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freight strategy, Delivering the
Goods, published in 2016, acknowl-
edgedthescopeforconsideringhow
“[Local] development plans [LDPs]
could be further improved to iden-
tify key opportunities and optimise
investment potential in rail freight.”
In practice, LDPs are much influ-
enced by the ScottishGovernment’s
guidanceinitsnationalplanningpol-
icies:thesefeaturingstronglyinboth
the initial creation of the LDPs and
inanysubsequentplanningappeals.
Back in the 1990s, guidance on
rail freight was strong and specif-
ic, requiring planning authorities
to identify sites adjacent to existing
operationalordisusedinfrastructure
whichwere capable of being devel-
opedforusesrequiringrailorwater-
borne freight access, and to safe-
guard these, through the LDPs, for
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manufacturing,processingortrans-
shipmentdevelopmentswithpoten-
tial touserailorwater freight.
Today, however, the guidance is
weaker and does not mention rail
freight specifically, stating little
more than: “Disused railway lines
with a reasonable prospect of being
reused as rail, tram, bus rapid tran-
sit or active travel routes should be
safeguarded indevelopmentplans.”
Within the railway estate, the rail
industry can and does take its own
steps to protect land from inappro-
priatedevelopment. Sinceprivatisa-
tion, therehasbeenadesignated list
ofStrategicFreightSites(siteswhere
therearenocurrentrailfreightactiv-
ities but which are deemed to have
freightpotential)whichbenefitfrom
strategic protection. This list,which
is currently being updated by Net-

the coal industry –which tradition-
ally supplied the key freight traffic
on the railways – is in substantial
decline,andtherail industryurgent-
lyneeds tofindnewbusiness.
In practice, much of the traffic
potential to help fill the gap left by
coal will lie in the domestic inter-
modal sector, where containers are
trunkedbyrailoverthelonghaul,but
typically need collection and deliv-
erybyroad.
However, eliminating a lorry leg at
thestartorendof therail transit can
helptotransformraileconomicsand
winmore trafficback fromlong-dis-
tance road haulage. Protecting the
possibility of gaining or regaining
direct rail access tomajor industrial
sitesshouldthereforebeat theheart
ofa long-termstrategy forrail.
The Scottish Government’s rail

R ail’s great strength is its
ability to move large
quantitiesoffreightsafe-

ly, swiftly and sustainably: the end
productof low-friction, steel-wheel-
on-steel-rail technology, operating
overasegregatedroutenetwork.But
that segregation inevitably means
that rail is less ubiquitous than its
road haulage competitor, with pub-
lic roads serving virtually every site
across Scotland which generates
freight traffic.
In contrast, at present, only a
handful of mining/manufactur-
ing/processing sites in Scotland are
directlyrail-connected–goodexam-
ples being open-cast coal mines,
Hunterston port, the cementworks
atDunbar,theDalzellsteelplant, the
oil refineryatGrangemouthand the
FortWilliamaluminiumsmelter.But

TRANSPORT

When it comes
to bus travel, fare
treatment will
benefit all of us

inflated by operators tomake serv-
ices viable,making bus use uncom-
petitivewithcartravelforfare-paying
passengers.
While many bus operators offer
very good multi-journey ticket
schemes to tackle this problem,
highsinglebus faresstill discourage
modalshiftforadultswhocouldtrav-
elbybus2or3daysaweek.Thisisnot
agoodfit for theAirQualityagenda.
Lack of transport or the high cost
of transport can also be a barrier to
many in terms of accessingwork or
furthereducation.Asmorecommer-
cial journeysarewithdrawn,theiso-

Octogenarians and rely on local bus
services to travel to essential servic-
es, what level of help will be availa-
ble? Experts have long argued that
capping the benefit each individu-
al can receive at a level that enables
people tomake essential local jour-
neys, combined with administra-
tionwhichpaysfaresforusersrather
than reimburses operators for serv-
ices provided,would streamline the
schemeandhelp the industry.
These changeswill notnecessarily
be themost popularwith operators
extracting the greatest returns for
shareholders or with government’s
seeking votes from more affluent
people,butitistheroleofprofession-
al bodies likeCILT toencouragebet-
ter practice by both politicians and
operators.
Two key challenges, particularly
forolderpeople,intoday’ssocietyare
loneliness, and vulnerabilitywithin
thehome frombogusworkmenand
scamphone calls. Isolationwith no
means of accessing local transport
and thus regularly connectingwith
the outside world can only exacer-

bate this situation and adverse-
ly impact on mental and physical
health, aswell as generalwellbeing.
Furthermore, bus passenger spend-
ing remains the lifeblood of many
strugglinghighstreets.
Without changes to Government
bus investment the inevitable ongo-
ingdemiseoflocalbusservicescould
have far reaching implications, and
costsforprogrammesseekingsocial
inclusion, regeneration and a fairer
Scotland.
A side effect of the 56.9 per cent
concessionary reimbursement rate
is that the single adult fare is often

TheScottishGovernmentmust givemore
support tobusoperators losingoutdue to
free travel for theover-60s – for the sakeof

individuals and theenvironment, saysMRoy

A sk the Scottish Govern-
ment their strategy to
reverse the ongoing

decline of local bus service provi-
sion and they point to the £53.5mil-
lion Bus Service Operators’ Grant
scheme, which equates to rough-
ly 14p per kilometre fuel rebate on
registered journeys. In addition, the
National Entitlement Card govern-
mentsubsidy is£202mperannum.
However, the unintended conse-
quences of this spending are argua-
blymore important thanthe intend-
ed benefits. Nobody should be sur-
prised at a government decision to
deliver free bus travel for all over
60s, but to reimburse operators at
only56.9percentof the fare leads to
operatorscuttingservicesacrossthe
country. This is due to the resultant
on-bus revenue failing to meet the
required operating costs. Through
thispolicy, thegovernmenthasbeen
responsible for removing copious
bus services across the country and
contributing to the current crisis in
the industry.
The Chartered Institute of Logis-
tics and Transport (CILT) has long
highlighted the Government’s own
research showing the currentmod-
elof investmentneedstobechanged
to reverse the ongoing decline of
this essential industry. Different
investment is needed to help build a
future bus industry that can form a
critical part of an integrated trans-

port system. Smart tickets, wifi and
real-time information on all serv-
ices need not be expensive, but
could make buses fit for the 21st
century.
It is not advocated here to remove
a transport concessionary scheme
altogether but rather to accept the
recommendations for reformof the
scheme that have been repeatedly
madeinreportsbytransportprofes-
sionals to successive governments.
Government seems to have been
spatially blind when talking about
a universal policy, when in practice
theconcessionarytravelschemehas
beenhighlytargetedatthosewiththe
bestaccessibility.
By making benefits available to
those with the greatest needs, the
schemewouldnotjustbecomemore
equitable,butalsomoresustainable
andaffordable.
Manyofthesexagenarianswhovot-
ed in 2016 andwere in possession of
a “free bus pass” will use it to travel
to work or for days out with longer
trips across Scotland. However, in
20yearswhenthesesamepeopleare
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workRail, includes sites at key loca-
tions like Inverness, Keith andMos-
send, where new or expanded rail
terminals could handle freight traf-
ficswitchedfromtheroads.
But the rail industry has no con-
trol over non-railway land contain-
ing existing industrial locations or
potential development sites. This is
where government – both local and
central – has the key role to play in
protecting land adjacent or close to
therailnetwork.
InitsrecentsubmissiontotheScot-
tish Government consultation on
the planning system, RFG respond-
ed that: The Scottish Government
should develop specific planning
guidance to safeguard (a) poten-
tial rail freight terminals and (b)
potential rail links to nearbymanu-
facturing/ mining/processing sites

from inappropriate development.
Local Development Plans should
be required to ensure that strategic/
regional rail freight prospects are
taken into considerationwhen zon-
ing land at and around existing or
potential rail freight terminals.
Campaigning groups have also
raised these issues. In its response
to the 2017 consultation on Scot-
land’s Rail Infrastructure Strategy,
the sustainable transport alliance,
Transform Scotland, commented:
“A comprehensive study should be
undertaken of all former rail routes
toestablishtheconditionandoppor-
tunity for re-use for passenger or
freight needs. Until this is complet-
ed, all former rail routes should be
protected.”
The rail network can never pen-
etrate as far as lorries can go. But a

strategic approach – by govern-
ment and the rail industry – to
protection of land adjacent to
railwayrouteswillhelptoensure
opportunities to switch freight
from truck to train aremaxim-
ised.
And thatwill benefit everyone:
through reduced road conges-
tion, improved road safety, bet-
ter air quality and lower carbon
dioxideemissions.
DavidSpaven,ScottishRepresent-
ative,RailFreightGroup

0DoescurrentScottish
Governmentbuspolicyundermine
thebus industry?

latedandexcludedcommunitieswill
suffermore. The longterm implica-
tionsforruralareasdonotbodewell.
Currently this national policy fail-
ure translates to a burden for local
authorities.
Whenservicesdeclineasaresultof
central government policy the local
authorities need tomake challeng-
ingdecisionsaboutwhichlocalserv-
ices to prioritise. The onlyway local
authoritiescanreplaceabusservice
through subsidy is by making cuts
elsewhere.
An integrated transport system
requiresmanymodes and business

modelsbutcurrentScottishGovern-
mentbuspolicyunderminesthebus
industry.CILTinitspolicypapersand
discussionswith government urges
new approaches to keep our coun-
tryconnectedforfuturegenerations.
Thisarticle represents theviewsof
many people within CILT but is not
intended tobeaconsensusposition.
The Institute seeks a wider public
debate about the challenges facing
transportandlogisticssowouldwel-
come feedback on any of the issues
raised.
MRoy(CMILT)Chartered Instituteof
LogisticsandTransport
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