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Executive Summary 
This survey of demand for hackney carriages has been undertaken on behalf 
of Sefton Council following the guidance of the April 2010 DfT Best Practice 
Guidance document, and all relevant case history in regard to unmet demand. 
This Executive Summary draws together key points from the main report that 
are needed to allow a committee to determine from the facts presented their 
current position in regard to the policy of limiting hackney carriage vehicle 
licences according to Section 16 of the 1985 Transport Act. It is a summary of 
the main report which follows and should not be relied upon solely to justify 
any decisions of a committee but must be read in conjunction with the full 
report below. 

Our current review of demand for hackney carriages at ranks across Sefton 
was undertaken principally during June 2019, but with a survey window 
running between June and October 2019. Extensive rank surveys on a similar 
pattern to previous surveys, on-street interviews, key stakeholder discussion, 
an all-driver as well as a trade representative survey and reporting were 
undertaken to provide this database of evidence. The key conclusion is that 
there is no unmet demand which is significant at the current time with respect 
to Section 16 of the 1985 Transport Act and the Council’s responsibilities in 
that respect. The current limit can be retained, at the present level, and 
defended if necessary. 

Our review found estimated usage of ranks in the area had declined by around 
5%, not a bad level compared to many other areas. There was generally high 
satisfaction with the service provided. The area operates as two very distinctly 
different operations, north and south.  

The Southport area operations utilise a mixed vehicle hackney carriage fleet 
closely allied to private hire operators which is better appreciated than that in 
the southern part of the area. It tends to see more use at weekends and the 
demand profile is peaked. One key rank is privately operated with a very small 
subset of the fleet (31 vehicles) and our analysis suggests suffers from this 
additional restriction by leading to significant passenger delays which may 
colour peoples’ views about taxi availability (but do not seem to) but which are 
also outside the control of Sefton Council and its responsibility in terms of 
Section 16. The principal council rank produces high levels of demand that are 
very well met but mainly late evenings and early mornings. There are lower 
levels of WAV in this area, but demand for them also appears much lower. 
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The southern part of the area, focussed on Bootle, is more akin to a major city 
centre all WAV hackney carriage operation. Some of the typical concerns about 
such fleets occur here (mainly due to the tendency for the fleet to be older), 
although appreciation here is still good, but not as good as in the North. This 
area sees a wider number of ranks used but mainly focussed on daytimes and 
with much less variation between days, and very little overnight demand. 

Across the area there seems to be both for passengers and drivers high usage 
of ranks yet very poor appreciation of exactly where they are. Better marketing 
and marking might improve usage. It would also be prudent to plan a repeat 
of the survey work, unless legislation changes, within the three year horizon 
recommended by the DfT Best Practice Guidance. This is particularly true as 
the value of the index of unmet demand is mid-range albeit still a long way 
from the level that might be considered significant. 
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1 General introduction and background 
Sefton Council is responsible for the licensing of hackney carriage and private 
hire vehicles operating within the Council area and is the licensing authority 
for this complete area. Further details of the local application of Section 16 of 
the 1985 Transport Act with regard to limiting hackney carriage vehicle 
numbers is provided in further Chapters of this report. Hackney carriage 
vehicle licences are the only part of licensing where such a stipulation occurs 
and there is no legal means by which either private hire vehicle numbers, 
private hire or hackney carriage driver numbers, or the number of private hire 
operators can be limited.  

This review of current policy is based on the Best Practice Guidance produced 
by the Department for Transport in April 2010 (BPG). It seeks to provide 
information to the licensing authority to meet section 16 of the Transport Act 
1985 “that the grant of a hackney carriage vehicle licence may be refused if, 
but only if, the licensing authority is satisfied that there is no significant 
demand for the services of hackney carriages within its local area, which is 
unmet.” This terminology is typically shortened to “no SUD”. 

Current hackney carriage, private hire and operator licensing is undertaken 
within the legal frameworks first set by the Town Polices Clause Act 1847 
(TPCA), amended and supplemented by various following legislation including 
the Transport Act 1985, Section 16 in regard to hackney carriage vehicle limits, 
and by the Local Government Miscellaneous Provisions Act 1976 with reference 
to private hire vehicles and operations. This latter Act saw application of 
regulation to the then growing private hire sector which had not been 
previously part of the TPCA. Many of the aspects of these laws have been 
tested and refined by other more recent legislation and more importantly 
through case law.  

Beyond legislation, the experience of the person in the street tends to see both 
hackney carriage and private hire vehicles both as ‘taxis’ – a term we will try 
for the sake of clarity to use only in its generic sense within the report. We will 
use the term ‘licensed vehicle’ to refer to both hackney carriage and private 
hire. 

The legislation around licensed vehicles and their drivers has been the subject 
of many attempts at review. The limiting of hackney carriage vehicle numbers 
has been a particular concern as it is often considered to be a restrictive 
practice and against natural economic trends. The current BPG in fact says 
“most local licensing authorities do not impose quantity restrictions, the 
Department regards that as best practice”.  
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The most recent reviews were by the Office of Fair Trading in 2003, through 
the production of the BPG in 2010, the Law Commission review which published 
its results in 2014, the Parliamentary Task and Finish Group which reported in 
September 2018, the Government Response in February 2019 and the 
consultation on “Protecting Users” which closed on 22 April 2019. None of 
these resulted in any material change to the legislation involved in licensing. 
Other groups have provided their comments (including the Urban Transport 
Group and the Competition and Markets Authority) but the upshot remains no 
change in legislation from that already stated above.  

With respect to the principal subject of this survey, local authorities retain the 
right to restrict the number of hackney carriage vehicle licenses. The Law 
Commission conclusion included retention of the power to limit hackney 
carriage vehicle numbers but utilizing a public interest test determined by the 
Secretary of State. It also suggested the three- year horizon also be used for 
rank reviews and accessibility reviews. It is assumed the Government response 
to the Task and Finish Group is now effectively the current reaction to this 
extensive research. 

It is also understood that the revisions resulting from the recently closed 
Government Consultation will eventually lead to a more comprehensive review 
of the sections of the BPG not affected by the February 2019 Statutory Guide, 
as stated in para 1.8 of that document – “A consultation on revised BPG, which 
focusses on recommendations to licensing authorities to assist them in setting 
appropriate standards (other than those relating to passenger safety) to 
enable the provision of services the public demand, will be taken forward once 
the final Statutory Guidance has been issued.” There is currently no quoted 
date either for final agreement on the “Protecting Users Statutory Guidance” 
nor for the taking forward of the wider BPG review. The April 2010 BPG 
therefore remains valid for our review. 

A more recent restriction, often applied to areas where there is no ‘quantity’ 
control felt to exist per-se, is that of ‘quality control’. This is often a pseudonym 
for a restriction that any new hackney carriage vehicle licence must be for a 
wheel chair accessible vehicle, of various kinds as determined locally. In many 
places this implies a restricted number of saloon style hackney carriage 
licences are available, which often are given ‘grandfather’ rights to remain as 
saloon style. 

Within this quality restriction, there are various levels of strength of the types 
of vehicles allowed. The tightest restriction, now only retained by a few 
authorities only allows ‘London’ style wheel chair accessible vehicles, restricted 
to those with a 25-foot turning circle, and at the present time principally the 
LTI Tx, the Mercedes Vito special edition with steerable rear axle, and the 
Metrocab (no longer produced).  
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Others allow a wider range of van style conversions in their wheel chair 
accessible fleet, whilst some go as far as also allowing rear-loading 
conversions. Given the additional price of these vehicles, this often implies a 
restriction on entry to the hackney carriage trade. 

Some authorities do not allow vehicles which appear to be hackney carriage, 
i.e. mainly the London style vehicles, to be within the private hire fleet, whilst 
others do allow wheel chair vehicles. The most usual method of distinguishing 
between hackney carriages and private hire is a ‘Taxi’ roof sign on the vehicle, 
although again some areas do allow roof signs on private hire as long as they 
do not say ‘Taxi’, some turn those signs at right angles, whilst others apply 
liveries, mainly to hackney carriage fleets, but sometimes also to private hire 
fleets. 

After introduction of the 1985 Transport Act, Leeds University Institute for 
Transport Studies developed a tool by which unmet demand could be evaluated 
and a determination made if this was significant or not. The tool was taken 
forward and developed as more studies were undertaken. Over time this ‘index 
of significance of unmet demand’ (ISUD) became accepted as an industry 
standard tool to be used for this purpose. Some revisions have been made 
following the few but specific court cases where various parties have 
challenged the policy of retaining a limit.  

Some of the application has differed between Scottish and English authority’s. 
This is mainly due to some court cases in Scotland taking interpretation of the 
duty of the licensing authority further than is usual in England and Wales, 
requiring current knowledge of the status of unmet demand at all times, rather 
than just at the snap-shot taken every three years. However, the three-year 
survey horizon has become generally accepted given the advice of the BPG 
and most locations that review regularly do within that timescale. 

The DfT asked in writing in 2004 for all licensing authorities with quantity 
restrictions to review them, publish their justification by March 2005, and then 
review at least every three years since then. In due course, this led to a 
summary of the government guidance which was last updated in England and 
Wales in 2010 (but more recently in Scotland). 

The BPG in 2010 also provided additional suggestions of how these surveys 
should be undertaken, albeit in general but fairly extensive terms. A key 
encouragement within the BPG is that “an interval of three years is commonly 
regarded as the maximum reasonable period between surveys”. BPG suggests 
key points in consideration are passenger waiting times at ranks, for street 
hailings and telephone bookings, latent and peaked demand, wide consultation 
and publication of “all the evidence gathered”.  
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The most recent changes in legislation regarding licensed vehicles have been 
enactment of the parts of the Equality Act related to guidance dogs (sections 
168 to 171, enacted in October 2010), the two clauses of the Deregulation Act 
which were successful in proceeding, relating to length of period each license 
covers and to allowing operators to transfer work across borders (enacted in 
October 2015), and most recently enactment of Sections 165 and 167 of the 
Equality Act, albeit on a permissive basis (see below). 

In November 2016, the DfT undertook a consultation regarding enacting 
Sections 167 and 165 of the Equality Act. These allow for all vehicles capable 
of carrying a wheel chair to be placed on a list by the local council (section 
167). Any driver using a vehicle on this list then has a duty under section 165 
to:  

- Carry the passenger while in the wheel chair 
- Not make any additional charge for doing so 
- If the passenger chooses to sit in a passenger seat to carry the wheel 

chair 
- To take such steps as are necessary to ensure that the passenger is 

carried in safety and reasonable comfort  
- To give the passenger such mobility assistance as is reasonably required 

This was enacted from April 2017. There remains no confirmation of any 
timetable for instigating either the remainder of the Equality Act or the Law 
Commission recommendations, or for the update of the BPG. 

In respect to case law impinging on unmet demand, the two most recent cases 
were in 1987 and 2002. The first case (R v Great Yarmouth) concluded 
authorities must consider the view of significant unmet demand as a whole, 
not condescending to detailed consideration of the position in every limited 
area, i.e. to consider significance of unmet demand over the area as a whole. 

R v Castle Point considered the issue of latent, or preferably termed, 
suppressed demand consideration. This clarified that this element relates only 
to the element which is measurable. Measurable suppressed demand includes 
inappropriately met demand (taken by private hire vehicles in situations legally 
hackney carriage opportunities) or those forced to use less satisfactory 
methods to get home (principally walking, i.e. those observed to walk away 
from rank locations). 

2019 saw three challenges with respect to surveys of unmet demand. All three 
found in favour of the current methodology being undertaken. A key focus was 
the need for a robust and up to date independent survey report being available.  
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In one case it was made clear the current guidance is based on the 2010 BPG, 
whilst in another case having a valid survey meant those challenging had no 
case for their proposed challenge, and in the final case an authority was clearly 
told they could not rely on a very old survey which itself could not be produced. 

In general, industry standards suggest (but specifically do not mandate in any 
way) that the determination of conclusions about significance of unmet 
demand should take into account the practicability of improving the standard 
of service through the increase of supply of vehicles.  

It is also felt important to have consistent treatment of authorities as well as 
for the same authority over time, although apart from the general guidance of 
the BPG there is no clear stipulations as to what this means in reality, and 
certainly no mandatory nor significant court guidance in this regard. 

During September 2018 the All-Party Parliamentary Group on taxis produced 
its long-awaited Final Report. There was a generally accepted call for revision 
to taxi licensing legislation and practice, including encouragement for local 
authorities to move towards some of the practical suggestions made within the 
Report. The Government has broadly supported the recommendations of this 
Task and Finish Group. 

Despite some opposition from members of the group, the right to retain limits 
on hackney carriage vehicle numbers was supported, with many also 
supporting adding a tool which would allow private hire numbers to be limited 
where appropriate, given reasonable explanation of the expected public 
interest gains. This latter option is now being taken forward in Scotland, with 
two studies published and the Scottish Government preparing guidance, 
although the Government response did not support this option. 

As already stated, other groups have provided comments giving their views 
about licensing matters but the upshot remains no change in legislation from 
that already stated above. The Scottish Government are moving forward in 
terms of their application of the potential limiting of private hire vehicle 
numbers but this is specific to Scottish law and not presently relevant to the 
English licensing authorities. 

In conclusion, the present legislation in England and Wales sees public fare-
paying passenger carrying vehicles firstly split by passenger capacity. All 
vehicles able to carry nine or more passengers are dealt with under national 
public service vehicle licensing. Local licensing authorities only have 
jurisdiction over vehicles carrying eight or less passengers. Further, the 
jurisdiction focusses on the vehicles, drivers and operators but rarely extends 
to the physical infrastructure these use (principally ranks). 
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The vehicles are split between hackney carriages which are alone able to wait 
at ranks or pick up people in the streets without a booking, and private hire 
who can only be used with a booking made through an operator. If any 
passenger uses a private hire vehicle without such a properly made booking, 
they are not generally considered to be insured for their journey. 

Drivers can either be split between ability to drive either hackney carriage or 
private hire, or be ‘dual’, allowed to drive either kind of vehicle. Whilst a private 
hire driver can only take bookings via an operator, with the ‘triple-lock’ 
applying that the vehicle, driver and operator must all be with the same 
authority, a hackney carriage driver can accept bookings on-street or by phone 
without the same stipulation required for private hire. 

Recent legislation needing clarification has some operators believing they can 
use vehicles from any authority as long as they are legally licensed as private 
hire. At first, under the ‘Stockton’ case, this was hackney carriages operating 
as private hire in other areas (cross-border hiring). More recently, under the 
Deregulation Act, private hire companies are able to subcontract bookings to 
other companies in other areas if they are unable to fulfil their booking, but 
the interpretation of this has become quite wide. 

The ‘triple lock’ licensing rule has also become accepted. A vehicle, driver and 
operator must all be under the same licensing authority to provide full 
protection to the passenger. However, it is also accepted that a customer can 
call any private hire company anywhere to provide their transport although 
many would not realise that if there was an issue it would be hard for a local 
authority to follow this up unless the triple lock was in place by the vehicle 
used and was for the area the customer contacted licensing. 

Further, introduction of recent methods of obtaining vehicles, principally using 
‘apps’ on mobile phones have also led to confusion as to how ‘apps’ usage sits 
with present legislation.  

All these matters can impact on hackney carriage services, their usage, and 
therefore on unmet demand and its significance. 
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2 Local background and context 
Key dates for this survey of demand for hackney carriages for Sefton Council 
are: 

- appointed Licensed Vehicle Surveys and Assessment (LVSA) on 3 June 
2019 

- in accordance with our proposal of early June 2019  
- as confirmed during the inception meeting for the survey held on 6 June 

2019 
- this survey was carried out between June and October 2019 
- On street pedestrian survey work occurred in July 2019 (on a 

Wednesday) 
- the video rank observations occurred in late June 2019 
- Licensed vehicle driver opinions and operating practices were canvassed 

using an electronically available and posted out survey during July 2019 
- Key stakeholders were consulted throughout the period of the survey 
- A draft of this Final Report was reviewed by the client during November 

2019 
- and reported to the appropriate Council committee following acceptance 

by the client. 

Sefton Council is a municipal unitary authority, and in terms of background 
council policy able to determine its own ranks and transport policy. The 
authority has a current population of 275,672 using the 2019 estimates 
currently available from the 2011 census.  

Sefton Council has chosen to utilize its power to limit hackney carriage vehicle 
numbers, and as far as we are aware has done so since 1974 according to two 
references in the DfT statistics for 2001 and 2004. 

By drawing together published statistics from both the Department for 
Transport (D) and the National Private Hire Association (N), supplemented by 
private information from the licensing authority records (C), recent trends in 
vehicle, driver and operator numbers can be observed. The detailed numbers 
supporting the picture below are provided in Appendix 1. Due to the 
comparative size, the operator figures are shown in the second picture. 
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Licensing Statistics from 1994 to date 
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The graph shows a contrast between the restricted number of hackney carriage 
vehicles, fixed through the period, with the number of hackney carriage drivers 
slowly falling towards there being one hackney carriage driver per vehicle, and 
the continued significant growth of private hire vehicles and their drivers. 
There is a slight slowing in growth between the latest two sets of information, 
although this is partly because there is a shorter period between the DfT March 
information and that provided by the Council for the time of the rank surveys. 

Information is also available from these sources to show how the level of wheel 
chair accessible vehicles (WAV) has varied. It must be noted that in most cases 
the values for the private hire side tend to be much more approximate than 
those on the hackney carriage side, as there is no option to mandate for private 
hire being wheel chair accessible. In some areas, to strengthen the ability of 
the public to differentiate between the two parts of the licensed vehicle trade, 
licensing authorities might not allow any WAV in the private hire fleet at all. 
Sefton has a unique situation related to its geographic position, whereby most 
southern area vehicles (nearer to Liverpool) tend to be WAV style and 
principally London style, whilst the Southport area tends to have a higher level 
of saloon style vehicles and a much more mixed element to the style of vehicles 
acting as hackney carriages. 
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Operator numbers and levels of WAV provision in the fleet 

The graph shows there are a very small number of private hire vehicles which 
are WAV style, but that the bulk of provision of these vehicles is within the 
hackney carriage fleet. There is no requirement that hackney carriages must 
be WAV style and it appears that there has been a reduction in the overall 
levels of WAV style beginning in 2007 with another significant drop from 2015 
onwards. The current overall level is 41% of the fleet. As already noted above, 
the proportions vary between the Southport area and the southern part with 
most WAV operating to the South, nearer to the Liverpool metropolitan area. 
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With respect to the recent DfT 2019 (end of March) information, with the low 
level of phv WAV, Sefton is placed 253rd equal out of some 292 licensing 
authorities in terms of WAV overall levels (2% of the total fleet), despite having 
41% of its HCV WAV at this time. Similar levels exist in Barnsley and 
Wolverhampton. Liverpool is 13th with an overall level of 43%, mainly because 
it has a fully WAV hackney carriage fleet and a much smaller fleet of private 
hire compared to Sefton. 

Operator numbers have increased over time and are currently at their highest 
level, although the last two entries in the graph suggest a slowing of recent 
growth though again this must be taken in the context of this gap being three 
months rather than a full year. Many of these are small or one-man bands and 
the number of known active companies is more modest, with the Bootle area 
having one large private hire and one large hackney carriage radio circuit.  

Sefton undertakes regular review of its policy to limit hackney carriage vehicle 
numbers in line with the BPG. The previous surveys were in 2013, 2010, 2006, 
2000 and 1989. None led to any issues of more plates, suggesting the level 
has remained at the present number since at least 1994. Results are available 
from some of these surveys as well as some of the previous reports. 
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3 Patent demand measurement (rank surveys) 
As already recorded in Chapter 2, control of provision of on-street ranks in 
Sefton licensing area is under the control of Sefton, albeit in a different part 
of this metropolitan unitary authority.  

Appendix 2 provides a list of ranks in Sefton at the time of this current survey. 
This list was taken from the Client provided 2016 Taxi Rank Order which 
consolidated all previous rank traffic orders into a single document. This lists 
around 56 different sections of road, some of which amalgamate to provide 
specific ranks and their feeders. Even given the revision in 2016, many have 
now become redundant with change or in fact were not actually in use at that 
time but were not felt worth removing in the review. 

Our methodology involves a current review both in advance of submitting our 
proposal to undertake this survey of demand and at the study inception 
meeting, together with site visits where considered necessary. This provides a 
valid and appropriate sample of rank coverage which is important to feed the 
numeric evaluation of the level of unmet demand, and its significance (see 
discussion in Chapter 7). The detailed specification of the hours included in the 
sample is provided in Appendix 3. Detailed results by rank, day and hour are 
in Appendix 4. The client provided input at inception regarding the current 
understood usage of ranks in the area.  

Since the previous survey, the area has undergone significant change in 
respect of the economic situation, in line with national changes. Several key 
locations which were important to taxi operations have closed, particularly 
several key shops, although this is not specific to Sefton. In some cases over 
time other replacements have, or may, fill the gaps so the set of ranks to be 
covered in any subsequent survey will again need review. 

Overview of rank observations 
The rank observations covered just under 600 specific hours of observation 
across the Borough. The pattern of observation was partly following the 
previous survey, modified to take account of known changes by discussion with 
the client at inception, and partly modified by current developing methodology 
and data needs. 

During the course of these observations, some 12,485 different vehicle arrivals 
and departures were observed. These were recorded within 17,697 different 
passenger / vehicle events across the set of locations covered.  
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In terms of vehicle types, 79% of all observed arrivals or departures were by 
hackney carriage vehicles. 14% of observations were private cars identified as 
being within the operating sphere of the formal rank and therefore likely to be 
impeding proper rank usage, at least potentially. 6% of the vehicle movements 
were private hire vehicles and just 1% goods vehicles. There were some 
emergency vehicles observed, but not a peculiarly large number.  

Some ranks saw either no, or very little hackney carriage activity, including 
Formby station, Glover’s Lane and Stanley Road, Cinnamon. The busiest 
locations in vehicle movement terms were the private rank at Southport 
station, the Wetherspoon’s rank on Stanley Road, and the main rank in Lord 
Street Southport. 

In terms of locations with high levels of car activity, most of the highest values 
were at ranks that saw little hackney carriage activity. Discounting these 
locations, the worst sites for car abuse of ranks was the Vincent’s rank in Lord 
Street Southport, Coronation Walk in Southport and Lidl Litherland ranks. The 
best levels of non-abuse were of the small number of purpose-built ranks in 
particular the segregated Washington Parade location.  

With respect to types of hackney carriage observed, 46% of the hackney 
carriage vehicles were judged to be wheel chair accessible style. However, 
given that most southern areas in the Borough tend to see more wheel chair 
accessible vehicles, the actual proportions observed reflect this difference, with 
many of the Bootle area ranks seeing very few saloon style hackney carriages, 
if any, whilst Southport area ranks tended to see much lower levels of WAV 
style operation. For example, Washington Parade saw almost 100% of its 
arrivals being WAV style hackney carriages whilst the private Southport station 
rank saw just 13% of its vehicles WAV style. 

With reference to actual usage of ranks by people in wheel chairs, a high 
number of 29 people were observed during the rank survey, with the highest 
level of some 13 person movements at Stanley Road, Wetherspoons, followed 
by Southport Station, Washington Parade, Sainsbury’s Southport, the 
Southport private District General hospital location, the former M and S rank 
in Stanley Road and the Green Car Park service road. This is an excellent level 
of observed usage. 

These movements were supplemented by a very high number of 163 other 
persons considered to have some visible form of disability or mobility 
impairment that meant drivers had to help them enter the vehicles.  
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Overview of rank usage 
The rank observations were used to produce overall average weekly estimates 
of demand at each location. The table below presents estimated weekly 2019 
flows in order of magnitude, plus providing estimates quoted in the previous 
surveys from 2013 and 2010 (although the sampling and estimation 
procedures may differ). 

Rank 2019 2013 2010 
 Passengers % Passengers % Passengers % 
Southport, main rank Lord Street 3,470 24 752 5 1,554 9 
Bootle, Stanley Rd, Wetherspoons 3,071 21 3,202 21 2,887 16 
Southport, station, private rank 2,943 20 2,565 17 1,733 10 
Bootle, Washington Parade 2,288 16 2,035 13 2,522 14 
Southport, Sainsbury’s 992 7 1,292 8 421 2 
Birkdale, Tea Rooms 650 4 Not surv  406 2 
Bootle, Stanley Road, M and S 579 4 1,791 12 1,805 10 
Southport, Lord Street, Christchurch 175 1.2 59    
Southport, Dist Gen Hosp, private 156 1.1 489 3 634 4 
Southport, Asda 82 0.6 1,164 8 1,843 11 
Southport, Lord St, Casino 78 0.5 0 0.0 14 0.0 
Southport, Coronation Walk 47 0.3 653 4 358 2 
Litherland, Lidl 44 0.3 112 0.7 165 1 
Green Car Park Service Road 10 0.1 Not surv  362 2 
Netherton, Glover’s Lane 8 0.1 356 2.3 620 4 
Bootle, Stanley Rd, Cinnamon 5 0.0 102 0.7 47 0.3 
Southport, Lord St, Vincent’s 1 0.0 130 0.8 Not surv  
Formby, Duke St station car park 0 0 Not surv  240 1 
Bootle, Stanley Road, McDonalds   75 0.5 896 5 
Southport, Tulketh St   Not surv  393 2 
Netherton, Bridal Road   Not surv  347 2 
Waterloo, South Road   560 4 159 0.9 
Formby, Green Lane   87 0.6 72 0.4 
Southport, West Street   Not surv  48 0.3 
Ainsdale, Shore Road   Not surv  2 0.0 
Totals 14,597  15,424  17,528  
Change from previous -5%  -12%    
Change from 2010 -17%      

 

At the time of the present survey, the busiest and most dominant rank in the 
area is the main rank in Lord Street, Southport. This location saw an estimated 
24% of all passengers in a typical week. The next two busiest ranks are almost 
equal in passenger terms and proportion of demand, with 21% for the 
Wetherspoon rank on Stanley Road Bootle and 20% for the private rank at 
Southport station. Only one other rank provides more than 10% of demand, 
the Washington Parade site in Bootle, with some 16% of current weekly 
estimated demand.  
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There are three further ranks that take between 4 and 7% of average weekly 
demand – Sainsbury’s Southport with 7%, Birkdale Tea Rooms with 4% and 
the Bootle, Stanley Road former M and S rank with 4% of passengers.  

Ten other observed ranks saw some passengers although the numbers for 
these locations ranged from 1.2% of demand to next to zero demand. Just one 
of the ranks observed saw no observed hackney carriage demand at all in this 
survey, the location in Formby Station car park.  

Developments over time 
The table above suggests that overall passenger flows using hackney carriages 
in Sefton have reduced by around 5% since the last survey in 2013. This is a 
very positive result compared to many other areas in England. However, the 
number of passengers is still around 17% lower than the estimate for 2010, 
although this was at the peak of recent economic trends. 

However, the increase masks considerable change between specific ranks 
across the area. In 2010 23 ranks were all recorded with some passenger flow. 
Even the smallest operating rank (apart from one) had 48 or more passengers 
estimated in a typical week. The current number of active ranks is now down 
to around 18, with seven of these seeing weekly demand of 47 passengers or 
less, and one rank seen unused. Many other ranks, particularly in smaller 
centres, have tended to become disused (and most likely replaced by private 
hire operation that works better for disparate demand levels). Rank activity 
has increasingly focussed on busy locations where hackney carriages are able 
to wait more confidently for custom.  

Whilst some ranks have lost patronage due to their main demand generators 
closing (e.g. Marks and Spencer in Bootle), others have seen reduced demand 
even though their demand generator remains (and presumably have either 
lost out to private car travel or to booked journeys by private hire). Southport 
station private rank has continued to increase usage survey by survey, rising 
from a 10% share in 2010 to a 17% in 2013 and 20% now. This is despite 
high levels of competition there from private hire vehicles and potential 
restraint on demand given there are a very limited number of vehicles formally 
able to service the hackney carriage rank (we were advised 31 at the time of 
survey).  

The two Bootle shopping ranks not affected by the closure of M and S have 
remained effectively steady in terms of their share of demand and overall 
usage.  

In summary, the overall picture of hackney carriage usage in Sefton is a very 
positive one although the trend of reducing numbers of locations and 
concentration on higher demand points is a concern. 
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Overview during survey period 
The data from the survey period was used to produce a range of graphical 
presentations of the current observed demand. The graph below shows all 
survey data collected over the days covered. It does not show a complete 
picture if some locations were not covered on some days. 
 

 
 
The graph demonstrates the dominance of Friday and Saturday usage of ranks 
across the area, and generally shows the build up of total flows from a range 
of locations with generally none particularly dominant – apart from the very 
strong dominance of the main Lord Street rank in the early hours of both 
Saturday and Sunday mornings. The Birkdale Tea Rooms location has a similar, 
but smaller, peak on the Saturday.  
 
Graphs were produced for the Southport data and for the remaining data 
separately. 
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In general, the main rank in Southport is that at the Station in terms of 
contribution to the overall totals, and to most hours of the day. However, this 
sees little demand when the station closes. The Sainsbury rank provides 
reasonable flows over a reasonable time scale, but not to the level of that at 
the Station. As previously noted, however, the main location that provides 
significant, but peaked demand, is the main Lord Street rank. Although 
available at all times, this location only really sees significant activity 
overnight, and in so doing dominates not just Southport demand but that 
across the full area. It is the main location that sees overnight demand. Whilst 
there is some activity on weekday nights the principal usage is on Friday and 
Saturday, with peak hourly flows that are nearly four times the average rank 
hourly flows.  
 
The actual observed peak hour was midnight on the Friday, although this was 
made up from a few sites, whereas the Lord Street rank peak was the 03:00 
hour on the Sunday morning, at which time there was only negligible demand 
in other locations.  
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Considering rank operation in areas beyond Southport shows a much more 
typical patter, with less difference between weekday and weekend flows at the 
main rank in Stanley Road. However, there remain two weekend peaks but in 
this case provided by two different locations on the Saturday and Sunday. 
However, in general there is little overnight demand observed. The 
Wetherspoon’s rank tends to operate over a longer period whilst the 
Washington Parade rank is much more tied to shopping hours. Sunday demand 
seems to be as strong as Thursday if not more so. 
 
Plate activity levels 
A survey was undertaken on the Saturday to identify the level of activity of the 
hackney carriage fleet in the two main areas of the authority. A sample of nine 
hours was obtained in Southport covering three locations where many of the 
fleet would pass, whilst for Bootle 7.5 hours were sampled covering two key 
locations where it was considered the maximum proportion of the fleet would 
be observed. Over the periods sampled a total of 889 licensed vehicles were 
observed, 511 in Southport and 378 in Bootle. 

The observed plates were compared to the current fleet list. Around 5% of the 
numbers observed were not currently identifiable and were assumed to be 
errors in recording. 53% of observations were current local hackney carriages 
with the remaining 42% current local private hire vehicles. 
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During the course of the samples, in total 61% of the current hackney carriage 
fleet plates were observed whilst just 5% of the much larger private hire fleet 
were seen. This suggests there remains a reasonable amount of spare capacity 
within the current hackney carriage fleet were volumes of passengers on 
Saturday to increase, although some allowance has to be made for drivers not 
working. 

Considering levels of hackney carriage plate activity over the sample periods, 
the highest level of activity related to the early hours of Sunday morning in 
Southport, where both periods at Southport Station (22:30 to 01:00) and Lord 
Street main rank (01:30 to 03:00) both saw a fifth of the hackney carriage 
fleet active. Other samples in Southport saw between 5% and 9% of the fleet 
in their respective periods, with proportions generally lower around lunch time, 
rising but then dropping in the early evening period. 

Levels of activity were much lower in the Bootle area. Highest proportion of 
the fleet active was 11% between 15:00 and 16:30, with 9% in the earlier 
period and just 1% of the fleet active in the early hours of Sunday morning at 
the location observed. However, proportions active did remain at 8% then 7% 
in the 20:00 to 21:30 and 22:30 to 01:00 periods.  

Delay at ranks 
The raw data was reviewed to identify only the hours when passengers had to 
wait for vehicles to arrive, i.e. hours with unmet demand for hackney carriages. 
Of the 613 hours observed at ranks, 17% saw some average passenger delay. 
However, delay of a minute or more only accounted for 8% of hours. 

Inspection of the delay locations and hours identified that half of the minute 
or more delays and 35% of the lesser delays were incurred at the Southport 
station rank. This is a privately operated rank with a restricted number of 
vehicles from the Sefton fleet able to service it. Further discussion of the 
implications of this follows, but for the purpose of unmet demand from a 
Section 16 point of view, these hours have been removed since the Council 
has little potential ability to change this performance. 

For the remaining data (including that at the private hospital rank which has 
no added restrictions and can therefore be included in the data), 11% of hours 
saw some average passenger delay. Just 4% had average passenger delays of 
a minute or more. In terms of passengers, 5% of all passengers observed in 
the survey itself experienced waits in hours when the average passenger delay 
was a minute or more. A further 3% experienced waits when average 
passenger delay was not zero, but was also less than a minute. These are not 
high levels of delay. 
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The highest amount of delay observed to any passenger was 18 minutes at 
Washington Parade in the 18:00 hour on the Saturday – but this was at a time 
when overall passenger flows were low and demand is much harder to meet. 
The only other delay of this magnitude was also at a low demand time, at Lidl 
Litherland at 13:00 on the Sunday, which resulted in a wait of some 16 
minutes. These two instances were the only cases where average passenger 
delay in the hour amounted to over five minutes. 

There were a further eight passengers who waited between 11 and 15 minutes, 
again a very moderate level of delay taken in context – this is just 0.1% of all 
observed hackney carriage rank passengers in our survey sample. 

Unmet demand occurred at several locations. There were four hours observed 
at Birkdale Tea Rooms on both the early hours of Sunday and Monday 
mornings. For two locations, unmet demand covered just two hours, whilst for 
three others it occurred in just a single hour.  

The location with the most hours of delay was the Stanley Road, Wetherspoon 
rank in Bootle with some 17 of the observed hours seeing some passengers 
waiting. Sainsbury’s Southport saw 9 hours, the main Southport Lord Street 
rank 7 and the M&S rank in Bootle some 5 hours.  

Review of the hours showing delay suggested that many occurred on Saturday 
afternoons with some on Sunday afternoons. For Saturday as a whole, we 
observed 47% of all the hours with waiting, and for Sunday it was a third of 
the total hours observed when there was waiting. There were relatively few 
issues with providing for demand on the Thursday (no passenger waiting 
observed) or Friday (just 8% of delay hours) observed. Further discussion of 
this follows in the synthesis section.  
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4 General public views 
It is very important that the views of people within the area are obtained about 
the service provided by hackney carriage and private hire. A key element which 
these surveys seek to discover is specifically if people have given up waiting 
for hackney carriages at ranks (the most readily available measure of latent 
demand). However, the opportunity is also taken with these surveys to identify 
the overall usage and views of hackney carriage and private hire vehicles 
within the study area, and to give chance for people to identify current issues 
and factors which may encourage them to use licensed vehicles more. 

Such surveys can also be key in identifying variation of demand for licensed 
vehicles across an area, particularly if there are significant areas of potential 
demand without ranks, albeit in the context that many areas do not have 
places apart from their central area with sufficient demand to justify hackney 
carriages waiting at ranks.  

These surveys tend to be undertaken during the daytime period when more 
people are available, and when survey staff safety can be guaranteed. Further, 
interviews with groups of people or with those affected by alcohol consumption 
may not necessarily provide accurate responses, despite the potential value in 
speaking with people more likely to use hackney carriages at times of higher 
demand and then more likely unmet demand. Where possible, extension of 
interviews to the early evening may capture some of this group, as well as 
some studies where careful choice of night samples can be undertaken. 

Our basic methodology requires a sample size of at least 200 to ensure stable 
responses. Trained and experienced interviewers are also important as this 
ensures respondents are guided through the questions carefully and 
consistently. A minimum sample of 50 interviews is generally possible by a 
trained interviewer in a day meaning that sample sizes are best incremented 
by 50, usually if there is targeting of a specific area or group (e.g. of students, 
or a sub-centre), although conclusions from these separate samples can only 
be indicative taken alone. For some authorities with multiple centres this can 
imply value in using a higher sample size, such as 250 if there are two large 
and one moderate sized centre. 

It is normal practice to compare the resulting gender and age structure to the 
latest available local and national census proportions to identify if the sample 
has become biased in any way. 

More details of the results of the on-street responses are included in Appendix 
5. 
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More recently, general public views have been enlisted from the use of council 
citizens’ panels although the issue with these is that return numbers cannot 
be guaranteed. The other issue is that the structure of the sample responding 
cannot be guaranteed either, and it is also true that those on the panel have 
chosen to be there such that they may tend to be people willing to have 
stronger opinions than the general public randomly approached. 

Finally, some recent surveys have placed an electronic copy of the 
questionnaire on their web site to allow interested persons to respond, 
although again there needs to be an element of care with such results as 
people choosing to take part may have a vested interest. 

For Sefton, 100 interviews were undertaken around the Bootle area, with a 
further 99 obtained around Southport. The outline gender and broad age 
characteristics were compared to the currently available 2019 estimates of 
population from national statistics. These were identified for the full area rather 
than any breakdown but are indicative.  

The census suggests that 48% of those aged 16 or over in the area are 
classified as ‘male’, less than the English average. Our sample matched this 
value for Bootle, but interviewed a higher proportion, some 54% in Southport. 

With regards to age, the census suggests 19% are 16-30, 36% 31-55 and 46% 
over 55. Our Bootle sample interviewed a lot more of the medium age group, 
some 55%, whilst the Southport sample had 24% of the younger group; whilst 
the overall sample was more balanced apart from seeing the top two age group 
values the opposite way round to the census (45% medium group 
interviewed). This suggests the overall results may be more typical than when 
split by area. 

For the full sample, 80% of people said they had used a licensed vehicle in the 
last three months in the area. This is a high value. Considering the area 
responses, Southport saw an even higher level of 88% with Bootle lower at 
73%, but both are high levels of usage of licensed vehicles compared to the 
typical values found in these kinds of survey. 

All respondents told us how often they used licensed vehicles in the area. The 
result was again high, at 4.8 trips per person per month, and again higher four 
Southport (5.7) compared to Bootle (3.9). When the same question was 
narrowed to usage of hackney carriages some respondents did not respond, 
but the overall estimated hackney carriage usage was high for Southport at 
2.6 trips, but more typical of a major urban area for Bootle (0.4). Comparing 
the proportion of trips by hackney carriage to the total, Southport figures 
suggest 45% of licensed vehicle trips are hackney carriage whilst Bootle sees 
11%, the average being a good level of 31% of trips by hackney carriage. 
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When asked how people got licensed vehicles within the area, several gave 
more than one response. Of all the responses, 30% said at ranks, 8% hailed 
and 3% used an app. 55% phoned and 3% used a freephone. Similarly to the 
above responses, the hackney carriage element was increased in Southport, 
with 44% saying they used ranks, but slightly less at 6% saying hail. 16% said 
rank in Bootle whilst a higher 10% there said hail. Use of telephone bookings 
was highest in Bootle (64%) as was app use (5%). This suggests people in 
Bootle are more likely to prefer immediate availability to going to a rank whilst 
in Southport people are more likely to take the certainty of going to a place 
where a vehicle will be. 

People were asked to provide names of companies they phoned for licensed 
vehicles. Twelve different companies were named with only one having 
mention in both areas (the largest company quoted overall). This company 
obtained 40% of all mentions but 65% of those within Bootle. The next three 
companies were only mentioned in Southport and obtained between 34% and 
26% of Southport responses (10-13% overall).  

The next four companies were all Bootle only, obtaining 15%, 14%, 3% and 
3% of Bootle responses. Three other companies were named for Southport 
and one for Bootle. 

Overall, the responses suggest only low levels of private hire competition, 
although there is more in Southport than Bootle. There is more dominance of 
a single company in the southern part of the area. 

A check of the names by the Council suggested that all but one of the major 
companies were mentioned by those surveyed. There was just one company 
that was not from the area, and the main hackney carriage telephone network 
in the area obtained 3% of the Bootle responses. There was no equivalent in 
Southport. 

With regard to use of apps, a national app was dominant in Bootle, getting 
67% of mentions of apps used, whilst the top three companies in Southport all 
were mentioned as having apps that were used. 

Over the whole area, 30% of those responding how often they used a hackney 
carriage said they could not remember when they last used on. This value was 
higher in Bootle (31%) and lower in Southport (28%) but not markedly 
different. In Bootle 17% said they could not remember seeing a hackney 
carriage in the area whilst none gave this answer in Southport. This is a 
contrary result given that Bootle hackney carriages are all WAV style which 
usually means they get noticed more. 
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Respondents told us the ranks they were aware of, and if they used them. 
Many gave multiple responses. In total, 19 locations were named, some of 
which were not specific or were different names for the same rank. Three were 
rail stations that do not appear to have ranks specifically or near by. Three 
were company names or possibly booking offices. Three locations were named 
outside the area. 

The highest level of response was from Bootle. However, in reality only two 
ranks were named there, with the main one (Washington Parade) being given 
two or possibly three different names. For Southport, 31% named the Station 
rank, with 24% saying Lord Street (but not which rank), and 24% simply 
‘Southport’. 8% named Sainsbury’s in Lord Street. Overall, this suggest poor 
knowledge of ranks across the area which seems at odds with other responses. 
However, this poor response was supported for Bootle by 70% saying they did 
not use the rank they named, though in Southport 78% said they did use the 
ranks they named. 

Just over half the people who were interviewed gave their opinions about 
various aspects of the service they received. Though the level of response by 
area was similar in number, the quantitative response was very different. For 
Southport, all service aspects saw the highest score for ‘good’ with no ‘very 
poor’ scores at all. Only driver behaviour, driver appearance and price scored 
small proportions of ‘poor’ scores. The best score overall was for driver 
professionalism, which saw 34% say this was very good. 

For the Bootle respondents, whilst most responses peaked at ‘good’, there 
were four areas – driver appearance, driver hygiene, driver professionalism 
and principally price that had ‘very poor’ scores. The issue of price scored 
particularly badly in Bootle, with 35% saying very poor, 35% saying poor and 
24% saying average. However, vehicle cleanliness in Bootle saw the highest 
score for any category being ‘very good’ (33%), with a very high 63% saying 
driver knowledge was very good in Bootle.  

Only in Bootle were there any responses for ‘other’ most of which reflected 
further the issue with price in that area. 

This response was reflected in the answers given when people were asked 
what might encourage them to use hackney carriages or to use them more. 
The top response in Bootle was 28% saying more hackney carriages they could 
hail or get at ranks, followed by 19% for cheaper fares, better vehicles and 
more hackney carriages to phone for. In Southport, 33% said the main item 
to increase usage would be more hackney carriages they could get at ranks or 
hail. 30% said more hackney carriages they could phone for. 
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With regard to latent demand, more had given up waiting at ranks in Bootle 
than in Southport. The latent demand factor for Bootle was 1.16, quite high, 
whilst that for Southport was 1.03 but two thirds of these were at the private 
rank, reducing the relevant level to 1.01. This provides a rank-based latent 
demand estimate across the authority of 1.085. 

For hailing-based latent demand, none had given up trying to hail in Southport 
whilst the factor for Bootle was 1.08, giving an authority wide value of 1.04 

Combining the two factors provides an overall latent demand factor for the 
area of 1.06. 

75% of those responding in Southport and 43% in Bootle (56% across the 
area) felt there were enough hackney carriages overnight, again suggesting 
more issue in Bootle than in Southport. 

With respect to feeling safe, 99% of Southport and 85% of Bootle respondents 
felt safe using a licensed vehicle in the day, reducing to 94% and 60% for the 
situation post 18:00. Again this suggests concern is higher in Bootle, with little 
overall concern in Southport. 

For Bootle, the main thing that would increase safety feelings was more police 
followed by removal of street gangs (the latter being unrelated directly to 
licensed vehicles). In Southport the only issue mentioned was having more 
female drivers. 

The direct question about local hackney carriage fares again showed the 
difference between Bootle, where 75% felt they were expensive, and 
Southport where just 41% felt they were expensive and 49% said they were 
cheap.  

People were asked about their need for adapted licensed vehicles. In 
Southport, 86% said they had no need, nor were aware of anyone with any 
need for one. This fell to 66% for Bootle. In both cases, the focus of need was 
for WAV style rather than any other adaptation. 

In Bootle, 76% of those responding felt people with disabilities got a good 
service from hackney carriage drivers. This fell to 46% in Southport. However, 
the proportion saying they felt people did not get a good service was very low 
in both areas, at 2% in Bootle and 4% in Southport. 

Across the area, 32% said they would use an electric powered hackney 
carriage but only if it did not affect price. Just 3% overall were willing to use 
such a vehicle and pay more to do so. 
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The response to paying by card was different between the two areas. 53% in 
Southport would still pay cash whilst only 40% would do this in Bootle. 54% 
in Bootle would be happy to use card, with 5% using for every journey, 
compared to 43% and 13% respectively in Southport. These views were clear 
that the situation would change if use of card meant any increase in fares. 

51% of all the Bootle respondents said they had regular access to a car. For 
Southport, this level was 64%. A very high 98% of those interviewed in Bootle 
said they were from the area compared to 83% saying this in Southport. Most 
of those not from Southport gave Preston postcodes. 
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5 Key stakeholder consultation 
The following key stakeholders were contacted in line with the 
recommendations of the BPG: 

 Supermarkets 
 Hotels 
 Pubwatch / individual pubs / night clubs 
 Other entertainment venues 
 Restaurants 
 Hospitals 
 Police 
 Disability representatives 
 Rail operators 
 Other council contacts within all relevant local councils 

Comments received have been aggregated below to provide an overall 
appreciation of the situation at the time of this survey. In some cases, there 
are very specific comments from given stakeholders, but we try to maintain 
their confidentiality as far as is possible. The comments provided in the 
remainder of this Chapter are the views of those consulted, and not that of the 
authors of this report.  

Our information was obtained by telephone, email, letter or face to face 
meeting as appropriate. The list contacted includes those suggested by the 
Council, those drawn from previous similar surveys, and from general internet 
trawls for information. Our target stakeholders are as far as possible drawn 
from across the entire licensing area to ensure the review covers the full area 
and not just specific parts or areas. 

For the sake of clarity, we cover key stakeholders from the public side 
separately to those from the licensed vehicle trade element, whose views are 
summarized separately in the following Chapter. 

Where the statistical analyses in Chapter 2 demonstrate low levels of 
wheelchair accessible vehicle (WAV) provision, an increased emphasis will be 
given to the issue in terms of the focus of stakeholders but also in specific 
efforts to contact disabled users and their representatives. However, it must 
be remembered that none of our consultation is statutory and for cost effective 
and fixed budget reasons we limit our attempts to contact people generally to 
a first attempt and reminder.  

Further listing of who has responded and how is provided in Appendix 6 but 
ensuring privacy where appropriate for those contacted. 
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Supermarkets 
One Southport supermarket told us their customers used licensed vehicles, 
mainly by use of a free-phone provided in store. They then boarded the 
vehicles outside the store. Another supermarket made no response. 

A Bootle supermarket also said their customers did use local licensed vehicles, 
again via their free-phone. They said they had a rank at the far end of the car 
park that was used by these customers. One other supermarket made no 
response. 

A supermarket in Waterloo told us their customers obtained licensed vehicles 
using a free-phone to a major local private hire company. There was also a 
nearby rank. One other location was unable to provide a response. 

Hotels 
Three hotels in Southport advised us their customers did use local licensed 
vehicles. One was uncertain how people did this, another said people often 
asked staff or used a free-phone they provided, whilst the other said most got 
their own vehicle but a few asked staff, who made calls for them. All were 
aware of ranks although they thought some were a distance from their site, 
with one not sure if it was a rank or just a waiting place. No issues were 
reported. 

A Bootle hotel told us their customers used local licensed vehicles, using their 
free-phone. They were not sure if there was a rank nearby. 

Two hotels in the Waterloo area said their customers used local licensed 
vehicles. One said customers asked staff who booked, whilst another had two 
direct lines to private hire companies. Both were also aware of nearby ranks. 
The only issues that arose were when the Grand National event was on, with 
the issue being overcharging at that time. 

Public houses 
The only Southport public house that was spoken to did not have time to 
provide any response. Two Bootle locations said their customers used local 
licensed vehicles, both by asking staff and making their own arrangements. 
Neither were aware of ranks nor any issues raised. Two Waterloo public houses 
told us their customers did use local licensed vehicles. Both had a direct line 
to a private hire company. One was also aware of the rank at South Road 
which they said was used at night. This location also said they felt the licensed 
vehicles provided a complementary service to their business which helped 
them operate well. 
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Night clubs 
Neither of the Southport locations contacted made any response. No night 
venues were identified in any other part of the area. 

Other entertainment venues 
No Southport or Bootle entertainment venues made any response. One Crosby 
location told us their customers used local licensed vehicles, either by asking 
staff or phoning themselves. They were not aware of any rank nearby. 

Restaurants 
Two restaurants in Southport said their customers used local licensed vehicles. 
Both said that people either asked staff or booked vehicles themselves. One 
was aware of a rank directly outside whilst the other was uncertain if there 
were any ranks nearby. Two other locations were too busy to respond. 

No response was obtained from any Bootle or Waterloo restaurants or cafes. 

Hospitals 
No-one made comment at the Southport and Formby General Hospital. 
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6 Trade stakeholder views 
The BPG encourages all studies to include ‘all those involved in the trade’. 
There are a number of different ways felt to be valid in meeting this 
requirement, partly dependent on what the licensing authority feel is 
reasonable and possible given the specifics of those involved in the trade in 
their area. 

The most direct and least costly route is to obtain comment from trade 
representatives. This can be undertaken by email, phone call or face to face 
meeting by the consultant undertaking the study. In some cases to ensure 
validity of the work being undertaken it may be best for the consultation to 
occur after the main work has been undertaken. This avoids anyone being able 
to claim that the survey work was influenced by any change in behaviour. 

Most current studies tend to issue a letter and questionnaire to all hackney 
carriage and private hire owners, drivers and operators. This is best issued by 
the council on behalf of the independent consultant. Usual return is now using 
an on-line form of the questionnaire, with the option of postal return still being 
provided, albeit in some cases without use of a freepost return. Returns can 
be encouraged by email or direct contact via representatives.  

Some authorities cover private hire by issuing the letter and questionnaire to 
operators seeking they pass them on when drivers book on or off, or via vehicle 
data head communications. 

In all cases, we believe it is essential we document the method used clearly 
and measure response levels. However, it is also rare for there to be high 
levels of response, with 5% typically felt to be good and reasonable. 

For this survey, all letters were issued by the Council. There were a total of 30 
responses returned. Given that most were either hackney carriage or people 
that said they drove both hackney carriage and private hire, the response rate 
might be at most 9%. If compared to the very high number of total licensed 
drivers, response would be just 0.5% although very few private hire drivers 
ever tend to respond to a survey that they often feel only applies to hackney 
carriages. 

Those responding had an average length of service in the Sefton trade of nearly 
17 years, with a range between one year and 45 years in the responses.  
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All told us how many days they had worked in the previous week. A third said 
they had worked six days whilst 23% had worked five, 17% seven and 10% 
each for both three and four days. One responded they had worked two days 
and another had not worked in the previous week. The actual average days 
worked was just over five. The average hours worked were 43 hours, but 
ranging up to a maximum of 80 hours.  

Various reasons were given for why people chose to work when they did. Many 
gave more than one reason. From all the responses, 30% said they mainly 
focussed on busy times. 21% worked around family commitments. 19% just 
said ‘their preference’ and gave no more detail. 12% avoided heavy traffic and 
9% did not work when they expected there to be disruptive passengers. 7% 
had hours affected by their sharing a vehicle. One person focussed on contract 
work.  

80% owned their own vehicle. 20% then said that someone else also drove 
their vehicle, mainly during days (55%).  

60% said they accepted pre-bookings. Most were via an office radio (42%) 
with 37% by phone, 5% by an app, 5% on an in-vehicle PDA, 5% from contract 
jobs and 5% by face to face bookings (no further detail provided, so it is not 
clear if this was legal or not). Six different companies were named with the top 
two getting 29% of mentions, the next two 14% each and the final two 7% 
each. All were known Sefton companies, with one of the last two being the 
hackney carriage radio network.  

36 different rank locations were named as places that drivers worked. The top 
rank mentioned was Lord Street, Southport (but not exactly where). Other 
references were made to Lord Street in various guises. These accounted for 
about 26% of all the mentions provided. 6% mentioned Southport Hospital 
and 6% Sainsbury’s specifically. There were several mentions of places which 
were not clear where exactly they were. Overall, there seemed to be a wide 
service provided to ranks although specific knowledge of where ranks actually 
were seemed less clear. 

60% said their main way of getting fares was from the ranks, with 13% each 
for telephone, apps and contracts. However, there were very few that said all 
their work came from ranks. 77%  gave some proportion up to 25% for hailing. 

97% felt that the limit on hackney carriage vehicle numbers should be 
retained. 44% of those giving a reason this benefitted the public suggested it 
helps maintain public safety. 25% said they felt it maintained a better service. 
Others said it reduced pollution and congestion, ensured taxis were always 
available at ranks and reduced over ranking. One response felt that the limit 
had no benefit to the public. 
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97% also felt there were enough hackney carriage vehicles licensed in the area 
at present.  

34% felt fares were about right whilst 47% felt they needed to be increased. 
Many said that the initial fare needed to be increased as they undertook a lot 
of short journey work. 

There were many other comments but none were particularly significant and 
many related to the fare question and a desire to see fares raised, giving 
specific reasons why and how. 

A set of contacts were made with trade representatives that attended regular 
meetings. One responded explaining their view point from a private hire 
perspective. They felt that private hire tended to provide a better service which 
was more environmentally friendly and cost effective. They were concerned 
that some ranks full of waiting hackney carriages impeded their ability to get 
customers to and from where they needed to be. They also felt their fleet and 
operating practices were generally much more environmentally friendly than 
the hackney carriage fleet. 

No other responses were made. 
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7 Evaluation of unmet demand and its significance 
It is first important to define our specific view about what constitutes unmet 
demand. Our definition is when a person turns up at a hackney carriage rank 
and finds there is no vehicle there available for immediate hire. This normally 
leads to a queue of people building up, some of who may walk off (taken to be 
latent demand), whilst others will wait till a vehicle collects them. Later 
passengers may well arrive when there are vehicles there, but because of the 
queue will not obtain a vehicle immediately.  

There are other instances where queues of passengers can be observed at 
hackney carriage ranks. This can occur when the level of demand is such that 
it takes longer for vehicles to move up to waiting passengers than passengers 
can board and move away. This often occurs at railway stations but can also 
occur at other ranks where high levels of passenger arrivals occur. We do not 
consider this is unmet demand, but geometric delay and although we note this, 
it is not counted towards unmet demand being significant. 

The industry standard index of the significance of unmet demand (ISUD) was 
initiated at the time of the introduction of section 16 of the 1985 Transport Act 
as a numeric and consistent way of evaluating unmet demand and its 
significance. The ISUD methodology was initially developed by a university and 
then adopted by one of the leading consultant groups undertaking the surveys 
made necessary to enable authorities to retain their limit on hackney carriage 
vehicle numbers. The index has been developed and deepened over time to 
take into account various court challenges. It has now become accepted as the 
industry standard test of if identified unmet demand is significant.  

The index is a statistical guide derived to evaluate if observed unmet demand 
is in fact significant. However, its basis is that early tests using first principles 
identified based on a moderate sample suggested that the level of index of 80 
was the cut-off above which the index was in fact significant, and that unmet 
demand therefore was such that action was needed in terms of additional issue 
of plates to reduce the demand below this level, or a complete change of policy 
if it was felt appropriate. This level has been accepted as part of the industry 
standard. However, the index is not a strict determinant and care is needed in 
providing the input samples as well as interpreting the result provided. 
However, the index has various components which can also be used to 
understand what is happening in the rank-based and overall licensed vehicle 
market. 
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ISUD draws from several different parts of the study data. Each separate 
component of the index is designed to capture a part of the operation of the 
demand for hackney carriages and reflect this numerically. Whilst the principal 
inputs are from the rank surveys, the measure of latent demand comes from 
the public on-street surveys, and any final decision about if identified unmet 
demand is significant, or in fact about the value of continuing the current policy 
of restricting vehicle numbers, must be taken fully in the context of a careful 
balance of all the evidence gathered during the survey process.  

The present ISUD calculation has two components which both could be zero. 
In the case that either are zero, the overall index result is zero, which means 
they clearly demonstrate there is no unmet demand which is significant, even 
if other values are high. 

The first component which can be zero is the proportion of daytime hours 
where people are observed to have to wait for a hackney carriage to arrive. 
The level of wait used is ANY average wait at all within any hour. The industry 
definition of these hours varies, the main index user counts from 10:00 to 
18:00 (i.e. eight hours ending at 17:59). The present index is clear that unmet 
demand cannot be significant if there are no such hours. The only rider on this 
component is that the sample of hours collected must include a fair element of 
such hours, and that if the value is non-zero, review of the potential effect of 
a wider sample needs to be considered. 

The other component which could be zero is the test identifying the proportion 
of passengers which are travelling in any hour when the average passenger 
wait in that hour is greater than one minute.  

If both of these components are non-zero, then the remaining components of 
the index come into play. These are the peakiness factor, the seasonality 
factor, average passenger delay, and the latent demand factor.  

Average passenger delay is the total amount of time waited by all passengers 
in the sample, divided by the total number of passengers observed who 
entered hackney carriages.  

The seasonality factor allows for the undertaking of rank survey work in periods 
which are not typical, although guidance is that such periods should normally 
be avoided if possible particularly as the impact of seasons may not just be on 
the level of passenger demand, but may also impact on the level of supply. 
This is particularly true in regard to if surveys are undertaken when schools 
are active or not.  
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Periods when schools are not active can lead to more hackney carriage vehicles 
being available whilst they are not required for school contract work. Such 
periods can also reduce hackney carriage demand with people away on holiday 
from the area. Generally, use of hackney carriages is higher in December in 
the run-up to Christmas, but much lower in January, February and the parts 
of July and August when more people are likely to be on holiday. The factor 
tends to range from 0.8 for December (factoring high demand level impacts 
down) to 1.2 for January / February (inflating the values from low demand 
levels upwards).  

There can be special cases where summer demand needs to be covered, 
although high peaks for tourist traffic use of hackney carriages tend not to be 
so dominant at the current time, apart from in a few key tourist authorities. 

The peakiness factor is generally either 1 (level demand generally) or 0.5 
(demand has a high peak at one point during the week). This is used to allow 
for the difficulty of any transport system being able to meet high levels of 
peaking. It is rarely possible or practicable for example for any public transport 
system, or any road capacity, to be provided to cover a few hours a week.  

The latent demand factor was added following a court case. It comes from 
asking people in the on-street questionnaires if they have ever given up waiting 
for a hackney carriage at a rank in any part of the area. This factor generally 
only affects the level of the index as it only ranges from 1.0 (no-one has given 
up) to 2.0 (everyone says they have). It is also important to check that people 
are quoting legitimate hackney carriage rank waits as some, despite careful 
questioning, quote giving up waiting at home, which must be for a private hire 
vehicle (even if in hackney carriage guise as there are few private homes with 
taxi ranks outside). 

The ISUD index is the result of multiplying each of the components together 
and benchmarking this against the cut-off value of 80. Changes in the 
individual components of the index can also be illustrative. For example, the 
growth of daytime hour queueing can be an earlier sign of unmet demand 
developing than might be apparent from the proportion of people experiencing 
a queue particularly as the former element is based on any wait and not just 
that averaging over a minute. The change to a peaky demand profile can tend 
towards reducing the potential for unmet demand to be significant.  

Finally, any ISUD value must be interpreted in the light of the sample used to 
feed it, as well as completely in the context of all other information gathered. 
Generally, the guide of the index will tend not to be overturned in regard to 
significant unmet demand being identified, but this cannot be assumed to be 
the case – the index is a guide and a part of the evidence and needs to be 
taken fully in context. 
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For Sefton, in terms of ISUD, there is another important issue. The main 
station rank in Southport is a private rank, under separate arrangements and 
with a further limited set of vehicles able to service demand there. Were this 
rank to lead to unmet demand that was significant, it would not be possible for 
the local Council to enable more plates to be made available to service that 
location. Hence we review the SUD levels for all council ranks, and then 
separately for the station and for the full set of ranks to enable the true picture 
of supply to be considered. 

The table below summarises the results from the present evaluation and 
provides previous results that are available. 

ISUD 
element 

2019 Co 2019 
Private 

2019 All 2013 2010 2000 

Av pass delay 0.33 0.87 0.47 0.1 0.38 0.28 
Off peak 
delay 

17.6 68.75 23.4 3 4 6 

Overall delay 10.95 33.8 17.44 0.87 4.25 8 
Peak Status 0.5 1 1 1 0.5 1 
Seasonality 1 1 1 1 1 1 
Latent 
Demand 

1.05 1.02 1.06 n/a n/a n/a 

ISUD index 33.72 2054 100.94 0.26 3.23 13.44 
 
There were previous studies in 1989, 2000, 2006, 2010 and 2013 but no 
results were identified from either the 1989 or 2006 studies.  

The current results considering all Council ranks, but excluding the private 
station rank in Southport produce in index of 33.72, which is high, but still a 
large way below the value of 80 that is counted to suggest that the observed 
unmet demand is significant in terms of Section 16 of the 1985 Transport Act. 
The main component contributing to the level of unmet demand is the 
proportion of hours in the off peak when delay occurs. This can be a result of 
hackney carriages working in those periods more from telephone bookings 
than sitting waiting at ranks.  

Compared to earlier studies, all values (apart from the peak factor) have 
increased, suggesting reduced levels of service at this point in time.  
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For completeness, a review was undertaken including the performance of the 
private rank, where a much stronger limit on vehicle numbers is in place and 
outside the control of the Council. Performance at this rank is much worse in 
all respects, and when added to the council ranks swamps their better 
performance, with both tests demonstrating unmet demand that is significant. 
However, the Council has no ability to influence the number of vehicles at that 
site although it is the duty of this study to report performance that may well 
colour public views.  
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8 Summary, synthesis and study conclusions 
This survey of demand for hackney carriages on behalf of Sefton Council has 
been undertaken following the guidance of the BPG and other recent case 
history regarding unmet demand and its significance. The following paragraphs 
provide a summary of the key results from the evidence database and then 
draw these together as a synthesis to allow conclusions to be provided. 
Recommendations follow in the subsequent Chapter. 

Background and context 
This 2019 review of demand for hackney carriages in the Sefton MBC area was 
undertaken between June and October 2019 with most principal data collection 
towards the start of the period. The study is one of a set of reviews undertaken 
to support the decision made in 1974 to limit hackney carriage vehicle numbers 
in the area. The number of hackney carriage vehicles has been 271 since at 
least the start of publication of DfT statistics in 1994. None of the regular 
reviews identified any significant unmet demand so that there have been no 
added plates in that period. 
 
Over the period for which statistics are available, principal changes have been 
a reduction in the level of hackney carriage drivers towards one driver per 
vehicle whilst growth of private hire vehicles and their drivers has been 
significant. Private hire operator numbers have also grown significantly over 
time.  
 
The level of wheel chair accessible hackney carriages has declined since the 
peak level achieved in around 2009, with the most significant drop occurring 
around 2016. The current hackney carriage fleet is about 41% wheel chair 
accessible. The bulk of these vehicles tend to service demand in the Bootle 
part of the authority, with a much lower level of such vehicles operating in 
Southport. This tends to reflect the difference in operation between the 
southern part of the authority which is more akin to a major city principally 
WAV operation whilst the northern part tends more towards a county town 
style mixed fleet operation. 
 
Rank observations 
A major rank consolidation occurred in 2016 although even since that time 
economic changes have modified the ranks that are used. Several key hackney 
carriage demand generators have ceased operation although there have also 
been some gaps filled by new operations, although the general trend has been 
to see potential hackney carriage demand generators overall reduce. 
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Rank observations were undertaken partly mirroring the sample from the 
previous surveys albeit modified for known demand revision as well as taking 
advantage of current data collection methods and needs.  
 
The extensive rank surveys found 79% of all vehicle movements at or near 
ranks were by local hackney carriages. 14% were private cars and 6% private 
hire vehicles, both suggesting some abuse of ranks by non-hackney carriage 
vehicles. However, the locations with worst abuse were sites little used by 
hackney carriages. Three active ranks did see high levels of abuse by private 
cars, two of which were in Southport and one in Litherland. 
 
Several observed ranks were found to see no, or very little, hackney carriage 
passengers, with three key active ranks at Southport station (private 
operation), Wetherspoon’s Stanley Road Bootle and Lord Street, Southport. 
 
In terms of WAV-style vehicles observed, the overall proportion in the rank 
surveys was estimated at 46%, higher than the proportion in the fleet. Further, 
very few saloons were observed at Bootle ranks whilst Southport saw low WAV 
operating levels – e.g. just 13% of observed hackney carriages at the busy 
Southport station rank were WAV. 
 
Despite this, a high number of 29 people were observed accessing hackney 
carriages at ranks in wheel chairs – including quite a few in Southport. There 
was also a very high number of other visibly disabled persons being assisted 
into vehicles in the area. 
 
There were three ranks with between 20% and 24% of the total estimated 
passenger demand in the area. One other rank provided 16% of demand whilst 
three others saw between 4 and 7% and ten others ranging from 1.2% to next 
to no usage. This spread of use of ranks is a very positive result compared to 
many other licensing authorities where often demand focusses on a very small 
number of rank locations. 
 
The positive view of hackney carriage operations in Sefton is further supported 
by the only small reduction of 5% in the estimated level of hackney carriage 
usage at ranks since the last survey in 2013. Many other authorities have seen 
such rank usage decline much more. It should be noted, however, that the 
level remains 17% down on the peak value obtained in 2010. 
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However, the number of active ranks in the area has reduced from 23 in 2010 
to about 18 now. The national trend of focussing rank work on busier areas is 
also seen in Sefton but certainly not to so extreme a degree. Despite high 
levels of competition, the key private rank in Southport has continued to see 
growth in demand. This may be a key factor in why its 31 vehicles are now 
struggling to provide sufficient service levels. 
 
As is the case around the country, demand levels build up to a crescendo on 
Friday and Saturday nights. A key factor is that the overall busiest rank 
principally only operates late evenings / early mornings. Southport sees the 
most peaked demand profile, with Bootle seeing a decrease in overall demand 
from a Friday peak to Saturday, but with both days still significantly higher 
than the Thursday or Sunday (which interestingly for Bootle seem to be fairly 
similar overall). 
 
A test of fleet activity found on the Saturday 53% of the observed vehicles 
were local hackney carriages and 42% local private hire. The remaining 5% 
were not locally identifiable licensed vehicles so are either from out of town or 
observational errors. The observations found 61% of the current hackney 
carriage fleet observed and 5% of the present private hire fleet. 
 
The levels of activity of the fleet in Southport were very high for the late night 
/ early morning, both seeing 20% of the fleet active, with 5-9% in other 
periods. The Bootle area saw lower proportions active, peaking at 11% for the 
late afternoon; dropping to 8/7% later and then to just 1% for the early hours 
of Sunday morning.  
 
In terms of delay experienced, half of the larger delays and 35% of the lesser 
delays were all attributable to the private Southport station rank. When these 
hours were removed, just 4% of all hours had delay a minute or more. The 
worst delay was a result of thin demand rather than excess levels of passenger 
movement. 
 
Overall, most issues with passenger delay were on Saturdays or Sundays 
rather than on the two weekdays observed.  
 
On street public views 
The on-street surveys were generally representative of the current census 
statistics although more males were interviewed in Southport than in the 
census. On an age basis there were some differences, but not major. 
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Overall usage of licensed vehicles was very high in Southport and high in Bootle 
– both more than in most other recent surveys (88% and 73%). The number 
of trips per month was similarly high (5.7 and 3.9). When the level of hackney 
carriage usage was considered there was a stark contrast with levels of 45% 
of the total for Southport but just 11% for Bootle. 
 
When the way people got licensed vehicles was considered, the high use of 
hackney carriages was continued for Southport with 30% saying they used 
ranks and 6% hailing. Bootle saw 44% rank but a higher 10% hailed (possibly 
consistent with the vehicles being mainly WAV style).  
 
Response about companies people phoned identified all but one of the key 
companies in the area. Only one company was quoted in both areas. Generally, 
the proportion quoting companies was higher in Southport than in Bootle, and 
overall there was more competition in Southport than Bootle but across the 
area the level of choice was focussed rather than spread, suggesting relatively 
low levels of competition (albeit by large companies). The most dominant 
company was in the Bootle part of the area. Only Bootle saw a hackney 
carriage phone network mentioned, obtaining a small amount of the total. 
 
The difference between Southport and Bootle was again shown in use of apps 
– for Bootle it was one national app whereas in Southport three more local 
apps were in use.  
 
At odds with the conclusions about high use of hackney carriages at ranks was 
what appeared to be poor knowledge of other than the main few ranks.  
 
Overall views of the service provided suggested a much better appreciation of 
hackney carriages in Southport than in Bootle. There seemed to be an issue 
with fare prices for Bootle that did not appear important in Southport.  
 
Latent demand was much higher in Bootle than Southport with no hailing-
based latent demand at all in Southport. The level of people feeling there were 
enough hackney carriages over night was much higher in Southport than 
Bootle – mirroring the observed levels of vehicle availability in the rank 
surveys. Safety was similarly not an issue in Southport but more of concern in 
Bootle. 
 
Need for disability adapted vehicles was higher in Bootle than Southport 
although all preferred WAV style. Bootle got good levels of report about good 
service to those with disabilities, compared to a much lower feeling about this 
in Southport, which relates to the overall level of WAV in the two areas. 
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32% were willing to use an electric vehicle but only if it did not affect price. 
3% would use them and pay more. Support for use of credit cards was higher 
in Bootle than Southport. 
 
The sample interviewed was almost exclusively local for the Bootle sample but 
much less so for Southport, with a lot of people from PR postcodes interviewed. 
 
Key stakeholder views 
As is often the case for these surveys, whose requests are not mandatory, the 
key stakeholder response was poor. Most of those responding were pleased 
with the service but nearly all were referring to phone bookings and private 
hire service. There was only small mention of use of ranks. 
 
Trade views 
The response rate to the all-driver survey was at most 9%, which is relatively 
high for this kind of survey. The quoted working week focussed on six days 
and 43 hours. The top reason for working when people did was focussing on 
busy times. 12% however avoided heavy traffic times and 9% avoided times 
they expected disruptive passengers.  
 
80% owned their own vehicle with just a fifth saying someone else also used 
their vehicle.  
 
60% accepted pre-bookings with 42% by office radio. The hackney carriage 
radio network was one of six companies people said they got work from.  
 
A wide range of ranks were claimed to be served, although specific knowledge 
of exact locations appeared poor.  
 
Whilst 60% said their main way of getting fares was from ranks, very few said 
they were entirely dependent on ranks. 77% said up to 25% of work came 
from hailing, a high level.  
 
There was strong support – at 97% of all responses – for retaining the limit on 
vehicle numbers. Drivers told us they believed this helped maintain public 
safety and provided a better service, whilst others said it reduced pollution and 
congestion.  
 
47% felt fares needed to be increased. A particular focus was increasing the 
initial fare to counter the issue that many provided short journeys. 
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There were no significant other comments and just one other trade person 
responded to the wide appeal to specific representatives for comment. Their 
main point was trying to demonstrate the superior nature of the private hire 
offer in the area compared to their view of the hackney carriage operation. 
 
Formal evaluation of significance of unmet demand 
Apart from the peakiness factor, all other elements of the index of significance 
of unmet demand (ISUD) are now much worse than in 2013. However, the 
council rank-based level of ISUD though high was far from being seen to be 
significant. The main contributor was off peak levels of delay, often related to 
high proportions of hackney carriage vehicles operating via bookings rather 
than fully focussing on ranks. 

The ISUD measure suggested poor service for the private Station rank which 
if the data was mixed with the Council rank data would tip the entire area 
towards unmet demand being significant. However, given there are a very low 
and privately limited number of vehicles at that rank which cannot be 
influenced by the Council it is not appropriate to consider this value in the 
present conclusions. 

Synthesis 
Sefton very clearly is made up of two very different areas in terms of hackney 
carriage operation.  
 
The Southport area has a well-appreciated but mixed vehicle hackney carriage 
fleet. People say they make relatively high use of hackney carriages and are 
generally happy to pay fares. The principal down side for this operation tends 
to be poorer service to those with disabilities arising from the mixed fleet 
nature. Usage is more peaked and focussed on the weekend. 
 
The Bootle fleet is much more like a major city fleet and almost exclusively 
WAV style. However, the typical issues arise from such a fleet tending to be 
older, with less appreciated drivers and feelings the fares are not value for 
money. However, service to those with disabilities is better and this tends to 
match the higher level of need for such vehicles in this area. Usage is more 
equal over days but vehicles tend not to service nights partly because there 
appears to be a lot less night demand in this area. 
 
Across the area both passengers and drivers seem very poorly informed about 
exactly where ranks are and what to call them, despite actually making good 
use of them. Overall, licensed vehicles are well-used.  
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Despite there being high numbers of private hire vehicles, overall competition 
is very focussed on a small number of companies with higher dominance of 
companies in Southport than Bootle although the only pan-Sefton company is 
actually based in Bootle. 
 
Conclusions 
Overall service to the public in Sefton has deteriorated in the period since the 
last survey. Matters appear worse in Bootle than in Southport. However, the 
overall service is generally appreciated, and overall there has been less 
reduction in rank-based demand than in most other places, just 5% compared 
to much higher reductions over shorter periods in other licensing areas. This 
suggests there are some very positive elements to the local trade. Usage levels 
are also very high despite the concerns – which may well account for the 
deterioration in service given the same number of vehicles operating. 
 
The overall conclusion is that there is no evidence of council rank-based unmet 
demand that is significant and that the strong view of the Trade that the limit 
should be retained can be supported. 
 
However, there is an issue with the private rank in Southport although this 
report can only note this as the Council has no ability to revise this private 
arrangement. It does not appear to have negatively coloured public opinion in 
any way.  
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9 Recommendations 
On the basis of the evidence gathered in this survey of demand for hackney 
carriages for Sefton, our key conclusion is that there is no evidence of any 
unmet demand for the services of hackney carriages either patent or latent 
which is significant at this point in time in the Sefton licensing area. The 
committee is able to retain the current limit policy and do so with the current 
level of hackney carriage vehicles on issue. 

We would strongly recommend that the DfT Best Practice Guidance suggestion 
that three years should be a maximum between surveys be applied, meaning 
fresh surveys should be undertaken at the ranks no later than June 2022. 
There would also be merit in considering how service levels might be tested in 
some way perhaps two years in to the life of this current survey given that the 
ISUD index tends to worsen the closer it gets to the cut-off. Key items to watch 
for would be further increase in off peak passenger queuing at key locations 
as identified in the survey report detail. 

Consideration should be given to better marketing, perhaps using maps and 
council internet facilities, of the ranks in the area. The possibility of using high 
level signing as provided in Tyne and Wear might be an option. 
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Appendix 1 – Industry statistics 

    Sefton     

              

   Limit began 1974 (DfT 2001)    

              

              

 

  hcv phv 
lv 

total hcd phd dd 
total 

d   Operators 
% 
hcv 

WAV 

% 
phv 
WAV  

 1994D 270     668       1994D        
 1997D 270 1422 1692 598 2015   2613 1997D   71    
 1999D 271 1398 1669 510 2758   3268 1999D 35 74    
 2001D 271 1540 1811 515 2280   2795 2001D 31 74    
 2004D 271 1540 1811 515 2280 10 2805 2004D 31 74    
 2005D 271 1681 1952 565 2254   2819 2005D 39 76    
 2007D 271 2246 2517 422 2450   2872 2007D 38 78    
 2009D 271 2605 2876 404 2750 94 3248 2009D 48 78    
 2010N 271 2699 2970 399 2849   3248 2010N 53 65 0.3  
 2011D 271 2679 2950 394 2948   3342 2011D 58 59 0.1  
 2012N 271 2837 3108 390 3099   3489 2012C 57 65 0.4  
 2013D 271 2784 3055 385 3250   3635 2013D 55 59 1.4  
 2014N 271 2926 3197 379 3324   3703 2014N 61 62 0.4  
 2015D 271 2967 3238 372 3398   3770 2015D 66 66 0.7  
 2017D 271 3153 3424 352 3399   3751 2017D 87 46 0.2  
 2018D 271 3747 4018 340 4286   4626 2018D  98 46 0.2  
 2019D 271 4689 4960 323 5374   5697 2019D 103 41 0.3  
 2019C 271 4887 5158 329 5753   6082 2019C 103 41 0.3  
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Appendix 2 – List of ranks  

Note: - Annotated to show which ranks were planned for observation 
during the rank survey. Letters highlighted in yellow refer to listing 
in Appendix 3. 

Schedule 

Areas of Highway Designated as Taxi Ranks 
 

1 2 3 
Number 
of taxi 
rank 

Length of carriageway of a road forming one side of the 
area of carriageway of that road designated as a Taxi Rank 

Permitted 
Hours 

   
 AINSDALE  

AI1 Shore Road, Ainsdale – northeast side  
   
 From a point 32 metres northwest of the northwest kerbline of 

Sandringham Road, to a point 22 metres northwest of the 
northwest kerbline of Sandringham Road (2 Cabs) 

Any Time 

   
AI2 Shore Road (Pontins) Ainsdale – southwest side  

   
 From a point 40 metres northwest of the northwest kerbline of the 

main entrance to Pontins Holiday Camp to a point 25 metres 
northwest of the northwest kerbline of the main entrance to 
Pontins Holiday Camp (3 Cabs) 

Any Time 

   
 BIRKDALE  

BI1 Liverpool Road, Birkdale – southeast side   
   
 From a point 21 metres southwest of the southwest kerbline of 

Halsall Road to a point 31 metres southwest of the southwest 
kerbline of Halsall Road (2 Cabs) 

8.00pm to 
midnight 

   
H Bl2 Liverpool Road, Birkdale – southwest side  

   
 From a point 39 metres north west of the extended flank wall of 

No. 16 Liverpool Road projected to a point 2.5 metres north west 
of the extended flank wall of No. 16 Liverpool Road projected (7 
Cabs) 

Midnight to 
6.00 a.m. 

   
BI3 Weld Parade, Birkdale – northeast side  

   
 From a point 7 metres southeast of the southeast kerbline of York 

Road to a point 34 metres southeast of the southeast kerbline of 
York Road (5 Cabs) 
 

Any Time 
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 BOOTLE  

BO1 Linacre Lane, Bootle – southeast side  
   
 From a point 2 metres southwest of the southwest kerbline of 

Sefton road projected to a point 41 metres northeast of the 
southwest kerbline of Sefton Road projected (8 cabs) 

Any Time 

   
   
   
   
   

BO2 Merton Road, Bootle – south side  
   
 From a point 61 metres east of the east kerbline of Stanley Road 

to a point 81 metres east of the east kerbline of Stanley Road (4 
Cabs) 

Any Time 

   
G BO3 Stanley Road, Bootle (M&S Rank) – west side  

   
 From a point 373 metres south of the southeast kerbline of Marsh 

Lane to a point 439 metres south of the southeast kerbline of 
Marsh Lane (12 Cabs)  

Any Time 

   
BO4 Stanley Road, Bootle (McDonalds) – east side  

   
 From a point 289 metres south of the southeast kerbline of Marsh 

Lane to a point 327 metres south of the southeast kerbline of 
Marsh Lane (7 Cabs) 
TO BE USED IN SOUTHBOUND DIRECTION BETWEEN 6am – 6pm 
AND A NORTHBOUND DIRECTION BETWEEN 6pm – 6am 

Any Time 

   
I BO5 Stanley Road, Bootle (Sullivans) – west side  

   
 From a point 62 metres north of the north kerbline of Merton Road 

to a point 22.5 metres north of the north kerbline of Merton Road 
(8 Cabs) 

Any Time 

   
E BO6 Stanley Road, Bootle (Wetherspoons) – west side  

   
 From a point 152 metres south of the south kerbline of Marsh 

Lane to a point 189 metres south of the south kerbline of Marsh 
Lane (7 Cabs) 

Any Time 
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BO7 Stanley Road, Bootle (South Park) – east side  
   
 From a point 174 metres south of the south kerbline of Balliol 

Road to a point 205 metres south of the south kerbline of Balliol 
Road (6 Cabs) 

Any Time 

   
BO8 Stanley Road, Bootle (St Martins’ House) – west side  

   
 From a point 45 metres south of the south kerbline of Merton 

Road to a point 85 metres south of the south kerbline of Merton 
Road (8 Cabs) 

Any Time 

   
BO9 Washington Parade, Bootle – east side   

   
 From a point 101 metres north of the south kerbline of Strand 

Road projected to a point 61 metres north of the south kerbline of 
Strand Road projected (8 Cabs – to feed rank BO10) 

Any Time 

   
   

F BO10 Washington Parade, Bootle (Hexagon Entrance, New Strand 
Shopping Centre) – east side 

 

   
 From a point 31 metres north of the south kerbline of Strand Road 

projected to a point 6 metres north of the south kerbline of Strand 
Road projected (5 Cabs) 

Any Time 

   
BO11 Washington Parade, Bootle – west side  

   
 From a point 59 metres south from the line of the southern most 

bollards of the road block situated between Hornby Road and 
Washington Parade to a point 70 metres south of the southern 
most bollards of the road block situated between Hornby Road 
and Washington Parade (2 Cabs) 
 

Any Time 

   
BO12 Washington Parade, Bootle – northbound carriageway – east side  

   
 From a point 22 metres south of the south kerbline of Vermont 

Way projected, to a point 74 metres south of the south kerbline of 
Vermont Way projected (10 cabs to feed rank BO10) 

Any Time 

   
 CROSBY  

A CO1 Green Car Park Service Road, Crosby – north side  
   
 From a point 27 metres east of the east kerbline of Islington for a 

distance of 12 metres in an easterly direction (2 Cabs) 
Any Time 
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 FORMBY  
FO1 Green Lane, Formby - Grapes Hotel – northeast side  

   
 From a point 43 metres northwest of the northwest kerbline of 

Ryeground Lane to a point 58 metres northwest of the northwest 
kerbline of Ryeground Lane (3 Cabs) 

Any Time 

   
FO2 Victoria Road, Formby – north side  

   
 From a point 21 metres east of the east kerbline of The Bridle to 

a point 36 metres east of the east kerbline of The Bridle (3 Cabs) 
Any Time 

   
D FO3 Duke Street, Formby – Station Interchange Car Park  

   
 The east side of the Station Interchange car park (4 Cabs) Any Time 
   
   
 LITHERLAND  

C LI1 Wellington Road, Litherland – southwest side  
   
 From a point 12 metres southeast of the southeast kerbline of 

Bridge Road projected to a point 36 metres southeast of the 
southeast kerbline of Bridge Road projected (4 Cabs)  

Any Time 

   
LI2 Wellington Road, Litherland – southwest side  

   
 From a point 75 metres southeast of the southeast kerbline of 

Bridge Road projected to a point 99 metres southeast of the 
southeast kerbline of Bridge Road projected (Feeder Rank - 4 
Cabs)  

Any Time 

   
 NETHERTON  

NE1 Farriers Way, Netherton  
   
 On the northeastern side, from a point 88 metres north of the 

northwest kerbline of Bridle Road to a point 118 metres north of 
the northwest kerbline of Bridle Road (6 cabs) 

Any Time 

   
NE2 Bridle Road, Netherton – Access Road to Former Giro Centre – 

Western leg – west side 
 

   
 Full length of lay-by for a distance of 40 metres (8 Cabs) Any Time 
   

B NE3 Glovers Lane, Netherton – northeast side  
   
 From a point 64 metres southeast of the southeast kerbline of 

Magdalene Square to a point 89 metres southeast of the 
southeast kerbline of Magdalene Square (5 Cabs) 

Any Time 
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    NE4        Glovers Lane, Netherton – southwest side 
 
         From a point 153 metres south-east of the south-east kerbline of       Any 
Time 
                   The Marian Square Service Road to a point 166 metres south- 

        East of the south-east kerb line of the Marion Square Service  
        Road (2 Cabs) 

   
NE5 Park Lane, Netherton – northeast side  

   
 From a point 82 metres northwest of the west kerbline of Ormskirk 

Road to a point 47 metres northwest of the west kerbline of 
Ormskirk Road (7 Cabs) 

Any Time 

   
NE6 Park Lane, Netherton – southwest side  

   
 From a point 84 metres northwest of the west kerbline of 

Warbreck Moor to a point 54 metres northwest of the west 
kerbline of Warbreck Moor (6 Cabs) 

Any Time 

 
   

  
SOUTHPORT 

 

J 
 
 

SO1 

Southport Station, private rank 
 
 
Botanic Road, Southport – northeast side 

 

   
 Centrally located adjacent to the traffic island at the junction of St. 

Cuthbert’s Road (2 Cabs) 
Any Time 

   
N SO2 Coronation Walk, Southport -_northeast side_  

   
 From a point 6 metres southeast of the southeast kerbline of 

West Street to a point 11 metres northwest of the northwest 
kerbline of Lord Street (11 Cabs)  

10pm – 6am 

   
SO3 Curzon Road, Southport – northwest side  

   
 From a point 65 metres northeast of the northeast kerbline of 

Scarisbrick New Road to a point 80 metres northeast of the 
northeast kerbline of Scarisbrick New Road (3 cabs) 

Any Time 
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SO4 Derby Road (Central 12 Shopping Park) Southport  
   
 Within the confines of the Central 12 Shopping Park, on the most 

northwesterly access aisle of the carpark, adjacent to Derby 
Road, opposite no’s.26 and 28 Derby Road (3 Cabs to feed 
Ranks SO5 & SO6) 

Any Time 

   

SO5 Derby Road (Central 12 Shopping park) Southport  
 Within the confines of the Central 12 shopping park on the 

northeast side of the southwest access aisle – from the southeast 
kerbline of the northwest access aisle projected to a point 10 
metres southeast of the southeast kerbline of the northwest 
access aisle projected (2 Cabs to feed Rank SO6) 

Any Time 

   
L SO6 Derby Road (Central 12 Shopping park) Southport  

   
 Within the confines of the Central 12 shopping park, on the 

northeast side of the southwest access aisle - from a point 16 
metres southeast of the southeast kerbline of the northwest 
access aisle projected to a point 25.5 metres southeast of the 
southeast kerbline of the northwest access aisle projected (2 
Cabs). Fed by S05 and S04 (above) 

Any Time 

   
 
 
 

SO7 

 
 
 
Esplanade, Southport – north side 

 

   
 From a point 253 metres east of the of the northeast kerblines of 

Marine Drive and Victoria Way projected for a distance of 20 
metres in an easterly direction (4 Cabs) 

Any Time 

   
   

SO8 Garrick Parade, Lord Street, Southport – southeast side  
   
 From a point 103 metres southwest of the southwest kerbline of 

Kingsway to a point 91 metres southwest of the southwest 
kerbline of Kingsway (2 Cabs) (only 1 in 2010) 

Any Time 
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SO9 Lord Street Service Road, Southport (Eastbank Street to Market 
Street) – northwest side 

 

   
 
 
 
 

P SO10 

From a point 9 metres southwest of the southwest kerbline of 
Eastbank Street Square to a point 18 metres southwest of the 
southwest kerbline of Eastbank Street Square (2 Cabs) 
 
Lord Street Service Road, Southport (Eastbank Street to Market 
Street) – northwest side 
 
From a point 18 metres southwest of the southwest kerbline of          
Eastbank Street Square to a point 27 metres southwest of the 
southwest kerbline of Eastbank Street Square (2 Cabs) 
 

6pm - 8am 
 
 
 
 
 
 

Any Time 

M SO11 Lord Street Service Road, Southport (Lord Street to London 
Street) (Woolworths) – southwest side 

 

   
 From a point 7 metres southeast of the southeast kerbline of Lord 

Street to a point 17 metres southeast of the southeast kerbline of 
Lord Street (2 Cabs). Fed by SO12 at night. Was 5 24 hr spaces 
in 2010 

Any Time 

   
SO12 Lord Street Service Road, Southport (Lord Street to London 

Street) (Woolworths) – southwest side 
 

   
 From a point 17 metres southeast of the southeast kerbline of 

Lord Street to a point 27 metres southeast of the southeast 
kerbline of Lord Street (2 Cabs). Feeds SO11 

6pm – 8am 

   
 
 
 
 

Q SO13 

 
 
 
 
Lord Street, Southport – northwest side 

 

 From a point 28 metres southwest of the southwest kerbline of 
Waverley Street to a point 60 metres northeast of the northeast 
kerbline of Hulme Street (8 Cabs) 

Any Time 

   
SO14 Lord Street, Southport – northwest side  

   
 From a point 60 metres northeast of the northeast kerbline of 

Hulme Street to a point 2 metres northeast of the northeast 
kerbline of Hulme Street (12 Cabs). Feeds SO13. Was only 4 
cabs in 2010, and to 6 am only. 

8pm – 8am 
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SO15 Lord Street, Southport – northwest side  
   
 From a point 57 metres northeast of the northeast kerbline of 

Coronation Walk to a point 39 metres northeast of the northeast 
kerbline of Coronation Walk (3 Cabs). Feeds SO14 and 13 

10pm – 6am 

   
R SO15 Lord Street, Southport  – southeast side  

   
 From a point 19 metres northeast of the northeast kerbline of 

Union Street, to a point 9 metres northeast of the northeast 
kerbline of Union Street (2 Cabs) 

Any Time 

   
SO16 North Road, Southport – southwest side  

   
 From a point 34 metres southeast of the southeast kerbline of 

Preston New Road to a point 43 metres southeast of the 
southeast kerbline of Preston New Road (2 Cabs) 

Any Time 

   

SO17 Park Road, Southport – northeast side  
   
 From a point 18 metres southeast of the southeast kerbline of 

Albert Road to a point 36 metres southeast of the southeast 
kerbline of Albert Road (4 Cabs) 

Any Time 

   
SO18 Promenade, Southport (Floral Hall) – northwest side  

   
 From a point 147 metres northeast of the northeast kerbline of 

Marine Parade to a point 137 metres northeast of the northeast 
kerbline of Marine Parade (2 Cabs) 

Any Time 

   
 
 
 
 
 
 
 
 
 

SO19 

 
 
 
 
 
 
 
 
 
Southport & Formby District General Hospital – Town Lane, 
Kew, Southport 

 

   
 The lay-by on the northwest side of the island situated opposite 

the service centre within the confines of Southport & Formby 
District General Hospital (3 Cabs to feed SO20) 

Any Time 
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O SO20 Southport & Formby District General Hospital – Town Lane, 
Kew, Southport 

 

   
 The northeast corner of the access road adjacent to the Main 

Entrance to the Southport and Formby District General Hospital 
(1 Cab) 

Any Time 

   
K SO21 St George’s Place, Southport (Sainsbury’s Rank) – northeast side  

   
 From a point 6 metres southeast of the southeast kerbline of Lord 

Street to a point 18 metres southwest of the northeast kerbline of 
St George’s Place (8 Cabs) 

Any Time 

   
SO22 Thornton Road, Southport – northeast side  

   
 From a point 22 metres northwest of the northwest kerbline of 

Bispham Road to a point 12 metres northwest of the northwest 
kerbline of Bispham Road (2 Cabs) 

Any Time 

   
SO23 Tulketh Street, Southport – northeast side  

   
 From a point 18 metres northwest of the southeast kerbline of 

Wesley Street projected to a point 2 metres southeast of the 
southeast kerbline of Wesley Street projected (4 Cabs) 

Any Time 

 
   

SO24 West Street, Southport – southeast side  
   
 From a point 12 metres northeast of the northeast kerbline of 

Waverley Street to a point 22 metres northeast of the northeast 
kerbline of Waverley Street (2 Cabs) 

Any Time 

   
  

WATERLOO 
 

WA1 South Road, Waterloo – southeast side  
   
 From a point 36 metres south west of the south west kerbline of 

Hougoumont Avenue to a point 48 metres south west of the 
southwest kerbline of Hougoumont Avenue (2 Cabs) 

Any Time 
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Appendix 3 – Timetable of rank observations 

Please see separate document 

 

Appendix 4 – Detailed rank observation results 

Please see separate document 

 

Appendix 5 – Detailed on street interview results 

Please see separate document  
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Appendix 6 List of Stakeholders consulted 

Key consultee Response 
Supermarkets 

Tesco Superstore, Formby N 
Asda Bootle Superstore Y 
Tesco Superstore, Bootle N 
Co-op Food, Waterloo Y 
Iceland Foods R 
Asda Superstore, Southport Y 
Sainsbury St Georges Place Southport N 
  

Hotels 
The Jolly’s Not found 
Regent Maritime Hotel Y 
Riverview Guest House Y 
The Royal Hotel Y 
Prince of Wales Y 
Best Western Southport Seafront Y 
Park Hotel, Birkdale Y 
  

Restaurants / Cafes 
L20 Restaurant N 
Tortuga Bar Grill Not found 
Subway, Waterloo R 
Barbacoa, Waterloo R 
The Tea Rooms, Birkdale N 
Bistro Verite, Birkdale Y 
Prezzo Italian Restaurant, Southport Y 
Auberge Brasserie N 
  

Entertainment 
Plaza Community Cinema, Waterloo N 
Crosby Lakeside Adventure Centre Y 
Vue Cinema, Southport R 
Tenpin Bowling, Southport N 
  

Public Houses 
The Lifeboat, Wetherspoons, Formby N 
Lock and Quay, Bootle Y 
The Albion, Bootle Y 
Lion and Unicorn, Waterloo Y 
The Victoria, Waterloo Y 
The Fishermens Rest, Southport N 
Masons Arms, Southport R 
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Night Clubs 
Zodiac N 
Beach Bar N 
  

Other key stakeholder groups 
Southport and Formby District General Hospital No-one 

appropriate 
identified 

Trade Group (16 contacts, names supplied) One response 
Disability Advisor N 
Roads Policing Unit N 
  

 


