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INFRASTRUCTURE AND CAPITAL INVESTMENT COMMITTEE

 
AGENDA

 
9th Meeting, 2015 (Session 4)

 
Wednesday 22 April 2015

 
The Committee will meet at 10.00 am in the Adam Smith Room (CR5).
 
1. Inquiry into freight transport in Scotland: The Committee will take evidence

from—
 

Michael Cairns, Strategy Manager, Tactran;
 
Alex Macaulay, Director, SEStran;
 
Cllr James Stockan, Chair, and Neil MacRae, Partnership Manager,
HITRANS;
 
Phil Matthews, Chair, Transform Scotland;
 

and then from—
 

Anne MacKenzie, Senior Route Freight Manager, and Nigel Wunsch,
Head of Strategy and Planning Scotland, Network Rail.
 

 
Steve Farrell

Clerk to the Infrastructure and Capital Investment Committee
Room T3.40

The Scottish Parliament
Edinburgh

Tel: 0131 348 5211
Email: steve.farrell@scottish.parliament.uk
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Inquiry into freight transport in Scotland  
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Infrastructure and Capital Investment Committee 
 

9th Meeting, 2015 (Session 4), Wednesday 22 April 2015 
 

Inquiry into freight transport in Scotland 
 
Introduction  
 
1. Issues related to freight have emerged in a number of areas of the 
Infrastructure and Capital Investment Committee’s work and it is therefore holding an 
inquiry into freight transport in Scotland relevant to its remit.  
 
2.  In undertaking its inquiry, the Committee is looking to identify and understand 
some of the challenges facing the freight transport industry in Scotland. This includes 
domestic and international links as well as the interconnectivity of rail, road, air and 
sea freight services and to identify key areas for development, improvement and 
change.  
 
Current work 
  
Written evidence  
3.  The Committee issued a targeted call for views on 27 November 2014. 32 
written submissions have since been received, and a list of responding organisations 
is attached at Annexe A. 
 
Evidence sessions  
4.  On 4 February 2015, the Committee took its first oral evidence from 
representatives of British Ports Association, Freight Transport Association, Rail 
Freight Group and Road Haulage Association.  
 
5.  On 25 February 2015, the Committee took oral evidence from representatives 
from Aberdeen Habour, Babcock International Group, Forth Ports and Montrose Port 
Authority.  
 
6.  On 4 March 2015, the Committee took oral evidence from Freightliner, the 
Malcolm Group and the Russell Group.   
 
7.  On 18 March, the Committee took evidence from Derek Halden, Derek Halden 
Consultancy, Professor Dr Alan McKinnon, Head of Logistics, Kühne Logistics 
University and Dr Maja Piecyk, Deputy Director, Centre for Sustainable Road 
Freight, Heriot-Watt University.  

8. On 1 April, the Committee took evidence from a cross-section of shipping lines 
and retailers including Unifeeder, DFDS Seaways and the Co-operative Group.  

9.  On 22 April, the Committee will take further evidence from regional transport 
partnerships, Transform Scotland and Network Rail (the written submissions 
received from those giving evidence can be found at Annexe B). This will be 
followed by final evidence session where the Committee will hear from the Minister 
for Transport and Islands.  

http://www.scottish.parliament.uk/parliamentarybusiness/CurrentCommittees/84148.aspx
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Visits  
10.  The Committee has made several fact-finding visits in relation to the inquiry. 
The first visit was on 16 February to the Port of Grangemouth, operated by Forth 
Ports, and the Malcolm Group. This visit was made in conjunction with the Economy, 
Energy and Tourism Committee, which is also undertaking a separate but related 
Inquiry on internationalising Scottish businesses. 
 
11.  On 2 March, the Committee made concurrent visits to Freightliner Coatbridge 
and the Port of Cairnryan while on 9 March it visited Aberdeen Harbour and DIRFT 
Daventry. 
 
12.  Between 22 and 24 March, the Committee made concurrent visits to 
innovative freight transport initiatives in Europe including the Port of Gothenburg and 
Skaraborg Logistic Centre in Sweden, and the Port of Rotterdam and the 
Binnenstadservice in the Netherlands.  
 
Kara Wiltshire 
Committee Assistant 
April 2015 
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Annexe A 
Written evidence received  
 

 Alfred Baird, Professor (244KB pdf) 

 Alfred Baird, Professor - Supplementary Submission (5KB pdf) 

 Ayrshire Roads Alliance (167KB pdf) 

 British Ports Association (162KB pdf) 

 Chartered Institute of Logistics and Transport (238KB pdf) 

 Chartered Institution of Highways and Transportation (214KB pdf) 

 Citizens Advice Scotland (224KB pdf) 

 Co-operative (104KB pdf) 

 Cycling Scotland (184KB pdf) 

 Derek Halden Consultancy (125KB pdf) 

 Dumfries and Galloway Council and the South West of Scotland Transport 

Partnership (84KB pdf) 

 Falkirk Council (246KB pdf) 

 Forth Ports Limited (224KB pdf) 

 Freight Transport Association (167KB pdf) 

 Friends of the Far North Line (75KB pdf) 

 Highlands and Islands Transport Partnership (236KB pdf) 

 Joint Regional Transport Partnership Chairs Forum (207KB pdf) 

 Network Rail (161KB pdf) 

 North Ayrshire Council (152KB pdf) 

 North East of Scotland Transport Partnership (277KB pdf) 

 Rail Freight Group (301KB pdf) 

 Rail Freight Group - Supplementary Submission (180KB pdf) 

 Road Haulage Association (151KB pdf) 

 Samskip (139KB pdf) 

 Scotch Whisky Association (167KB pdf) 

 Scottish Council for Development and Industry (266KB pdf) 

 South Lanarkshire Council (138KB pdf) 

 SPOKES (329KB pdf) 

 Strathclyde Partnership for Transport (163KB pdf) 

 Tim Lowry (84KB pdf) 

 Timber Transport Forum (262KB pdf) 

 WH Malcolm (216KB pdf) 

 

 

  

http://www.scottish.parliament.uk/S4_InfrastructureandCapitalInvestmentCommittee/Inquiries/Alfred_Baird.pdf
http://www.scottish.parliament.uk/S4_InfrastructureandCapitalInvestmentCommittee/Inquiries/Alfred_Baird_-_Supplimentary_Submission.pdf
http://www.scottish.parliament.uk/S4_InfrastructureandCapitalInvestmentCommittee/Inquiries/Ayrshire_Roads_Alliance(1).pdf
http://www.scottish.parliament.uk/S4_InfrastructureandCapitalInvestmentCommittee/Inquiries/British_Ports_Association_(2_docs_combined).pdf
http://www.scottish.parliament.uk/S4_InfrastructureandCapitalInvestmentCommittee/Inquiries/Chartered_Institute_of_Logistics_and_Transport.pdf
http://www.scottish.parliament.uk/S4_InfrastructureandCapitalInvestmentCommittee/Inquiries/Chartered_Institution_of_Highways_and_Transportation.pdf
http://www.scottish.parliament.uk/S4_InfrastructureandCapitalInvestmentCommittee/Inquiries/Citizens_Advice_Scotland.pdf
http://www.scottish.parliament.uk/S4_InfrastructureandCapitalInvestmentCommittee/Inquiries/Co-operative.pdf
http://www.scottish.parliament.uk/S4_InfrastructureandCapitalInvestmentCommittee/Inquiries/Cycling_Scotland.pdf
http://www.scottish.parliament.uk/S4_InfrastructureandCapitalInvestmentCommittee/Inquiries/Derek_Halden_Consultancy.pdf
http://www.scottish.parliament.uk/S4_InfrastructureandCapitalInvestmentCommittee/Inquiries/Dumfries_and_Galloway_Council_and_the_South_West_of_Scotland_Transport_Partnership.pdf
http://www.scottish.parliament.uk/S4_InfrastructureandCapitalInvestmentCommittee/Inquiries/Dumfries_and_Galloway_Council_and_the_South_West_of_Scotland_Transport_Partnership.pdf
http://www.scottish.parliament.uk/S4_InfrastructureandCapitalInvestmentCommittee/Inquiries/Falkirk_Council.pdf
http://www.scottish.parliament.uk/S4_InfrastructureandCapitalInvestmentCommittee/Inquiries/Forth_Ports_Limited.pdf
http://www.scottish.parliament.uk/S4_InfrastructureandCapitalInvestmentCommittee/Inquiries/Freight_Transport_Association.pdf
http://www.scottish.parliament.uk/S4_InfrastructureandCapitalInvestmentCommittee/Inquiries/Friends_of_the_Far_North_Line.pdf
http://www.scottish.parliament.uk/S4_InfrastructureandCapitalInvestmentCommittee/Inquiries/Highlands_and_Islands_Transport_Partnership.pdf
http://www.scottish.parliament.uk/S4_InfrastructureandCapitalInvestmentCommittee/Inquiries/Joint_Regional_Transport_Partnership_Chairs_Forum.pdf
http://www.scottish.parliament.uk/S4_InfrastructureandCapitalInvestmentCommittee/Inquiries/Network_Rail.pdf
http://www.scottish.parliament.uk/S4_InfrastructureandCapitalInvestmentCommittee/Inquiries/North_Ayrshire_Council.pdf
http://www.scottish.parliament.uk/S4_InfrastructureandCapitalInvestmentCommittee/Inquiries/North_East_of_Scotland_Transport_Partnership.pdf
http://www.scottish.parliament.uk/S4_InfrastructureandCapitalInvestmentCommittee/Inquiries/Rail_Freight_Group.pdf
http://www.scottish.parliament.uk/S4_InfrastructureandCapitalInvestmentCommittee/Inquiries/Rail_Freight_Group_-_Supplementary_Submission.pdf
http://www.scottish.parliament.uk/S4_InfrastructureandCapitalInvestmentCommittee/Inquiries/Road_Haulage_Association.pdf
http://www.scottish.parliament.uk/S4_InfrastructureandCapitalInvestmentCommittee/Inquiries/Samskip.pdf
http://www.scottish.parliament.uk/S4_InfrastructureandCapitalInvestmentCommittee/Inquiries/Scotch_Whisky_Association.pdf
http://www.scottish.parliament.uk/S4_InfrastructureandCapitalInvestmentCommittee/Inquiries/Scottish_Council_for_Development_and_Industry(1).pdf
http://www.scottish.parliament.uk/S4_InfrastructureandCapitalInvestmentCommittee/Inquiries/South_Lanarkshire_Council.pdf
http://www.scottish.parliament.uk/S4_InfrastructureandCapitalInvestmentCommittee/Inquiries/Spokes.pdf
http://www.scottish.parliament.uk/S4_InfrastructureandCapitalInvestmentCommittee/Inquiries/Strathclyde_Partnership_for_Transport.pdf
http://www.scottish.parliament.uk/S4_InfrastructureandCapitalInvestmentCommittee/Inquiries/Tim_Lowry.pdf
http://www.scottish.parliament.uk/S4_InfrastructureandCapitalInvestmentCommittee/Inquiries/Timber_Transport_Forum.pdf
http://www.scottish.parliament.uk/S4_InfrastructureandCapitalInvestmentCommittee/Inquiries/WH_Malcolm.pdf
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Annexe B 

THE HIGHLANDS AND ISLANDS TRANSPORT PARTNERSHIP 

WRITTEN SUBMISSION 

Freight in the Highlands and Islands use all four modes- road, rail, sea and air- to 
enable even the remotest island communities to participate in the economic life of 
the country. Because of the geography, transport links have a lifeline nature. 
Infrastructure resilience in the face of climate change is key to ensuring that 
networks operate around the clock.  Weakness in infrastructure provision leads to: 
road closures with detours of a hundred miles, island supermarket shelves becoming 
empty due to adverse sea conditions, fresh fish failing to get to market, livestock 
suffering, timber remaining icebound in forests and bottling halls in Central Scotland 
idly awaiting the supply of whisky. 

1. Can you identify the main infrastructure and policy obstacles to the free flow 
of freight in Scotland, whether carried by rail, road, air or sea? 

Rail: Unlike roads, the railway is not open 7 days, nor 24 hours per day. Access to 
the track is limited by maintenance access requirements, and signaller shifts. A new 
freight flow, for example, may require signal boxes on trunk routes to be opened up 
specially, incurring substantial costs borne by the logistics supplier(although one 
advantage of the RETB signalled network north of Helensburgh and Inverness is 
round the clock staffing to for level crossing and maintenance access). Overnight 
freight gets the goods to the customer when it is required, and more quickly as there 
are few or no passenger trains competing for paths.  The largely single track nature 
of the network in the Highlands also limits capacity in terms of the number of train 
paths. A much-discussed, commercially viable early arrival in Inverness of a retail 
goods train is simply impossible. 

The Highland Rail Network has a restricted loading gauge which reduces the 
railway’s ability to compete effectively against road. Container clearance on the 
Highland Main Line is restricted, while on Inverness-Aberdeen improved gauge is 
available from Elgin east only. The restricted loading gauge on all Highland routes 
reduces the railway’s ability to compete effectively against road. Electrification will of 
course bring about a significant improvement in gauge. On the Far North and West 
Highland Lines a number of structures are weight restricted, and track geometry 
suboptimal which limits access by certain types of freight locomotive, and reduces 
the speed of all locomotives. 

Terminals in the North are limited in number and capacity, particularly for multimodal 
traffic.  Fort William has only dedicated terminals for oil and alumina, Inverness 
handles bulk cement and supermarket goods, Lairg has oil discharge facilities and 
Georgemas receives nuclear and pipe trains, although traffic to regrettably Orkney 
ceased some years ago While access is regulated by ORR it would be perhaps 
helpful if Network Rail took a more proactive role in terminal development and 
management, possibly for timber which may have an otherwise detrimental effect on 
fragile roads. 

Road: The HITRANS Regional Transport Strategy identifies a hierarchy for the 
region’s multi-modal transport network including the strategic links connecting the 
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area to Edinburgh, Glasgow and Aberdeen, and the regional links which connect 
people and freight to their main regional centres. For many areas these are the only 
links to the wider economy which a community has hence the term ‘lifeline roads’. 
With no feasible alternative the economic viability on an area is fundamentally linked 
to the resilience of the road network. 

The significant investment planned for the A9 and A96 is welcomed and will 
transform access to these areas but the investment on these routes needs to be 
complemented by upgrades to other trunk roads such as the A95 on which huge 
volumes of whisky and other freight is transported, and the A9 to Caithness and 
Orkney via Berriedale. Similarly, the A82 and A83 which serve the West Highlands 
and Islands and which have suffered from long delays and diversions as a result of 
frequent landslips and essential maintenance in recent years. Significant impacts are 
not restricted to the trunk road network and the cost of providing resilience on lifeline 
local roads is often beyond the means of a Local Authority. This is the case on the 
A890 Stromeferry bypass where major landslips have closed the road for extended 
periods and a created a detour in excess of 100 miles. The Western Isles Spinal 
Route has been included within the HITRANS RTS as a “Regionally Significant 
Road” and its improvement has been assisted considerably with ERDF funding over 
the last 15-20 years.  However, with a significant reduction in such funding for 
infrastructure projects, there is a real risk that the recognition of its importance at a 
regional level and the continuing need for improvement will “fall off the radar”.  The 
move away from the previous traditional ERDF funding areas will undoubtedly 
negatively impact on the ability of local authorities to enhance and sustain road 
freight capacity. 

The road network performs many functions which are unique to the HTRANS area 
including acting as the equivalent of a pipeline in that gas is supplied to places like 
Wick, Oban and Campbeltown by road and while the supply for Stornoway is 
imported generally by sea freighter it is often moved by road tanker, a situation that 
could be replicated in Orkney.  The transport of other products such as timber or the 
lands potential for development is often compromised by the weakness or physical 
constraints of the fragile road network. 

Furthermore, HITRANS completed a lorry parking study three years ago which 
highlighted the need for freight to be properly managed with planned lorry parking 
particularly in times of disruption and severe weather. 

Sea: Ferry capacity is a constraint.  There can be a conflict between passenger 
traffic desires (including private vehicles) and freight requirements in terms of ferry 
timetabling, pre-and block booking of haulage.  This becomes particularly evident in 
peak periods and at weekends. 

For freight movement commercial vehicle fares have an impact on sustainable 
economic growth in our island and peninsular communities.  These costs will be 
added to goods and commodities imported to and exported from the islands.  The 
recent work by Transport Scotland to establish a clear and transparent system for 
freight fares across the Scottish Government funded ferry contracts is welcome as 
there is little logic or fairness to the existing charging system.  However it would be 
desirable for the new system to achieve consistency and transparency without 
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increasing costs on any part of the network as an increase will inevitably have an 
impact on the fragile economies of our islands. 

Infrastructure at ports can have an impact on freight movement.  For example there 
are constraints such as limited marshalling areas that prevent the layover of vehicles 
or the opportunity to develop a drop trailer system that would allow trailers to travel 
on ferries without a tractor unit.  The introduction of a drop trailer system would have 
environmental benefits and would free up deckspace for other vehicles.  The poor 
condition of ports and harbours across our ferry networks is also a limiting factor; this 
is particularly evident with the continued use of crane loading at some ports in the 
Orkney internal ferry network. 

Air: Reinstating and securing Regional access – including for Inverness – to the 
UK’s principal hub airport is an essential policy intervention if the Highlands and 
Islands economy is to thrive.  This should be a minimum requirement of any move to 
increase Airport capacity in the South East of England and wherever a new runway 
is built be it London Heathrow, London Gatwick or elsewhere there should be a 
planning condition on the need for secure access to UK regions particularly those 
remote regions where rail and road do not offer viable alternatives to air.  The fact is 
that Heathrow continues to dominate airfreight exports from the UK, making access 
to this form of distribution system sub-optimal for Highland based firms in the 
absence of a service to the UK’s primary air cargo hub.  This is particularly 
significant for the high value seafood export markets that local firms would like to 
access, because in 2011 Heathrow accounted for 95% of UK long haul seafood 
exports by air, although the ageing fleet may not provide the necessary reliability for 
time  sensitive cargo. 

2. How can Scotland’s rail, road, air and sea freight routes to the rest of the 
UK, to Europe and worldwide be improved? 

Rail: Our area requires good cross border rail links to East Coast ports via the East 
Coast Main Line and to the Midlands/South East via the West Coast Main Line. High 
Speed 2 will release capacity for freight on the classic lines, and growing 
electrification in Scotland will allow fast, all-electric freight to the south.  Timely 
access to Central Scotland terminals at the right time to connect with trunk flows is 
very important. 

Air: The following improvements to Air Freight to, from and within the Highlands and 
Islands would assist the region’s export capacity and access to markets: 

 Scottish Regional Access to air freight opportunities through London 
Heathrow including for Inverness where no linking service with bellyhold 
capacity is available. 

 The development of air freight facilities and routes such as Inverness to a 
Midlands Airport. 

 The availability of air freight facilities for island-based exporters to use the 
internal Scottish air service network for the transport high value goods quickly 
to the Central Belt for onward transit to London Heathrow, Dubai, EU etc. 

 Investment support to ensure aircraft reliability. 
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Road: Significant volumes of high value exports rely on the fragile road network 
which serves the Highlands and Islands. Any disruption is these essential arteries 
can have a major impact on the cost and reliability of getting freight to the rest of the 
UK and beyond. The planned investment on the A9 and A96 needs to be 
complemented by investment in the other key trunk road routes, in particular the 
A82, A83 and A95. 

Sea: Appropriate investment in the connecting ferry services from the outer isles to 
those ferry services linking to the Scottish Mainland.  These connecting services 
have not benefitted from Scottish Government support and are in danger of 
becoming a major constraint on the economic health of those islands locations not 
linked directly to the Scottish Mainland. 

3. How can the Scottish Government structure its freight grant schemes to 
support the switch of freight to more sustainable modes of transport? 

We acknowledge the state aid issues with supporting rail freight but serious mode 
shift will only occur when there is parity of cost, opportunity and reliability for new 
entrants on road and rail networks. The barriers to new entrants to rail can be 
lowered if Government can simplify the application process, allow non-commercial 
applicants and set realistic targets and budgets. 

4. Are there are any European Union initiatives which could provide further 
opportunities for Scottish freight transport? 

EU funding does offer an opportunity to support and develop sustainable freight 
projects.  This includes specific funds such as the TEN-T Networks that are very well 
focussed towards freight flows. 

HITRANS have also enjoyed success in other EU funding sources including the 
INTERREG funding stream where HITRANS participation in the Food Port North Sea 
Area project enabled the innovative trial of modal shift from road to rail for the 
transport of Whisky product from Elgin / Speyside to central Scotland distribution and 
bottling plants.  This “Lifting the Spirit” project was a HITRANS led initiative delivered  
in partnership with Scotch Whisky Association (SWA) HIE, Moray Council and our 
Food Port partners which enabled a wide range of distillers the opportunity to move 
bulk spirit and other food products by rail to/from Elgin during autumn 2013. The 
objective was to offer this on a cost neutral basis as many of the potential customers 
had not used rail transport from the north of Scotland in the last 20 years, although 
most had recent experience of intermodal transport for cased goods and bulk spirit 
from Central Scotland. In majoring on an iconic product we were able to demonstrate 
the availability of alternative transport infrastructure and thus enhance or at least 
retail the area’s competitive position at a time of growing transport costs and 
increasing demand for transport. The spirit was moved in demountable container 
tanks on rail wagons. Lifting equipment was procured at Elgin to facilitate transfer 
from local hauliers, and the tanks were sent to an intermodal terminal in Central Belt 
for onward delivery.  Key outputs included: 

 Modal shift to rail 

 Maximising the use of rail’s capability, demonstrating resilience and 
performance 

 Assisting with the development of the Moray economy 
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 Encouraging collaboration among producers 

 Making the case for further infrastructure investment 
 

The Lifting the Spirit project highlights the opportunity that EU funding can offer and 
was a useful way of proving demand and costs ahead of developing a longer term 
project through commercial business case and/or freight facilities grant. 

While EU funds can attract a favourable intervention rate (Food Port secured 60% of 
costs met by EU sources for Lifting the Spirit) the need for the Scottish partner to 
provide match funding is a barrier to participation in these projects.  Indeed at the 
time HITRANS was working on Food Port (and another two INTERREG projects) the 
opportunity to participate in the EFFIPLAT INTERREG Atlantic Area project had to 
be turned down due to the lack of available staff and match funding resources.  If a 
fund was established to support Scottish public bodies in their participation in EU 
projects there would be a real opportunity for Scotland’s return from EU funding to 
increase significantly. 

5. How can the freight industry make a contribution to greenhouse gas 
emissions reduction? 

The EU has set a target of 30% of all >300km freight movements to be by 
sustainable mode by 2030, 50% by 2050. This needs to be reinforced, by promoting 
load sharing, break bulk, rail electrification and low emissions shipping.  However, 
we accept that many movements will be by truck, and are keen to see road continue 
to demonstrate a willingness to move forwards with lower emissions engines, and 
advanced telematics involving load and driver management. 

For sea freight, investment support for environmentally less damaging marine 
propulsion systems, such as LNG, hydrogen fuel cells or electric power on shorter 
routes, would achieve significant improvements on most routes. 

6. Which policy changes, or infrastructure improvements, are required to 
increase the flow of goods through Scotland’s major sea ports? 

The sulphur directive will impact on Scotland’s East Coast ports and the Northern 
Isles, while the poor uptake of the Rosyth ferry demonstrates hauliers still find it 
convenient to use English East Coast ports despite the service being available.  
Government’s commitment to the Rosyth ferry is commendable and there might 
need to be consideration of ways of incentivising its use. 

In terms of the ports throughout the Highlands and Islands infrastructure needs to be 
fit for purpose and fares need to be proportionate to support the continued flow of 
goods through these ports. The delivery of the Scottish Ferries Plan proposals will 
support this end very well.  To really achieve growth the focus must be on economic 
development throughout the Highlands and Islands and the growth in the whisky, 
food and fish farming sectors are all acting as catalysts for the increased flow of 
goods on our ferry networks. 

Frank Roach HITRANS       16 January 2015 
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JOINT REGIONAL TRANSPORT PARTNERSHIP CHAIRS FORUM 
 

WRITTEN SUBMISSION 
 
Scottish Parliament - call for views on Freight transport in Scotland - 
Infrastructure and Capital Investment 
 
This joint response is submitted by the Chairs of Scotland’s 7 Regional Transport 
Partnerships (RTPs). The Partnerships are statutory bodies with responsibility for 
preparing and delivering Regional Transport Strategies for all regions of Scotland. 
 
The RTPs have close links with the freight industry through Freight Quality 
Partnerships (FQP) or Freight Fora which together cover a large part of Scotland. 
These bring together RTPs, local authorities, national associations representing 
freight and road haulage, road and rail haulage, ports, major freight users and local 
business. Meetings of FQPs and Freight Fora are held generally at six monthly 
intervals and cover the Hitrans, Nestrans, SEStran, SPT and Tactran regions.  
 
The RTPs have also been involved in a number of European Union funded research 
projects concerning freight transport, with a particular focus on sustainability. These 
have included: 
 

 ENCLOSE: Sustainable urban logistics in small and medium size historic 
cities 

 Food Port:  The North Sea Region (NSR) as a key food cluster based on 
sustainable transport, including the Lifting the Spirit project   

 i-Transfer: Sustainable ferry operation 

 LaMiLo: “Last Mile” sustainable logistics  

 Lo-Pinod: Logistics optimisation for ports  

 Weastflows: Efficient and sustainable freight transport in NW Europe 

 StratMoS: Strategic Motorways of the Sea  

 GreCor:  Green Corridors.  
 
The responses to the Committee’s detailed questions below are founded on the 
RTPs’ general experience of supporting and promoting more efficient and effective 
freight distribution through implementation of their Regional Transport Strategies, 
including through liaison and discussions held at FQPs and Freight Fora, and also 
experience of participating in the above EU programmes. 
 
Key issue 
 
The RTPs’ experience of the above EU projects has highlighted a key issue for 
public agencies trying to support more efficient and sustainable logistics: 
fragmented and partial data on freight movement whether within Scotland, the 
UK or internationally. The position is not very different from 2006: “Lack of 
appropriate freight and logistics data for transport planning. One important reason 
why freight analysis has lagged behind that of passenger travel is that there are 
significant gaps in the evidence base for freight and logistics. Information on freight 
movements is not currently available at an adequate level of detail to reflect the 
underlying supply chain characteristics. This makes it difficult to forecast future 
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changes, and interface with road passenger transport analysis at the national and 
regional levels. This could affect the ranking of investment priorities.” (Scottish 
Freight Strategy Scoping Study, prepared for the Scottish Executive: Final Report, 9 
June 2006) 
 
The consequence is that freight movements can usually be examined only on a 
single mode/ single journey segment basis, or on the basis of throughput of freight 
facilities such as ports and rail terminals. For example, the potential for transfer of 
freight movements between Scotland and a mainland European destination from 
long-distance road haulage to a southern England port for onward sea transport, to a 
short road haul to a Scottish port for onward sea transport may not therefore be 
apparent. The answers to some of the Committee’s questions below can therefore 
only be based on limited available evidence.  
 
1. Can you identify the main infrastructure and policy obstacles to the free flow 
of freight in Scotland, whether carried by rail, road, air or sea? 
 
The RTPs believe that the main infrastructure and policy obstacles to the free flow of 
freight in Scotland are: 
 
General: 

 need for a revised strategic overview of freight/logistics policy for Scotland – 
the Freight Action Plan for Scotland was published nine years ago in 2006 

 closer partnership working between public and private sectors to increase 
efficiency and sustainability – the various regional FQPs/Fora provide an 
established basis for further development of this  

 better integration of freight issues into transport planning processes (e.g. 
through RTPs) 

 improved information services for shippers (e.g. multi-modal route planners) 

 infrastructure resilience in the face of climate change. 
 
Rail:  

 railways generally are not open 24/7, access to track is limited by 
maintenance requirements and signaller shifts  

 better understanding of the role of inter-modal freight terminals in encouraging 
greater use of rail 

 limited capacity on the network and lack of marshalling sites 

 reliability and resilience  

 gauge restrictions are still a problem in some places limiting container traffic  

 limited or no access to port facilities including Cairnryan, Dundee, Methil, 
Montrose and Perth, also retention of the link to Rosyth is vitally important 

 need to develop further inter-modal facilities (e.g. M8 corridor around 
Bathgate and Dundee) similar to Grangemouth 

 difficulties in terms of cost and speed of response of the rail industry to 
potential bulk movements, particularly timber. Rail freight operators are 
perceived to be difficult to deal with – the time taken to provide a quote or to 
offer small scale carriage is seen as cumbersome compared to road.  Many 
potential rail traffics are bound to long-term contracts or haulage is provided 
as part of the contract which has been agreed (this is the case for example 
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with recyclates and other potential goods which may otherwise be suitable for 
rail carriage). 

 
Road: 

 interaction between strategically valuable freight traffic and inefficient single 
occupancy cars – for example, cross-Forth movements and in the Glasgow 
area 

 need for dualling of  key links, particularly A1 in Scottish Borders, A9 between 
Inverness and Perth and A96 between Inverness and Inverurie; complete 
improvements to the A75 and A77 across Dumfries & Galloway; and 
addressing pinch points in the strategic network, such as the A90 at Dundee – 
though this may encourage more long distance road freight contrary to 
sustainability and carbon reduction policies. 

 lack of investment in strategic routes particularly in northern Scotland  
resulting in delays and inconsistent journey times 

 effect of accidents, maintenance, weather or other lane closures. 
 
Sea/Port: 

 inadequate freight handling on the east coast, especially the Forth (NPF3) 
and lack of capacity in ports in the North-East 

 structural/ownership issues in relation to port facilities and land  

 more active promotion/support for additional/modernised freight handling 
capacity 

 poor condition of ports and harbours across the ferry networks is a limiting 
factor; this is particularly evident with the continued use of crane loading at 
ports in the Orkney internal ferry network. 

 ferry capacity is a constraint. There can be a conflict between passenger 
traffic desires (including private vehicles) and freight requirements in terms of 
ferry timetabling, pre and block booking of haulage.  This becomes particularly 
evident in peak periods and at weekends 

 for freight movement commercial vehicle fares have an impact on sustainable 
economic growth in island and Highland peninsular communities. 

 
2. How can Scotland’s rail, road, air and sea freight routes to the rest of the 
UK, to Europe and worldwide be improved? 
 
The RTPs believe that the following improvements would improve connectivity for 
freight between Scotland and the rest of the UK/Europe: 
 
General:  

 Improved information services for shippers (e.g. multi-modal route planners). 
 
Rail:  

 HS2 to release network capacity for freight trains - particularly through parts of  
England where capacity problems are hindering long-distance rail freight 

 further electrification to improve efficiency/ sustainability  

 further gauge enhancement within Scotland and elsewhere on the UK rail 
network 
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 better understanding of the role of inter-modal freight terminals in encouraging 
greater use of rail. 

 
Road: 

 completion of dualling is needed on key routes between Scotland and major 
destinations and ports in England, in particular the A1 in Northumberland and 
the A66 between the M6 and A1/A1(M) which provides the main link to the 
ports on the Tees and Humber 

 further improvements to the A75 are required to maintain competitiveness of 
the freight routes from Cairnryan to Northern Ireland in comparison with 
routes from North and South Wales ferry ports. 
 

 
Air: 

 it is important to recognise the role of air freight particularly at Edinburgh and 
Prestwick 

 air freight benefits if there were more direct international flights, catering for 
either dedicated air freight or hold cargo on passenger services – especially to 
the Far East 

 reinstating and securing access for services from Scottish airports to 
Heathrow, the UK’s principal hub airport, is essential. Heathrow continues to 
dominate airfreight exports from the UK. 

 
Sea/Port: 

 promotion of ‘sustainable gateway’ approach to ensure efficient and 
sustainable logistics  

 enhancing role of coastal/short sea shipping which may be adversely affected 
by the impact of the sulphur directive  

 improved direct ferry connection(s) to mainland Europe 

 addressing problem of shortage of return loads / cost of repositioning empty 
containers (export tonnage is greater than import tonnage) 

 addressing issue of constrained port capacities, as identified in the National 
Planning Framework, such as the extension to Aberdeen Harbour. 

 ensuring that port capacity and facilities, including inter-modal opportunities 
are developed to maximise their economic potential in relation to the 
emerging renewables sector, as identified in the NRIP report and NPF3. 

 
3. How can the Scottish Government structure its freight grant schemes to 
support the switch of freight to more sustainable modes of transport? 
 
The RTPs believe that a number of the conditions and criteria have, to date, severely 
constrained the effectiveness, attractiveness and potential of these schemes. The 
costs of transporting freight by road have been increasing as a result of fuel and 
other inflationary cost pressures.  The economic and environmental benefits of 
encouraging modal shift in favour of more sustainable modes, particularly for longer 
distance flows, is generally acknowledged.  It is essential that schemes such as FFG 
offer a viable and attractive mechanism for stimulating private and public sector 
action on developing facilities and initiatives which contribute to National and 
Regional Transport Strategy objectives of transferring freight from road to rail and 
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water-borne alternatives. The RTPs have previously raised concerns about the 
effectiveness of the current grant schemes with Transport Scotland, highlighting 
areas and ways in which these could be improved and made more 
effective/attractive.  The main issues are:    
 

 the bureaucratic nature of the current schemes and relative lack of recognition 
of the benefits of FFG within the eligibility criteria and monetisation of road 
miles benefits, have made the schemes unattractive and led to them not 
achieving their full potential, in terms of attracting private sector interest and 
take up of previous years’ grant availability 

 improvements could be made by both simplifying and revising the calculation 
of road miles savings on a basis that does not effectively disincentivise 
proposals for effecting modal shift for freight hauled over longer distances 

 current requirements to undertake all work within a single financial year 
should be eased to enable implementation to be spread across financial 
years, reflecting the reality of project development and tendering time scales, 
constraints on working, etc. 

 a streamlined process should be considered for smaller schemes of perhaps 
short duration that could allow experimentation without the need for long term 
capital commitment 

 need to better understand European and DfT restrictions on “state aid” to 
ensure that grants are not delivered in a way which disadvantages businesses 
and regions which are remote from major markets.  Currently railfreight 
cannot be supported by grants over longer distances since it is assumed that 
this should be commercially viable.  However, due to volumes and 
commodities, it is often not commercially viable to use rail and the grant 
system is therefore not working 

 FFG should be extended to allow promotion through public bodies, as well as 
the private sector. It should also be made possible to add FFG to other 
funding, such as EU grants 

 consideration of support should be given to third party operators/promoters of 
inter-modal hubs or other services that promote sustainable freight transport 
options  

 weightings could be added to higher value, possibly export-bound products 

 eligibility should be widened for funding to include urban consolidation centres 

 consideration should be given to extending eligible expenditure which is 
supported by FFG to include additional road improvement and maintenance 
costs on the local road network in the vicinity of proposed facilities, where the 
impacts associated with serving rail/water freight facilities can result in 
increased maintenance requirements being imposed on local roads 
authorities. 

 
4. Are there any European Union initiatives which could provide further 
opportunities for Scottish freight transport? 
 
There are further EU opportunities through the TEN-T programme, albeit it is limited 
for Scotland, and Interreg and other projects. A major issue with EU funding 
opportunities is the need for match funding and it is believed that the Scottish 
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Government should establish a fund which RTPs and others could access to support 
match funding requirements. 
 
There is also a need to ensure that  TEN-T recognise the importance and needs of 
Scotland as a peripheral region, the opportunities for such regions to be an important 
contributor to sustainable economic development and the need to ensure that the 
European Union has policies to support economic development in such areas. 
 
5. How can the freight industry make a contribution to greenhouse gas 
emissions reduction?  
 
There is scope for the freight industry to contribute to a reduction in greenhouse 
gases through: 
 

 a more objective consideration of alternatives to long-haul road transport – 
this can be supported by better information now becoming available – e.g. on-
line multi-modal route planners  

 ensuring the most efficient vehicle designs, engine types and driving styles 
(for all modes) 

 maximising vehicle/vessel utilisation and route choice (efficiency) 

 encouraging more efficient urban logistics – e.g. urban consolidation / logistics 
service centres and use of low carbon delivery vehicles. These can be 
combined in a local authority based Sustainable Urban Logistics Plan, such 
as that produced by Dundee City Council and Tactran in 2014.    

 
6. Which policy changes, or infrastructure improvements, are required to 
increase the flow of goods through Scotland’s major sea ports? 
 
These are outlined in the answers to the questions above. 
 
Conclusion 
 
The RTPs believe there is a need for partnership working to develop alternative 
approaches, especially because of lack of detailed data in the public arena. The 
Regional Transport Partnerships are in a particularly strong position to assist in 
delivering this wider focus given the regional nature of major gateways and logistics 
operations and links with the freight industry and public sector partners through the 
network of FQPs and Freight Fora they have developed. 
   
20 January 2015 
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NETWORK RAIL 
 

WRITTEN SUBMISSION 
 
Network Rail’s responsibilities are to provide freight operators with a robust and 
reliable network with sufficient paths to meet their reasonable requirements in 
accordance with our licence conditions and the needs of their customers. 
  
Freight and passenger traffic both require access to the same rail network, both 
require a robust and reliable network and consistency of performance however whilst 
passenger train operating companies require the same product on a daily basis, 
freight customers have a more varied day to day demand for the use of the network 
and require Network Rail to react quickly to new business or to situations when 
customers’ requirements change. Unlike train operating companies which provide 
passenger services, freight operators who operate within a very competitive 
environment both within rail and with road, do not have franchise agreements nor do 
they enjoy the same level of protection than train operating companies enjoy.     
 
Overview of the industry in Scotland  
 
UK wide around £30 billion worth of goods are carried by rail each year across the 
length and breadth of the country, from coal for electricity generation, to whisky for 
export or goods destined for supermarket shelves. 14 million tonnes of freight was 
transported by five freight operating companies1 to, from and within Scotland in 
2013/14.  47% of the volume was exported, 14% imported and 39% of the volume 
moved internally within Scotland. Network Rail would highlight that the majority of rail 
freight movements within Scotland should not and cannot be considered in isolation; 
inter-connection with the rest of the UK, the port network, and Europe is a crucial 
driver for growth potential and is essential to determine which routes will require 
investment to support and realise growth forecasts.  
 
Network Rail’s Freight Market Study is part of the long term planning process and 
predicts unconstrained growth for Scotland from 14 million tonnes to 26 million 
tonnes by 20262. Most of the growth is predicted to occur in the domestic and 
maritime intermodal sectors which would increase rail’s competition with road 
haulage.   
 
Each freight train can remove between 70 - 80 HGVs from the roads and by taking 
lorries off the roads rail freight prevents around 600 casualties each year3 in addition 
to delivering significant environmental benefits. The average intermodal train serving 
the central belt of Scotland is around 700m long.  
 

                                            
1
 Colas, DB Schenker, Direct Rail Services, Freightliner and GB Railfreight 

2 This figure is based upon an annual growth for biomass of 26.7% however as the Scottish position 

on biomass is not confirmed, this projected growth may not materialise as envisaged.  

3
 Rail Delivery Group (RDG), Keeping the lights on and the traffic moving: sustaining the benefits of 

rail freight for the UK economy   
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1. Can you identify the main infrastructure and policy obstacles to the free flow 
of freight in Scotland, whether carried by rail, road, air or sea?  

The National Planning Framework (NPF) sets the context for development planning 
in Scotland in addition to providing the framework for the spatial development of 
Scotland as a whole. Whilst the final versions of the Scottish Planning Policy (SPP) 
and National Planning Framework (NPF) commit to improving rail services and 
reducing journey times between Inverness and Aberdeen, Edinburgh and Glasgow, 
and from both Aberdeen and Inverness to the Central Belt, rail freight receives less 
attention within the Government’s planning priorities, potentially a missed opportunity 
to modernize the rail freight industry in Scotland. Network Rail does note that the 
Infrastructure and Capital Investment Committee’s report on National Planning 
Framework 3 does consider rail freight and raised the possible need for additional 
capacity which we welcome and would strongly support. We also note the specific 
references to the role of rail freight in the ‘Grangemouth investment zone’ and ‘freight 
handling capacity on the Forth’ national developments.      

Network Rail promotes the use of the network for both passenger and freight 
services. Any licensed operator can request a route across the network if there is 
capacity and in adherence to Section 1.18 of our Network Licence4 passenger and 
freight operators are treated equitably. Future growth in the rail freight industry could 
be achieved through additional access to the network which would enable further 
services to be timetabled. Generally Network Rail maintains the network during the 
night and as such must balance the timetable against the need to service and 
maintain the infrastructure and assets. Where significant volumes of time critical 
freight is available, investment is necessary to allow maintenance of the network to 
be undertaken whilst services continue to run.  
 
Freight moved by rail is a small proportion of total freight movements within, to and 
from Scotland, and challenges therefore exist in developing robust and cost effective 
business cases for rail freight so that it can be competitive with road and other 
modes of freight transportation. The Scottish rail freight industry recognises that 
there are considerable opportunities for modal shift with a large number of untapped 
markets. Scotland has a number of markets in which rail freight has had little 
success in penetrating including perishable goods such as fish and meat, fish food, 
timber and biomass.  Further research is required to understand which markets are 
most viable for rail.    
 
2. How can Scotland’s rail, road, air and sea freight routes to the rest of the 
UK, to Europe and worldwide be improved? 
 
Rail freight companies require rail to better or at least be comparable with road in 
terms of cost, journey time and reliability. The impact on the end customer of a train 

                                            
4 In complying with the general duty in condition 1.2, the licence holder shall co-operate with any 

potential provider or potential funder so as to identify ways in which its reasonable requirements in 
respect of the allocation of capacity on the network could be satisfied.  
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not arriving at destination when expected could be the equivalent of over 30 lorries 
worth of goods not reaching their market in time. 
 
The Freight Market Study unconstrained forecasts predict a growth opportunity of up 
to 140% by 2043 when compared to 2011.. To cater for this growth Network Rail, in 
partnership with the rest of the rail industry, will continue to work with business and 
government to move more freight onto rail, improving our quality of life and 
substantially reducing carbon emissions. To ensure that our rail freight routes to 
destinations outside Scotland improve we recognise that there are a number of steps 
that could be taken.   
 
In order to develop capacity across the network the UK Government provide funding 
for the Strategic Freight Network (SFN) for England and Wales while in Scotland 
there is the Strategic Rail Freight Investment Fund to enhance the network for freight 
traffic. Noting that almost 50% of product moves to, from and within Scotland is 
exported to England, Europe and wider export markets, consistency of policy and 
funding both north and south of the border would be helpful. Furthermore effective 
industry coordination and joint working would ensure the potential of both funds are 
maximised.         
 
The fastest growing market sector on rail is domestic and maritime intermodal traffic. 
This sector requires rail to be highly competitive with road and therefore is heavily 
reliant on robust and reliable performance, efficient journey times and a rail network 
that gives parity with the road network.  This can require investment in gauge 
enhancement and infrastructure works to achieve capacity enhancements. 
 
As part of the Long Term Planning Process (LTPP) Network Rail is working with 
industry partners to develop the Scotland Route Study which we anticipate will reach 
“Draft for Consultation” towards the end of 2016. This will indicate the investment 
required in the network over the next 30 years to permit the anticipated passenger 
and freight growth. In addition there may be opportunities to increase capacity on the 
existing network through investment in the Digital Railway (including in cab 
signalling) which may be a more efficient way to deliver the required capability. 
 
The rail freight industry has grown 70% since privatisation. It is a competitive sector 
with operators competing directly with each other as well as with road and ship. 
Whilst competition provides choice for businesses seeking to transport freight, it also 
drives efficient behaviour across the industry although, on occasion, greater 
collaboration would also be beneficial for the sector. Ensuring this balance between 
incentivised competition and meaningful collaboration requires further consideration. 
For example whilst rail is especially good at moving large volumes over long 
distances, given the right conditions it can also be equally as effective over shorter 
distances and although road haulage is more flexible and offers more potential for 
back-loads, there may be opportunities for rail customers to work more closely 
together to review how loaded running both north and south could be improved. 
 
The benefits of rail are maximised when the origin and destination either both have, 
or are close to, a rail connection but road transport is often required at the beginning 
and end of the journey.  A road operation can exist without rail but there can very 
rarely be a rail operation without an element of road transport. For efficient modal 
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switch there needs to be harmony between both road and rail. A whole industry 
approach should be taken to logistics planning and a review of rail and road policies 
should be undertaken to make sure that there is equity in relation to policy decisions 
and investment for both road and rail networks. 
 
It is recognised that Scottish produced goods have further to travel to get to market 
however small volumes in remote locations, which have journey times by rail that are 
not competitive with road, also present challenges to the rail freight industry.  
Consideration should be given to maximising rail haulage from a centralised location 
and consolidating the traffic to optimise the benefits that using rail can provide. 
 
Network Rail recognises that there is a need to protect key strategic sites for future 
rail freight terminals and developments.  These sites require: good road and rail 
connections; planning support to manage the interface with line-side neighbours; and 
a footprint large enough to accommodate commercially viable services (this will vary 
by location ie 775m in the Central belt and shorter for locations such as Inverness 
and Aberdeen) and provide adequate storage facilities. Following Network Rails 
2014 acquisition of 105 freight sites nationwide, Network Rail is looking at 
opportunities to invest in the development of this estate to promote greater modal 
shift and expand freight user related lease income. 
 
Through involvement in the Rail Development Group (RDG) Freight committee, 
Network Rail recognise the critical impact that visibility of future consecutive control 
period access charge regimes can have on long term investment decisions.  
 
In order to facilitate growth, freight end users need to be open to changing their 
logistics solutions to incorporate rail.  Rail cannot always easily replicate road and as 
such the benefits of moving goods by rail are not always realised. Support 
mechanisms to encourage alterations to loading, packaging and flexibility can help 
encourage modal shift to rail. 
 
Furthermore Network Rail believe that that freight would benefit from longer term 
funding and access charge stability beyond the current control period (CP5) to 
provide certainty and confidence to the sector to plan and invest and we support the 
work of the Rail Delivery Group (RDG) on this.         
 
3. How can the Scottish Government structure its freight grant schemes to 
support the switch of freight to more sustainable modes of transport?  
 
Consistent with the objectives of the Scottish Government to encourage growth in 
rail freight and reduce emissions, the Scottish Strategic Rail Freight Investment Fund 
(managed by Network Rail on behalf of the rail industry) supports sustainable rail 
transport for freight, thereby reducing the supply chain’s transport emissions and 
reducing road congestion. The £31million fund for the period 2014 – 19 (Control 
Period 5) enables strategic infrastructure interventions on the Scottish network to 
enable rail freight to deliver against these objectives. Projects which are planned to 
be delivered in this current control period include enhancement of the network in the 
Mossend area; electrification of the Edinburgh South Suburban line, gauge 
clearance works at Carmuirs, and improvements between Elgin and Inverness. 
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Network Rail welcomes the fund and the contribution it will make towards 
encouraging growth and productivity in rail freight in Scotland.  
 
Network Rail appreciates the support of the Scottish Government in retaining freight 
grants. There is recognition by the rail freight industry in Scotland that rail freight 
grants have not been utilised to their full potential however there are a number of 
reasons to explain the lower than anticipated take up of grant opportunities which 
include the rules governing what the grant funds may be used for and how the grants 
may be staged, both of which may restrict potential projects.   
   
Support mechanisms, both policy-led and investment should ensure the right 
incentives exist to support the use of rail. The requirement to bid for and spend the 
grant within a relatively short time period does not adequately support the business 
planning process; for example if grants were rolled over from one year to the next 
this additional flexibility could further unlock growth.  Investment in rail is a long term 
commitment and grants should also provide a degree of longevity. Furthermore 
Network Rail would also suggest that a more holistic approach would further support 
growth. Grants could also be utilised to support infrastructure changes required on 
the network which would support terminal development. Additionally grants could 
generate enhanced benefits if they could support investment in mobile equipment 
such as terminal cranes or wagons.       
 
4. Are there any European initiatives which could provide further opportunities 
for Scottish freight transport?  
 
The EU’s Connecting Europe Facility (CEF) is a fund to which Network Rail and 
governments can apply for co-funding for projects. This is mainly focused on the 
corridors of the Core Network, which includes Edinburgh-Glasgow and the West 
Coast Main Line. For specific projects this can be a suitable way to leverage extra 
funding. The TEN-T Core Network Corridors have a strong freight focus in England 
which, as a knock-on effect, could benefit intermodal freight from Scotland to 
Felixstowe, Southampton or the Channel Tunnel.  
 
Network Rail is actively engaged in European rail policy and strongly supports the 
European commission’s approach to market opening. Given the challenges faced by 
British (or other third country) freight operators running in other member states this is 
an important aspect to helping grow international rail freight. The liberalising 
measures in the Fourth Railway Package are essential for removing the many 
barriers to competition that still exist in some member states and we strongly support 
it. 
 
European policy for interoperability, certification and licensing all complement market 
opening, and are all of particular interest to rail freight operators seeking to run 
international services.  
 
5. How can the freight industry make a contribution to greenhouse gas 
emissions reduction?  
 
Climate change is a major challenge facing the world and Network Rail is keen to 
play its part in ensuring sustainable economic growth by enabling freight, and 
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passengers, to travel with lower carbon emissions than other modes, thereby helping 
the Government meet its carbon reduction targets.  
 
Road transport in the UK contributes 21% towards our carbon emissions with 7% of 
that from road freight. Per tonne of cargo, rail freight produces 76% less carbon 
dioxide than road freight. Each freight train removes up to 80 HGVs from the roads, 
which will also support safer and less congested roads. 
 
Rail freight also produces fewer harmful gases than road freight in terms of other 
emissions that impact upon people’s health – less than a tenth of the nitrogen oxide 
and fine particulates of road haulage per tonne carried when compared to road 
transport.  
 
In relation to freight the most efficient use of the rail network is to transport high 
volume, long distance flows or shorter distance bulk flows.     
 
Furthermore investment in the expansion of the electrified rail network also supports 
enhanced environmental benefits.     
 
6. Which policy changes, or infrastructure improvements, are required to 
increase the flow of goods through Scotland’s major sea ports?    
 
Whilst noting the specific focus on Scotland’s major sea ports, consideration should 
be given to the interface between different modes of transport and sea ports. It is 
disappointing to note that (apart from coal imports), the ports which do have a rail 
connection in Scotland rarely make use of the rail network.  Rail must be an 
integrated part of the system, which could be enhanced through the planning and 
delivery of better facilities       
  
Integrated planning is required to support this type of investment. Consideration 
should be given to the suitability of the statutory development planning and 
development management system, and other powers such as those available under 
Transport and Works (Scotland) Act 2007 to deliver these facilities.     
     
 
26 January 2015 
 

 Rail Freight Key facts 

Cleaner  

 Per tonne of cargo, rail freight produces 76% less carbon dioxide than 

road freight 

 This saves 1.8m tonnes of carbon in Britain every year – equivalent to 

that saved by more than 230,000 solar panels 

 Rail freight produces less than a 1/10 of the nitrogen oxide and fine 

particulates produced by road haulage per tonne carried 

Cheaper  
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 On average one freight train replaces 60 lorry journeys. Removing 10% 

of road freight would save British industry nearly £1bn per year 

 A gallon of fuel moves a tonne of goods 246 miles by rail but only 88 

miles by road, on average 

 Road congestion costs the British economy up to £8bn every year 

Safer  

 Lorries contribute to a disproportionate number of accidents per mile 

travelled; Department of Transport figures suggest that between 1999 

and 2008 there were 117,000 accidents involving HGVs 
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