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RURAL ECONOMY AND CONNECTIVITY COMMITTEE 

TRANSPORT (SCOTLAND) BILL  

SUBMISSION FROM THE CHARTERED INSTITUTE OF LOGISTICS AND TRANSPORT 

The Chartered Institute of Logistics and Transport is the largest professional body 

supporting training, skills and best practice for all modes of transport in the UK. Our nearly 

20,000 members come from across the logistics, supply chain and transport industries 

enabling people from across the industry to keep up to date with current professional 

practice. 

Good legislation is essential to frame the efficient operation of logistics and transport, but 

the limits of legislation also need to be better recognised. Legislation is often most effective 

when framing socially progressive markets but can also have a role in specifying detailed 

requirements for minimum standards. Good practice is most often delivered when public 

authorities, businesses and communities work together on the delivery of public policy 

goals, so it is important that legislation is developed and driven collaboratively.  

Transport is undergoing a period of profound change. There is an urgent need for new 

legislation to protect citizens and consumers, ensuring that new approaches work for the 

benefit of society. Whilst some of these legislative changes are being addressed at a UK 

level by the Department for Transport, Scotland needs a distinct approach that reflects 

Scottish circumstances.  

CILT is concerned that the Transport (Scotland) Bill 2018 proposals include measures that 

could hamper best practice, damage the transport and logistics sectors, and deliver the 

opposite outcomes from those intended by Government. Our concerns are discussed 

below. 

Low emissions zones 

Low emissions zones (LEZs) operate successfully in many places but can have high costs 

for industry and service providers. A lorry delivering goods across the country may need to 

transfer these goods to other vehicles able to enter low emissions zones. Low emissions 

zones work best when vehicle emissions levels are used in conjunction with a scale of 

charges to help operators balance the social and commercial costs of delivery options in 

the target areas. Similar effects apply for buses where efficient operation may require older 

buses to enter low emissions zones on occasion and banning rather than charging will lead 

to unnecessarily inefficient and costly outcomes. 

The policy notes accompanying the bill note that: 

“Scottish Government policy is not to pursue a road pricing scheme.  It is considered that 

this would not align with the behaviour change implicit in a penalty charging regime and 

would only promote compliance by those unable or unwilling to pay a charge” 
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This statement runs counter to the evidence about successful delivery and behaviour 

change for low emissions zones. For the most part, in the situations being considered in 

Scotland, the vehicles affected will be lorries and buses. Low emissions zones help to 

encourage operators to use newer less polluting vehicles but they also drive up costs. A 

system of charges accompanied by minimum thresholds, designed appropriately for each 

local situation, is far better able to deliver the required incentives for change to improve air 

quality than a more restricted toolkit. In the absence of a charging approach it will be very 

difficult to combine acceptability for efficient transport operation with LEZs that succeed with 

their delivery goals. With only access restrictions available to scheme designers, the 

publicly acceptable level at which the schemes would be implemented would probably end 

up being too low to make a difference to air quality.   

Bus Services 

Bus markets are currently in a period of rapid change. To face these changes, ensuring that 

the needs of all people in society are met, stronger incentives are needed for better 

partnership working between government and industry.  

The largest new transport companies have emerged by using information better. The 

proposals in the Bill to require the operators of local services to provide information on 

routes, timetables, actual running times (real time and in the past) and fares publicly and in 

a specified format is a very small positive step towards bringing the benefits of the new 

information economy to buses. However, applying these provisions to some passenger 

carrying vehicles such as buses but not to taxis or coaches seems out of step with 21st 

century transport. Transport operators such as Uber, Lyft, Bla Bla Car, Deliveroo and 

others, provide real time information on vehicle position to customers as a key part of their 

service design to help them grow their market. The best transport operators including bus 

operators will all wish to adopt these successful approaches voluntarily in order to compete 

in a fast changing marketplace for travel. If legislation is deemed necessary to require all 

operators to adopt good practice on data standards and information sharing, then it should 

be applied to all passenger carrying vehicles, recognising the increasing blurring of the 

boundaries between shared cars, taxis, buses and coaches in providing passenger 

transport services. Burdening buses with more legislation, whilst offering unrestricted 

market conditions for others, will further weaken the competitive position of buses in 

providing public transport. 

Where public authorities and bus operators work well in partnership, bus services are 

currently highly successful with growing patronage. However, there are too many parts of 

the country where local bus markets are not constructed socially in this way. The goals of 

any new legislation should be to help public authorities and operators work better together. 

Statutory bus quality partnerships introduced in the 2001 Transport Act did not lead to a raft 

of new partnerships, perhaps because the concept of statutory partnerships undermined 

the trust that lies at the heart of all good voluntary partnerships. The proposal for Bus 

Service Improvement Partnerships (BSIPs) recognises these problems, but it is difficult to 

see why the government thinks that legislation is needed. If BSIPs can give new 
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momentum to closer partnership working then that could be positive, but the time, effort and 

cost of implementing new laws might be better spent using less cumbersome incentives.  

CILT does not believe that the proposed legislation will do anything to help grow bus 

patronage and it may indeed accelerate the decline of the current bus industry model. 

Current legislation is more than sufficient to deliver all of changes needed, but it needs to 

be backed up with practical action. It would be an administrative rather than a legislative 

challenge to require: (1) every roads authority to manage contractual agreements with all of 

its local bus operators relating to roads availability and bus priority availability; and (2) every 

transport authority to have a plan agreed with bus operators on how all social needs are 

met and bus performance standards are managed and improved. The existing legislation is 

more than sufficient to deliver all of this, but some policy and administrative programme is 

needed to put it into action. 

Smart Ticketing 

Smart payment is now very widespread for most retail and transport services. 

Unfortunately, bus and rail have lagged the rest of the economy, and previous attempts to 

deliver national technology have been very expensive ways to deliver at best marginal 

benefits. The provisions of the Bill appear to be misguided and could further delay smart 

ticketing for public transport. Perhaps it is recognition of the weak delivery in this area that 

has led to the proposal for a National Smart Ticketing Advisory Body (NSTAB). However, 

CILT is concerned that the remit proposed for this Body relates predominantly to 

technology. It has not been technology problems that have hampered smart ticketing for 

transport but instead confusion about social needs and management of revenue. Most 

countries have found that greater clarity about their smart ticketing approaches enables 

simpler and less costly approaches.   

Government’s primary role is to address market failure and there are very clear market 

failures in bus and rail ticketing. Ticket prices are far from being socially optimal. End to end 

integrated fares for journeys need greater oversight from transport authorities to ensure that 

the social and economic needs of all parts of Scotland are met. Transport authorities should 

have a much greater role in setting maximum public transport fares including for multi-

modal journeys and should concentrate its efforts on service design for these important 

social needs. Seeking to set up a rival high delivery cost national ticketing technology when 

there are many very low cost payment options already available, would be expensive, 

unnecessary and unhelpful.  

To bring forward more constructive proposals more could be learned from successes and 

problems implementing the Air Discount Scheme and Road Equivalent Tariff for ferries. 

With these schemes Transport Scotland has started to think about more socially and 

economically appropriate fare levels for transport. Extending these to cover more multi-

modal and multi-operator journeys, perhaps like Shetland Council has done using travel 

accounts for citizens would be a better starting point than the current legislative proposals. 
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Pavement Parking and Double Parking 

Stronger action to encourage more responsible parking is very welcome. The Bill 

establishes a general prohibition of parking on footways and footpaths which will require 

local authorities to exempt paths where parking is permitted. This could be a significant 

administrative burden for local authorities which they will be unable to resource adequately 

leading to problems implementing the legislation. 

Lorries making deliveries often need to park on footpaths but widespread exemptions for 

lorries would undermine the aims of the new legislation. Parking practice when loading and 

unloading freight vehicles could be substantially improved.  

To create more focused incentives for better parking the proposal for a general prohibition 

could be replaced with requirements for a clearer duty of care not to block footpaths and 

footways. Parked cars, deliveries of building materials and many other obstacles block 

footpaths so a more workable and enforceable approach to the new legislation would be to 

introduce fixed penalty fines for blocking footpaths.  

Road Works 

The New Roads and Streetworks Act 1991 introduced most of the powers needed to 

ensure local authorities could exercise control over road works within their areas, but the 

powers vested in local authorities have not been well used. Poorly planned and 

implemented roadworks including poor information remain major problems. Delivery lorries 

working to tight schedules often face road closures and long delays as a result of 

roadworks being badly organised and/or information provisions not being met.  

The proposals in the new Bill seek to make oversight easier, but more could also be done 

to make roads authorities and the Scottish Road Works Commissioner more directly 

accountable for their performance securing the interests of road users. The proposals for 

fixed penalties are welcome as this could help to improve compliance, but the greater need 

is generally better administrative practice rather than new legislation. 


