidence-based
research on the operation of the industry, the challenges it faces and the role that it plays
in transport provision, local and regional development, employment and tax generation.
The output needs to be sufficiently robust to enable the CTTC to confidently present the
findings and results to opinion formers, regulators and legislators. Furthermore, it needs to
provide a constructive platform to support and promote CTTC’s view on the requirements
of the sector.
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The Approach Taken

Introduction
Our study commenced with a desktop study of information. This was followed by a
consultation exercise and industry, culminating in the production of this report.
Desktop Study
At the project start a desktop study was undertaken to review current information and data
sources. The output from this desktop study was used to frame discussions with the
industry. The Study included review of documents and information including:



Previous Reports for the CTTC by Goodbody Consultants 1 and CHL Consulting.
Analysis of data from:
 the Bus Licensing Section of the Department of Transport;
 the Road Haulage Section of the Department of Transport;
 the Vehicle Registration Unit in Shannon;
 the Central Statistics Office; and
 Fàilte Ireland.

Meetings with Key Opinion Formers
We undertook an industry consultation with key opinion formers. Interviews were
carried out with the following organisations:






The Incoming Tour Operators Association;
The Irish Tourism Industry Confederation;
Fàilte Ireland;
Campion Insurance; and
The National Transport Authority.

Consultation with Operators
We carried out a consultation in the form of a series of structured interviews with operators
nationwide. We met and received information from operators from across the country.
Primary Research of Passengers on Privately-run Scheduled Services
We carried out primary research of scheduled bus service passengers, to understand
their motivation for using the services and to identify competitive advantages and potential
opportunities for growth. An on-board survey of almost 800 passengers was carried out on
privately-operated scheduled services across the country.

Goodbody Economic Consultants published “The Private Bus and Coach Industry in Ireland” in January
2005. It analysed a range of industry metrics for the years 2003 and 2004. Comparison with these metrics is
provided within this report.
Final Report
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Analysis
The information and data received and collected during each stage of the study was
combined into comprehensive datasets. These data sets were then anonymised prior to
analysis, which was carried out in SPSS and in MS Excel. Data used in the production of
this report will be destroyed upon the completion of this study.
Report Layout
In this report Section 3 describes the market, services and activity of the bus and coach
sector. In section 4 we discuss Coach Tourism. Section 5 describes the Scheduled Services
provided by Operators. In Section 6 we describe the provision of School Bus Services.
Section 7 discusses the economic impact of the industry, including employment levels and
taxes paid. In Section 8 we outline the potential barriers to current and future growth, and
propose some measures for dealing with this. Finally, Appendix A provide detailed results
from the on-board survey of passengers on scheduled services, which was carried out
during the Study.
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Markets, Services and Activity

Introduction
The private bus and coach industry provides services in several distinct markets, including:





Coach tourism;
Private hire;
Scheduled Services; and
Schools Bus Services.

Coach Tourism
Bus and Coach Tours are provided on a fixed route basis as well as on an ad-hoc basis to
both foreign and domestic tourists, for tours lasting from one day to several days. Section
4 of this report discusses Coach Tourism.
Private Hire
Private hire encompasses a wide variety of services. It includes a significant level of
corporate, conference and incentive coach services. This type of service is now a wellestablished form of business for many private operators in the country. In addition to the
above, sporting fixtures, social outings, school trips, weddings and evening functions
provide private hire business for private bus and coach operators throughout the whole of
Ireland. Travel club arrangements are also a feature of the private hire market.
Scheduled Services
In Ireland it is a requirement for a private bus operator to obtain a passenger road licence
from the NTA prior to the commencement of a passenger road service. The market has
expanded significantly, and now commercial operators offer services on most major
interurban routes in the country.
Schools Transport
Since 1967, private independent operators have operated as sub-contractors to CIE and Bus
Eireann, who hold the contract for school transport from the Department of Education and
Science. According to Bus Eireann there are 4,500 privately owned vehicles providing
school transport on a contract basis to them, which amounts to 87% per cent of the total
fleet used in the provision of school transport services.
Number of Private Bus and Coach Operators
A large public service vehicle (LPSV) means a public service vehicle having seating
passenger accommodation for more than eight persons exclusive of the driver. In order to
operate a large public service vehicle for ‘hire or reward’ an operator in Ireland must have
a Road Passenger Transport Operators Licence (RPTOL) or a European Community (EC)
Licence1. In 2019 The number of operators with RPTOL/EC Licences in Ireland was
Final Report
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1,723, including Bus Eireann and Dublin Bus, indicating 1,721 private operators in 2019.
The number of operators in each county is shown in Figure 1.
Figure 1: Geographical Spread of Operators by County
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A key point to note from the geographical distribution is that just 13% of private operators
and vehicles are based in the Dublin area. The remaining 87% are spread throughout the
country, providing much needed connectivity and employed to every county of the land.
Number of Vehicles Owned by Private Bus and Coach Operators
Vehicle licensing data from the vehicle registration unit in Shannon indicate that there were
11,534 large public service vehicles (LPSVs) in Ireland in 2019. Of these, 1,174 were
operated by Bus Eireann and 1,096 were operated by Dublin Bus. The number of operators
and vehicles is shown in Table 1, with a comparison given with the Goodbody Report.
Table 1: Number of Operators and Vehicles
2019
No. of
No. of
Operators vehicles
Bus Eireann
1
1,174
Dublin Bus
1
1,096
Sub-Total
2,270
Public
Vehicles
Private
1,721
9,264
Operators
Total
1,723
11,534
Operator

% by vehs
owned
10.2%
9.5%
19.7%

Goodbody, 2005
No. of
No. of
% by vehs
Operators vehicles
owned
1
1
2
2,578
35%

80.3%

1,787

4,859

65%

100.0%

1,789

7,437

100.0%

Source: HA Survey and Analysis

The table below provides a breakdown of the 1,721 private operators by the size of their
vehicle fleet. This shows that a third of the operators in the industry have only one vehicle,
while there are over 500 operators in the country with 5 or more vehicles. The largest
operator is Go-Ahead, who operate 140 vehicles under a 5 year PSO contract with the
NTA. Table 2 shows the distribution of all private vehicles by number of vehicles owned
in 2019.
Table 2: Distribution of private vehicles by number owned
No of vehicles owned
1
2
3
4
5
6-9 vehicles
10-19 vehicles
20 vehicles or more
Total Operators

Number of Operators
593
272
169
138
84
193
193
79
1,721

%
34
16
10
8
5
11
11
5
100%

Source: Departmental Spreadsheet and HA Analysis and excludes Bus Eireann and Dublin Bus fleets.

The geographical distribution of private vehicles by Irish County is shown in Figure 2.
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Figure 2: Geographical Spread of Vehicles by County

The size distribution of vehicles is outlined in Table 3.
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Table 3: Distribution of Private Bus and Coach Fleet by Size, Weighted Average
Number of seats
9-16 seats
17-36 seats
37-56 seats
57 seats and over
Total

Number of vehicles (weighted average)
28%
27%
35%
10%
100%

Source: HA Survey and Analysis

The range of vehicles sizes illustrates the varied nature of the industry, with one in ten
vehicles being over 57 seats. The vast majority of vehicles are in the mid-range category.
Specialisation of Services provided by Private Bus and Coach Operators
The specialisation is shown in Table 4.
Table 4: Specialisation of Operators
Type of Service
One Type of Service
Coach Tourism Only
Private Hire Only
Scheduled Services Only
School Transport Only
Two Types of Service
Coach Tourism and Private Hire
Coach Tourism and Scheduled Services
Coach Tourism and School Transport
Private Hire and Scheduled Services
Private Hire and School Transport
Scheduled Services and School transport
Three Types of Service
Coach Tourism, Private Hire and Scheduled Services
Coach Tourism, Private Hire and School Transport
Coach Tourism, Scheduled Services and School Transport
Private Hire, Scheduled Services and School Transport
All Four Types of Service
Coach Tourism, Private Hire, Scheduled Services and School Transport
Total

%
2
5
1
3
11
3
1
21
1
6
17
1
8
20
100

Source: HA Survey and Analysis

Range of Services Provided by the Operators
The services provided by operators is summarised in Table 5.
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Table 5: Range of service provided by all Private Operators
Type of Service
One Type of Service
Two Types of Service
Three Types of Service
All Four services
Total

%
11
36
33
20
100

Source: HA Survey and Analysis

One out of every five private operators in Ireland are involved in providing all four service
types, while one out of every ten provide just one type of service. This indicates that the
operators use a variety of types of services to maximise the efficiency of their operation.
The larger sized operators are more likely to be involved in more different types of service
provision, as can be seen by comparing the Table 6 below with Table 5 above.
Table 6: Range of Services Provided by Private Operators with 5 or more vehicles
Type of Service
One Type of Service
Two Types of Service
Three Types of Service
All Four services
Total

%
8
36
33
23
100

Source: HA Survey and Analysis

Average Kilometres travelled by a vehicle
The industry survey suggests that the average number of kilometres travelled by a coach is
79,160 km each year. A previous study for the CTTC estimates a figure of 76,100 km per
vehicle each year. The difference between the 2019 estimate and the previous estimate is
just 4%. Given the closeness in these it is considered that the estimate is robust.
Apportioning this average to the entire private sector fleet gives an estimate of 733 million
vehicle km travelled by the private bus and coach sector each year. This compares to 57m
vehicle kms travelled by Dublin Bus and 84m vehicles kms travelled by Bus Eireann.
Average Age of Vehicles
The average vehicle age is shown in Table 7, for both the 2005 study and for 2019.
Table 7: Average Age of Vehicles
Average Age of Vehicles
< 5 years old
Between 5 and 10 years old
Greater than 10 years old
Total
Source: HA Survey and Analysis
Final Report
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58%
23%
19%
100%

2019 Study
56%
13%
31%
100%
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It can be seen that the age profile is quite similar. The larger percent of older vehicles in
2019 may be a reflection of the fact that the size of the private sector fleet is double what
it was in 2004, suggesting that operators are holding on to their vehicles for longer.
Conclusions
There are currently 1,721 private operators operating approximately 9,264 vehicles in the
private bus and coach industry in Ireland.
Two-thirds of private operators have more than one vehicle. A third of operators (over 500
operators) have 5 or more vehicles. When compared with the numbers from 15 years ago
it is clear that the private sector’s importance to bus and coach travel is increasing steadily,
with the private sector fleet almost doubling over that period. Over the same period the
publicly-owned fleet reduced in size by 12%. The relative importance between public and
private operators has also changed, with the market share for private transport decreasing
from 35% to 20% over the period. This is illustrated in Table 8.
Table 8: Growth in Number of Private Vehicles

Number of Private vehicles
Number of Public vehicles

Final Report

Goodbody, 2005
4,859
2,578

HA, 2019
9,264
2,270

% change
91% increase
12% decrease
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Coach Tourism

The Demand for Coach Tourism
Coach Tourism in Ireland is made up of several different markets, including those who
spend their entire holiday travelling by coach, day trippers, incentive visitors and domestic
tourists. Government policy is to increase the number of domestic and overseas tourists in
Ireland, and this is reflected in the plans and proposals of Fáilte Ireland. The bus and coach
sector will be expected to play a key part in the delivery of these growth forecasts.
Overseas Tourists on Coach Tour Holidays
Data available from Fáilte Ireland’s Annual Survey of Travellers show that almost 269,000
overseas tourists took coach tour holidays in Ireland in 2018. The majority of these come
from the North American region, which is illustrated in Figure 3.

Source: An overview of overseas coach travel to Ireland 2018, October 2019, Fáilte Ireland

Day Coach Trips
This category breaks down into a number of components: day leisure trips, excursions for
cruise ship visitors, and excursions/transport for conference and incentive tourists.
Day Leisure trips
According to Fáilte Ireland in 2018 a total of 10.9 million overseas visitors came to Ireland.
Previous studies have suggested that at least 10% take a day coach trip. This equates to a
total of 1.1 million day-trippers per year.
Cruise Passenger Excursions
The number of cruise ships calling to Irish ports has increased steadily and in 2018 there
were 300 ships and almost 400,000 passengers calling to Irish ports.
The ports of call are spread around the country, as is indicated in Table 9.
Final Report
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Table 9: Cruise ship movements in 2018
Port
Dublin Port
Dun Laoghaire
Bantry
Cobh
Foynes
Waterford
Galway
Killybegs
Total

Cruise Ships calling in 2018
150
3
9
93
3
18
9
15
300

Passengers Calling
196,899
476
5,472
157,669
1,333
17,527
6,059
13,070
398,505

Source: CSO

A large number of these cruise ship holidaymakers disembarked and took excursions by
coach: The Fáilte Ireland study “Cruise Tourism to Ireland, 2010”, indicated that 77% of
passengers disembark and that, of these, 30% go on excursions. If shuttle buses are
available, then they will be used by the vast majority of other disembarked passengers.
Indeed, the research found that the key element which passengers are most satisfied with
during their time at port is the availability of a shuttle bus service. Over 60% of passengers
noted that the presence of a shuttle bus service is important to their decision to disembark.
The research suggests that up to 300,000 passengers will use bus and coach services from
these cruise ships.
Conference and Incentive Tourists
These are users of coaches for transport to the conference venue, and excursions for
sightseeing, banquets and visits to events, activities and attractions. In 2017, members of
the ITOA handled 75,000 overseas conference and incentive tourists, most of whom would
have been transported by coach during their visit.
Domestic Market
According to Fáilte Ireland the number of domestic holidaymakers in 2018 was 10.9
million (equal to the number of overseas visitors). Previous studies for the domestic
tourism market suggests that 3% of holidays included a day trip by coach, with 1%
including an overnight coach trip. This equates to a total of 436,000 journeys by bus and
coach.
Summary
The number of bus and coach passengers travelling as part of a holiday and tourist
experience is almost 2 million in each year. Therefore, it can be said that approximately
10% of the overall tourist market of 22 million people will spent at least some of their
holiday on a coach, as summarised in Table 10.

Table 10: Coach passengers by activity
Final Report
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Type of Activity
Coach Tour Holiday
Day Trippers
Cruise Passengers
Conference & Incentive Tourists
Domestic Tourists
Total

Coach Tourism and Transport Council of Ireland

Coach
Average No of days
Passengers
spent on Activity
269,000
7.8
1,100,000
1
300,000
1
75,000
3.7
436,000
2.5
2,180,000

Total Days
(million)
2.10m
1.10m
0.30m
0.28m
1.09m
4.87m

Source: HA Survey and Analysis, Failte Ireland and ITOA

The Value of Coach Tourism to the Irish Economy
The coach tourism industry is a significant contributor to the Irish economy in terms of the
income and employment resulting from the tourists using coaches.
Overseas Coach Tourists
Fáilte Ireland’s report from October 2019 on Coach Tourism states that the contribution of
overseas coach tourists to the Irish economy is in the region of €206 million, based on an
estimate of 269,000 coach visitors in 2018.
Day Trippers
The spend per diem by day trippers is estimated to be €72 according to Fáilte Ireland’s
“Key Tourism Facts” for 2018. This equates to a revenue of €79.2 million from day
trippers.
Cruise Ship Passengers
A study by Fáilte Ireland of Cruise Ship Passenger Expenditure from June 2019 states that
the average expenditure by each port visitor is €67 per visit, giving a revenue of €20.1
million from cruise passengers to the economy.
Conference & Incentive Tourists
Previous studies have suggested an average income of €200 for each Conference and
Incentive Tourist 2, producing a revenue of €15 million.
Domestic Tourists
People who holiday at home spend €184 per head per break, according to Fáilte Ireland’s
“Key Tourism Facts” for 2018. This equates to a revenue of €80.2 million.
The estimated income to the economy from each of these aspects of coach tourism is shown
in Table 11.

“Making the Most of Our Business Visitors”, published by the British Tourist Partnership
Final Report
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Table 11: Revenue from Coach Tourism
Item
Overseas Coach Tourists
Day Trippers
Cruise Ship Passengers
Conference & Incentive Tourists
Domestic Tourists
Total

Revenue
€206.0 million
€79.2 million
€20.1 million
€15.0 million
€80.2 million
€400.5 million

Source: HA Survey and Analysis

VAT payments
VAT is directly payable on this figure. A total of €92.1 million of the above total will be
paid directly to the Irish Exchequer in VAT payments.
Employment
The number of employees directly and indirectly employed by the bus and coach industry
is estimated in Section 6 of this section.
There will be additional staff employed directly as a result of the tourists carried by
operators. Fáilte Ireland’s “Key Tourism Facts” report of 2018 states that every 1,000
overseas tourists support 20 tourism jobs. On this basis it can be suggested that at least
5,000 Irish workers are employed as a direct result of overseas coach tourists.
Regional Benefit of Coach Tourism
Coach tourism benefits every region of Ireland. Because tours penetrate all four corners of
the island the impact on employment and regional economies is significant. The regional
distribution of coach tourists is shown in Figure 4, sourced from Fáilte Ireland.
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The Challenges Ahead
The coach tourism market has grown significantly in recent years and is a core part of the
Irish tourist offering. With Fáilte Ireland seeking to increase tourist numbers significantly
over the next decade comes a great potential for further sector growth. However, there are
a number of factors which could potentially hold back expansion. Some of these are
discussed below.
Parking Issues
Parking in Dublin and other major cities and towns is considered to be a major problem by
operators. The coach park in Dublin behind the IFSC is not open at night and is only
available to access from 7am, from Monday to Friday. Coupled with this the planning
conditions only allow the park to operate until 2021.
There are no definitive plans by the DCC or the NTA for any future replacement or
investment in alternative parking facilities. The result is that there is no dedicated
infrastructure in the city for parking, at a time when the stated policy of government is to
increase tourist numbers and tourist revenue.
This absence of a dedicated parking facility is not a problem if parking is available at the
hotel, but more often than not this is not possible. As a result, drivers are having to make
alternative arrangements, such as parking at the Harris facility or at Collistown, or else
parking on the street (for instance outside Guinness Brewery at Heuston Station) or in town.
Operators who do so say that it is pot-luck as to whether they find their vehicles damaged
the next morning.
Suggestions were made that a dedicated location, or dedicated street should be made
available for overnight parking. The suggestion was made that Broadstone depot should be
opened up for parking by private operators.
Across the country the government and its agencies are also failing to plan for parking
provision in other cities and towns. Parking at many of the major tourist attractions is also
reaching capacity, and already causing difficulties for coach traffic. A failure to provide
additional parking could seriously impede future growth.
In addition, changes should be made to the planning laws so that all new hotels must
provide coach drop-off and parking bays on site.
Servicing
Facilities for servicing coaches are almost non-existent around the country. As a result,
operators must make arrangements to use the yards of other operators around the country,
or wait until they return to base.
It was felt that this could be solved through changes to the planning regulations, for instance
for new service stations on the Motorways. A comparison was made with France, where
every service station has servicing facilities.
Final Report
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Local Authorities need to be educated in the distinction between the needs of touring
coaches and scheduled bus services; provision for coach parking in particular needs greater
attention in Local Authority planning, particularly to facilitate city-centre and airport drops
and collections.
Cruise Traffic
The proposal by Dublin Port to reduce the amount of cruise ships it handles in the next few
years will have a direct impact on the number of passengers disembarking at Dublin and
other ports and using coach services. Whilst the overall impact will not be huge, it will
potentially have a serious impact on a small number of operators who currently have a
greater exposure to the cruise market. It will also adversely impact on many small, rural
SMEs in the immediate hinterland of the ports who rely on income from disembarking
cruise passengers.
Tachographs
There is considerable concern about the regulations surrounding the use of tachographs.
Operators feel that the current rules are a blunt instrument which are more relevant to the
haulage industry than the bus and coach industry.
It can quite often be the case that a bus or coach driver is working for a full day and yet
only driving for a small number of hours (an example being a coach trip from a hotel to a
golf course and back). Sometimes a second driver will be needed because of tachograph
regulations. This adds significant cost to the industry but yet benefits nobody.
Number plates
People can tell the age of a bus from the number plate in the Republic of Ireland. This is
not the case for buses from the UK, where plates do not have information on year of
registration. The impact is a competitive advantage for UK buses, since visitors can be
disappointed to find that their coach is 3-4 years old rather than brand new, when they see
other groups in brand new coaches. A system of personalised number plates should be
introduced to avoid unnecessary dissatisfaction among coach tourists.
Comparisons were made to the fact that there are specialised number plates for particular
markets, such as vintage cars. As the quality of coaches of recent vintage is as good as new
coaches it is considered that a similar system could be introduced for buses and coaches
given the political will of the government.
The 6/12 Day Rule
According to EU regulations coach drivers can only work for six consecutive days on a
domestic tour, but may work for 12 consecutive days on an international tour.
The regulation needs to be changed. Whilst it may make sense in some jurisdictions, the
“one size fits all” approach is not suitable to the island of Ireland and needs to be changed.
Final Report
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Maintaining a Profitable Industry
A major challenge for operators within the industry is to maintain profitability. This is
becoming more difficult, particularly due to the inability to control some of the largest cost
inputs to the business.
Operators have little leeway when it comes to managing fuel costs, the capital cost of the
vehicle and lease charges. These all make up a significant part of the bus running costs, as
can be seen in Table 12 below. In addition, another significant cost is the wages of drivers,
and this is experiencing upwards-only pressure. Consequently, there is little scope for
operators to drive their costs down.
Table 12: Breakdown of Costs
Item
Drivers Wages
Other Wages
Fuel
Maintenance
Fixed Costs
Other
Profit
Total

Average
26%
7%
20%
7%
23%
9%
8%
100%

Source: HA Survey and Analysis

Day Rates Obtained by the Industry
The rate obtained by operators is dependent on factors such as whether they are the lead
tour operator or whether they are sub-contractors. The rates reported by operators suggests
that there is a small profit margin available for operators. However, there is significant
pressure on this because of below-cost selling by some and because a number of the larger
tour operators have considerable market power, allowing them to drive down rates. It has
been suggested that some operators are willing to do business at daily rates that generate a
modest margin over day-to-day operating costs. However, these low daily rates are not
sufficient to cover the substantial fixed cost of fleet replacement. In the long-term this can
only be detrimental for the overall industry.
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Scheduled Services

Private operators play an essential role in the provision of scheduled bus services in the
country. According to the NTA just over 10% of public transport services are delivered by
commercial operators licenced by them. There are currently 126 operators with active
regular licences. These operators, along with Bus Eireann commercial services, carry over
27 million passengers each year.
The services generated €202 million in revenue in 2018, of which 14% was made up of
payment for carrying passengers who availed of the Free Travel Pass. The vehicles are
modern, with 13 operators accepting payment by Leap cards, and the average age of the
vehicles is just 6.6 years.
Of the 126 private operators holding active licences, the percentages holding one or more
are shown in Table 13.
Table 13: Percentages of operators with one or more active licences
Number of Licences
Operators with 1 active licences
Operators with 2 active licences
Operators with 3 active licences
Operators with 4 active licences
All Operators and active licences

Percentage holding this amount
53%
70%
79%
85%
100%

Source: HA Survey and Analysis

These services can range from daily, high frequency services, to student services operating
to college on Sunday and from college on Friday. The variety of services offered is shown
in Table 14, for private operators, and in Table 15 for public operators.
Table 14: Breakdown of Type of Licences Held by Private Operators
Type of Licence
Commuter
Interurban
Regional
Rural
Specific targeted
Student
Urban
Suburban
Venue
Other
Total

Number of Routes
73
62
73
57
163
5
18
7
168
5
631

Source: DTTAS
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Table 15: Routes operated by Bus Eireann and Dublin Bus
Operators
Bus Eireann Expressway
Bus Eireann Regional
Bus Eireann Town Services
Bus Eireann European
Dublin Bus
Dublin Bus Express Services
Dublin Bus Nightlink
Total

Number of Routes
20
164
52
3
120
15
16
390

Source: Bus Eireann and Dublin Bus public websites

In total there are (631+390) = 1,021 one-way routes and licences in Ireland. Of these, 62%
are private and 38% are public, compared to a split of 41% -59% in the Goodbody Report.
It is evident that private operators are vital to the country, playing a key role in the delivery
of scheduled services in Ireland, either by running their own services or as a sub-contractor
to Bus Eireann. To gauge the views of passengers an on-board survey of almost 800
passengers was carried out on privately-operated scheduled services across the country.
The results of this survey are provided in Appendix A, and the key points to highlight are:





Passengers enjoy the service being provided by operators, with 91%, 92% and 93%
“good” or “very good” ratings received for comfort, condition and cleanliness.
Almost half of passengers could have made the journey by car but chose the bus.
80% want to see the government take action to extend bus lanes outside the capital.
96% of passengers have concerns about the climate crisis. Three quarters of
passengers do not think the government is doing enough to address the crisis.

It is clear that some passengers use public transport in order to protect the environment.
The relative impact of buses compared to other transport modes is illustrated in Figure 5.
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Combatting Social Exclusion
Social exclusion can occur when an area or group of people experience a combination of
linked problems, such as unemployment, low education, low incomes and poor housing
and are subsequently pushed to the margins of society. These problems can distance them
from jobs, income and education opportunities, as well as social networks.
In 2016, 37% of Ireland’s population lived in settlements of fewer than 1,500 people or in
individual houses in rural areas.
The provision of public transport in rural areas plays a critical role in addressing “quality
of life” concerns, providing access to services and combatting social exclusion, in particular
for disadvantaged members of society in rural areas.
Private Operators are playing their role in the provision of these vital service. As can be
seen in Table 14 above many operators hold rural licences. Smaller operators in particular
are playing an integral role in combatting social exclusion, providing services such as bingo
runs, transport to local sports events and running services which are not provided by the
public transport operators. They have become embedded in the fabric of rural life.
The impact of private operators on the Scheduled Service Market
A key reason as to why the Irish bus market was liberalised was to increase the efficiency
of the market and benefit the customer, through reduced fares and improved frequency.
Professor Sean D. Barrett carried out a study in 2004 to compare fares and service levels
on Bus Eireann Intercity bus routes with private sector competition to those on Bus Eireann
Intercity routes on which there is no private sector competition.
The two contested routes he looked at were the Dublin–Galway and the Dublin–Waterford
routes, where two private operators provided competition on the Dublin-Galway route, and
one private operator provided competition on the Dublin-Waterford route. The noncontested routes analysed by Barrett were the Dublin–Cork route, which was operated by
Bus Eireann, and the Dublin–Belfast route, which was operated jointly by Bus Eireann and
Ulsterbus.
Professor Barrett’s analysis revealed that single fares charged by Bus Eireann on the
uncontested routes were on average, 58% higher than those charged by Bus Eireann on the
contested routes.
Over the past fifteen years there has been further liberalisation of the market and both of
the non-contested routes from Barrett’s study (Dublin- Cork and Dublin-Belfast) are now
open to competition. To examine the impact of this we compared the situation in 2004 with
the current situation in 20193. The results are shown in Table 16.

3

Bus Fares have been obtained from the Bus Eireann website and are for journeys on Monday 13 th January,
returning on Friday 17th January 2020.
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Table 16: Impact of Competition
Dublin to:
Belfast
Cork
Galway
Waterford

Competition in
2004?
No
No
Yes
Yes

Fare/km
(2004)
11.5c
8c
5.9c
6.3c

Fare/km
(2019)
6.0c
5.2c
5.3c
5.6c

% change
-48%
-35%
-10%
-11%

Source: HA Survey and Analysis

The analysis would indicate that the advance of competition in the Belfast and Cork
services has brought significant passenger benefits, with fares decreasing from between
35% and 48% over the 15-year period, despite significant external inflation during that
time.
Of note too is that fares on the other contested routes have become even more competitive.
Frequencies of services on these contested routes has also increased, leading to much
improved passenger options for the travelling public.
A small sample of fares on currently non-contested routes was also undertaken and the
results of these are shown in Table 17.

Table 17: Fares on Non-Contested Routes
Route
Dublin to Longford
Dublin to Athlone
Cork to Clonakilty
Athlone to Waterford

Return Fare
€22.80
€18.05
€24.50
€40.00

Km travelled (2-way)
240
250
106
360

Fare/ km
9.5c
7.2c
23.1c
11c

Source: HA Survey and Analysis

The results would indicate that passengers on these routes are paying over twice as much
per passenger km as passengers on some of the contested routes.
Comparison with other EU countries
Fares on Irish coaches compare well when viewed against our European neighbours. The
fares per km for a selection of journeys of 300km in European countries are shown in
Figure 6.
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Source: Comprehensive Study on Passenger Transport by Coach in Europe, Steer, Davies, Gleave, 2016

Irish coach fare levels are among some of the lowest across the European Union, which is
an indication of the competitive effect on prices which is being experienced due to the
presence of private operators in the marketplace.
Journey fares and frequencies are not the only benefit realised by the impact of the private
operator. Innovation in transport provision across Ireland has also been significant. For
instance, Dublin Airport has seen a huge expansion of bus services due to the entry of
private operators, with the airport now becoming a major hub for commercial bus services
serving passengers and destinations throughout the island.

The Challenges Ahead
Operators expect and hope to play a growing role in the provision of scheduled bus services
in the country. There are, however, a number of issues which require careful consideration,
because of the potential impact (either positive or negative) on the sector. Some of these
are discussed below.
Accessibility
The recent accessibility proposals published by the NTA are potentially damaging for the
industry. The proposals will mean that operators will have to purchase vehicles which will
not be suitable for use on other services. It is likely that there will be a reduced secondary
market for existing vehicles. The proposals, if implemented, will lead to an increase in
costs of between €30,000 and €100,000 per vehicle (depending on the vehicle
configuration). Many operators provide coach touring services during the May-October
season and then use these vehicles to provide services to third level colleges and
universities from October until May, since the current vehicles are suited to both of these
services. A different vehicle specification, such as that proposed by the NTA, would mean
that this would require two separate fleets. This could potentially push some operators out
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of the business and reduce many marginal services for the network, particularly rural
services.
The particular nature of the Irish market (small, right-hand drive) is also likely to mean that
costs for bespoke specification models are higher. This is recognised by the Department of
Transport in their paper on Greener Buses, when they state that:
“Ireland occupies a niche position in the international bus market, as a right-hand
drive purchaser with bespoke procurement requirements….. This may limit the
number of potential suppliers to the Irish market, as well as delaying benefit from
advancements made in bus technology for larger market shares, such as the more
common left-hand drive, single-deck models.”
At the moment almost 50% of the fleet of private operators have some form of accessibility
on their vehicles. Almost all operators commented on the low demand from their
passengers for wheelchair accessible services and thought that the motivations and
intentions of the NTA could be achieved at much lower costs by providing a more targeted
approach to this issue.
CTTC have been advised by a leading manufacturer that the provision of a vehicle to meet
the NTA’s requirement to be low-floor for interurban services would not be forthcoming
in the short to medium term as it would require a considerable amount of research and
design. In addition, such a vehicle would not provide the versatility to be used for the
variety of services currently undertaken by an accessible coach. The vehicle being specified
by the NTA is more suited to “short-hop” type services and could not be used for longer
scheduled services between towns and cities, where room is needed to carry the luggage
and belongings of passengers.
Many operators have submitted a response to the Consultation document, as has the CTTC
on behalf of the sector.
Bus Lanes
In the peak periods passengers on all modes are suffering from traffic congestion. The 2017
Department of Transport, Tourism and Sport’s (DTTAS) Costs of Congestion, An Analysis
of the Greater Dublin Area report puts a cost on congestion of €358 million in the GDA in
2012 and forecasts annual costs of €2.08 billion per year in 2033, in the absence of
intervention. These costs are based on time lost through increased journey times.
The introduction of more bus lanes into the main cities would improve journey time speeds
and reliability for these high occupancy modes of travel such as buses. A comparison can
be made with the M1 and M2 Motorway Hard Shoulder Bus Lanes, which were introduced
in Northern Ireland this year.
The initial response from Government officials to this proposal is that it is not possible
because the hard shoulders in the south are narrower than in the north.
This is not strictly the case. In 2004 the specification of the design of Motorways changed
in the republic. Before then all motorways were built as “wide median” schemes, which
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meant the running lanes were 3.75m in width and the hard shoulders were 3.0m in width.
In 2004 a new, reduced specification was brought in to save land and money and this new
“narrow median” scheme has reduced the running lanes to 3.5m wide and the hard
shoulders to 2.5m wide.
The average large bus can be up to 2.7m wide, so would not be accommodated on “narrow
median” motorways (i.e. those built since 2004). However, these motorways tend to be
further away from Dublin and thus would not be considered as potential bus lanes anyway.
The sections of the M1, M4 and M7 which would be useful as a busway were all built
before 2004, and hence their width should be capable of allowing for bus lane use,
depending on what the lane widening programme of a decade ago involved.
It is recommended that a specific study is undertaken by engineers to assess the capacity
and potential of these key sections of motorway.
Tolling
A substantial levy is placed on the industry by the government in the form of toll charges.
Two sources of data have been used to estimate toll charges.
Firstly, traffic count data at locations close to the tolls has been obtained from the Transport
Infrastructure Ireland (TII) website and been used to estimate the total amount of toll
revenue due to all types of coaches (public and private, on scheduled service runs, coach
tours, private hire etc.).
Secondly, website timetables for the private operators of scheduled services have been used
to estimate the revenue paid by scheduled services providers alone. The analysis suggests
that coaches are paying almost €2 million in tolls per annum and that almost half of this is
from the operators of scheduled services.
The toll income is shown in Table 18.
Table 18: Income from Private Operators at each toll point4
Toll
M1 Drogheda
M3 Dunshaughlin
M3 Kells
M4 Enfield
M6 Loughrea
M50
M7 Portlaoise
M8 Fermoy
Total
4

Yearly Cost to all Coaches (Public
and Private Scheduled, Coach etc.)
€340,000
€74,000
€51,000
€187,000
€127,000
€542,000
€266,000
€91,000
€1,678,000

Yearly Cost to Scheduled
Operators
€180,000
€16,000
€2,000
€101,000
€78,000
€180,000
€190,000
€60,000
€822,000

The Limerick Tunnel and N25 Waterford City Bypass have been excluded due to the small size of the toll
revenue
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Source: HA Analysis based on Operator Timetables and Routes and from TII Traffic Data Site

It can be seen that the elimination of toll charges would make a significant impact on the
finances of many operators and could in turn lead to a reduction in fares to the passenger.
In addition, if barrier-free tolling was introduced (as is the case with the M50 toll) then
there would be further savings in terms of journey time, fuel operating costs (from
deceleration and acceleration of the coach) and emissions.
Traffic Segregation
Operators are also concerned about the lack of segregation between cyclists and buses in
the cities. With the growth in cycling there is a view that there is likely to be an increase in
bus / cycle collisions unless these modes are better segregated. This is an issue which
should be progressed in association with the cycle lobby.
Parking for Scheduled Services
The growth in scheduled services has led to operators having to find parking areas in cities
and towns during the off-peak periods. It is recognised that this is now becoming
problematic, with little space available for operators. As population and demand increases,
this is likely to become more of an issue, and consideration needs to be given by the
authorities as to how to provide additional parking facilities for scheduled services.
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School Bus Services

School Bus Services
The Importance of the Private Operator in School Transport Provision
Private Operators are the mainstay of the Irish school transport service. Without the
presence of private operators, the educational system would have difficulty in functioning
normally. The majority of the school bus services are carried out under the Bus Eireann
Contractual Programme, which they administer on behalf of the Department of Education.
The cost to the taxpayer of this programme was €190 million in 2017-18.
In 2018 a total of 41 million school journeys were made under this Contractual Programme,
of which the vast majority were carried by private operators. Almost 120,000 children were
carried to their place of education, on 7,000 different routes, to 3,000 separate schools.
Almost 13,400, or just over 10% of these students, were passengers with special needs.
These services covered over 100 million km annually.
A total of 4,500 private vehicles were involved in the movement of these passengers. Of
these, 2,500 were smaller vehicles providing transport for the 13,400 students with special
needs and their escorts. The cost of the provision of special needs transport was €91 million
in 2017-18, representing half of the overall school transport budget.
In addition, under the Public Transport Regulation Act of 2009, private operators can
provide school bus services directly to students outside of the Bus Eireann Contractual
Programme, without the need for a specific licence.
Bus Eireann is continuing to reduce the number of its directly-operated school bus runs.
The number of school buses in their fleet has been decreasing over the years, as is shown
in Table 19:
Table 19: Number of School Buses by Year
Year
2013
2014
2015
2016
2017
2018

Number of Buses
868
788
770
757
719
715

Change since 2013
-9%
-11%
-13%
-17%
-17%

Source: Department of TTAS

This appears to back up the view that Bus Eireann are gradually moving away from the
actual provision of school transport, focusing instead on the management of school
transport provision.
The figures above indicate that the total number of buses used for school transport in 2018
was (4,500 +715) = 5,215. This suggests a private operator / public operator ratio of 87%
to 13%.
Final Report

Page 30

© Hannigan Advisory

Coach Tourism and Transport Council of Ireland

The Views of Operators
The consultation exercise carried out as part of this review suggests that three quarters of
operators provide school bus services. On average, they run almost five daily school
services under contract to Bus Eireann.
In addition, a third of operators provide direct school bus services outside of the Bus
Eireann contractual programme. Hence there are a significant number of other students
carried by private operators in addition to the 120,000 carried under the Bus Eireann
Contractual programme.
Many operators consider that the provision of school bus services is a core part of their
business, helping to ensure a consistent and stable source of revenue for their business.
A quarter of operators do not engage in school transport provision. The common responses
from these operators were that they view the school bus market as too competitive.
Rates and the impact on fleet replacement
The rates provided to operators vary from €150 a day to over €300 a day. This depends on
location, size of bus and whether or not the bus does one or two runs. Operators are of the
view that school bus runs are only possible if you do lots of them, and if they can be
combined with other activities too, such as swimming runs in the middle of the day.
The impact of the low rates is that it is difficult for an operator to justify putting newer
vehicles on school routes. Bus Eireann require all buses used to be less than 20 years old.
However, profitability is marginal if the buses is newer than 15 years old. Hence there is a
very small window in which operators can make money.
Driver Age Restriction
The restriction which prevents operators from using drivers over 70 years old for school
bus runs is universally criticised and seen as making it more difficult for providers, given
the age profile of drivers across the sector. Many drivers over 70 continue to drive on other
service types, such as touring (which can be more strenuous and demanding), without
encountering any problems. It is suggested that the age limit should be raised to 72, and
noted on insurance policies, with the relevant drivers asked to complete a medical test at
the time of insurance renewal.
Procurement Issues
Operators are reluctant to challenge decisions by Bus Eireann because of their power. Some
complained that they may have lost routes because of complaining about decisions.
Specific problems raised include:


Late notification of whether an operator has won a contract.
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Incorrect kilometerage estimation in the tender documents, generally reducing the
actual journey time kilometerage.
Inconsistency between contract time periods, varying from 1 year to 5 years.
At times the scoring procedure has little relevance to the actual decision-making.

It was suggested that there should be an independent appeals process in place.
Scheme Administration
A fundamental review of how the School Bus Scheme is administered should be
undertaken. It must be questioned as to whether Bus Eireann, who provide just 13% of the
school bus services, are the right organisation to procure and administer the scheme.
Removal of this “middleman” may lead to additional money being available for additional
services and potentially less money required from central government to run the scheme.
The NTA and the Office of the Comptroller and Auditor General should examine this issue.
Similarly, thought must be given as to whether the responsibility for the schemes should
continue to lie with the Department of Education. Given the policy of government to
consider a more integrated provision with HSE and rural bus services it may be that a better
home for the scheme would be within the Department of Transport, Tourism and Sport.
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Economic and Employment Impact

Introduction
The private bus and coach sector makes a substantial contribution to the Irish economy. It
invests in new fleet, pays taxes on its operations and profits and employs a significant
amount of people directly and indirectly. In this section the relative importance of each of
these is discussed, and where relevant a comparison is made between the private sector
operators and the state-run services.
Investment in fleet
In order to put a monetary value on annual investment levels made by private operators in
the private bus and coach fleet in Ireland, the number of vehicles registered for the first
time each year was obtained from the Irish Bulletin of Vehicle and Driver Statistics for
2018, published by the Department of Transport, Tourism and Sport. The figures include
buses purchased by Bus Eireann and Dublin Bus. The numbers are shown in Table 20.
Table 20: Vehicle registrations in 2018
Item
New registrations (a)
Bus Eireann additions (b)
Dublin Bus Additions (c)
Private Operator Additions (a) – (b) – (c)

Vehicles
Registered
558
67
141
350

Vehicle Cost
€24.1 million
€56.4 million
€80.5 million

Source: DTTAS, Annual Reports and HA Survey

This indicates a yearly purchase of at least 350 new vehicles by the private operators. The
investment of €80.5 million is equal to the investment by the public sector.
This investment in the fleet has delivered significant benefits to passenger comfort and
convenience. Of the new buses purchased in the past 5 years, 85% have power sockets,
89% are equipped with wifi and 74% have on-board toilets.
In 2017 the National Transport Authority revised the manner in which buses are provided
to PSO contractors. Vehicles are now being purchased directly by the Authority before
being provided for the operator to use on the PSO Contracts under licence at a rental
amount of €1 per annum.
As a result of this policy the private industry’s competitive position is being undermined.
This is particularly the case moving forward, when potentially new requirements for
accessibility changes and alterations to counter emissions could lead to a significant
increase in costs.
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Overview of State Funding for Public Transport Services:
In 2018 the Exchequer provided €525 million to the NTA to enable it to fund capital and current
expenditure on public transport. Of this, €285 million (54% of the total) went on meeting the
Public Service Obligation (PSO).
The PSO is a subvention payment to meet the difference between income from fares and the
cost of operating the services for public transport providers. The main providers of PSO
services are Dublin Bus, Bus Éireann, Irish Rail and Go Ahead. The PSO also includes
payments to other minor operators that provide regular services in rural areas.
The PSO subsidy represents one of multiple operator revenue streams; other sources include
State funding through the Free Travel Scheme and school transport funding provided to Bus
Éireann by the Department of Education and Skills, as well as fare revenue and independent
sources such as advertising revenue.
Rationale of the PSO Subsidy
The overall rationale of subsidising public transport services is to provide socially
necessary but financially unviable services, as well as encouraging greater public transport
use. The objectives of the PSO are as follows:






To provide transport services that are socially beneficial but financially unviable.
Examples of social benefits include reducing negative externalities such as air
pollution, greenhouse gas emissions, and congestion and safety concerns associated
with private car driving.
To encourage a modal shift to public transport through higher service provision and
lower fares.
To increase accessibility and social equity, such as greater access for transitdependent individuals, including those with disabilities, the elderly or people on
lower incomes without access to a car.
Public transport can connect rural areas to urban centres even if it is not financially
profitable. These services have a role in connecting communities and promoting
social cohesion.

Expenditure on PSO public transport services has increased by 12% per year on average
over the last three years to a total of €285 million in 2018. The PSO to Bus Eireann and
Dublin Bus is shown in Table 21.
Table 21: PSO Payable to Bus Eireann and Dublin Bus in each of the last three years5
PSO
Bus Eireann
Dublin Bus
5

2018
53m
41m

2017
48m
47m

2016
42m
60m

The change in PSO paid in various years reflects a change in passengers carried and in farebox revenue
collected. Under EU Regulation 1370/2007 operators who have been directly awarded public transport
contracts are allowed to earn a reasonable profit, but any higher level of profit is deducted from their annual
subsidy payments.
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Source: Annual Reports

The most recent figures released by the NTA in January 2020 report that 290 million
passenger journeys were provided by Dublin Bus, Bus Éireann, Iarnród Éireann, Luas and
Go-Ahead Ireland on ‘Transport for Ireland’ Public Service Obligation (PSO) services in
2019. This represents an increase of almost 24m, or 9% compared to 2018.
Figure 7 below illustrates that funding on public transport as a percentage of exchequer
spend is declining, and hence a case can be made for additional funds to be provided to
support operators transition to a more accessible, more emission-friendly fleet.
Figure 7: Public transport expenditure as % of total Exchequer spend, 1998-2018

There is a pressing need for more transparency in relation to State support, particularly for
the PSO funding. Analysis and auditing should be undertaken by the NTA to establish the
effectiveness of the PSO routes and whether it might be more beneficial to the public good
if some of these routes were opened up to the private operator. As an illustration, the cost
per km operated for Bus Eireann, Dublin Bus and private operators are shown in Table 22.
Table 22: Illustrative Comparison of Cost / vehicle km for Public Vs Private Operators
Service Provider
Bus Eireann PSO
Dublin Bus PSO
Private Bus and Coach Sector6
Private School Buses7

Kms Travelled pa
35.9 million
47.6 million
733 million
100 million

Cost of Services
€128 million
€281 million
€618 million
€180 million

Cost/km
€3.56
€5.90
€0.84
€1.80

Source: Performance Reports on Direct Contracts for Bus Eireann and Dublin Bus, October 2018

6

These figures represent the total kms travelled by private vehicles and the annual turnover of the sector.
These figures are obtained from a Parliamentary Question to Minister John Halligan in September 2018.
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The figures provided in the Table above illustrate the potential savings which could be
made by re-designating some of these PSO routes to commercial services. It is
recommended that an assessment be undertaken to identify which of the currently
subsidised routes could be run as a sustainable commercial service by private operators.
The transfer of such routes from the PSO regime to provision by commercial operators
would allow the NTA to use the money saved to improve other PSO services or to introduce
new services.
Turnover
The turnover of the private sector bus and coach industry has been estimated based on the
information received during the industry consultation. The information has been
augmented with information received from other sources, including Annual Returns from
Companies House.
A turnover of €617 million is estimated for the private operators in Ireland.
This compares to the Bus Eireann turnover of €338 million (approximately half of this is
paid to the private operators to undertake school transport provision) and the Dublin Bus
turnover of €304 million. The change in turnover between the 2005 report and 2018 is
illustrated in Table 23.
Table 23: Change in Turnover between the 2005 report and 2018
Operator
Private Bus and Coach Operators
Bus Eireann
Dublin Bus

Goodbody, 2005
€307m
€245m
€239m

2018
€617m
€338m
€304m

% change
+ 100%
+ 38%
+ 27%

Source: Annual Reports

Employment in the Sector
Industry surveys suggest that the number of full-time equivalent staff employed within the
industry is 11,500. This is approximately the same as the number of Gardaí employed by
the state.
This compares to a staff compliment of 2,500 in Bus Eireann and 3,500 in Dublin Bus
during 2018. The change in employment between the 2005 report and 2018 is illustrated in
Table 24.
Table 24: Change in Employment between the 2005 report 2004 and 2018
Operator
Private Bus and Coach Operators
Bus Eireann
Dublin Bus

Goodbody, 2005
6,000
2,736
3,408

2018
11,500
2,500
3,500

% change
+ 92%
-9%
+ 3%

Source: Annual Reports

The geographical spread of employees by County is shown in Figure 8.
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Figure 8: Geographical Spread of Employees by County

There will also be indirect staff employed. These staff are employed because the sector
purchases goods and services from others, on items such as fuel and spare parts as well as
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goods and services associated with administration and marketing etc.
Estimates for the impact of this are taken from two sources, - firstly the Input Output tables
published by the Central Statistics Office and secondly from the “Employment in
Sustainable Transport” report in June 2018. Both of these suggest a rate of 0.48 indirect
employees for every direct employee.
As an example of how this applies in practice, consider a hypothetical bus operator in
Leitrim who employs 100 staff directly in their operation. This company will support a
further 48 through purchases on a range of goods, such as fuel in garages, oil in trade shops
and adverts in local newspapers etc. They also provide significant employment to
businesses in the tourist sector, particularly in hotels and hospitality outlets.
There will also be a number of people employed due to Induction effects. Staff working
directly for the operator and indirectly for supplier companies all receive wages. Their wage
income will be partly spent on other goods and services in the economy. For instance, the
100 staff in Leitrim and the 48 people working in the garages and the newspaper will spend
their wages in the local Centra, or the local restaurant etc. The NRA report of October 2013
entitled “Employment Benefits of Investment Projects” suggests that the induced
employment of transport investment corresponds to 1 new job for every 5 people employed
by the transport investment. So, in Leitrim an extra 20 people will be employed due to the
spending habits of the 100 people working for the transport operator.
Total Employment due to the sector
The total number of people employed inside and outside the sector, due to the operation of
the sector is therefore a combination of directly employed staff, indirectly employed staff
and induced staff. The multiplication factor is (1.00 + 0.48 + 0.20) 1.68 total employees per
staff member employed in the sector. Therefore, a total of 19,300 people are making a
livelihood as a result of the private bus and coach sector.
Taxation
The government will gain tax revenues from the activity of the industry. Our survey of
operators gives the breakdown in Table 25:
Table 25: Percentages of turnover attributable to each item
Item
Drivers Wages
Others Wages
Fuel
Maintenance
Fixed Costs
Other
Profit
Total

% of Turnover
26%
7%
20%
7%
23%
9%
8%
100%

Taxes payable
PAYE, PRSI, USC
PAYE, PRSI, USC
Excise, NORA and VAT
VAT
VAT
Corporation Tax

Source: HA Survey and Analysis
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The impact of these taxes on the industry is shown in Table 26.
Table 26: Percentage of Taxes payable
Item
Drivers Wages
Others Wages
Fuel
Maintenance
Fixed Costs
Other
Profit
Total

% of Turnover
26%
7%
20%
7%
23%
9%
8%
100%

% paid in tax
28%
28%
63%
23%
23%
12.5%

Taxes payable
7.3%
2.0%
12.6%
1.6%
2.1%
1.0%
26.6%

This indicates that the industry pays 26.6% of its turnover directly in taxes to the
Government. Table 27 shows the disaggregation of this by tax type, on the basis of the
estimated turnover of €617 million for the sector.

Table 27: Taxes payable
Item
VAT
PRSI
EXCISE & NORA
PAYE
Corporation Tax
USC
Total

% of Turnover paid
by tax type
8.3%
3.6%
8.0%
4.6%
1.0%
1.1%
26.6%

Tax paid on €617m
turnover
€51.2m
€22.2m
€49.4m
€28.4m
€6.2m
€6.8m
€164.2m

Turnover and Tax Paid by Indirect and Induced Employees and Businesses
As mentioned above, the industry supports external employment and businesses through
indirect and induced activity. The turnover of these businesses, based on the multiplication
factor of 0.68 obtained above, is estimated to be €420 million.
The tax rate paid by these businesses and employees will be lower, since fuel will not be as
high a cost to their businesses. Therefore, the VAT and Excise payable will be lower and
hence a percentage of turnover paid in tax of 20% is used, giving an estimated tax to
government of €84 million due to indirect and induced economic effects.
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Barriers to Current and Future Growth

Introduction
A number of issues have come to light both during the analysis and from the Consultation
exercise which, if not addressed, could have an impact on the future growth of the industry.
These issues include driver availability, insurance, industry regulation, BREXIT and
external policy interventions.
Drivers Availability
The industry has a problem in attracting people into the industry to work as drivers. 89% of
operators have experienced some problems recruiting drivers, with just 11% reporting no
problem. The reasons were varied, and some operators expressed more than one reason for
their problem. Some of the main reasons are shown in Table 28.
Table 28: reason for difficulty in driver recruitment
Reason for recruitment difficulty
There were not enough trained drivers in the locality
Candidates felt that drivers are over-regulated
The minimum age restriction for drivers
The cost of entry to the industry for potential drivers
There were not enough training courses in the locality

Percentage affected
81%
43%
25%
22%
21%

Source: HA Survey and Analysis

Operators are hampered because of the age restriction on bus drivers. Bus drivers require a
category D1 licence, for which they must be at least 21 years old. Drivers of lorries of up
to 7.5 tonnes require a category C1 licence, which they can obtain at 18. This three-year
differential has the effect of encouraging many potential bus drivers towards a lorry-driving
career instead.
This lack of availability has led to operators having to turn down work, with 77% turning
down work in the last year because they could not provide a driver for the contract.
Potential Ways of obtaining more drivers in the sector
Operators suggested a number of potential improvements to encourage more drivers into
the industry. These included:





Paid training courses at Institutes of Technology.
Encouragement of more females into the sector (currently around 4% of drivers are
female).
A reduction to the age at which licences can be obtained.
Relaxations to visa requirements so that more drivers from countries such as
Australia and New Zealand can be encouraged to come and work here.
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Insurance
The cost of insurance is a concern for operators. The rates vary from just under €2,000 per
coach to over €5,000 per coach. The fluctuation is dependent on the type of service provided
and on the claim records of the individual operator. The average for the industry is €4,000
per coach. Extending this to the private sector industry at large suggests that the private bus
and coach sector is paying out over €35 million annually in insurance costs.
The rate has changed significantly over the past two decades. Twenty years ago, rates were
extremely high, but these came down significantly a decade ago, before rising to their
current levels. The current levels are high because of:






the perception that the industry is a significant liability risk,
legal bills,
high claims,
exaggerated claims, and
the lack of competition in the marketplace (there are only two providers).

There is considerable evidence that insurance companies are settling claims without the
knowledge of the policyholder, even in cases where the policyholder is certain that no fault
should be attached to them. This then leads to an increase in their insurance costs, as does
the situation where a claim has been made but not been settled or award made.
The insurance sector’s view is that the current premiums reflect the claim history and
riskiness of the individual operator.
Potential improvements which may reduce premiums include:






Setting up an independent body, rather than judicial led body, to review and drive
reform across the entire insurance industry.
A separate Garda unit should be established to investigate and prosecute insurance
fraud.
Private bus operators should come together and obtain a sector-wide insurance
policy.
Ongoing training forums from the insurance industry to improve driver training and
awareness.
Additional security cameras should be placed on board buses.

Industry Regulation
The private bus and coach industry operates in a highly regulated environment, with
permissions and approvals required from a wide range of public bodies, on issues ranging
from vehicle roadworthiness to Garda vetting of staff to financial solvency. Apart from
these layers of bureaucracy adding a burden onto administration staff, they also add costs
to the operator’s bottom line. Most of the regulations are recognised as essential but there
are some areas where small improvements could be made without compromising safety or
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probity. A number of these are discussed below.
Elimination of Replication and Repetition in the Licence Application Process
Operators consider that time and effort could be saved if the NTA puts in place processes
where they could hold relevant information on operators on their internal database,
obviating the need for the operator to repeat work during the licence application process.
Time to Process Licence Applications
Concerns were expressed about the length of time taken by the NTA to process applications,
with many approvals being given at the very last minute, or failing to deliver within the
time period regulated. The impact is that some operators are proceeding without approval,
whilst others are cancelling their proposals, due to the uncertainty of the licence approval.
Vehicle Assessments
The PSV test is seen as being outdated, given that all new vehicles already have EU
approval. Because there are less than 20 Gardaí nationwide with checking responsibility it
means that operators can be waiting for several weeks to get their new vehicles approved
for use. The time is dependent on the local Garda’s workload and time commitments.
There is significant duplication between the duties of the RSA, via the CVRT text, and the
Garda PSV. This fact has been recognised by Ministers since as far back as 2015. The CTTC
have been active in looking for an amalgamation of the two enforcement bodies and this
activity needs to be continued.
Lack of awareness of people when hiring buses
Many people have no idea about the distinction between different types of licences. For
instance, they will hire companies to do trips to the North of Ireland without being aware
of the difference between national and international licences. The NTA should issue
guidelines and communicate them to the public through a public information programme.
Levelling the VAT Playing Field between the North and South of the Island
The difference in the treatment of VAT between operators in the North and South puts
Northern operators at a distinct competitive advantage. Northern operators are within the
VAT system, pay 0% for their supplies but can claim full a VAT rebate on what they spend.
Southern operators are exempt from VAT, meaning that although they charge 0% for their
supplies they also get 0% back on what they spend. The difference is costing Southern
operators in the region of €50 million annually in VAT costs.
EU rules prevent the Irish Government from replicating the situation in the North. However,
there is scope for the Minister of Finance to continue with the VAT exemption whilst also
allowing the recovery of VAT on specific items, in effect amending the current Ministerial
Order which allows operators to reclaim the VAT on new coaches. The items would have
to be specifically outlined by the Ministerial Order, and could include the larger elements
of costs, such as fuel (all forms), spare parts, repairs and tolls.
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It is recommended that an approach is made to the Minister of Finance asking him to level
the playing field by amending the current Ministerial Order which permits input VAT
recovery on certain touring coaches.
BREXIT
In late 2019 the UK elected a stable Conservative government. It now appears almost certain
that Brexit will take place by the end of January 2020. Negotiations will then take place
between the UK and the EU with a view to agreeing on a trade deal by the end of 2020.
The certainty of exit under the terms of the Withdrawal Agreement does not automatically
rule out a hard Brexit. The UK is allowing itself just 12 months to reach an agreement, and
without one a hard Brexit will occur. Therefore, we are still in a position of extreme
uncertainty, with no definite knowledge of how things will play out over the coming years.
Concerns have been expressed about the future approval process for new vehicles. The UK
is the dominant supplier of right-hand-drive buses to Irish operators. The logistical and
approval process for these new vehicles is likely to become more complex in the post-Brexit
environment. Law-makers in Dublin, London and Brussels need to be made aware of this
and the situation carefully monitored.
In general, operators are sanguine about the developing situation and whilst recognising
that this situation is full of risk and uncertainty, they are intent on going about their business
and reacting as-and-when the situation crystallises and hard information becomes available.
Tackling the Climate Crisis
The climate crisis is likely to lead to the introduction of new measures which will impact
on the sector. The National Policy Framework Alternative Fuels Infrastructure for
Transport in Ireland aims to support a transition away from fossil fuels over the next two
decades, moving predominantly to electricity for passenger cars, commuter rail and taxis
by 2030. Natural gas will provide an interim alternative solution for larger vehicles (freight
and buses). The National Development Plan 2018–2027 stated Irish Government policy of
no new non-zero emission vehicles to be sold in Ireland post 2030.
The introduction of zero-emission zones in town and cities across the country will
necessitate a change to the average vehicle specification. For instance, current electric
vehicles are inadequate for longer distance run from city centre to city centre and will thus
not be suitable for use. Similarly, the likelihood is that EURO VI vehicles will not be
sufficient to meet the new requirements and so alterations will have to be made to the bus
and coach fleet in the country.
How to deal with the Climate Crisis is a core part of the recent consultation the Government
has launched on their Sustainable Mobility Policy. The review arises from a commitment
in the Programme for a Partnership Government to review public transport policy “to ensure
services are sustainable into the future and are meeting the needs of a modern economy”.
The consultation documents state that public transport accounts for 4.5% of transport
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emissions, which in turn represent 27% of Ireland’s total emissions. Therefore, public
transport generates just 1.2% of emissions. Notwithstanding that, their view is that:
“Converting the public transport fleet to low carbon alternatives will have a limited
mitigation impact on national emission levels of CO2; however, it would
undoubtedly fulfil a strong leadership and demonstrative role.”
Such a change will not have a huge financial impact on Dublin Bus and Bus Eireann, since
the cost of these changes will be met out of public funds. However, it is unclear who will
pay for the changes required to the fleet of private operators. This could potentially have a
huge impact on the finances of private operators.
The interim proposal to move to vehicles powered by natural gas is estimated to increase
vehicle costs by up to 20%. It will also require significant expenditure on new facilities, as
currently only two locations (Dublin and Cashel) provide outlets for natural gas fuel.
The consultation invitation highlights the need for an integrated approach to be taken across
all modes and providers, in order to achieve the agreed climate change targets. It discusses
the need for more dedicated cycle lanes and bus ways and suggests the need for better
integration of rural bus service providers (local link services, school bus services,
commercial and HSE services) to improve local transport, reduce social exclusion and curb
emissions. Any fundamental alteration to school bus service provision could have a
significant impact on the viability of small rural bus operators.
Environmental Friendliness of the Current Fleet
Over half of the current private fleet is less than 5 years old and hence is compliant with the
EURO VI directive on emissions. Public transport is an environmentally-friendly way of
travelling, and with incentivisation could attract more passengers out of cars during the peak
period. New Euro VI type approved diesel cars are still struggling with high NOX emissions.
A recent study8 has shown that the average emission of NOx from these cars is about four
times higher than the average emission from the tested city buses with EURO VI engines.
Figure 9 shows the level of NOx emitted from cars and EURO VI buses found by the Study.

“New Diesel Buses Pollute Less Than New Diesel Cars”, by the Nordic Road and Transport Research
Organisation, May 2015
8
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Promoting Actions to Reduce City Centre Congestion
Research by the data company Inrix suggests that, in 2019, Dublin was the 14 th most
congested city worldwide. It was third out of 200 in terms of the most time commuters spent
in their cars, with the average Dublin commuter spending 250 hours per year in their car.
When road traffic volumes rise the level of congestion increases, as does the level of
harmful emissions and journey times. The corollary of this is that if actions are taken to
reduce car traffic, then there will be a decrease in emissions, journey time and congestion.
Such actions could include express lanes for buses on Motorways, more inner city bus lanes,
bus prioritisation facilities, increased tolling for cars, or other measures which would cause
a shift from car to bus. Table 29 shows results of the analysis undertaken to calculate the
peak period impact of a reduction in car traffic of 5%, 10% and 15% in Dublin.
Table 29: Impact of a 5%, 10% and 15% reduction of peak period car traffic in Dublin
5% Decrease
Reduction in Number of Cars
2,900 cars
Increase in Loading of Average Bus
1.7 people
Reduction in CO2
7,250 tonne
Reduction in NOx
10 tonne
Average Journey Time Reduction
5 minutes
Saving in Congestion Cost
€56m

10% Decrease
5,800 cars
3.4 people
14,500 tonne
20 tonne
8 minutes
€91m

15% Decrease
8,700 cars
5.2 people
21,750 tonne
30 tonne
11 minutes
€113m

Source: NTA Canal Cordon and HA Analysis

A reduction of 10% would mean that there would be almost 6,000 fewer cars on the roads
in the peak periods, increasing loadings on the average bus by just 3 passengers. Figure
10 is a graphical illustration of the impact of a 10% reduction in car traffic.
Before Action is taken to incentivise bus transport:

After Action is taken: a 10% reduction in car traffic.
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A 10% modal shift would cut congestion into the city centre for other road users. In addition,
the reduction in cars would cut urban CO2 emissions by 7,250 tonnes per annum. The
volume of CO2 saved by this modal shift is illustrated in Figure 11 below, which shows the
volume of 1 tonne of emissions in comparison to the size of a Dublin Bus.

External Policy Regulations
The growth of the industry is highly dependent on a stable policy environment. In Ireland,
a General Election is expected in 2020. With that comes the possibility that there will be
policy changes and initiatives which might impact on the sector. To assess the views of the
key political parties an examination was undertaken of their most recent national election
manifestos, published in 2016. These will all be updated by the parties in the coming
months, but the 2016 manifestos give a clear view of the direction which the parties are
likely to take.
The key points and proposals which would impact on the sector are summarised below,
with parties listed in alphabetical order.
Fianna Fail






Restore pre-2011 eligibility for school transport at a cost of €3.2 million annually.
Set up a public transport police within An Garda Siochana.
Establish a national infrastructure commission.
Increase the PSO to pre-2011 levels.
Introduce a three-year fare freeze.
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Fine Gael






Improve integration in the rural bus network including public buses, school transport
and the HSE network.
Supports more choice of competition in the bus market and the role of the NTA in
determining the appropriate mix of direct award and PSO contracts for bus routes.
Promote Ireland as a destination for cruise ships.
Do more to market Ireland as an all-year-round tourist destination.
Improve integration in the rural bus network including public buses, school transport
and the HSE network.

Green Party







Re-allocate €1.6 billion from roads spending to invest in more sustainable solutions,
including spending €1 billion on high quality bus rapid transit schemes.
Introduce a 30kph speed limit in all residential and city centre locations.
Maximum waiting time at pedestrian crossing lights reduced to 30 seconds by law.
Make cycle safety a core part of the PSV test.
Open to the involvement of private operators in the provision of transport services
where appropriate.
A new bus station west of Dublin city centre with access for private operators.

Labour






€16 billion green infrastructure fund to increase investment in clean public transport.
Establish a national advisory group to oversee skills development within the
industry.
A new certified training scheme to build on the number of new apprenticeships
coming on stream.
Connect Dublin to the North West via a new motorway.
Abolish all school transport charges and make travel to school using leap cards free
for children.

Sinn Fein




Increase funding for the rural transport program.
Stop the planned privatisation of 10% of Dublin bus and Bus Eireann and oppose
any further attempts at privatisation of public transport companies.
Set up Access Ireland Transport - a major infrastructure program to make all public
transport services fully wheelchair accessible. Invest €187 million to replace nonwheelchair accessible vehicles in Bus Eireann subsidised services, construct
wheelchair accessible bus stops and undertake accessibility works to bus stations,
railway stations and the train fleet during our term of government.
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Social Democrats






Reduce public transport fares and reduce subsidies to public transport providers on
the basis that all of the extra funding is used to reduce fares.
Free school transport.
Allow older people in areas with poor transport connectivity to exchange their free
travel pass for travel vouchers in the same manner as the UK rural transport route
scheme.
Examine the introduction of a national smart ticketing system.
Increase incentives and subsidies to purchase electric vehicles.

Summary
The need to fight climate crisis is heavily reflected in all of the manifestos. All parties seem
to be in agreement on the need to provide more funding to public transport, encourage
electric vehicles, reduce fares (or school transport costs), improve accessibility for the
mobility impaired and increase smart ticketing. Some of the parties have specific issues
which would have an impact on the industry, if introduced (e.g. lower traffic speeds, or a
new bus hub in west Dublin). The manifestos are clearly reflective of each party’s ethos,
and have no doubt been shaped in part by outside organisations seeking to influence policy.
From Manifesto to Programme for Government
Once the votes are counted the potential options for government become clear. Different
parties sit down with each other and flesh out an agreed legislative programme for their
potential coalition government. At this stage parties seek to get as much of their manifesto
proposals put into the coalition’s work programme.
For some areas, such as a national smart ticketing system, there is likely to be a consensus
that this can happen. Other issues, such as increased competition, will be more contentious.
Because the manifestos are so important in shaping the future legislative programme of
Government it is vital that the views of the sector are heard and understood when each party
comes to writing their manifesto.
Ensuring our Sector’s issues are recognised outside the Industry
A number of steps can be taken to widen the outside world’s awareness of the issues of
concern to the sector. These include the following:


Ensuring that CTTC is represented on all key national committees and strategic
planning forums, to ensure the voice of the sector is heard and included in
deliberations.



Applying to become a nominating body for Seanad Eireann (like the hauliers and
the hotel association), so that the body can endeavour to have a specific Senator
promoting and defending the interests of the industry during the legislative process.
This process, whilst not onerous, should be commenced as soon as possible to ensure
nomination rights for the likely Seanad election in 2020.
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Briefing documentation and meetings should be held with the key background staff
responsible for writing each party’s manifesto for the forthcoming general election.



Meetings should be held with each party’s spokesperson on Transport, Climate
change, planning and environment, to ensure that they are aware of the need to push
specific policies in their respective areas.



Use of key metrics in targeted campaigns, such as the number of private bus and
coach workers in key constituencies for use in lobbying. Figure 12 provides
estimates of the number of employees in each Dail constituency.

Figure 12: Geographical Spread of Employees by Dail Constituency
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Appendix A: Results of Survey of Scheduled Bus Service Passengers
Introduction:
An an on-board survey of bus users was carried across the privatised scheduled bus network.
The survey was conducted on dates in September and October 2019.
The survey was undertaken on different days of the week and weekend, from first scheduled
service of the day to the last to ensure that a broad range of passengers could participate if
they wished to.
This research has been conducted with an expectation that the output data will provide solid
statistical findings to support the industry’s call for a greater degree of liberalisation of
services.
Overall methodology for the survey:
Survey information was obtained from 784 different users boarding scheduled services in
nineteen different counties, providing us with significant results to address the gap in data
on private scheduled bus passengers in Ireland.
Passengers were asked a range of questions to provide demographic details, and also about
their passenger experience, satisfaction levels and whether they have a choice of alternative
operator or mode of transport.
In addition, passengers were asked to provide feedback regarding areas of interest such
comfort, ease of use, friendliness of staff, cleanliness of fleet and convenience of route.
Environmental issues and concerns were also explored.
The data was collected using online self-completion survey software (SurveyMonkey) from
passengers through their mobile phones, the implementation of which was facilitated by
operators who provide onboard wifi access to their scheduled service passengers. The data
was collated in a spreadsheet (MS EXCEL) file.
It was then checked for any discrepancies (checks were both automated and manual) and
then transferred into SPSS for analysis.
The findings are presented on the following pages.
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Passenger demographics:
The survey included passengers across all age groups, with 53% being surveyed from the
19-30-year-old age group. The remaining 47% of respondents represent those aged from 31
to 65+.
Age profile of passengers surveyed:

Age Group
19- 30 years
31- 44 years
45- 54 years
55- 64 years
65+ years
Total

Final Report

Percent
53%
22%
12%
9%
4%
100%
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Gender profile of passengers surveyed:
Of those who wished to indicate their gender, 59% were male and 40% were female. 35%
of respondents of all respondents were females in the 19-30-year-old age group, with 17%
of males in that age group responding.

Gender
Female
Male
Prefer not to answer
Total

Percent
59%
40%
1%
100%

Gender of passengers within each age group:
19-30
31-44
45-54
years
years
years
35%
11%
7%
Female
17%
11%
5%
Male
0%
0%
Prefer not to answer 1%

Final Report

55-64
years
4%
5%
0%

65+
years
2%
2%
0%

Total
59%
40%
1%
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Occupation of passengers surveyed:
Over the course of the research 44% of passengers cited their occupation as working fulltime, with 36% identifying as full-time students.

Occupation
Full-time Student
Not working

Percent
36%
5%

Retired
Working full-time
Working part-time
Total

5%
44%
10%
100%

Occupation of passengers with each age group
Age
Full-time
Occupation
Group
Student
19-30
31-44
45-54
55-64
65+
Total

% of Total
% of Total
% of Total
% of Total
% of Total
% of Total

Final Report

35%
1%
0%
0%
0%
36%

Not
working

Retired

Working
full-time

Working
part-time

Total

2%
1%
2%
0%
0%
5%

0%
0%
0%
2%
3%
5%

12%
17%
9%
5%
1%
44%

4%
3%
1%
2%
0%
10%

53%
22%
12%
9%
4%
100%
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Purpose of passengers’ journey on the day of the survey:
In line with main passenger occupations of working full-time and studying full-time, 29%
of passengers surveyed were travelling to/ from work, with 28% making the journey for
educational purposes. Visiting friends and family represented 14% with a further 12% of
journeys being taken for personal business reasons.

Purpose of Journey
Commuting
Company Business
Education
Other
Personal Business
Visiting Friends
Total
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Percent
29%
5%
28%
12%
12%
14%
100%
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Frequency of this journey:
39% of passengers intended to use the scheduled service three or more times on the week,
with a further 16% using the service once or twice a week.

Journey Frequency
1-2 times a month
1-2 times a week
3 or more times a week
Once every 2-3 months
Every 6 months
Less often
Total

Percent
14%
16%
39%
12%
5%
14%
100%

Journey Frequency

Commuting

Company
Business

Education

Other

Personal
Business

Visiting
Friends

Total

1-2 times a month

2%

1%

2%

1%

3%

5%

14%

1-2 times a week

4%

1%

7%

1%

2%

1%

16%

3 or more times this
week

20%

1%

15%

1%

1%

1%

39%

Once every 2-3 months

1%

1%

1%

4%

3%

2%

12%

Every 6 months

1%

0%

1%

1%

1%

1%

5%

Less often

1%

1%

2%

4%

2%

4%

14%

Total

29%

5%

28%

12%

12%

14%

100%
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Length of time as passenger and service user of the scheduled service:
29% of service users are commuters, and are loyal to the operator’s service, with 10%
having been a passenger for over 4 years. Those who use the service for visiting friends
and for business also remain as passengers over the longer term.

Length of time as passenger
1-4 years
Less than one year

Percent
36%
31%

Longer than 4 years

33%

Total

100%

Propose of Journey and Less than 1
1-4 years
Length as Service User
year
Commuting
Company Business
Education
Other
Personal Business
Visiting Friends
Total
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8%
2%
11%
4%
2%
4%
31%

12%
1%
13%
3%
3%
4%
36%

More than
Total
4 years
10%
2%
4%
6%
6%
5%
33%

29%
5%
28%
12%
11%
14%
100%
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Passenger journey experience
Passengers were asked to provide feedback about a range of attribute relating to their
passenger experience. High levels of excellence across the range of areas requiring
comment were recorded for all operators.
Passenger Journey Experience
Cleanliness
Comfort
Conditions of seats & interior trim
Frequency of Service
Journey time
Punctuality
Space for luggage
Temperature
Value for money of your journey

Final Report

Excellent
59%
51%
53%
46%
40%
51%
56%
36%
41%

Good
34%
40%
39%
37%
47%
34%
34%
52%
40%

Average
6%
8%
7%
12%
12%
10%
9%
10%
16%

Poor
1%
1%
1%
5%
2%
6%
1%
2%
4%

Page 57

© Hannigan Advisory

Coach Tourism and Transport Council of Ireland

Cleanliness:

Cleanliness
Excellent
Good
Average
Poor
Total
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Percent
59%
34%
6%
1%
100%
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Comfort:

Comfort
Excellent
Good
Average
Poor
Total
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Percent
51%
40%
8%
1%
100%
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Conditions of Seats and Interior Trims:

Conditions of seats & interior trim
Excellent
Good
Average
Poor
Total

Final Report

Percent
53%
39%
7%
1%
100%
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Frequency of Service:

Frequency of Service
Excellent
Good
Average
Poor
Total

Final Report

Percent
46%
37%
12%
5%
100%
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Journey Time:

Journey Time
Excellent
Good
Average
Poor
Total

Final Report

Percent
40%
47%
12%
2%
100%
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Punctuality:

Punctuality
Excellent
Good
Average
Poor
Total

Final Report

Percent
10%
51%
34%
6%
100%
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Luggage Space:

Space for Luggage
Excellent
Good
Average
Poor
Total

Final Report

Percent
56%
34%
9%
1%
100%
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Temperature:

Temperature
Excellent
Good
Average
Poor
Total

Final Report

Percent
36%
52%
10%
2%
100%
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Value for Money of your Journey:

Value for money of your journey
Excellent
Good
Average
Poor
Total

Final Report

Percent
41%
40%
16%
4%
100%
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Environmental Issues and Concerns:
Passengers were asked if they were aware that, according to the charity
www.carbonfund.org, their carbon footprint is over seven times lower travelling by bus
when compared to taking the same journey by car - two thirds of respondents did not know
this.

Awareness that carbon footprint
seven times lower in bus journey
when compared to car journey
No- did not know that
Yes- did know
Total

Final Report

Percent
67%
33%
100%
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Greenhouse Gas Emissions:
Passengers were also asked if they felt that the Government was doing enough to tackle
Greenhouse Gas Emissions also asked about their levels of concern regarding the Climate
Crisis.

Is Government doing enough?
No
Yes
Total

Final Report

Percent
77%
23%
100%
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Climate Crisis Concern Levels:
Passengers were also asked if they were concerned about the Climate Crisis, with 45% citing
that they are very concerned.

Concern about climate crisis
Very concerned
Concerned
Slightly concerned
Not concerned at all
Total

Final Report

Percent
45%
37%
14%
4%
100%
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Availability of alternative means of transport
Passengers were asked to identify what alternative means of transport were available to
them, if any. 77% of passengers do have access to alternative means of transport.

Availability of alternative means of transport
Yes
No other option available
Total

Final Report

Percent
77%
23%
100%
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Forms of available alternative transport:
The 77% of passengers who responded that they were able to access alternative means of
transport to make their journey identified the following alternative transport options.
When asked to details ‘other options’ which represents 2% or responses, passengers cited
bicycles, motorbikes, walking and use of rental car. More than one alternative could be
chosen by the respondents.

Alternative transport
Other bus provider
Rail
Car driver
Car Passenger
Other

Percent
44%
33%
28%
19%
2%

When asked to details other options, respondents cited bicycles, motorbikes, walking and
use of rental car. The 77% of passengers with alternative transport options were asked why
they chose to travel by bus instead of using one of these alternatives. Respondents could
choose as many options as they wished to reflect their decision-making process.
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When alternatives available, passengers’ reasons for scheduled service use:

When alternative modes are available, why bus?

Percentage

Always uses this service
A more direct route
Journey time
Price
Better service provided
Frequency
A more comfortable vehicle
Had pre-booked the ticket online
Because it's environmentally friendly
Other reasons
It was the first bus that came along

67%
37%
30%
25%
24%
23%
18%
14%
13%
4%
3%

Other reasons cited include the operator allowing bicycles to be transported. Earliest service
starting, ease of not parking in city, good wifi, toilet access, friendly and professional staff
and drivers, Irish owned company, relinquish stress of driving- can relax, read or sleep.
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M50 Extension Support Levels:
Passengers were asked if they would support proposals to extend bus lanes to 20kms further
beyond the M50 to reduce travel times. The majority of support came from passengers
commuting to Dublin and from surrounding counties.

Support M50 extension proposals
Yes
Maybe
No
Total

Final Report

Percent
78%
19%
4%
100%
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Conclusion
The operators who participated in this research are providing a valued service to a full crosssection of their local communities, from college goers, commuters, retirees and those
travelling less frequently for business or personal reasons. Passengers are choosing local
operators for the quality of journey experience, both in terms of fleet comfort, value for
money and frequency/ price point.
A number of passengers noted that by opting to travel using a scheduled service, their time
could be used to either relax or work while relinquishing the stress of driving and parking.
Passengers across all demographics repeatedly offered praise for the operator they use,
thanking the drivers in particular for their friendly and professional service.
Key Messages
There are some key messages emanating from the research which could be communicated
further, in the process highlighting the importance of the service to the Irish public.






Passengers are very happy with the service being provided by operators, with 91%,
92% and 93% “good” or “very good” ratings received for comfort, condition and
cleanliness respectively.
96% of passengers have concerns about the climate crisis. Three quarters of
passengers do not think the government is doing enough to address the crisis.
Almost half of passengers could have made the journey by car but chose the bus.
Four out of five want to see the government take action to extend bus lanes outside
the capital.
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