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Editorial 
This issue of STR looks at some of the gaps in Scotland’s transport connecƟons, the implicaƟons for the 
economy and society, and how these gaps can be tackled. Scotland’s connecƟons affect all aspects of the 
economy and society so we focus on two complementary perspecƟves: internaƟonal connecƟons and 
connecƟng transport with the wider economy of Scotland. 

Each issue of STR is published to prompt all with an interest in Scoƫsh transport to look at what needs to 
change and why. In the year to the independence referendum a good starƟng point might be to ask 
whether Scotland is beƩer connected  as an independent country. Each vision of the future requires its 
own governance arrangements, so thinking about what sort of Scotland we want and how we deliver it 
are closely related.  

This is the first issue of STR to concentrate solely on feature arƟcles. Since the first issue of Scoƫsh 
Transport review in 1997 each publicaƟon has had a special theme. However the publicaƟon of news and 
reviews has changed with blogging and social networking complemenƟng tradiƟonal media. Rather than 
seeking to review all of the published informaƟon in the newspapers, in journals, in social media and 
elsewhere we encourage readers to blog about relevant issues for Scoƫsh Transport at our website 
www.stsg.org. This will ensure that we maintain a review of the news, and of recent research publica-
Ɵons, facilitaƟng informed debate. 

The new themed approach to STR means that we can be flexible on the Ɵming of each publicaƟon to en-
sure that each review is published when it is needed.  Further issues of STR are  currently in preparaƟon 
and we hope to conƟnue to publish about four issues per year. 

If you would like to receive regular updates from 
STSG then e-mail admin@stsg.org with your 
name and e-mail address.  

All STSG acƟviƟes are undertaken by volunteers 
but we do need some funding to pay for 
meeƟngs and events . If you are able to donate 
towards the work of STSG then please pay online 
at www.stsg.org 

The aims of the Scoƫsh Transport Studies Group 
are to raise awareness of the importance of 
transport for the Scoƫsh economy and Society. 
STSG is a charity registered in Scotland 
SCO14720.   

This Review is Published by the Scoƫsh 
Transport Studies Group. Views expressed are 
those of individuals who contribute and should 
not be taken to represent the views of other 
STSG subscribers generally.  
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Economic growth, the Scoƫsh Government’s top priori-
ty, depends on regular increases in internaƟonal trade. 
The dominant transport elements in internaƟonal trade 
are ports and shipping services. So, if we want economic 
growth, Scotland needs to focus on its ports and ship-
ping connecƟons. 

What is so wrong with Scotland’s major ports to explain 
why most internaƟonal (uniƟsed) trade currently by-
passes them? Scotland’s ‘major’ container port, Grange-
mouth, just happens to be a nineteenth-century, depth-
constrained port situated 40-miles inland from the sea, 
with ship size limitaƟons. The ferry terminal at Rosyth 
has a lack of storage space and is poorly designed. Both 
ports are expensive to use. And no exisƟng port in east 
central Scotland can berth large cruise ships. 

So what we have is not really compeƟƟve or compara-
ble with more advanced port terminals which most oth-
er states provide as a maƩer of course. For example, 
the Norwegians have recently built new ports in Oslo 
and Stavanger, the Danes built new ports in Esbjerg and 
Aarhus, and the Swedes at Gothenburg. And our friends 
in Germany, the Netherlands and Flanders are always 
building new ports and terminals – they have to, if they 
want to cater for more trade and enjoy economic 
growth. In Scotland, it appears we have sƟll to figure 
out the criƟcal yet rather obvious relaƟonship between 
trade (facilitaƟon), ports and shipping, and economic 
growth. 

Another related issue is port ownership. Grangemouth, 
and the Rosyth ferry terminal from which there is a 3-
Ɵmes a week Ro-Ro freight service to Zeebrugge, are 
both now owned by a Cayman Islands registered private 
equity firm; ‘investment bankers’ by another name. The 
private equity priority is profits, high profits, necessary 
to repay debt on what was a typical highly leveraged 
acquisiƟon (of Forth Ports). That means high port charg-
es, as well as an inability (and unwillingness) to invest in 
‘lumpy’ new port infrastructure. Both factors serve to 
constrain a naƟon’s trade, and will therefore hold back, 
if not prevent, economic growth. What to do about it? 
Put simply, Scotland needs to provide an advanced, high
-quality, compeƟƟve (i.e. low cost), major port gateway 

to serve internaƟonal trade. 

Other related issues here include port regulaƟon and 
port compeƟƟon. It is highly quesƟonable, for example, 
that a private equity firm, or any private port owner for 
that maƩer, should also be given regulatory control (of 
its own acƟviƟes) as well as an estuarial monopoly, as is 
the case today on the Forth (also on the Clyde, and to 
some extent the Tay). If the Government is to succeed in 
expanding Scotland’s trade to generate economic 
growth, then it will have to at some stage consider legis-
laƟon to reform seaports. The norm in most other states 
is to retain a modest public port authority combined 
with allowing private terminal operators to invest and 
compete and we should aspire toward that form of gov-
ernance, which also beƩer fits evolving EU port policy 
and funding for new port infrastructure.  

Government should also carefully consider the opƟmal 
locaƟon for any new strategic Scoƫsh uniƟsed freight 
and passenger seaport(s), designed to serve the naƟon 
as a whole. Cockenzie, on the site of the former power 
staƟon, has been proposed as an ideal locaƟon for both 
cruise and ferry acƟviƟes and private operators have 
expressed interest in that opƟon given its close proximi-
ty to the open sea plus good road and rail intermodal 
connecƟons. There is also a planned new container ter-
minal at Rosyth, although that opƟon is further up-
stream and unable to handle large cruise ships due to 
bridge clearance constraints, with rail access more prob-
lemaƟc. UlƟmately, the role of Government is to ensure 
the whole economy (and probably more than £40 billion 
worth of import/export trade a year) has excellent ac-
cess to advanced seaports and shipping connecƟons at 

Enabling Scotland’s Economic Growth with BeƩer InternaƟonal 
MariƟme Transport ConnecƟons 

By Alf Baird Professor of MariƟme Business at Edinburgh Napier University 

Scotland’s strategic internaƟonal ferry 
link connecƟng the naƟon with the 
rest of Europe is not subsidised and 

only carries freight……. most of Scot-
land’s trade and tourism is sƟll forced 
to use the M6 or M1 and ports in Eng-

land 
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compeƟƟve prices. A failure to act places trade, and 
hence any prospect of future trade growth, in jeopardy. 
Government should also try to make beƩer use of avail-
able EU funding for mariƟme infrastructure, with the 
aim to expand trade and travel, to make Scotland more 
compeƟƟve, and contribute to economic growth. 

How can we also improve Scotland’s strategic shipping 
connecƟons needed to carry present and future interna-
Ɵonal trade? The Scoƫsh Government currently shells 
out over £40 million each year to ensure the 20,000 folk 
living in Shetland receive a daily ferry connecƟon with 
Aberdeen – their ‘lifeline’ as it is known. Another £80 
million or so of public money a year guarantees daily or 
beƩer ‘lifeline’ connecƟons on 30 other ferry routes 
throughout the Clyde and Hebrides operated by Cal-
Mac. Yet Scotland’s strategic internaƟonal ferry link 
connecƟng the enƟre naƟon with the rest of Europe is 
not subsidised, has to make do with just 3 sailings a 
week, and only carries freight (i.e. no passengers/
tourists)? There is no equivalent financial support or 
incenƟve for an operator to maintain or upgrade the 

current Rosyth-Zeebrugge ferry service, which arguably 
provides Scotland’s criƟcal strategic internaƟonal 
‘lifeline’ connecƟon between our near 6.0 million popu-
laƟon and Europe’s market of 300 million-plus, con-
necƟng global markets too, with potenƟal to carry over 
£20 billion worth of export trade and a similar level of 
imports annually. 

So one wonders why the Scoƫsh Government does not 
look to ensure a daily Ro-Ro freight service is provided 
to the conƟnent. And why not also support a daily pas-
senger ferry service as well, to help bring in the hun-
dreds of thousands of visitors from the conƟnent each 
year? The excellent but capacity-constrained Superfast 
Ferries service proved there was a market of well over 
200,000 travellers a year on the Rosyth-Zeebrugge 
route, before their ships were sold in a high-demand 
market for a significant one-off financial gain. The mis-
take then was in not properly contracƟng that service in 
the first place, which would have required some subsidy 
commitment. Indeed, why not support a twice-daily 
ferry service to the conƟnent (e.g. one ferry service for 

Scoƫsh Transport Review Issue 56 2013 

Lack of subsidy for the Superfast Ferries service between Rosyth and Zee-
brugge meant it was not contracted long-term and the Scoƫsh economy lost 
out on the benefits of a daily, high quality, direct trade and travel connecƟon 

with the conƟnent  
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freight (containers and trailers) and the other for pas-
sengers, cars, coaches and driver-accompanied freight 
vehicles, just like the Aberdeen-Shetland route), bearing 
in mind that improved transport frequency is a key driv-
er of trade growth? Even that level of intervenƟon 
would sƟll cost a lot less than the £40 million-plus a year 
currently needed to subsidise the Northern Isles ferry 
service. We know that sufficient trade and travel de-
mand exists to fill a daily ferry connecƟon with the con-
Ɵnent, but we also know, due to a lack of ferry frequen-
cy, the absence of a passenger ferry, high port fees and 
inadequate port faciliƟes, that most of Scotland’s trade 
and tourism is sƟll forced to use the M6 or M1 and 
ports in England. 

Would public funding of a Scotland-ConƟnent ferry con-
necƟon be legal? You bet it is. Italy, France and Spain 
already subsidise internaƟonal ferry connecƟons, with 
the Commission’s blessing. Any EU state can now speci-
fy, tender and support a strategic sea transport route 
between two member states, just as it is possible to 
subsidise connecƟng rail and road infrastructure. In fact 
there is a specific policy and programme to facilitate 
this – the EU’s TEN-T Motorways of the Sea (MoS) pro-
gramme. That programme allows both the Commission 
and member states to support sea transport services 
provided by private operators. The MoS policy also ena-
bles member states to contract ferry service providers 
to maintain and make more ‘concrete’ long-term MoS 
connecƟons. In this sense the MoS ‘seaway’ connecƟon 

provided by the ship is regarded as (mobile) infrastruc-
ture, much the same as roadways and railways. EU TEN-
T funding can also help support MoS services and relat-
ed port infrastructure costs. In addiƟon, the European 
Investment Bank (EIB) is required to provide long-term 
loans to help TEN-T/MoS project operators finance ter-
minals and ships. Unfortunately, Scotland currently does 
not exploit any of these opportuniƟes. Why? 

So come on Transport Scotland, and the Scoƫsh Gov-
ernment. Get on with it! Scotland will need its daily (or 
beƩer) Motorway of the Sea ferry connecƟon to the 
conƟnent sooner than we think, especially once the 
Westminster Government introduces road tolls on 
freight vehicles travelling on UK motorways, which will 
add another tax to Scoƫsh trade. But there are vast 
opportuniƟes here as well, with a virtual doubling of 
Scotch whisky exports anƟcipated over the next 10-15 
years, expanding quality food exports, added to a real 
opportunity to get supermarkets and other retailers to 

Scoƫsh Transport Review Issue 56 2013 

The current 3-Ɵmes-a-week freight RoRo service needs to be upgraded to 
daily, with greater capacity and flexibility (for trucks, containers, coaches, 

cars and caravans) and full passenger carrying capability reinstated.  

There is a specific policy and pro-
gramme to facilitate any EU state to 

specify, tender and support a strategic 
transport route between two member 
states….the EU’s TEN-T Motorways of 

the Sea (MoS) programme.  
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import more goods directly into Scoƫsh RDC’s from the 
conƟnent via a high quality, frequent MoS connecƟon, 
thereby shiŌing hundreds of thousands of lorries off the 
roads. The potenƟal also exists then to balance out con-
tainer and trailer equipment flows and help further re-
duce logisƟcs costs. Evidence from elsewhere suggests 
enhanced ferry connecƟons can significantly increase 
trade and travel demand. 

So if the Scoƫsh Government’s priority is economic 
growth, then we should strive to make Scotland’s direct, 
strategic, Motorway of the Sea to Europe (and global 
markets) more concrete; to help facilitate and boost 
trade and travel, and; to do so within and aided by ex-
isƟng EU rules and funding mechanisms that allow 
member states to tender, to long-term contract and 
support privately operated MoS ferry connecƟons. Scot-
land could make things so much easier for internaƟonal 
trade and travel to flow and expand, with economic 
growth surely following. If Scotland can afford over £40 
million a year to subsidise a twice daily ferry service for 
20,000 folk in Shetland, it is difficult to see how the na-
Ɵon cannot afford to support, at much lesser cost, a 

daily (or beƩer) ferry service to the conƟnent for the 
benefit of Scotland’s near 6 million people, offering a 
direct connecƟon to Europe’s 300 million, in addiƟon to 
global freight transfer opportuniƟes.  

A new enhanced internaƟonal ferry connecƟon could be 
contracted relaƟvely quickly (possibly by Transport Scot-
land) with private service providers via a MoS tender (as 
in France, Spain etc.). However, an effecƟve long-term 
soluƟon will also require provision of improved and 
compeƟƟve, properly regulated terminal faciliƟes, and 
this is at least two areas the Scoƫsh Government needs 
to act on. 

Scoƫsh Transport Review Issue 56 2013 

Scotland’s strategic internaƟonal Motorway of the Sea (MoS) reduces 
transport movement & emissions and can now be made more ‘concrete’ un-
der EU TEN-T/MoS rules which allows member states’ to contract and subsi-
dise an operator to provide a more frequent freight and passenger connec-
Ɵon, with the aim to make Scotland more compeƟƟve, expand trade and 

travel, and contribute to economic growth.  

If Scotland can afford over £40 million 
a year to subsidise a twice daily ferry 

service for 20,000 folk in Shetland, it is 
difficult to see how the naƟon cannot 
afford to support, at much lesser cost, 
a daily (or beƩer) ferry service to the 

conƟnent  

MARITIME CONNECTIONS 



7 

1. IntroducƟon 

Analysis of the journeys that travellers are making 
shows that the Ɵme and cost of geƫng the groceries, 
travelling to work, accessing healthcare, reaching edu-
caƟon faciliƟes and accessing leisure desƟnaƟons is ris-
ing. Road congesƟon, travel costs and public transport 
journey Ɵmes are growing faster than investment is 
being made in the transport system. This is not new, or 
a uniquely Scoƫsh problem, but a conƟnuaƟon of a 
long term worldwide trend. This paper suggests that it is 
Ɵme to put a stop to the long term decline and build a 
new transport economy through new connecƟons. 

Scotland’s connecƟons are not just a random series of 
transport links built up in response to travel demand as 
some current transport planning assumes, but were 
planned and designed oŌen hundreds of years ago to 
help people travel to opportuniƟes. The purpose of 
travel maƩers but recent transport investment has con-
centrated on firefighƟng congesƟon hotspots reducing 
the rate at which travel opportuniƟes gets worse rather 
than invesƟng in Scotland’s future. Although there is 
recogniƟon of the need for beƩer connecƟons, current 
plans are mainly for an upgrading of exisƟng road and 
rail links, with liƩle pracƟcal acƟon to connect up 
transport systems with the wider economy. 

It is now 10 years since the Cabinet Office’s “Making the 
ConnecƟons” review. It has long been recognised that 
making connecƟons is difficult, but the lessons from 
good pracƟce provide plenty of pracƟcal experience 

from which to build. Planned approaches to improve 
access for Scotland’s people and businesses are both 
achievable and affordable, but turning small pilot pro-
jects into mainstream delivery requires a change in di-
recƟon for transport investment programmes. 

ConnecƟng transport investment with the emerging 
global supply chains is important. There are plans for 
new networks like High Speed rail to create new faster 
inter-urban travel for a new generaƟon. These could 
help to solve one small part of the problem, although it 
would be good to see 21st century technologies used for 
this new high speed network. The Maglev and evacuat-
ed tube technologies being used as in Canada and China 
could be as important in the 21st century as tradiƟonal 
High Speed rail was in the 20th century.  

However there are also bigger problems to tackle which 
have much less expensive soluƟons. Even if a new gen-
eraƟon of high speed long distance transport was built 
travel Ɵmes and costs are sƟll expected to rise overall. 
There are many more local journeys than long distance 
travel and journey Ɵmes and costs are increasing fastest 
for local journeys. This damages the economies of tradi-
Ɵonal centres and weakens local communiƟes. There is 
a clear need for change. 

Sustainable development for Scotland requires growth 
in new types of integrated business models where pub-
lic and private sectors combine for common social bene-
fit. These new businesses will not just be highly profita-
ble but will also be socially inclusive, engaging with local 
people and businesses in new and smarter ways. The 
new smart ciƟes, smarter places and smarter travel iniƟ-
aƟves are developing and piloƟng the new approaches 
but carrying successful approaches through into main-

Where are People and Businesses Travelling? — Transport Con-
necƟons to Meet Scotland’s Needs 

By Derek Halden Director DHC Loop ConnecƟons 

Although there is recogniƟon of the 
need for beƩer connecƟons, current 
plans are mainly for an upgrading of 
exisƟng road and rail links, with liƩle 

pracƟcal acƟon to connect up 
transport systems with the wider 

economy 
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stream delivery has remained elusive. It has been too 
easy to carry on with business as usual.  

However the decline in public sector budgets presents a 
opportunity to prompt new more successful approaches 
invesƟng in sustainable systems. A new cross sector 
focus is needed in government investment to join up 
the economy and society. These investment pro-
grammes need to replace past programmes which have 
undermined joint working by invesƟng mainly in isolat-
ed transport projects.  

Over the last decade new skills and capabiliƟes have 
been demonstrated in acƟon. Delivering new integrated 
transport systems can be as focused and achievable as 
invesƟng in individual projects. It is now Ɵme to make 
the new connecƟons for a new generaƟon rather than 
simply patch up problems in old networks. 

 

2. The growing gaps in transport net-
works 

Transport networks need to serve the needs of the 
economy and society. Up unƟl the 18th century the 
needs of the land and labour economy were to move 
people and goods in support of the management of 
territories. The big road building events were associated 

with the management and control of land, such as Gen-
eral Wade’s roads in Scotland to crush the Jacobite re-
bellion. 

In the 19th and 20th centuries new transport networks 
were needed to support growth in economies of pro-
ducƟon and consumpƟon. Roads, railways and motor-
ways helped support the rise of these industries with 
projects like the Forth Rail Bridge, the world’s largest 
steel bridge, demonstraƟng that Scotland could lead the 
world with its transport investment.  

In the 21st century the growing economies of 
knowledge and experience complement the established 
economy but require smarter places with aƩracƟve en-
vironments and convenient local services. No main-
stream investment programme has yet emerged to sup-
port the delivery of smarter travel and smarter places. 
Transport funding is sƟll largely carved up in tradiƟonal 
ways by mode of travel.  

InnovaƟon shaped by consumer purchases drives for-
ward change. Car purchase, fuel purchase, taxi fares, 
parking provision, delivering goods and other funding 
for transport outstrips government transport invest-
ment by more than 10 to 1. Public investment cannot 
compete with the market but it can be used to shape 
the market. Too much public investment takes place 
without effecƟve partnerships with commercial provid-
ers and either competes with the market or follows it.   

 

3. Market Failure  

The primary role of government is to address market 
failure. Levels of access to desƟnaƟons are falling for 
many people as travel Ɵmes and costs rise. Tacking 
these problems is probably the greatest market failure 
in transport. Yet transport investment and delivery sƟll 
tends to emphasise market pressures, such as road con-
gesƟon, rather than market failure, such as the inability 
of people and businesses to meet their travel needs.  

Scoƫsh Transport Review Issue 56 2013 
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Although the transport industry views 
improving accessibility as its core busi-
ness, it is oŌen unclear who has bene-

fiƩed from transport investment.  

No investment programme has yet 
emerged to support the delivery of in-
tegrated investment in people, places 
and connecƟons. Transport funding is 

sƟll largely carved up in tradiƟonal 
ways by mode of travel and type of in-

frastrcuture.  
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CongesƟon and access can be related but the greatest 
market failure is probably that transport investment 
now follows travel demand rather than leads it. The 
pioneering developers of railways and motorways 
shaped the future of travel, and there is a need for a 
similar pioneering spirit in the 21st century to lead the 
development of smarter travel. Car manufacturers are 
showing the way in some countries partnering with 
their governments to deliver new integrated transport 
visions. There is much greater scope for new partner-
ships in Scotland to pioneer the new approaches build-
ing from our economic strengths. 

Although the transport industry views improving acces-
sibility as its core business, it is oŌen unclear who has 
benefiƩed from transport investment. A Westminster 
Parliamentary Inquiry report in 2013 showed that ac-
cess to some services conƟnues to fall and that many 
transport authoriƟes view this with grim acceptance 
rather than as a call to acƟon. 

Markets serve majority populaƟons beƩer than minori-
Ɵes, and targeted benefits are oŌen sacrificed by public 
agencies and service providers to achieve single sector 
efficiency goals. Although beƩer connecƟons are criƟcal 
for the economy and society there is a lack of clarity 
about accountability for successful improvements in 
access to services. Transport authoriƟes do not perceive 
their role to be criƟcal in checking that health depart-
ments do not inadvertently make accessibility worse 
when they re-organise service delivery, or educaƟon 
authoriƟes do not inadvertently build new schools in 
inaccessible locaƟons, or that land use planning authori-
Ɵes avoid permiƫng developments which lead to the 
closure of local accessible grocers. All of these pressures 
conƟnue to grow but transport authoriƟes have only 
parƟally checked the impacts of the changes, or organ-
ised soluƟons to idenƟfied problems.  

The costs of poor or non-existent connecƟons for Scot-
land’s economy and society are growing. The current 
public funding of about £2bn for transport each year is 
probably making more impact growing the transport 
economy than improving connecƟons.   

4. Systems thinking 

Travel is derived from the needs for people to reach 
opportuniƟes and services, and many problems cannot 
be solved without addressing the factors that drive the 
travel demand. SomeƟmes aƩempts are made to solve 
transport problems within transport alone and these 
plans fail. The new smarter approaches combine infor-
maƟon and cross sector investment through partnership 
programmes. The authoriƟes which have adopted these 
approaches have demonstrated not just their effecƟve-
ness but perverse incenƟves in the way that transport is 
funded and deliver undermine systems thinking for 
many. 

Some of the most damaging investment programmes 
for Scotland’s economy and society have suggested that 
if we cannot meet all demand for travel then we must 
suppress travel demand to fit the transport system. This 
ignores two important factors: people’s choices are part 
of the system and cannot be planned without involving 
the people, and secondly the suppression of travel de-
mand could have damaging wider consequences for the 
wider economy.  

The transport system is part of a wider system which 
includes the whole economy and society, so transport 
investment must plan change within the wider system. 
The shared aims of beƩer access to work, labour mar-
kets, shops, leisure, internaƟonal supply chains, health, 

TRANSPORT CONNECTIONS TO MEET SCOTLAND’S NEEDS 

A clear audit funcƟon in some parts of 
the country has made an important 

contribuƟon to prompt acƟon  

The current public funding of about 
£2bn for transport each year is proba-
bly making more impact growing the 
transport economy than improving 

connecƟons.  

Scoƫsh Transport Review Issue 56 2013 
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educaƟon, and other opportuniƟes defines the invest-
ment approaches required. Transport infrastructure 
investment which is not matched by wider investment 
from transport users and purchasers has no place in a 
modern smart successful Scotland. 

 

5. Improved CommunicaƟons for 
New Investment 

To develop the shared programmes, transport delivery 
must supply relevant and specific evidence that will help 
transport planners influence the people who make the 
criƟcal investment decisions – from locaƟng a hospital 
to buying a car. This requires Ɵmely relevant and fo-
cused evidence. 

LegislaƟon, culture and pragmaƟsm demand that the 
language of improved access to opportuniƟes is used to 
build the partnerships. People talk about their house 
having good access to the shops, desƟnaƟon providers 
for statutory services are oŌen governed by legislaƟon 
demanding access for all, and transport policy aims usu-
ally put accessibility benefits near the top. Improved 
access provides a unique shared goal that everyone can 
get behind. 

TradiƟonal ways of presenƟng transport planning find-
ings such as cost benefit raƟos, levels of congesƟon, and 
traffic flows have liƩle resonance with people outside 
transport limiƟng the influence of transport over the 
decisions of desƟnaƟon providers and travellers. This 
means that the case for transport investment is not cur-
rently being made and the opportuniƟes to source fund-
ing are not being secured.  

Investors and consumers that understand the long term 
benefits of transport will invest. Smart travel and smart 
places have the potenƟal to be as important growth 
market in the 21st century transport as the motor car 
was in the 20th century. 

In order to deliver this, improved access to opportunity 
must be planned to manage acƟon on shared agendas. 
The Community Planning Act was viewed a decade ago 
as a framework within which to develop smart places 
but in many parts of the country the lowest common 
denominator for delivery idenƟfied by these groups 
have been too low. Far from being united by their differ-
ences, some communiƟes have been weakened by seek-
ing to tackle conflicƟng perspecƟves on transport, 
health, and the environment. The focus needs to change 
from a community planning ‘process’ to soluƟon fo-
cused deliverables.  

 

6. Making it Happen - Accountability 
and Influence 

There are three main reasons why people do things: 
because they are required to so, because they get an 
individual benefit, and because others are doing the 
same. AcƟon through all of these moƟvators is needed 
to drive growth in the smarter travel and smarter places 
economy. 

A clear audit funcƟon in some parts of the country has 
made an important contribuƟon to prompt acƟon 
through successful accessibility plans over the last dec-
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ade, but this process needs to be widened and strength-
ened. Audits have idenƟfied many gaps in transport 
systems but seven of these are parƟcularly important: 

Transport is currently planned as if the only potenƟal 
investors are funders with a parƟcular interest in the 
sector. In pracƟce transport is a complex industry and 
could aƩract much more investment presenƟng what it 
offers differently. New types of investment programme 
are needed to deliver change: innovaƟon investment, 
specialist transport soluƟons for targeted types of trav-
el, and integrated services to help non-transport organi-
saƟons to buy integrated transport rather than only 
being offered separate modes.  

 

7. New PrioriƟes for Investment Pro-
grammes 

In recent years highly successful integrated investment 
programmes have been starved of funding. To connect 
Scotland’s transport with the wider economy and socie-
ty a new focus on integrated working is needed. This 
should cover parƟcularly: place making, informaƟon, 

ƟckeƟng training, community based delivery, land use 
planning, and neighbourhood management. 

AƩracƟve safe local places for socialisaƟon and ex-
change has been the tradiƟonal role of town centres but 
local streets have been starved of investment and oŌen 
fail to provide a quality of experience consistent with a 
successful 21st century economy. 

InformaƟon and ƟckeƟng systems are poorly integrated 
with the wider economy. Smart payment is now almost 
universal for airline customers and widespread for fuel, 
car share and other services. However the government 
has tried to set up a separate payment system specifi-
cally for transport and creaƟng a separate system has 
held back smart ƟckeƟng from wider deployment on 
trains and buses. The successful smart ƟckeƟng schemes 
in Edinburgh and London have not used the govern-
ment’s scheme. Similarly for informaƟon systems, travel 
informaƟon sƟll relies heavily on separate informaƟon 
channels which are not always linked into the staff and 
customer informaƟon systems of businesses and other 
service providers, although when integraƟon has been 
achieved it has been highly successful. 

Travel training is largely restricted to car and motorcycle 
licences providing rites of passage for young adults into 
a 20th century transport economy. Cycle training has 
been growing but there is a dearth of educaƟon about 
transport and society. Tackling Scotland’s dreadful rec-
ord with pedestrian casualƟes demands more social 
educaƟon. Training milestones for safe walking, cycling, 
bus and rail use would help society to manage rights and 
responsibiliƟes of travellers in relaƟon to shared space 
and liability in the event of safety issues as is common in 
Scandinavian countries. 

Poverty traps mean that people who cannot afford a car 
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someƟmes end up paying the most for transport. Alt-
hough these are being overcome through low-cost rent-
al of scooters or cars, car clubs and discounted public 
transport, these iniƟaƟves cover only small parts of the 
country.  

The economy of sharing is growing rapidly in a few loca-
Ɵons but coverage is very patchy. Shared cars, rental of 
parking spaces and shared bikes all have substanƟal 
potenƟal for growth if spread across the country. Com-
munity acƟon already sees non car owning households 
travelling more miles as passengers in private cars than 
they do on public transport but there is substanƟal 
scope for wider involvement of communiƟes in shared 
transport delivery such as flexible and demand-
responsive bus services.  

The planning of new desƟnaƟons oŌen does not recog-
nise the travel footprint of the services. The planning of 
locaƟons for travel intensive desƟnaƟons such as hospi-
tals aƩracts the greatest criƟcism but all planning 
should integrate transport costs so that the whole sys-
tem is planned together. 

Neighbourhood accessibility is rising in some places but 
falling in others. In a smart successful society the pro-
porƟon of people able to walk to local desƟnaƟons like 
grocers and health centres should grow each year. 

.  

8. Conclusion 

Transport investment programmes need to start to ad-
dress the challenges of the 21st century for smart suc-
cessful places. This will not eliminate the need for public 
investment in large infrastructure schemes but it will 
substanƟally help to reduce the demand for public fund-
ing as partners and investors taken on more of the op-
portunity to invest in Scotland’s future. 

To achieve this partnership approach, a shared agenda 
needs to be developed that everyone can get behind. 
Access to opportuniƟes and services provides this 
shared language, and defines the case for government 
acƟon around market failures, rather than crowding out 
market opportuniƟes as with so much current transport 
funding.  

The recent UK Parliamentary Inquiry into accessibility 
planning concluded that although it takes Ɵme for the 
improvements being delivered  to make a noƟceable 
difference “Governments, over a number of years, have 
failed to develop the much needed cross-departmental 
approach…………...accessibility concerns all parts of Gov-
ernment and should no longer be seen as just a 
transport issue”.  

The knowledge and capabiliƟes are now available to 
deliver a connected transport economy but substanƟal 
expansion of the scope of transport strategy is needed 
to deliver. 
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