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Purpose of Report 

A report was submitted to the Planning & Environment Committee on the 5th of July outlining the 
council’s response to the Scottish Executive’s National Transport Strategy consultation. 
Committee is asked to note the contents of this response, attached as Appendix 1. 

Background 

On 20 April 2006 the Scottish Executive sent out a consultation document on Scotland’s 
National Transport Strategy (NTS). The document sets out the key questions about 
Scotland’s transport future, which would be addressed in the development of a National 
Transport Strategy. Its purpose is to give stakeholders the opportunity to comment on the 
key strategic issues for transport in Scotland. 

The consultation paper was produced following a number of pre-consultation events held 
by the Executive at which the Council was represented. 

Following this consultation the Executive, on 22 May 2006, sent out a document entitled, 
Scotland’s National Transport Strategy Consultation, Strategic Environmental Assessment 
(SEA) - Environmental Report, seeking comments from Local Authorities. 

Comment 

The NTS consultation document identifies the Executive’s Vision, Aims and Objectives for 
transport in Scotland as follows, 

Vision 

0 An accessible Scotland with safe, integrated and reliable transport that supports economic 
growth, provides opportunities for all and is easy to use; a transport system that meets 
everyone’s ’needs, respects our environment and contributes to health; services recognised 
internationally for quality, technology and innovation, and for effective and well maintained 
networks; a culture where fewer short journeys are made by car, where we favour public 
transport, walking and cycling because they are safe and sustainable, where transport 
providers and planners respond to the changing needs of businesses, communities and 
users, and where one ticket will get you anywhere. 
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Aim 

0 Is to promote economic growth, social inclusion, health and protection of our environment 
through a safe, integrated, effective and efficient transport system. 

0 bjectives 

To promote economic growth by building, enhancing, managing and maintaining transport 
services, infrastructure and networks to maximise their efficiency; 
To promote social inclusion by connecting remote and disadvantaged communities and 
increasing the accessibility of the transport network 

0 To protect our environment and improve health by building and investing in public transport 
and other types of efficient and sustainable transport which minimise emissions and 
consumption of resources and energy; 
To improve safety of journeys by reducing accidents and enhancing the personal safety of 
pedestrians, cyclists, drivers, passengers and staff; and 
To improve integration by making journey planning and ticketing easier and working to ensure 
smooth connection between different forms of transport. 

and asks 65 questions of consultees. These questions have been examined by a number 
of departments within the Council and the department have liased with Council’s which 
form the Strathclyde Partnership for Transport to ensure that both the local and regional 
aspects of the strategy are commented on. These comments have been co-ordinated and 
are attached in Appendix 1. 

3.2 The SEA document has examined the policy ideas presented in the NTS consultation 
document and assessed the environmental impacts of these. The SEA assessment covers 
the following criteria, 

Biodiversity 
Population 
Human Health 
Soil 
Water 
Air Quality 
Climatic factors 
Material assets 
Cultural heritage 
Landscape 

and comments have been included in Appendix 1. 

4. Corporate Considerations 

4.1 The NTS will set the national transport strategy and will guide transport policy formulation 
and investment over the next 20 years by all those involved in Scottish transport. It will 
guide and influence the regional and local transport strategies covering our area. 
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5. Sustainability Implications 

5.1 The vision for the strategy has sustainability at its core. 

6. Conclusion 

6.1 Transport remains a key issue and barrier to economic growth in the area. The Policy & 
Economic Development will continue to contribute positively to the development of this strategy. 
The Planning & Environment committee homologated the response to the consultation on the 
5'h of July 2006. 

7. Recommendations 

7.1 It is recommended that Committee notes the comments contained in Appendix 1 for submission 
to the Scottish Executive by the closing date of Thursday 13 July 2006 

David M. Porch 
DIRECTOR OF PLANNING AND ENVIRONMENT 
13June2006 

Local Government Access to Information Act: for further information about this report, please contact 
John Marran, on 01 236-61 6253 
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APPENDIX 1 

National Transport Strategy Consultation 
Consultation Questions and North Lanarkshire Council Response 

CONSULTATION QUESTION 1 
Are: facilitate economic growth: promote accessibility; promote choice and raise awareness of the 
need for change; promote modal shift; promote new technologies and cleaner fuels; manage 
demand; reduce the need for travel; and promote road safety the right goals for transport in 
Scotland? 

No, goals should also identify integration with land use, health, environmental and community planning. 

Also people typically rely on some form of transport to get them to work or a place of learning. For many 
who remain out of work , particularly if they live within deprived and remote communities, transport can be 
a barrier to participation within the labour market. An additional objective should therefore be to: 

Link deprived communities to economic opportunities. 

This will help support the national Closing the Opportunity Gap (CtOG) policy. The CtOG policy commits 
the Scottish Executive to the following objectives- 

e 

e 

To increase the chances of sustained employment for vulnerable and disadvantaged groups - in order 
to lift them permanently out of poverty 
To improve the confidence and skills of the most disadvantaged children and young people - in order 
to provide them with the greatest chance of avoiding poverty when they leave school; 
To regenerate the most disadvantaged neighbourhoods - in order that people living there can take 
advantage of job opportunities and improve their quality of life; 

Also authorities require clear priorities to be identified in order to target limited resources most effectively. 

CONSULTATION QUESTION 2 
Do consultees consider that the aim, vision and objectives need to be amended, for example to reflect 
Scottish Ministers' expectation to see Health Improvement at the heart of Scottish Executive policy? 

Health improvement is already included within the Vision Statement, the Aim and within the High Level 
Objectives therefore there is no need for amendment. Another Aim which could be added is "We aim to put 
in place a funding package that will ensure that we are able to deliver our High Level Objectives, achieve 
our Key Goals and deliver our Vision. " 

CONSULTATION QUESTION 3 
Are there areas of work in relation to 1ocaYregional transport that would merit the national 
dissemination of best practice examples? If so, what are they and who would be best placed to lead 
this? 

Rep 1156.doc 



. The Dutch ABC policy on locating high traffic generating land uses in a sustainable development hierarchy. 
Led by the Planning system - having use class orders based on separated types of traffic generating land 
uses. 

Also dissemination of the following would be useful: 

Development and implementation of travel plans 
Improving access to healthcare 
The process for prioritising projects/interventions 
Successful Park-and-Ride schemes 
Trial public transport projects funded by the Scottish Executive 
Successful cycling and walking schemes 
Quality bus contracts 
Developing successful transport interchanges 
Delivering new stations 

The Scottish Executive or Transport Scotland would be best placed to lead on these. 

CONSULTATION QUESTION 4 
What issues must the NTS address to ensure that the Strategic Projects Review (SPR) which will 
follow it is as effective as possible? For example, should the NTS identify key transport corridors, or 
key types of investment which are most effective at growing the economy, to inform the SPR? If so, 
which ones? 

The NTS should support the priorities set out in the National Planning Framework and take account of the 
key regeneration priorities contained within Structure Plans. The current infrastructure has suffered from 
lack of investment and maintenance. The NTS should identify the key transport corridors for both public 
transport and strategic roads. 
The SPR should also identify constraints on the transport network that limit economic growth. The Joint 
Transport Strategy for Western Scotland identified the following constraints: 

Rail 
Glasgow Central station 
Glasgow Central to Paisley Gilmour Street 
Glasgow Queen street high level station 
Finnieston to Hyndland 
Barrhead to Kilmarnock 
West Coast mainline (local services) 
Single track section on key routes 
Platform lengths on key routes 

Road 
M8 through Glasgow (including Kingston Bridge) 
M8 Hillington to Glasgow Airport 
A737 
M74 Raith 
A77 (sections) 
A75 (TEN) Dumfries to Stranraer 
A82 (Milton-Dumbuck junction, Kilbowie Road roundabout, Balloch to Arden) 
Access to Loch Lomond National Park 

External Connections 
West Coast mainline, including Motherwell station upgrade 
Glasgow to Edinburgh rail line 
M74 to M77 corridor 
A80/M80 corridor(A80 upgrade, Glasgow/Stirling and MotherwelVStirling via Cumbernauld rail 
improvements) 
A81M8 corridor(A8 upgrade, Airdrie to Bathgate Rail and Caledonian Express improvements) 
Ayrshire to M74 
Kilmarnock to Carlisle corridor 
Lanark to Edinburgh rail corridor 
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. .. . , 

. - Access to airports and sea ports 
A82 Tarbet to Inverarnan 

The outcomes of the freight and rail strategies should inform the NTS. This should include consideration of 
road and rail links from airport/ports to freight distribution/intermodal road to rail interchange. Locally we 
wish to see the construction of the Kilgarth link from the M73 at Gartcosh to the Gartsherrie Freightliner 
terminal. This will promote the use of larger containers from the Hunterston port to the south and the 
continent via the channel tunnel. Hunterston represents a major opportunity to give access to world wide 
markets. 

It is also important to promote the infrastructure in the central belt, as a transport hub, and it‘s connectivity 
nationally to Europe and internationally. This is required to promote trade, industry and tourism. 
Out with the above west of Scotland requirements it is important for North Lanarkshire and the central belt 
to have improved connectivity to the east and north. The A8/A80 and rail links have already been 
mentioned above. It is also important to invest in additional north south links from Stirling to the A8/M8 
corridor. We note that there is a significant movement of freight of the A73 (which used to be a trunk road) 
due to route being more attractive than the routes via the M73 in the west and the M9 in the east. The 
SPR should consider partnership funding with the regional transport partnership and the local authorities to 
upgrade infrastructure which is currently carrying strategic traffic. Improvements to this corridor will also 
assist freight traffic generated by Mossend. 

One of the major issues which the NTS must address is the fact that the concentration by commercial bus 
companies on services within key transport corridors does not address your Vision of “integrated and 
reliable transport that supports economic growth, provides opportunities for all and is easy to use; a 
transport system that meets everyone’s needs,” This vision cannot be met within a deregulated system 
without huge public subsidy. 

A key policy objective is to support the development of city regions. It is important therefore that the SPR 
seeks to integrate localities, on the periphery of city regions, not only to Glasgow or Edinburgh but to other 
key employment, tourist and business employment districts. The development at Ravenscraig and high 
employment rates in Cumbernauld are obvious examples. 

The Strategic Projects Review should also carefully balance projects between areas of opportunity and 
areas of need. Many areas of Scotland, defined by the Scottish Index of Multiple Deprivation, are 
characterised by social and economic exclusion. Transport has an important role to play in reconnecting 
these communities and the people who live within them to ensure that they can play a full and active part in 
modern Scotland. 

More generally it is important that the SPR is able to speed up the lead-in time of projects. Projects that are 
supported by national policy (Airdrie-Bathgate) should be delivered as quickly as possible. 

CONSULTATION QUESTION 5 
Do we have the right balance of investment between spending on new and existing infrastructure and 
other non-infrastructure activities and between different modes of transport right? If not, how 
should it change over time? 

No. Current network requires major investment just to bring it back to an acceptable standard. Authorities 
require increased resources to achieve this. The balance has to move back to good maintenance of the 
existing infrastructure. 
However, there is a lack of investment in regionally strategic infrastructure which is not trunk. As stated 
above increased revenue support for bus services will be required if we are to achieve “a transport system 
that meets everyone’s needs.” To increase walking and cycling use, increased support is required for soft 
measures i.e. environmental improvements, improved lighting, better maintenance regimes and improved 
community policing. 

CONSULTATION QUESTION 6 
To what extent should transport spending be targeted specifically at areas with significant potential 
for regeneration? How should transport spending be balanced between regeneration areas and other 
key areas, such as rural Scotland? 

Spending must be made available to tackle the key regeneration priorities identified in the structure plans. 
This investment should focus on public transport led regeneration which will lead to sustainable growth and 
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. environment improvement. To do this, some spending should be identified for quick return investment in 
regeneration areas, however funding must also be made available for longer term projects which will 
deliver long term economic growth for the country. In terms of land use regeneration along public transport 
corridors could lead to conflict with greenbelt separation of communities. Rural Scotland has a part to play 
in the economic growth of the country and must therefore receive adequate funding in line with its needs 
i.e. regeneration areas require mass transit solutions while rural needs may have to concentrate on 
individual travel patterns. 

The consultation document highlights the Executive’s Regeneration Policy Statement as being a guide to 
Scotland’s regeneration priorities. It is important that the National Transport Strategy is not too narrowly 
focused, in support of flagship projects. The consultation notes that there is a need to balance activity 
between investing in national regeneration projects and in other areas. If the aspirations of the city-region 
vision are to be delivered improving transport connections from peripheral areas to areas of economic 
opportunity should be a key policy objective. 

CONSULTATION QUESTION 7 
What further steps need to be taken in Scotland to facilitate the development of international 
connectivity by both air and by sea? 

Air connectivity can be improved by linking all airports to the heavy rail network. The development of the 
deep water facility at Hunterston capable of transporting the largest containers that will compete nationally 
with existing ports in the south of England would improve international connectivity by sea. The NTS 
should support this by contributing to improved road and rail access to this and other ports on both the east 
and west coasts. To make best use of this national facility, the ability to transfer containers would require 
improvements to road and rail access to our railheads e.g. Gartsherrie and Mossend as identified in 
question 4. 

The Air Route Development Fund supports those routes with net economic benefits. The environmental 
impact of aviation could be partly addressed by improved domestic surface transport e.g. Glasgow/London 
high speed rail link, resulting in a reduction in domestic flights. To be sustainable air transport requires to 
be managed and controlled similar to the other forms of transport - and pay the true cost of carbon 
emissions. 

The introduction of an air freight grant to encourage direct freight transfer to Scotland could support 
economic growth and reduce freight traffic by road. 

CONSULTATION QUESTION 8 
Do consultees consider that there are issues relating to cross-border connectivity by rail and road, 
and within devolved competence, that the Strategy should consider? 

The strategy should consider the feasibility of an additional high speed rail link to the south which would 
free up train paths on the existing network to carry more freight. The upgrade to motorway standard of the 
missing link in the M6/M74 route should be given priority. Both Glasgow and Edinburgh airports need to 
compete - but Scotland requires a hub airport status. 

CONSULTATION QUESTION 9 
What view do consultees take on whether there is a need for a faster Scotland to London rail service, 
to provide an alternative to flying in the long term? 

We agree that there is a need for a faster Scotland-London rail service. Such a service could result in a 
reduction in the number of domestic flights and bring environmental benefits. This could make an important 
contribution to targets to reduce emissions. However it is likely that the costs of such a project would be 
high. If passenger demand exists for a faster route between Scotland to London, should this not be 
commercially funded? Improved intra-regional travel is of greater concern than a faster route to London. In 
addition to the Scotland - London high speed link we require to consider a high speed link from the 
terminal station for this service to Glasgow and Edinburgh. 

CONSULTATION QUESTION 10 
How do we ensure that all local authorities spend their Grant Aided Expenditure allocation for local 
roads on local roads? Do consultees think anything more needs to be done to ensure appropriate 
management, maintenance and operation of the Trunk Road Network? 
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Local roads maintenance is a delegated function to Councils under the present arrangements, and in terms 
of democratic accountability this should not change. 

There is a general backlog in roads maintenance, which is becoming more severe, impacting on the ability 
of communities and the economy to operate effectively. To deal with this backlog, as identified by the 
national road condition survey, there may be opportunities for the Executive to work in partnership with 
RTPs and Councils to support specific expenditure on asset investment by Councils. 

The current arrangement of maintenance and management of the trunk road system allows little, if any 
input from communities served by the network, into its operation and development. The majority of trunk 
roads fulfil a multi-purpose role as national, regional and local distributors, and as such a mechanism must 
be found to ensure that regional and local users, who are the majority users, are included in the decision 
making processes. The commitment to change the method of delivery and local democratic accountability 
for management of the trunk road network, possibly with the exception of motorways, should be included in 
the Strategy. 

CONSULTATION QUESTION 11 
What are the issues relating to the management and maintenance of the road and rail networks over 
the long term that the Strategy should address? 

Sufficient financial and people resources are needed to deliver effectively the management and 
maintenance of the road and rail networks. These resources should be provided at the appropriate level 
i.e. local, regional or national. Clear communication, joint planning structures and defined areas of 
responsibility should be set out. 

The integration of robust whole life asset management into the options appraisal and budgeting process is 
critical to optimum performance of both networks and must be at the centre of future management 
arrangements. Improved control and checking of public utility companies work will have an effect on the 
extended life of the asset. 

CONSULTATION QUESTION 12 
What should the NTS say about freight, bearing in mind that a freight strategy is under 
development? In particular, what should the NTS say about meeting the different needs of freight 
and passengers on the road and rail network, and how to balance these competing demands? 

The NTS should recognise the importance of freight to the nation’s economy and refer to the developing 
Freight Strategy. Both strategies should be consistent. 

The Executive should support the development of Freight Quality Partnerships by RTPs and take a more 
pro-active role in working with the public and private sector to develop projects aimed at transferring road 
freight to more sustainable modes. 

While freight should be encouraged to use excess capacity during non-peak periods on rail and road, the 
movement of high value perishable cargo should be given priority over non-peak passenger movement 
where demonstrable benefit is identified. 

The importance of coastal shipping for the movement of goods also needs to be recognised and the 
Executive should support projects to improve infrastructure at and to ports including better linkages to 
freight distribution centres and railheads. 

CONSULTATION QUESTION 13 
What, if anything, should the NTS be saying about skills, bearing in mind the leading role that the 
Sector Skills Councils have in reducing skills gaps and shortages in the public and private sectors 
and the role Transport Scotland has in promulgating good practice across the industry? Is it right to 
integrate skills issues into the NTS? 

Delivering the transport infrastructure projects, identified through the Strategic Projects Review, will 
demand skilled labour at a time when demand is likely to be high as preparations gather pace for London 
hosting the Olympic games in 2012 and other major capital projects being undertaken. There is therefore a 
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.-  need to identify the skills that are likely to be needed and through the Further Education sector to promote 
training and careers in these occupations. 

This raises the importance of ensuring that efficient public transport links to FE colleges, which are an 
important bridge on the route back to work for many, exist. 
It is therefore important that this is recognised as a risk within the Strategy and proposals put forward as to 
how such constraints will be addressed. 

The rate of asset investment should be gradual in order to sustain resources. Major investment over a 
short period will not represent good value because of increased demand supplements. Roads investment 
should also consider other investment programmes e.g. Olympics/health/education. 

CONSULTATION QUESTION 14 
Bearing in mind that investment in new transport infrastructure is not covered in the NTS, as it will 
be addressed in the forthcoming Strategic Projects Review, what specific steps, if any, does the NTS 
need to set out to support tourism? 

Tourism is a key growth sector within the Scottish Economy which impacts on air, sea, rail, bus, taxi and 
car use. The tourist market is diverse with a wide range of regional projects. It is important that the 
Strategic Projects Review consults widely through established networks such as Area Tourism 
Partnerships and Local Authority tourism projects such as the Lanarkshire Tourism Project. There is a 
need to improve the links from Glasgow and Edinburgh to the wider tourism market, both urban and rural. 
The Strategy should identify from the transport sector what actions should be put in place to promote this 
area of economic growth. 

CONSULTATION QUESTION 15 
What are the key barriers to developing effective Demand Responsive Transport and how should 
they be overcome? For example, legislative, regulatory or operational barriers? 

One of the key barriers seems to be the cost in providing a service which meets all users needs e.g. time 
of day (early morning to late at night), covering journey to work, personnel business and leisure needs. 
The main barrier is therefore financial however because of the restriction on area of operation, avoid 
competing with commercial services legislative changes could remove barriers. Extensive publicity is also 
required to make the service effective. 

CONSULTATION QUE STIONl6 
Where are there examples of particularly good practice in demand responsive transport? 

Strathclyde Partnership for Transport have operated ring and ride and dial a bus services for a number of 
years and will be a source of good practice examples. However this service cannot supply regular access 
to education and employment. 

CONSULTATION QUESTION 17 
Is accessibility planning something that should be considered for local or regional transport 
strategies in Scotland? If so, should it be compulsory, or (as at present)? 

Accessibility planning is essential and should be part of all transport strategies. This will identify gaps in 
provision and the poor integration of specific areas. As indicated, in the consultation, accessibility planning 
should set out clear processes and responsibilities for identifying groups or areas with accessibility 
problems. It is however important to note that such an approach needs to be backed with the necessary 
funds to create solutions to the problems that are likely to be identified. It only needs one small barrier 
within a multi mode journey to make the whole journey impossible. 

CONSULTATION QUESTION 18 
How can we improve the accessibility of public transport to disabled people? For example, how far 
should concessions be extended for disabled people? 
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. . We can ensure that all bus operators provide low floor buses for all their services along with sufficient 
space on board for users and their carers. Stations have to make better access provisions by providing 
lifts as an alternative to very long ramped access to move between platforms. 

CONSULTATION QUESTION 19 
How do we make sure that transport operators and drivers follow best practice in dealing with older 
people, with disabled people and other groups who may have difficulties with transport? For 
example, should it be a condition of funding that such best practice is demonstrated? 

There has to be a effective training scheme and a monitoring process to ensure that drivers follow best 
practice. The public transport users committee for Scotland will have a major role in this area. 

CONSULTATION QUESTION 20 
What more could be done through transport means to tackle social exclusion in rural areas? 

Community/voluntary groups should be assisted and encouraged to identify gaps in transport services and 
work with other agencies and organisations to resolve the problems. Such groups often suffer from short 
term funding which limits their effectiveness. A long term funding stream needs to be identified. 

CONSULTATION QUESTION 21 
What do we need to consider in reflecting on the future of the lifeline air and ferry network? 

Lifeline services allow communities to continue to exist and are vital to sustaining and developing 
communities in rural areas. In particular transport plays an important role in linking communities with 
healthcare facilities. The lifeline service must deliver this for the optimum benefit of that community in 
terms of affordability and frequency. This must be equitable across the communities served. 

In reviewing the provision of the lifeline air and ferry network it may be useful to consider setting a 
minimum level of service. On remoter islands, this may be a network which allows people to access a main 
administrative centre and return home in a day. Alternatives should be considered that provide best value 
in the long term (whole life cost of providing the service.) On more accessible Islands, such as those on the 
Clyde, this level of service should enable daily commuting, which is a vital component of economic 
sustainability. 

CONSULTATION QUESTION 22 
What more should be done to ensure that there are connections from outlying estates to towns and 
cities? 

Local government re-organisation, deregulation and privatisation of the bus industry, privatisation of the rail 
industry and devolution have all played a part in the creation of a complex supply of transport options. A 
common factor is that transport should be commercially viable. This objective is often at odds with national 
social-inclusion policy with bus routes that are not commercially viable often withdrawn from outlying 
estates (which are often characterised by deprivation). This restricts opportunities for residents of outlying 
estates to participate in employmentAearning, and limits the accessibility of health and other 
pubIic/sporting/cuItural activities. This can create a cumulative effect and lead to areas becoming less 
attractive places within which to live and locate a business. This compounds a sense of isolation in not just 
estates but also rural villages on the edge of urban settlements. It is important therefore that the NTS 
considers how it will address this market failure, with the need for transport evident but the supply often not 
provided for commercial reasons. 
In planning terms we could seek to reverse dispersal by increasing densities and focusing on town centres. 

CONSULTATION QUESTION 23 
Are there any specific areas or events in Scotland where transport particularly well or particularly 
poorly supports access to cultural opportunities? Are there any specific societal groups 
disproportionately disadvantaged in accessing cultural activities because of transport issues? 

Peripheral communities and people without access to a car often cannot take advantage of cultural 
opportunities in the evenings and at weekends because of the absence of or less frequent public transport 
services at these times. Even where subsidised bus services are provided these stop at 18.00 therefore 
limiting peoples movements in the evenings. 
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CONSULTATION QUESTION 24 
Should Travel Plans be required of all “larger” employers? If so, how should we define “larger” and 
should Travel Plans be required of all public bodies such as local authorities and Health Boards to 
show public sector leadership on this issue? 

Travel Plans should be required for all public sector bodies. This would provide leadership and encourage 
other major employers to develop travel plans. 
All large new developments should have Travel Plans as this will encourage people to think about the way 
they travel and consider alternatives. “Larger” should be defined as those sites where a transport 
assessment is required. However developments below this threshold may also be able to contribute 
towards sustainable travel and should be encouraged to prepare a Travel Plan. For existing employers with 
staffing levels above 100 travel plans should be required. Travel plans are required for all schools. While 
the Executive’s funding for Travel Plan Officers is welcome, this provides funding for only two years to the 
value o f f  1 million across Scotland. Funding has been provided to local authorities for School Travel Plan 
Officers. Similar funding should be provided for Workplace Travel Plan Officers at local authority level and 
funding should be provided to RTP’s beyond the initial two years.. 

CONSULTATION QUESTION 25 
What should the relative roles of the Executive, regional transport partnerships and local authorities 
be in increasing the uptake and how might it be ensured that travel plans required of developers 
under the planning system are systematically enforced? 

The Executive should support RTPs and local authorities with revenue funding to appoint Travel Plan 
Officers, provide training and advice on best practice, offer free consultancy advice to employers. Capital 
funding should also be made available to develop innovative projects and raise awareness of the 
importance of travel plans and smarter choices in achieving modal shift. 

RTPs should assist local authorities and major public and private sector employers to develop travel plans 
and raise awareness of their importance in their region. The private sector could be encouraged to be 
innovative through provision of match funding managed by RTPs on behalf of the Scottish Executive. 

Local authorities should demonstrate their commitment to travel planning by developing and implementing 
their own Travel Plans and by promoting the benefits in their local area. There are problems with 
enforcement under the planning system because of lead in times for new developments, resources to 
enforce planning requirements, should planners or roads staff be responsible? Etc. 

CONSULTATION QUESTION 26 
Should we be investing in “smart measures” to promote modal shift? If so, what degree of 
investment is required; what measures are most effective; and what should be the role of the Scottish 
Executive (for example, promotion of the concept, sharing best practice, running a scheme or 
funding others to run a scheme)? 

The Scottish Executive should provide funding for staff and implementation resources for each local 
authority in the same way that it has provided resources for school travel planning. To be effective the 
school travel planners funding should be extended as we are in danger of loosing a valuable resource 
because of uncertainty in the Executives commitment to this essential area where we have the ability to 
change attitudes, at an early age, and deliver long term benefits. The funding to RTPs is welcomed and 
should be continued to enable RTPs to work with other public sector bodies and major employers. 
The Executive should be working with the bus companies and First Scotrail to get the commercial 
operators to contribute more to the promotion of modal shift through increased publicity, upgrading fleets, 
improved driver training and better integration on ticketing. The Executive need to encourage operators to 
be more efficient in there pursuit of commercial gain i.e. why have two, or more, companies running buses 
on a ten minute frequency timetable on a key bus corridor causing increased congestion and pollution 
while travellers out with the key corridor have no services. There is a need for some form of cross subsidy 
to ensure that an area is served and not just one or two corridors. 

CONSULTATION QUESTION 27 
Is there a need for a single national travel awareness “brand” that the Executive, RTPs and local 
authorities could all use? If so, what should it be? 
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.- A single national travel awareness brand for the Executive, RTPs and local authorities to use would be 
welcomed. A consistent approach across Scotland would be helpful to achieve a high level of public 
awareness and lead to our aim of achieving modal shift. 

The Stepchange programme has been funded by the Executive and has a high level of awareness in 
Scottish local authorities. This could be developed nationally into a public campaign. Travelwise already 
has a well recognised branding in England and Wales and is actively used by local authorities to promote 
travel awareness. This could also be considered for a Scottish national travel awareness brand. Whatever 
brand is chosen, funding would need to be provided to support the national campaign at regional and local 
levels. 

CONSULTATION QUESTION 28 
We want to promote walking and cycling as healthy, sustainable ways to travel - what more should 
be done in this regard? 

The provision of sustainable transport options should be a primary consideration when planning 
infrastructure around industrial and residential developments rather than an afterthought. Future appraisal 
schemes could give extra weighting to sustainable elements within a transport project proposal, requiring 
transport planners and engineers to carefully consider sustainable transport as an important component in 
scheme approval. 

This should be a fundamental and integral element of all other major S.E. schemes, particularly large road 
construction schemes. These schemes should prioritise a much more comprehensive network of walking 
and cycling links, including links to public transport facilities, in order to construct a transport network, not 
just build a road. 

More events should be encouraged and promoted. A large number of councils do not participate in UK- 
wide events such as Bike Week and Green Travel Week; the Scottish Executive could provide ring-fenced 
funding for promotional events through RTPs or organisations such as Cycling Scotland, Paths for All or 
Sustrans. 

Greater investment in the National Cycle Network (NCN) is required to complete routes and provide 
I i n kag e between routes. 

A “joined-up” approach between transport authorities, the forestry industry and British Waterways will serve 
to open up routes for leisure cycling and in some cases commuter cycling. While carriage of bicycles by 
rail, enabling access to routes further from home, has improved, this has not been the case on the long 
distance bus network. Safe and secure bicycle parking and storage is also essential at public transport 
interchanges. 

More time should be provided in the school curriculum to educate the pupils on the health, environmental 
and economic benefits of cycling and walking and more cycle training on the roads should be provided to 
ensure that our young people grow up with a better understanding of the issues. 

We should be providing more infrastructure, including on-route but off-road provision. 

CONSULTATION QUESTION 29 
How can the NTS maximise its contribution to improving the health of the nation? 

The NTS should support and promote sustainable travel and school, workplace and community travel 
planning. Education and raising awareness of the health benefits of sustainable and active travel will be 
important to improving the health of the nation and help to provide a steer for future funding allocations. It 
will be particularly important to target young people. It must link into the healthy living aims of the 
Executive as recreational walking and cycling promotion does lead to increased weekday use of these 
modes. Providing more and better infrastructure will lead to increased usage. 

CONSULTATION QUESTION 30 
How do we make buses more attractive for people to use, and therefore allow them to make the 
choice to take the bus rather than using their car? How do we ensure that the quality of the 
travelling experience is made a priority by bus operators? 
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To make buses more attractive to use we have to consider the whole journey. We need bus stops within 
short walking distances of housing and business, well designed clean bus shelters with up to date and 
accurate timetable information, clean high quality buses with well trained staff , improved 
heating/ventilation/climate control in buses, we need to tackle concerns over reliability and personal safety, 
particularly for lone passengers. Too many services don’t run in the evening and at weekends. Operators 
who are making efforts to improve should be rewarded to ensure everyone seeks to upgrade. 
Other issues to consider could be, greater police presence on public transport, improved and extended 
CCTV coverage, seating improvements, additional doors middle and rear, all buses low floor, more P&R 
provision outside townskities and real time information on busy routes. 

Should potentially consider the re-introduction of bus conductors on certain routes - although that 
obviously incurs a cost (could it be subsidised?), it would help to speed up bus journey times (removing the 
potentially long delays while driver-operators take fares) which would help bus operator turn-around times, 
would increase reliability, and would reduce the hold-up of traffic stuck behind the buses at a stop; a 
conductor would also remove the need for exact fares, or even the need for occasional passengers to 
know beforehand exactly how much the journey will cost; they could also provide travel information; and 
perhaps more importantly, they could provide a degree of security, particularly for vulnerable or lone 
travellers. 

CONSULTATION QUESTION 31 
Is there a need for change in how the bus market operates, or are the current arrangements 
working? If so, what should this change be? 

As in 26 above it is wasteful of resources to have a number of operators chasing business on key corridors 
where one operator can provide sufficient capacity while other areas have no basic service to get people to 
work, leisure, health care etc. See also issues raised in 22. Clearly the current arrangements are not 
working and a formal review is needed. 

In their current form, Quality Partnerships and Quality Contracts are not working and need to be revised. 
Could Bus Route Development Grant schemes possibly be extended to, say, 5 years. 
We need to have more control over buses, to ensure evening and weekend services are provided and 
maintained, and that operators do not pull lower-performing routes to concentrate mainly on busier routes. 

CONSULTATION QUESTION 32 
How do we make rail more attractive for people, and therefore allow them to make the choice to take 
the train rather than use their car? 

Rail is already attractive however lack of integrated feeder bus services, car parking provision, capacity on 
the trains, rolling stock and train paths limit its further enhancement. There appears to be a move to 
improve city to city train services, both in terms of increased frequency and reduced times. This change 
limits the number of stations which trains can stop at and therefore reduces travel choices for a large part 
of the population. All lines should have a minimum 30 minute frequency with 15 minute the ideal. 
Providing staff at all stations and increasing police presence on rail would help. 

Need to ensure there is a reasonable level of services in the evenings and at weekends, in the interests of 
social inclusion. 

CONSULTATION QUESTION 33 
What else should be done at a national level to support improvements in travel information? How do 
we capitalise on the potential opportunities created by new technologies - such as 3G mobile phones 
-to improve the provision of travel information? 

Transport Direct and Traveline should be made compatible with mobile phone technology. The quality of 
journey planning information provided should continue to be improved. More funding is required to promote 
txt2traveline scheme nationally as well as locally (mobile phone timetable information service). Additional 
funding for real-time information at important transport interchanges and at bus stops is needed. 

CONSULTATION QUESTION 34 
Do you consider that action needs to be taken on the cost of public transport fares and, if so, what? 
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Public transport fares will influence travel choice, though questionable how much more these could be 
subsidised. As long as people perceive the cost of running their car as a cheaper alternative they will 
continue to use it. 

CONSULTATION QUESTION 35 
If you support lower fares, would such reductions need to be funded by tax revenue, or are there 
schemes which consultees consider could pay for themselves through modal shift (i.e. because more 
people would be travelling, albeit paying somewhat lower fares)? 

Achieving modal shift would help, through increased revenue from the increased patronage, though that 
probably requires capital investment by the operating companies to make the services more attractive in 
the first place. 

If area quality contracts were established fares could be set by the authorities with level of public subsidy 
reducing as patronage increases. 

CONSULTATION QUESTION 36 
How can we promote integrated ticketing between different operators? 

Reduce the number of operators through area quality contracts. 

Possibly we need to make it easier for operators to operate the system (and to get their share of any 
revenue due). 

CONSULTATION QUESTION 37 
How do we promote additional modal shift from road freight to rail and waterborne freight? 

Freight Facility grants are currently in place and these are intended to assist in achieving modal shift. 
Fundamental problems do arise however in the mismatch of costs between the highly competitive road 
freight market, and the emerging shipping market. These costs arise partly from increased handling costs, 
reflecting the off-vehicle/ on boat dimension and vice versa. Allowances need to be made for these costs, 
and set against the savings in roads maintenance costs, which do not appear to be fully taken into account 
when the environmental benefit is considered. 

There needs to be a presumption in favour of coastal shipping in coastal areas, with wider intervention by 
national government to provide the strategic facilities to allow this culture shift to take place. This would 
require consideration, when assessing grant assistance such as Freight Facility Grants, of the wider impact 
of road freight on communities and the environment, as well as roads maintenance costs, when 
considering modal shift to sea. 

In terms of rail, except for a small number of dedicated facilities, the freight infrastructure has not kept pace 
with technology, and needs to be revitalised by considerable investment in rolling stock and interchanges 
to allow the latent demand to be met. 

The Executive should adopt a more pro-active role in moving freight to more sustainable modes. 
Collaborative working between the Executive and the freight industry would lead to increased opportunities 
in achieving freight modal shift. Stronger relationships could drive forward the potential for greater 
innovation. The Strategy should support the development of regional Freight Quality Partnerships. 

CONSULTATION QUESTION 38 
How do we ensure that people are safe, and feel safe, on public transport, at stations and bus stops, 
and while travelling by foot, bike or car? For example, what needs to be done to tackle anti-social 
behaviour on public transport and on our roads? 

Improvements to CCTV coverage and increased Police presence are the best ways to improve the feeling 
of safety. 

There could possibly be ‘Hit-Squads’, either Transport Police who could react quicker to deal with specific 
anti-social incidents as they are happening, to hopefully reduce such incidences and to raise public 
confidence. Again, possibly the re-introduction of conductors on buses would help. Note that the public 
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often advise us that there is a demand for manned stations, however we recognise that there is a resource 
issue. 

CONSULTATION QUESTION 39 
Within a UK market, what, if anything, should Scotland specifically do to promote the uptake of 
biofuels? 

Bio fuels could be promoted in a number of ways. If the pace of change is to be accelerated, market forces 
will be unable to achieve this without significant measures of government intervention. Financial incentives 
for public agencies to use bio-fuels for transport and for energy provision in new buildings could be 
introduced. Local processing of the fuel would offer huge benefits in terms of reduced transport costs, the 
use of a sustainable resource, the contribution towards arresting climate change and the potential for 
sustainable job creation. The Strategy could recommend such a policy. Invest in the technology and give 
landowners incentives to invest. Make it compulsory to have 10% ethanol mix in petrol. Within Scotland 
we could support research, or provide attractive grants for new processing plants. 

CONSULTATION QUESTION 40 
Where are the commercial opportunities for biofuels in Scotland? What, if anything, is the role for 
the public sector in supporting commercial biofuels developments? Are there downsides of an 
increased biofuel market in Scotland? 

Everywhere, but possibly especially in Central Scotland Forest. Let the Government lead by creating the 
demand through legislation. 

In rural areas the major transport benefits of bio fuels centre around the use of the product for energy 
provision, rather than as a vehicle fuel. The commercial opportunities in Scotland centre mainly on forestry, 
the processing of the raw product and the development of the technology to expand the use of the product. 
Many small scale applications are reporting significant savings in the use of chipped and pelletised timber 
boilers against the traditional oil-fired devices, particularly against the current background of surging oil 
prices. The role of the public sector should be to lead by example, and indeed by intervention, given the 
risk-averse nature of purely commercial organisations. 

One of the downsides would be the fact that the technology is in its infancy in this country, and reliability of 
equipment as well as assurance of resource, will need to be demonstrated. A study into the commercial 
opportunities for biofuels in Scotland would help to inform this area and the possible roles of the public and 
private sector. 
Potentially there could be grants or other incentives, such as an allocation in the Revenue Support Grant, 
for councils who use solar or wind-powered technologies on illuminated signs, counter cabinets, and the 
like. 

CONSULTATION QUESTION 41 
Within the context of a UK regulatory framework, what more, if anything, should be done to make 
motor vehicles in Scotland cleaner to run? 

As well as biofuels -there is fuel-cell technology. Make the road tax system more realistic in terms of 
supporting cleaner technology. + 200gper km emissions pay higher road tax! - make the banding wider 
and exponentially higher in cost. 

There is an ongoing need for the Executive to promote cleaner vehicles (private cars and public transport) 
by offering financial incentives and promoting best practice. Increased resources for authorities to carry out 
emissions checks would improve the situation however with improved technology available the Executive 
should be lobbying the Government to introduce engine management systems which switch off engines 
when vehicles are stationary, at junctions or in queues. This is especially relevant if we are to increase the 
number of public service vehicles on the road to achieve modal shift. 

CONSULTATION QUESTION 42 
Where are the potential gains in terms of new transport technology in Scotland? 
How do we capture the potential economic benefits of developing them in Scotland? What, if 
anything, is the role for the public sector in supporting the development of such new technologies? 
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The production of alternative fuel sources in Scotland would offer environmental benefits in relation to 
carbon emissions as well as economic benefits. The Scottish Executive should support the development 
of such new technologies. Partnership working between the public and private sectors could facilitate 
further technological development. 
Potential gains are cleaner air, more fuel efficient and therefore sustainable transport. Hypothecate extra 
tax to public transport. 

CONSULTATION QUESTION 43. 
What needs to be done to ensure that parking policy - on-street parking, bus and rail park and ride 
and so on - is more effective in managing demand and promoting modal shift? 

The cost of park and ride should be cheaper than taking a vehicle into a town or city centre. Incentives for 
using park and ride, e.g. savings if users purchase a combined parking and ticket package should be 
offered. This may also discourage use of the car park for those that are not using the public transport 
service. Rail park and ride sites are becoming more popular and we are expanding the service to 
accommodate this however this can't go on, we need to improve bus feeder services to stations to reduce 
parking demand. In cities the control of private non-residential parking provision combined with increases 
in long stay parking charges will lead to modal shift. 

Local Authorities would probably have to de-regulate parking control to ensure effectiveness. Though this 
needs to be balanced so as not to disadvantage local businesses/ economies. Parking policy should also 
recognise the economic fragility of small town centres. 

While we recognise the effects of turnover in increasing shopping footfall and reducing commuter car use, 
care should be taken on setting recommendations on charging considering above comments on economic 
viability. 

CONSULTATION QUESTION 44. 
How might park and ride schemes best be developed to further encourage modal shift and reduce 
congestion? How should enhancements be funded and what should pricing policies be? 

Park and ride facilities should be secure and operated throughout the working day, to allow these facilities 
to be fully utilised for all public transport services. Schemes should include measures such as CCTV, to 
ensure drivers are confident in leaving their cars, and they should also be accessible, and clearly signed, 
from the main adjacent roads, to help encourage drivers to use them. Schemes should include prioritised 
bus lanes that enable rapid access to town centres, good quality and attractive public transport vehicles 
and regular, reliable services. Enhancements should be funded by the public and private sector as both will 
benefit from increased usage. Pricing should be low enough to encourage high usage. If there was to be 
a parking charge it should be fully reimbursed against the rail/ bus journey, so as not to act as a 
disincentive (by introducing a 'negative' cost). There is a problem finding suitable peripheral sites, as these 
bring countryside issues into play. 

Given the limited capacity of the rail network and the cost to provide additional rail infrastructure we should 
be improving bus, or other rapid transport, P&R along trunk road corridors as well as consideration of hard 
shoulder running, or additional lanes for buses e.g. provision of bus P&R at Harthill service area which has 
been a great success. 

CONSULTATION QUESTION 45. 
Should we pilot new approaches to improving demand management on the trunk road network? If 
so, which approaches should we pilot (for example, bus priority measures, multiple occupancy 
vehicle and heavy goods vehicle preference, metering, more park and ride) and do you have any 
views about where and when they should be piloted? 

Learn from others, pilot schemes of a range of measures in different parts of Scotland which reflect best 
practice from other countries. Monitor these and assess their suitability for use in other locations across 
the country. However, these should not disadvantage local access/ local economies by putting too much 
priority on long-distance journeys. 

Given the limited capacity of the rail network and the cost to provide additional rail infrastructure we should 
be improving bus, or other rapid transport, P&R along trunk road corridors as well as consideration of hard 
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shoulder running, or additional lanes for buses e.g. provision of bus P&R at Harthill service area which has 
been a great success. 

CONSULTATION QUESTION 46 
Given the difficulties in managing demand for road space by other means, do consultees agree that, 
in principle, national and/or local road pricing in Scotland could be an effective way to manage 
demand? 

Given that Scotland has fewer congestion problems than the average towns and cities in England the leap 
to road pricing seems a step too far and too early in the process. It would seem more appropriate to trial 
alternatives such as control of trip end parking (both in availability and price), improved public transport 
coverage, quality, frequency, capacity and pricing structure and the outcomes from green travel planning. 
We have major concerns regarding the detrimental effect on the local economy. 
Would not be supportive of the DOT'S Transport Innovation fund as it appears to disadvantage funding to 
other schemes that are not centred on demand management proposals. 

CONSULTATION QUESTION 47 
Does the Executive need to do more to build support for road pricing? Should there be funding made 
available to local authorities and regional transport partnerships which wish to promote 
localhegional road pricing schemes. If so, what model should be used to provide such funding? 

No, the issues raised in 46 should be explored before we consider road pricing. 

Notwithstanding the above, any proposed road pricing scheme should not disadvantage the many rural 
communities in Scotland, where public transport service is poor and unreliable, and consequently the 
requirement for private car ownership use and travel is higher. 

CONSULTATION QUESTION 48 
What should be the objectives of any future national road pricing scheme? For 
example: 

Should it primarily be concerned with cutting congestion levels? 
O r  should it also reflect environmental concerns about CO2 and other emissions? 
Should it be a means by which, in Scotland, we try to achieve our aspiration of stabilising road 

traffic volumes at 2001 levels by 2021 (see Chapter 4)? 
Should it aim to reflect better the true cost of motoring (including the costs to other people, the 

economy and the environment), or should it cost about the same to drive overall as at the moment? 

As 46 and 47. 

If anything, any such schemes should primarily be aimed at locations with significant congestion. For 
many people there are no viable alternatives, therefore in any such scheme the cost to drive shouldn't be 
more than at present. 

CONSULTATION QUESTION 49 
If there were no UK-wide national road pricing scheme, should a Scotland-only scheme be 
considered? 

No, it would harm competitiveness compared to our much bigger neighbours. 

CONSULTATION QUESTION 50 
Do consultees support the inclusion of surface transport in any future CO2 emissions trading 
mechanisms? What impact could this have on transport's emissions of C02?  
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We would support policies that reduce CO2 emissions, however it appears questionable how this could be 
measured. 

CONSULTATION QUESTION 51 
What more, if anything, needs to be done to ensure that transport considerations are taken into 
account in location decisions, for example of health services and schools? 

Transport considerations typically appear low on the decision for where to locate a health service facility, a 
new school, and the like. The maximising of Capital receipts from the sale of land in prime urban locations, 
and the guise of ‘efficiency of combining services’, are typically the main concerns for these decisions. 

The transport implications of location decisions have to be considered at the initial stage of the decision- 
making process. Further integration of land-use planning and transport should be realised to make sure 
that developments are sited in the most appropriate locations and that they are served by public transport, 
have appropriate walking / cycling facilities or are sited such that the need for travel is reduced. It is difficult 
to achieve these aims given the lack of developable land in the ideal locations. If we were successful in 
reducing car usage car parks in town centres could be a source of developable land. An increased 
requirement for a workable Travel Plan would also be of assistance. 

Transportation reasons could be enhanced as material reasons for planning refusal unless strict 
compliance with up-to date guidance is undertaken. See Dutch ABC policy question 3. 

CONSULTATION QUESTION 52 
What contribution can broadband and flexible working practices make to reducing individuals’ need 
to travel? What else should be done to reduce the need to travel? 

Broadband, mobile communications and flexible working can make an important contribution to reducing 
travel needs. The Executive should encourage all public sector organisations to offer flexible working, 
home and mobile working to its employees and give long-term financial support to local authorities for 
travel planning officers to promote flexible working and other initiatives aimed at reducing travel. Flexible 
working will only make a difference if it is truly flexible. 
Video conferencing is an important tool and the Executive should take the lead in using and promoting 
such technology. 

CONSULTATION QUESTION 53 
We are tackling road safety and are on track to meet our targets. But is there more that should be 
done at the national (rather than local) level? 

There is a wide variation in standards of information and signing nationally. 
Consistent policies across the trunk road network should be introduced and examples of best practice 
disseminated. The Executive must be less risk averse when authorities try to be innovative in their 
approach to improving safety. Possibly the most important change that the Executive could make to 
improve road safety across Scotland is to change the mandatory 30mph limit in residential areas to 20mph. 
This would avoid the considerable expense of installing physical traffic calming measures in our older 
housing areas and would lead to a general acceptance throughout the country that 20mph is the norm. To 
do this would deliver accident savings across the country in excess of the 18% reduction achieved within 
this authority when we introduced advisory 20mph limits in all our compliant residential areas. 

CONSULTATION QUESTION 54 
What more can be done to make our streets safer and more pleasant places to be? 

Removal of cars from the roads and footways would improve the street environment and improve safety. 
One of the biggest problems in this regard is the lack of in-curtilage parking available in older properties 
and developers reluctance to provide sufficient in-curtilage parking in new developments. Comments 
made under 53 above apply to this question also. 
Other issues which could make our streets safer would include more CCW, an increased police presence, 
improved street lighting, wider footways, environmental improvements and increased enforcement of 
inappropriate speeds. 
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CONSULTATION QUESTION 55 
What issues should be considered in implementing the NTS following its publication later in 2006? 

The delivery of the NTS is vital to economic prosperity. The commitment to delivery of transport objectives 
has to be built into a long term planning framework in the same way as this is achieved in the land use 
planning sector by statute. 

The deliverability of objectives through projects has to be simplified and streamlined in order to reduce the 
lead-in time of strategic projects. Early identification of delivery mechanism is essential with 
responsibilities divided between the Executive the RTP’s and the Local Authorities. Key to all of these 
issues will be the availability of resources. 

CONSULTATION QUESTION 56 
Do consultees consider that “traffic intensity” is likely to be a useful overall indicator of our success 
with the forthcoming NTS? If not, what alternative(s) would be preferable? 

Growth in different areas of the economy will result in pressures on different forms of traffic therefore an 
overall indicator will not be very meaningfull. 

CONSULTATION QUESTION 57 
Are the indicators outlined for each transport goal useful? If not, what alternative(s) would be 
preferable? 

We have to guard against identifying too many indicators. It is preferable to use data which is being 
collected currently rather than identifying, and trying to resource, the collection of additional information. 

The indicator on economic growth should not merely reflect changes in average journey times, but include 
a factor to reflect the level of reliability of journey times which is as important for major sectors within 
commerce, retail and the public as a whole. It would also, thus direct actions towards reducing congestion 
and promote modal shift where such actions improve better performance. 

There is a growing awareness across the public sector that ‘what gets measured gets done’. If transport is 
to impact positively on improving the accessibility of outlying areas and deprived communities a clear 
instrument of measurement should be developed. A potential option is to include a commitment to 
increasing the supply of passenger journeys from Scotland’s most 15% deprived communities (defined as 
Community Regeneration Areas), to areas of economic opportunity. Data could be collated through 
Regional Transport Partnerships with the National Transport Strategy identifying the baseline position. This 
would assert a clear commitment at a national level to transport improvements within areas of Scotland 
where people typically have few transport options. 

Improving accessibility is an important indicator but will be influenced as much by good quality land use 
planning as by transportation actions. A large degree of joined up governance will be required to obtain 
maximum performance in this area. 
National indicators for modal shift would not reflect the different challenges faced in rural and urban areas, 
and it may be preferable for any such indicator to be monitored separately for both sections of the 
community. 

The indicators identified for promotion of cleaner fuels and vehicles would be useful. 

Regarding road safety targets the timeframe for the current targets is very short and in many cases almost 
already achieved. It would be worthwhile if new indicators were at least identified as necessary within the 
strategy. 

CONSULTATION QUESTION 58 
Are consultees content that the target of quadrupling cycle use should now be reviewed? 
What, if anything, might replace it (for example, local authority-level targets on the Dff  model)? 

We have no problem with the target being reviewed however the benefits of the cycling, walking and safer 
streets funding are now starting to come on stream and as long as this funding is continued cycling usage 
should grow steadily. As stated previously growth in recreational cycling will lead in the longer term to 
additional cycling use for other purposes. This is also true for the growth in cycling to school journeys. 
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CONSULTATION QUESTION 59 
Are there other measures which should be considered in Scotland which would move us towards the 
target to stabilise road traffic volumes at 2001 levels by 2021, recognising that significant fiscal 
measures would have to be agreed by the UK Government? 

If the strategies first priority is to achieve further economic growth then reductions in traffic volumes will be 
very difficult to achieve. 

Freight modal shift from road to rail and coastal shipping would play a significant part in the stabilisation of 
HGV traffic volumes. It is likely that there will be a growth in light van mileage due to the changing 
shopping patterns which are being encouraged at present. There may be a case for developing targets by 
classification of vehicles given the sensitivities of different classifications to differing measures. 

It is important that rural areas are not disadvantaged by traffic reduction policies. Rural areas have less 
access to public transport and therefore have a higher dependency on the private car. They also rely on 
car borne-tourism, and would wish to see growth in this sector. 

CONSULTATION QUESTION 60 
Do consultees agree with the proposals to: 

Continue to have stabilisation of road traffic as a high level aspiration; 
Use indicators measuring modal shift to measure how our modal shift policies are working; and 
Redirect our efforts more clearly at the environmental and congestion issues which underpin the 

traffic stabilisation aspiration, by: 
1. Considering new transport-related target(s) for CO2 (see further below); and 
2. Continuing to monitor congestion trends on our trunk roads as at present, and considering what 

further measures might be required. 

Over the medium term there will be no reasonable alternatives to accommodate the major modal shift 
required to reduce traffic. It will also take time to put the necessary infrastructure in place to reduce travel. 
Investment in infrastructure and communications technology must be given time to provide alternatives 
prior to reconsideration of traffic reduction targets. Traffic reduction should presently only be considered 
whether is adequate public transport capacity. 

More research is required into the contribution that can be made by new technology to reduce pollution. If 
new technology can remove pollution concerns then managing congestion should only be considered when 
congestion is adversely affecting the economy. This research should lead to short, medium and long term 
strategies which should aim to look beyond this current strategy to beyond 2025. 

We can’t consider new targets for transport related CO2 emissions until we are able to show that we can 
influence current targets. 

Cutting congestion over the whole transportation network across all modes should be a key aim of the 
strategy, and monitoring by the Executive should not be confined to trunk roads, which form a relatively 
small part of the overall transport network. 

CONSULTATION QUESTION 61 
Do consultees have any views on the idea of a move to regional traffic reduction targets in place of a 
national target? 

In line with our previous comments we believe that traffic reduction measures should only be implemented 
within transport networks (areas or corridors) that have spare public transport capacity. These networks 
could be local sub-regional or national. Setting regional targets will economically disadvantage areas with 
low car ownership (areas of multiple deprivation). These areas have the greatest potential for access to 
employment and therefore aspiration for car ownership. It is therefore important to target roads and public 
transport infrastructure investment to regenerate these areas. Areas of high car ownership generally 
already have better roads infrastructure to accommodate existing high urban demand. Limiting traffic 
growth will therefore prevent areas of social need being provided with infrastructure equivalent to that 
already existing in more affluent areas and areas of economic prosperity. 

CONSULTATION QUESTION 62 
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Given the difficulties with the national traffic stabilisation aspirational target, do consultees agree 
that realistic, deliverable milestones towards its delivery cannot be put in place at present? 

Milestones could be identified in terms of delivery of public transport projects which will result in traffic 
reduction i.e. when AirdrielBathgate project completed patronage level will achieve ? thousand after ? 
years which will have reduced car journeys by ?% on the corridor. 

CONSULTATION QUESTION 63 
Do consultees agree that setting a level of contribution for reductions in Scotland’s CO2 emissions 
which are directly linked to the impact of our policies in areas which are devolved would be the best 
measure of the Scottish Executive’s effectiveness in tackling transport emissions? 

It is important that areas which currently experience poor air quality through transport emissions are 
identified and mapped. This will allow resources to be allocated to ensure that reduction measures can be 
properly targeted, rather than applying ‘across the board’ targets to areas where there are no concerns. In 
this way, value for money investment is better achieved. 

CONSULTATION QUESTION 64 
What specific reduction level(s) for CO2 should be put in place for transport? 

Has to be driven nationally. 

CONSULTATION QUESTION 65 
Do consultees have any views about the timing or scope of reviews of the NTS? 

As the NTS covers a period of 20 years, 4 to 5 year reviews would seem appropriate and in line with 
reviews of Development Plans. 

National Transport Strategy Consultation 
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Strategic Environmental Assessment - Environmental Report Comments 

The Strategic Environmental Assessment of the NTS has been carried out on a voluntary basis as the 
Environment Assessment (Scotland) Act 2005 came into force after the preparation of the NTS began. The 
requirements of the previous Environmental Assessment of Plans and Programmes (Scotland) Regulations 
2004 and associated guidance have generally been followed in the preparation of the Environmental 
Statement. 

The SEA statement is not an easy document to read and indeed there are a few instances of repetition. 
The document also reads as if it has been prepared separately from the main strategy. The main impact of 
this is that the main environmental issues such as Energy Consumption, CO2 emissions, Air Quality, 
Public Access etc are raised but not cross referenced in how they are being addressed in the strategy. This 
may in part be down to the format of the Strategy in that it asks a lot of questions without putting forward 
preferred solutions or that the SEA statement was prepared at arms length from the Strategy. 

The final Strategy and SEA documents should therefore be prepared in a more integrated way to obtain 
the added value that undertaking a SEA can provide. 
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