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 Summary: Intervention and Options  

 

RPC Opinion: RPC Opinion Status 

 
Cost of Preferred (or more likely) Option 

Total Net 
Present Value 

Business Net 
Present Value 

Net cost to business per 
year (EANDCB in 2014 prices) 

One-In,  

Three-Out 

Business Impact Target 
Status 

£-2.58 NQ NQ   

What is the problem under consideration? Why is government intervention necessary? 

The high-level requirements for licensing of taxi and private hire vehicle (PHV) drivers are set down by 
legislation but licensing is carried out at a local level and policies, procedures and standards of assessment 
vary between licensing authorities. A particular problem is licensing authorities not knowing drivers' licensing 
histories with other authorities. This has led to inconsistency in the assessment and issuing of taxi and PHV 
driver licensing across England and Wales and as the regulatory framework allows a licensed driver to work 
anywhere in England and Wales regardless of the location of the authority in which he is licensed, drivers 
can 'shop around' for licences and then use the licence to work remotely from the area of the issuing 
authority. Without government intervention, licensing authorities do not have the tools to adequately share 
information and ensure that unsuitable persons do not holds licences. 

 
What are the policy objectives and the intended effects? 

To prevent unsuitable persons being granted taxi or PHV driver licences by way of 'shopping around' for 
licences – that is, when they have been refused a licence, or had one revoked by one licensing authority but 
apply to other authorities with less stringent policies to obtain a licence. The overriding aims are (a) to 
ensure that the licensing authority making the second decision in that scenario is aware of the previous 
decision and takes that information into account, and (b) facilitate better enforcement of drivers working 
outside their licensing authority area. 

 
What policy options have been considered, including any alternatives to regulation? Please justify preferred 
option (further details in Evidence Base) 

Option 1 - Do nothing: This would maintain the existing position where drivers may be licensed by 
authorities who are not in possession of the full facts, and allowing drivers to continue to shop around for 
licences. 
Option 2 - Guidance: The Department could enhance the best practice guidance it currently issues to 
address the problem but there can be no certainty that licensing authorities will follow it.  
Option 3 - Legislation (preferred option): This option would place a statutory duty on licensing authorities 
to share information and allow licensing authorities to be in possession of the full facts regarding applicants’ 
adverse licensing history with other authorities. This will provide for a more consistent approach to decision 
making and driver standards. 

 
Will the policy be reviewed? NO If applicable, set review date: N/A  

Does implementation go beyond minimum EU/International requirements? No 

Are any of these organisations in scope? 
Micro 

Yes 

Small 
Yes 

Medium 
Yes 

Large 
Yes 

What is the CO2 equivalent change in greenhouse gas emissions?  
(Million tonnes CO2 equivalent)   

Traded:    
N/A 

Non-traded:    

N/A 

I have read the Impact Assessment and I am satisfied that, given the available evidence, it represents a 
reasonable view of the likely costs, benefits and impact of the leading options. 

Signed by the responsible Minister:   Date:      20-12-17 
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Summary: Analysis & Evidence Policy Option 3 
Description:  Legislation: This would place a statutory duty on licensing authorities to share information and allow 
licensing authorities to be in possession of the full facts regarding applicants’ adverse licensing history with other 
authorities. 

FULL ECONOMIC ASSESSMENT 

Price Base 
Year  2014 

PV Base 
Year 2017  
     

Time Period 
Years  10 

Net Benefit (Present Value (PV)) (£m) 

Low: £-2.33m High: £-2.82 Best Estimate: £-2.58m 
 

COSTS (£m) Total Transition  
 (Constant Price) Years 

 
 

Average Annual  
(excl. Transition) (Constant Price) 

Total Cost  
(Present Value) 

Low  NQ 

    

0.283 2.33 

High  NQ 0.346 2.82 

Best Estimate 

 

     NQ      0.314      2.58 

Description and scale of key monetised costs by ‘main affected groups’  

Much of the monetised costs are adminstrative in nature. Each application will involve cross checking a 
centralised database. In the majority of cases this will take on average 5 minutes. In some cases where 
licences are found to be revoked or refused and additional adminstrative burden will apply. All of these 
costs will fall on the individual licensing authorities. There are no direct costs to business as a result of this 
legislation.   

Other key non-monetised costs by ‘main affected groups’  

Costs that we have not monetised include set up costs and familiarisation costs. We have not monetised 
the set up costs as these costs are thought to be either very low or negligible. Familiarisation costs are 
expected to apply as licensing authorities need to become familiar with the details of the policy in order to 
comply with it. There is however, no robust data to underpin any analysis of these costs but given the 
relativley non complex nature of the legislation we do not expect it to take much time. 

BENEFITS (£m) Total Transition  
 (Constant Price) Years 

 
 

Average Annual  
(excl. Transition) (Constant Price) 

Total Benefit  
(Present Value) 

Low  NQ 

    

NQ NQ 

High  NQ NQ NQ 

Best Estimate 

 

     NQ  NQ NQ 

Description and scale of key monetised benefits by ‘main affected groups’  

We have been unable to monetise the benefits associated with the legislation due to lack of data and the 
nature of the particular benefits. We have however, provided monetised examples of the cost of certain 
traffic accidents which provide indicative evidence of the kinds of benefits which may accrue as a result of 
the policy. 

Other key non-monetised benefits by ‘main affected groups’  

The main benefits of the legislation are improvements in passenger safety, road safety and enhanced 
user confidence now that risky or unsuitable drivers will be much less likely to drive a taxi or PHV. 
Enhanced confidence in drivers may lead to higher passenger demand as the public's uncertainty about 
taking a taxi or PHV with an unnkown driver is reduced. This higher demand may ultimately lead to higher 
profits for drivers. 
Key assumptions/sensitivities/risks Discount rate (%) 

 

3.5%  
   % There is a risk that local authorities could fully pass on the costs of the legislation onto drivers. This would 

be an indirect cost on business. This cost is however, expected to be relatively small and will likely be 
staggered.  We have made assumptions on the number of new licences each year based on 
extrapolating past trends. We have also made an assumption on the likely number of revoked and 
suspended licences each year based on data obtained from a sample of licensing authorities. 

 
BUSINESS ASSESSMENT (Option 1) 

Direct impact on business (Annualised) £m:   

Costs:  

NQ 

Benefits:  

NQ 

Net:  

NQ  
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Evidence Base (for summary sheets) 
 

Background 

The high-level requirements for licensing of taxi and private hire vehicle (PHV) drivers are set down by 

legislation but they allow significant discretion for licensing authorities to carry out their own assessments 

of drivers as long as the licensing authority is satisfied that the driver meets those high-level requirements. 

For example, the legislation requires drivers to be ‘fit and proper’ but ‘fit and proper’ is not further defined 

and although there will be many similarities, each authority will apply its own criteria. Policies, procedures 

and standards of assessment therefore vary between licensing authorities, which has led to inconsistency 

in the assessment and issuing of taxi and PHV driver licensing across England and Wales. There is also 

inconsistency in the information that licensing authorities are required to record as a result of those 

licensing decisions as the legislative requirements vary by location and only require licensing authorities 

to make information available at their offices on request. Since it’s not practical to request licensing 

information from all 292 other licensing authorities in England, licensing authorities rarely share such 

information with each other.  

Problem under consideration 

The current regulatory framework allows a licensed driver to work anywhere in England and Wales 

regardless of the location of the authority in which he is licensed. While all drivers will have been assessed 

by a licensing authority, the standards of different authorities differ. Drivers can ‘shop around’ for licences 

to obtain licences from authorities with more lenient application processes, without this impacting on where 

they are able to work. For example, a taxi or PHV driver licence may be refused or revoked by licensing 

authority A but granted by authority B, the driver then continues to carry out pre-booked fares within 

Authority A’s area. Despite some licensing authorities having higher standards and rigorous assessments, 

which would prevent some drivers from obtaining a licence from that authority, drivers can still work in that 

area after having obtained a driver’s licence from another, more lenient, licensing authority.  

Generally, unless licensing authorities have agreed to share information at a local level, the fact that a 

licensing authority has previously refused, revoked or suspended a taxi or PHV driver’s licence is not 

known by other licensing authorities. The individual can therefore apply in other areas, where licensing 

authorities may not have access to certain information that was within the knowledge of the original 

licensing authority, and have its application granted.  

Legislation places certain obligations on licensing authorities to record certain information about the drivers 

it has granted licences to and to make that information available on request. An applicant for a taxi of PHV 

driver’s licence is usually required by licensing authorities to disclose any previous licence applications, 

refusals, revocations or suspensions but clearly this does not always happen and it is difficult for a licensing 

authority to check. A licensing authority would have to individually write to each of the 292 other licensing 

authorities in England to obtain a response from each one as to any information relating to an individual 

applicant. This is clearly impractical and licensing authorities do not, therefore, generally request 

information about their applicants from other licensing authorities.  

The enforcement powers available to licensing officers are also limited. Unless licensing authorities agree 

between each other at a local level that they will share enforcement powers over taxis and PHV drivers, a 

licensing authority would have no powers to take action against a non-compliant taxi or PHV driver from 

another area. This undermines the control of authorities to regulate the drivers and vehicles operating in 

its area. 

Rationale for intervention  

Despite these issues that are caused by taxi and PHV drivers being allowed to operate outside of their 

licensed area, it is not the intention of the Bill to restrict the operation of the trade to within licensing 

boundaries as this would be highly controversial and may be extremely detrimental to the passenger in 
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terms of availability and quality of service. The proposals for this Bill, as set out below, use alternative 

methods to combat these issues.   

Policy objective 

The policy aim of this Bill is to achieve greater consistency in the assessment and issuing of taxi and PHV 

licensing across the 293 licensing authorities in England with a view to reducing the risk of individuals, 

who present a risk to passengers, securing or retaining such licences.  

The Bill is in two parts: The first will require all licensing authorities to record information about drivers who 

have been refused a taxi or PHV driver’s licence or had their licence revoked, and for every other licensing 

authority to have easy access to that information. Other licensing authorities will then have to take that 

information into consideration when making licensing decisions. The second part of the Bill will require 

licensing authorities to report any safeguarding or road safety concerns about a taxi or PHV driver working 

in their area to their home licensing authority and for the home licensing authority to consider that 

information and decide whether the taxi or PHV driver should remain licensed. 

The specific requirements in the Bill will oblige licensing authorities to: 

a) record any instances where they have refused, revoked or suspended a licence from a taxi or PHV 

driver and to make such records available to other licensing authorities, so that licensing authorities 

can, when considering an application from a taxi or PHV driver, on a search of an applicant’s name, 

see whether that applicant has previously had an application or a licence refused, suspended or 

revoked; 

b) when considering an application for a taxi or PHV driver’s licence, review the records of all relevant 

licensing authorities to confirm whether the applicant has previously been refused, revoked or 

suspended a taxi or PHV driver’s licence, seek further information from the relevant licensing authority 

and have regard to any such information in making the decision as to whether to grant a driver’s licence 

to that applicant; 

c) report any safeguarding or road safety concerns about a driver to that driver’s ‘home’ licensing authority, 

where the driver is operating outside of the area that he is licensed; and 

d) when exercising their licensing functions, have regard to any safeguarding or road safety concerns 

reported to them by any other licensing authority or third party. 

 

Description of options considered (including do nothing) 

Option 1 - Do Nothing: This would maintain the existing position where drivers may be licensed by 

authorities who are not in possession of the full facts regarding licence application with other authorities, 

and allowing drivers to continue to shop around for licences. Licensing authorities would remain reliant on 

self-declaration by applicants and inconsistent data sharing arrangements. When working remotely from 

their home licensing authority, drivers will also be able to continue to put public safety at risk without these 

facts being reported to the licensing authority. 

Option 2 – Guidance: The Department currently issues Best Practice Guidance to taxi and private hire 

licensing authorities. The guidance is currently being reviewed and it is proposed that a revised version 

will include new Statutory Guidance enabled under the Policing and Crime Act 2017 (Section 177 of the 

Act enables the Secretary of State for Transport to issue statutory guidance to which licensing authorities 

must give regard when setting their standards for drivers and vehicles, to protect children and vulnerable 

adults when using taxi and PHV services). The draft Statutory Guidance makes explicit the importance of 

improving the sharing of information with the Disclosure and Barring Service (DBS), Police and other 

licensing authorities. However, this remains guidance, and there can be no certainty that licensing 

authorities will follow and apply it: Guidance would not place a legal requirement on authorities to disclose 

or have regard of disclosed information. We have therefore decided not to analyse this option. 
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Option 3 - Legislation – This option would place a statutory duty on licensing authorities to share 

information and allow licensing authorities to be in possession of the full facts regarding applicants’ adverse 

application and licensing history with other authorities. This will provide for a more consistent approach to 

decision making and driver standards. These provisions would operate in conjunction with the use of new 

powers under the Policing and Crime Act 2017 to issue statutory guidance to local taxi and PHV licensing 

authorities for the purposes of safeguarding children and vulnerable adults (see above). 

Given that this is a Private Member’s Bill, the sponsoring MP wishes to use the legislative opportunity 

given to him through the ballot to resolve the issue of drivers ‘shopping around’ for taxi and PHV licences, 

this is the preferred option. 

Monetised and non-monetised costs and benefits of each option (including administrative burden) 

Option 1 - Do Nothing 

Costs 

There are no additional monetised costs associated with doing nothing.  

Benefits 

There are no benefits associated with the do nothing option. 
 
Option 2 - Guidance  
 
Costs 

Local authorities following guidance that advocated a similar approach to the legislative option would incur 
similar costs to that option Given that it is highly uncertain on how many licensing authorities would decide 
to follow the guidance and the costs of this option being very similar to option 3, we have decided not to 
analyse this option.  

Benefits 

Following guidance may bring similar benefits to the legislative option (see below) but as it remains 
guidance there can be no guarantee that all licensing authorities will follow it, which may result in the policy 
objective not being met.  
 
Option 3 - Legislation 

Costs of preferred option 

The most effective means of sharing information is likely to be a central database to which all licensing 

authorities have access. To give an indication of set-up costs, the National Anti-Fraud Network (NAFN), in 

conjunction with the Local Government Association (LGA), is creating a database of refused, suspended 

and revoked taxi and PHV drivers: The estimated set up cost of the database is £10,000. It will be available 

to NAFN members as part of their annual c£1,000 subscription. As a database is already being created 

and it is envisaged that it will be appropriate for the purposes of the Bill, there are not expected to be any 

database set-up costs as a result of the provisions in the Bill. 

The requirement to share information and consider information shared will place an administrative burden 

on licensing authorities. Similarly, checking applicants against a central register or database of refusals, 

suspensions and revocations will add additional element to the licence consideration process.  

According to the biennial DfT survey, in 2017 there were 356,300 licensed taxi and PHV drivers in England. 

Licences are valid for three years. With no growth in the number of drivers, if every new or renewing driver 

is checked against the database, this amounts to approximately 119,000 checks per year. Since the 

previous survey in 2015 the number of drivers has increased by 19.9 per cent however longer term trends 

have been significantly lower. The recent high growth rates can be attributed in part to innovations in the 

industry making PHV driving in particular an attractive and accessible employment option. Now that the 
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initial popularity of these innovations has passed, combined with licensing authorities introducing 

measures to manage their impact, this recent level of growth is not expected to continue. 

Checking a database in respect of an applicant will be a simple activity taking very little time and where 

there is no trace no further action will be necessary. Evidence from a large licensing authority estimates 

that such a check will take an average of 5 minutes. A small proportion will reveal a trace and these cases 

will require further administrative resource in terms of contacting another authority and then considering 

any information disclosed by that authority. Similarly, the authority holding the information will have the 

additional burden of having to deal with such requests. However, under existing procedures, licensing 

authorities will already be making a number of such enquiries and dealing with such requests where 

applicants have disclosed licensing history with another authority. 

Adding information to a database and maintaining that information will be a new burden on licensing 

authorities (because of the range in licensee numbers that licensing authorities deal with, both manual and 

automatic data entry will be desired), although as a proportion of all applications and licences issued, the 

number of refusals, suspension revocations is relatively small (see Table 1). It is expected that the 

information required to be entered will be limited to brief details about the individual and the licensing 

decision, but there will be a further responsibility to ensure that it remains accurate should a decision be 

changed following an appeal. In setting up the system, licensing authorities will be expected to provide an 

initial bulk dataset of all historic refusals, suspensions and revocations (although this cost will have been 

met if a database has already been created by the LGA). 

Table 1: Examples of licensing action in last 12 months:  

 

Total licensed 

drivers 

Driver licences 

revoked 

Driver licences 

suspended 

 Applications 

(new and 

renewal) 

Applications 

refused 

District council 

(Largely rural) 
1,221 3 (0.2%) 0 (0%) 530 17 (3.2%) 

London 139,650 749 (0.5%) 115 (0.1%) 39,236 753 (1.9%) 

 

There will be no direct costs on business but the costs incurred by licensing authorities of administering 

and issuing licences can be recovered through licence fees. Therefore, some of the additional costs 

incurred by licensing authorities may be passed on to licensees resulting in slight increases in taxi and 

PHV driver licence fees, which it turn could impact on regulated taxi fares that take into account driver 

costs (PHV fares are set by licensed operators and do not normally take into account driver costs). 

Taking action against drivers licensed by other authorities and reporting information to those authorities 

will be an additional cost for licensing authorities. For example, a licensing officer dealing with an on-street 

incident and then preparing a statement to pass to another licensing authority is estimated to take around 

75 minutes. However, this will be a cost to the reporting authority, potentially recovered via licence fees 

from that authority’s licensees, rather than being any cost to the authority that has licensed the driver.  

The benefits will be in the form of improved public safety as enforcement action is taken against drivers 

who pose a risk to public safety. Even though additional enforcement costs incurred by authorities taking 

action against driver licensed elsewhere may impact on local drivers through higher licence fees, local 

drivers may be prepared to accept these costs as it helps remove drivers who do not meet the same 

standards from their local market. Sharing enforcement information between licensing authorities would 

not require the implementation of a specific data or information sharing system although there will be an 
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associated administrative burden. 

Benefits of preferred option 

Safety improvements are a significant objective of the proposed legislation. Safety is a key justification for 

the licensing system as a whole yet there are no national minimum standards in respect of driver safety 

standards but a more consistent approach to licensing throughout England will benefit public safety and 

confidence in the licensing system. If drivers refused or revoked in one area as they presented a risk to 

the public, this information will be taken into consideration in the decision making process of any other 

authority they apply to.  

Licensing authorities that currently find out that a driver they have already licensed has previously been 

refused, suspended or revoked by another authority are likely to review that driver’s fitness to remain 

licensed. However, even if they decide to suspend or revoke the licence, the decision does not take effect 

for 21 days or until any appeal is concluded. During this period the driver can continue to work and pose 

a risk to the public. These measures in the Bill mitigate this risk by enabling information held by other 

authorities to be available and accessible before a licensing decision is made.    

Knowing that any record of a previous refusal, suspension or revocation will be disclosed will act as a 

deterrent to drivers who try to shop around for a licence. This may result in a slight decrease in the number 

of applications licensing authorities have to consider. Similarly, drivers working remotely from their home 

licensing area will be deterred from behaviour that impacts on public safety as they know that such 

behaviour can be reported back to their licensing authority and may result in the suspension or revocation 

of the licence. 

Wider impacts 

Equalities - No impacts have been identified that will have any adverse equality impact on any social 

group as defined by their race, religion or belief, sexual orientation, gender, age, or disability. 

 

SaMBA - Nearly all taxi and PHV drivers are self-employed. Licence fees are a cost to their business but 

any increases as a result of these measures are likely to be negligible. A more consistent approach to 

licensing and better enforcement of drivers licensed elsewhere will improve drivers’ ability to operate in 

their local market. The proposals will not place any new regulatory burden on licensees. As all of the initial 

costs of the legislation are deemed to fall on licensing authorities rather than business we have not carried 

out a separate assessment for small and micro businesses as part of this impact assessment. 

 

Justice - The sharing of information between licensing authorities will be used in the licensing process 

rather than for the prosecution of offences; as such there will be no direct impact on the justice system. 

However, as licensing decisions can be appealed via the magistrates’ court there is potential for an 

increase in magistrates’ court hearings. However, based on licensing authority evidence, only around 20 

per cent of refusal, suspension and revocation decisions are appealed at court so this impact will be 

negligible. A separate Justice Impact Test will address this issue in more detail. 
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Analysis 

The analysis below sets out the costs and benefits associated with implementing legislation to ensure 
there are consistent standards across licensing authorities. 

This legislation would make enforcement across licensing authorities significantly easier and prevent 
drivers from ‘shopping around’ to areas where standards are lower. For example, there have been some 
widely publicised incidents in the past where vulnerable adults and children have been exploited and where 
taxi and PHV drivers have been involved. This legislation however, has the potential to prevent these kinds 
of situations occurring and significantly improve passenger safety. The legislation is also expected to 
generate benefits such as improved road safety and enhanced user confidence. These have however, not 
been monetised due to the significant difficulty in reliably estimating the quantitative impact of these types 
of benefits.  

We have instead outlined how these benefits might come about as a result of the policy and provided a 
qualitative assessment of their expected impacts. We have been able to monetise much of the costs that 
are expected as a result of the legislation. In cases where we have had to forecast or make assumptions 
about certain costs we have taken a conservative approach and have tended towards overestimating the 
costs rather than underestimating them. It is important to note that these costs will not fall directly on 
business and are expected to be reasonably small overall. We therefore consider the analysis that follows 
to be proportionate.  

We have not provided any analysis on the ‘Do nothing’ option as there are no additional costs or benefits 
associated with this option. As standard in impact assessments, we have assumed a time period of 10 
years for the analysis. We have used the GDP deflator to convert nominal values into real values and used 
a discount rate of 3.5 per cent as per HM Treasury guidance. All monetary values are quoted in 2014 
prices unless otherwise stated. The following analysis relates to option 3, implementing legislation. 

 
Costs 
 
Monetised Costs  
 
Administration Costs  
 
The main cost of this legislation will be the increased administrative burden placed on licensing authorities. 
The legislation will require all taxi and PHV driver licence applications to be checked against a centralised 
database to ensure that the driver has not had a licence refused, suspended or revoked in another 
licensing area. Based on data from licensing authorities, the rate of licences being refused, revoked or  
suspended is quite small. For the purposes of this analysis we have assumed that the rate is 5 per cent of 
the overall number of applicants each year. The administration costs are therefore, split into two parts. The 
first part in all cases is just a check of the database. In 5 per cent of these cases the check will be flagged 
(licence refused, suspended or revoked in another area) and further action will be required which 
necessitates extra costs. For the 5 per cent of licences that are refused, suspended or revoked, the 
licensing authority taking that action will have to enter details in the database. 
 
In order to estimate the costs over time it was necessary to forecast the number of new licences issued 
each year over the 10 years of our impact assessment. Data on taxi and PHV licences from DfT1  was 
used for the analysis and a range of growth rates were calculated based on trends in the growth of licences 
over the last 12 years. In particular, we used three growth rates to reflect the inherent uncertainty in future 
licence growth. In the high scenario a growth rate of 6.6 per cent per year was used which is based on 
extrapolating the average biannual growth rates in licensed vehicles since 2005. We feel that this 
assumption reflects an upper bound on the likely growth of licensed vehicles over the period of analysis 
and think it is highly unlikely that annual growth over the next 10 years will exceed this. We also used a 
growth rate of 3 per cent in the low scenario which is around half of this upper bound and is approximately 
the average annual growth in licenses since 2005. Finally we used an average of the two or 4.8 per cent 
as a best estimate. In reality the distribution of these growth rates may not be symmetric but we think that 
the likely growth in licenses will fall in between these bounds and that overall these assumptions are 
proportionate given their impact on the total costs. 

                                            
1 https://www.gov.uk/government/statistics/taxi-and-private-hire-vehicles-statistics-england-2017 
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The preceding assumptions gives us an estimate of the number of new licences each year. There are, 
however a number of licences that will be renewed each year from the current stock of licenses. To 
calculate this we used data from TfL on the number of new and renewed licences each year since 2015. 
The data show that on average the number of new and renewed licences account for approximately 30 
per cent of the overall stock of licences each year. Based on this information we then applied this data 
from the London region to the whole of England and assumed this proportion stayed constant over the 
period of analysis. Given that London accounts for approximately one third of total licences in England we 
feel that this is a reasonably representative sample of the total population. 
 
The overall administration cost is the number of employees that will need to perform the duties of checking 
and adding applicants’ details to the database; making follow up enquiries on checks that are flagged; and 
reporting drivers that come to authorities’ attention. After consulting with licensing authorities we think that 
the process of checking the database should only take around 5 minutes in total. A comparable check of 
vehicle registration numbers on the Government’s online MOT test checker only takes around 30 seconds 
and only a few details need to be entered into the database. As a result we assume only one employee is 
required to undertake this task. Based on information obtained from local authorities, the additional time 
required to report a driver to another authority following an on–street incident is estimated to take 75 
minutes. As recommended by the RPC, we have taken the average hourly wage of an administrative 
employee from ASHE2 and scaled this up by 27 per cent to account for overheads. We have highlighted 
the forecasts as well as the assumptions we have made for the analysis in Figure 1 and 2 below. Taking 
these considerations into account we estimate that the best estimate of the total costs arising as a result 
of the legislation is £2.58m which averages to £0.314m per year. The full cost of this will fall on the licensing 
authorities. We discuss the possibility of pass-through to business in the ‘Risks and Assumptions’ section. 
 
Figure 1: Forecast new and renewed licences (forecast begins in 2018) 
  

 
Source: DfT calculations and DfT biennial Taxi and PHV stats 

 
 
 
 
 
 
 
 
 
 

                                            
2https://www.ons.gov.uk/surveys/informationforbusinesses/businesssurveys/annualsurveyofhoursandearningsashe 
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Table 2: Administration Cost Assumptions 

Variables Assumption 

Wage (£ 2014 prices) £16.09 

Number of employees  1 

Time taken (hours) 0.083 

Checks flagged 5% 

Licences growth rate 4.8% 

Renewed licences 29% 
 
 
 
 
Non-Monetised Costs  
 
Set-up costs 
 
We have estimates from the Local Government Association (LGA) that the approximate cost of setting up 
a database is £10,000. Due to the LGA planning to set up a centralised database already, this cost would 
be in the counterfactual and therefore falls outside the scope of the analysis. As a result, there should be 
either no or negligible set up costs associated with the legislation. This is because the licensing authorities 
are not required to implement their own databases but rather access the centralised one. Licensing 
authorities may also be required to submit a bulk dataset to the central database, however this will likely 
be absorbed under the LGA’s plan and therefore should not be included in this Impact Assessment. 
 
Familiarisation Costs 
 
We expect that there will be some costs associated with employees becoming familiar with the aspects of 
the legislation so that they can comply with it. Based on past evidence from licensing authorities we expect 
that one and at the most 2 employees in each licensing authority will likely have to learn how to access 
and record information in the database as well as perform simple checks on applicants. We have not 
monetised this however, as there is no robust data to underpin any analysis and the costs will likely be 
covered under existing training budgets. Given the relative non-complex nature of the steps laid out in the 
administration costs section, including data entry, performing checks on the database and liaising with 
relevant authorities, it is our expectation that the familiarisation time will be reasonably quick. As a result, 
we expect that any familiarisation costs will be small relative to the total cost of the policy. 
 

Benefits 
 
Monetised Benefits 
 
Due to the nature of the benefits and the lack of data or evidence we have been unable to monetise the 
benefits of this particular legislation. We have however, provided a qualitative assessment of the kinds of 
benefits expected from the legislation and provided some indicative examples of potential benefits that 
could accrue as a result of the legislation. 
 
Non-Monetised 
 
Road Safety  
 
Perhaps the most salient benefit from the proposed legislation is improved road safety. Improving licensing 
authorities’ ability to check whether drivers have had a licence refused, suspended or revoked in another 
area will mitigate the risk of any unsuitable drivers obtaining a licence from another licensing authority. If 
for example drivers had a licence revoked or suspended for poor driving then this policy will improve the 
general level of safety on roads.  
 
Figure 2 shows trends in UK car accidents since 2012. The numbers of accidents where people are slightly 
injured has been on a downward trend since 2014 where they were 99,000. The number of accidents 
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resulting in people either being killed or seriously injured (KSI), although substantially lower in absolute 
values increased in 2016 up to approximately 10,000. If we consider the monetised value of the cost of 
these accidents, it has a substantial negative impact on the economy. Although we do not have data that 
is granular enough to ascertain the number of accidents involving either taxis or PHVs there is an obvious 
social benefit if this particular legislation can reduce any of these road accidents. In particular, according 
to the Department for Transport the cost of a death due to a road accident is estimated at £1.75m (2014 
£)3, which if prevented represents a monetary benefit to the economy. For comparison purposes we can 
change this into £1.82m (2017 £). Given the total cost of the legislation over the 10 years of the analysis, 
only 2 deaths due to road accidents would need to be prevented over this period for the benefits of the 
legislation to exceed the costs.  
 
 
Figure 2: Trends in UK car accidents 
 

 
Source: DfT Road Accident Statistics 

 
 
Passenger safety 
 
In addition to the benefits of road safety as a result of preventing dangerous drivers obtaining licences 
there may also be benefits associated with crime prevention. Given that licences may be revoked for 
reasons such as indecency and violence, there is a clear benefit if drivers falling into these categories 
are prevented from operating and carrying passengers. Although estimating the exact benefits of crime 
prevention is inherently difficult due to lack or reliable data and the amount of underreporting of crime 
that tends to happen we provide an illustrative example using Table 3 below. Table 3 presents the costs 
of particular crimes which commonly occur in the Taxi and PHV sectors and was obtained from the 
Home Office in 2014 prices4. The table gives a sense of the magnitude of the benefits that could be 
expected if the policy were to reduce crime. Further analysis was not deemed proportionate to the 
anticipated benefits. 
 
 
 
 
 
 
 
 
 
 
 
 

                                            
3
 WebTAG Unit A4.1 Social Impact Appraisal 

4
 https://www.gov.uk/government/uploads/system/uploads/attachment_data/file/118042/IOM-phase2-costs-multipliers.pdf 
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   Table 3: Costs of Crime 

Crime 
Cost of crime, 2014 

prices 

Homicide £1,909,943 

Sexual offences £39,768 

Theft - not vehicle £821 

Robbery £9,481 

Theft from vehicle £1,113 

Criminal damage £1,133 

Common assault £1,883 

Fare dodging £10 
       Source: Home Office 
 
 
Wider Benefits 
 
Enhanced public confidence 

 
Economic theory suggests higher public or consumer confidence can facilitate greater economic activity. 
For example, if consumers feel confident about the economic environment it may lead them to consume 
more which can generate many wider economic benefits. Similarly, if consumers feel more confident about 
getting taxis and PHVs because they know their drivers have not previously been refused a licence this 
may lead to higher passenger demand. This may be particularly true in the case of vulnerable groups such 
as the elderly or the disabled. 
 
 

Risks and Assumptions 

 
Risks 
 
Perhaps the biggest risk in this analysis is that the direct cost which falls on licensing authorities will be 
passed on to business through higher licence fees. The analysis assumes that taxi and PHV drivers are 
sole traders and therefore count as businesses. Even If the full cost was passed on to business however, 
it would likely be staggered over a period of time and the overall cost would be relatively small. In total if 
we take the full cost of £2.58m and divide it by the number of taxi and PHV driver licences in 2017 the total 
cost per driver is only approximately £7 over the 10 years. 
 
Assumptions 
 
In order to calculate the full administration costs of the legislation it was necessary to forecast the number 
of licensing applications over the period of the analysis. To do this we looked at growth trends in taxi and 
PHV licences since 2005 using the biennial release of taxi and PHV statistics release from DfT and 
extrapolated out based on the average growth rate between 2005 and 2017. Since past growth is not 
necessarily indicative of future growth we have presented a range forecast assumptions. In particular, we 
use three different assumption on the growth rate of licenses which we believe reflects a realistic outcome 
for the likely levels in 2028. We use 6.6 per cent for our high estimate which is based on average historical 
trends. Our low scenario of 3 per cent reflects that licenses are unlikely to keep up the same pace of 
growth over the next 10 years as they have recently and so the actual rate of growth may be less than the 
high estimate.  Finally, we also forecast using a best estimate of 4.8 per cent which is just an average of 
the high and low assumptions. 
 
Another assumption was made on the number of licenses renewed each year. The number of new licence 
applications are simply the forecasts above but out of the existing stock of licences some proportion of 
these would be renewed as licences are only valid for three years. Our approach used data from London 
on the number of new and renewed licences as a proportion of the total licensing applications over the 
period 2015-2017. Over the three years the number of licences being either new or renewed as a 
proportion of the total was around 30 per cent. Since London accounts for 39 per cent of all licensed drivers 
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we assumed that this is representative of England. We therefore think that the new and renewal application 
rate that is around 30 per cent of the stock of all licences in England. We believe this is a prudent 
assumption given the data available to us. 
 

SaMBA 
 
As all of the initial costs of the legislation are deemed to fall on licensing authorities rather than business 
we have not carried out a separate assessment for small and micro businesses as part of this impact 
assessment. 
 
 

Direct Costs and Benefits to Business  
 
There are no direct costs to business from this legislation as all of the immediate costs from the 
administrative burden as well as familiarisation costs fall on licensing authorities. Business in the form of 
taxi and PHV drivers may face indirect costs if licensing authorities decide to pass on the costs in the form 
of higher licensing fees. Even if the full cost £2.58m is passed through this costs is still very small and is 
likely to have a negligible effect on business. 
 

Post Implementation Review (PIR) 
 

We have deemed that it is not necessary to perform a review of the policy given the magnitude of the costs 

and that none of the costs are expected to fall directly on business. Consequently, there are no plans to 

undertake a post implementation review. 

 

Summary and Preferred Option 

The preferred policy option is to implement legislation requiring licensing authorities to place a statutory 
duty on licensing authorities to share information and allow licensing authorities to be in possession of the 
full facts regarding applicants’ adverse licensing history with other authorities. This will provide for a more 
consistent approach to decision making and driver standards. 

The largest cost associated with the policy is administrative in nature. It requires licensing authorities to 
check all applications against a centralised database; to make entries on the database when they refuse, 
revoke or suspend a licence; and to report safeguarding and road safety concerns about drivers licensed 
by other authorities. In the majority of cases a check of the database will return nothing and no further 
action will need to be taken. In the small number of cases where the check shows that a licence has been 
refused, suspended or revoked then further administrative costs will apply as the relevant licensing 
authority will need to be contacted to gather more information. Overall the total costs of the proposed 
legislation is £2.58m which averages to £0.314m per year over the life of the analysis. Although the 
benefits are not monetised, we have provided indicative examples where necessary and our judgement is 
that the qualitative impact of the benefits will be large. Expected benefits include improved road safety, 
improved passenger safety and enhanced public confidence. As the costs are relatively modest and due 
to the types of benefits expected, the policy would only need to avoid a small amount of accidents or crime 
for the policy to be net positive for the economy. 

 


