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E x e c u t i v e  S u m m a r y

‘Civilised’ indicators
   3.1. Civilising the streets
 Some progress — but local authority leadership required

 3.2. Improving public transport
 Public satisfaction relatively high — but improvements needed

 3.3. Cleaning the air
 Prevarication continues at the expense of human health 

‘Overarching’ indicators
 1.1. Moving to sustainable modes
 Unsustainable modes still dominate and inequalities remain 
 1.2. Reducing tra!c
 Clear evidence of road tra!c stabilisation

‘Productive’ indicators
 4.1. Investing sustainably
 Government budgets reinforcing car use

  4.2. Getting the prices right
 Public transport fares rising ahead of cost of car use

 4.3. Making the polluter pay
 Zero progress on polluter pays principle

 

‘Sustainable’ indicators
 2.1. Reducing oil dependency
 Motorised transport remains entirely oil dependent 

 2.2. Tackling climate change
 Emissions targets failed & key measures remain unfunded

 2.3. Greening the vehicle fleet
 EU laws driving uptake of LCVs

 2.4. Sharing transport resources
 Welcome expansion of car sharing schemes 

S e e  
p a g e  7  
f o r  k e y  
t o  
s y m b o l s
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I n t r o d u c t i o n
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I n t r o d u c t i o n

We decided to write this report 
in order to set out a 
comprehensive, yet 
summarised, picture of the 
current state of sustainable 
transport in Scotland. We felt 
that there was no single volume 
which captured the current 
situation, and this is our attempt 
to fill that gap.

The report takes as its focus the 
national, Scottish situation. We 
intend this report to be the first 
in a series of annual sustainable 
transport reports, and it is likely 
that future reports will consider 
sustainable transport at the local 
level.

Transform Scotland campaigns 
for a society where everyone 
can have their travel needs met 
within the limits of a transport 
system that is environmentally 
sustainable, socially inclusive and 
economically responsible. And it 

is this vision which provides the 
chapter headings ‘Sustainable’, 
‘Civilised’ and ‘Productive’, 
while we commence the report 
with an ‘Overarching’ section.

Under these headings, we 
isolated a set of progress 
indicators with which we can 
measure whether we are moving 
towards or away from 
sustainable transport.

Our determination of whether 
progress is being made against 
the indicators was carried out in 
both quantitative and 
qualitative terms. While the 
report features some primary 
research, we mainly focused on 
evaluating and presenting o!cial 
statistics in an attractive, user-
friendly manner. 
Progress against each indicator is 
then rated using ‘road sign’ 
symbols to summarise the 

current situation and extent of 
measures needed.

We conclude the report with a 
set of recommendations for 
action by local and national 
government and other bodies.

It has obviously been a large 
undertaking to attempt to 
comment on all aspects of 
sustainable transport in so few 
pages, and we accept that some 
people may feel that certain 
topics have not been covered, 
or not covered in enough detail. 
However, this is very much a 
first attempt at defining a 
simple set of Scottish 
sustainable transport indicators 
and we would very much 
welcome your views on how 
these could be improved in 
future years. Indeed, we would 
welcome any comments and we 
will consider them carefully for 
future versions of this report.

K e y  t o  t h e  s y m b o l s

Drastic measures needed to change unsustainable position

No clear trend towards sustainable transport

Need to maintain positive progress  



Transform Scotland Warning Signs report, September 2012 Page 8 of 37



Transform Scotland Warning Signs report, September 2012 Page 9 of 37

O v e r a r c h i n g
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O v e r a r c h i n g

Younger people are most dependent on Public Transport and Active Travel

Women are most dependent on Public Transport and Active Travel

Lower income groups are most dependent on Public Transport and Active Travel
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O v e r a r c h i n g
1 . 1 .  M o v i n g  t o  s u s t a i n a b l e  m o d e s

Table 4: Trips per person per year by main mode 
 

 

21

Car Other Bus Rail Bicycle Walk

Table 1.2
Usual means of travel 
to usual place of work 

2010

Source: Scottish 
Transport Statistics No 
30, 2011 Edition, p. 243 , 
Table 11.14

1 %1 %

23 %

9 %

3 %

63 %
Car Other Bus Walk Rail Bicycle

Table 1.2
Trips per person per year 

per main mode

Table 1.3
Trips per person per year: 

historic comparison of 
walking and car trip shares 

(in percentages)

While walking only makes up 12% of commuter travel (see 
Table 1.7), the proportion almost doubles when considering 
all trips (see Table 1.2). Yet despite falls over recent decades 
(see Table 1.3), walking remains the second most common 
mode of transport in Scotland with 23% of all trips. The 
Scottish Government has recently committed to producing 
a National Walking Strategy and we hope that this, backed 
up with appropriate levels of investment and regulation, will 
be influential in reversing the downwards trend in walking 
trips evident over the past couple of decades. 

Bus travel remains the third most common mode of 
transport in Scotland with almost 10% of all trips. However, 
the Government‘s decision to cut investment in its 2012-2013 
Budget has further damaged the prospect for buses to play a 
growing role in providing alternatives to the car.

Cycling unfortunately remains at a very low share (around 
1%). This compares very poorly with similar small European 
countries such as Denmark and The Netherlands. Urgent 
action needs to be taken in this area if the Scottish 
Government is to meet its Cycling Action Plan for Scotland 
target for 10% of all trips to be made by bike by 2020.

Car Other Bus Walk Rail Bicycle

Walking Car

1989/
1990

1999/
2000

2009/
2010

23%

34%

51%

59% 63%

27%

Walking is a small share 
of all distance travelled 
but provides almost a 

quarter of all trips, 
being the second most 

common mode of 
transport

Car trips

Walking trips 

As the charts on the left illustrate, sustainable transport 
provides disproportionately for those on lower incomes, 
younger people and for women. 

Therefore, it can be reasonably asserted that policies that 
support car use disproportionately benefit the more 
a"uent, older age groups, and men.  

The finding that women are less likely to use cars is hardly 
surprising given that 40% have no driving license (24% for 
men). The finding that those on low-income are more 
dependent on sustainable transport is also not surprising 
when it is realised that while 30% of all Scottish households 
have no car access; this rises to 60% for the lowest-income 
households.

T r a n s p o r t  e q u i t y

T r a n s p o r t  m o d e s
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More than half of long-distance 
domestic trips are made by plane

O v e r a r c h i n g

10 %

56 %

34 %

Rail Air Ferry

Table 1.4
Passenger journeys to/from other parts of UK 

(in percentage)

The currently unsustainable picture is even more disturbing with regard 
to modal share for Anglo-Scottish trips. For longer-distance travel, air 
provides over half of all journeys to/from Scotland from other parts of 
the UK. 

Given the environmental and productivity benefits of rail it is 
imperative that action be taken to dramatically increase the share of 
trips to and from Scotland by rail. The good news is that, since 2004, 
rail has increased its share of Anglo-Scottish passenger trips while 
domestic air travel within GB has fallen, as have long-distance car trips. 

Until recent years, air held a dominant position in markets such as 
Manchester to London; however, action was then taken to enhance 
the rail experience. A similar programme of investment is necessary 
in order to ensure that rail can likewise overtake air for cross-border 
trips to and from Scotland. Not only would this help the environment, 
but given the volume of short-haul flights from Edinburgh and 
Glasgow, it would also obviate the need for expensive new investment 
in new airport infrastructure in south-east England.

Scotland is almost entirely dependent on unsustainable 
transport modes for external travel: almost all 
international passenger travel to and from Scotland is 
conducted by air. 

With the loss of the Rosyth-Zeebrugge passenger ferry 
services, ferry has declined from a small to an almost 
invisible share of travel to and from Scotland from 
overseas (although it continues to have a significant 
freight role taking lorries o# motorways and other long-
distance trunk routes). 

The more hopeful news is that over a third of travel to 
and from Scotland is from countries where rail or ferry 
should be able to play a larger role, provided that 
appropriate action be taken to invest in and market the 
available alternatives. 

For example, popular destinations such as The 
Netherlands and France will become more attractive for 
rail-based international travel as high-speed rail services 
are expanded from the Continent to London, and as long 
as the UK Government continues to invest in Anglo-
Scottish rail infrastructure (irrespective of whether the 
promised future high-speed rail services reach Scotland). 

With Ireland a major travel destination, attention should 
be given to opportunities for improved sea and rail 
connections. Twelve per cent of all international travel to 
and from Scotland is with Ireland. With the closure of 
Rosyth-Zeebrugge, Scotland now lacks direct international 
passenger ferry connections. Opportunities for new 
international ferry links to and from Scotland should be 
investigated. 

Table 1.5
International air passenger tra!c to and from the 

main Scottish international airports
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  1.006,9 
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14 %
Others
Portugal
Poland
Spain
Italy
Germany
France
Irish Republic
Netherlands

Others
Portugal 
Poland
Italy
Germany
France
Irish Republic
Netherlands
Spain 

  943,5 
  234,2 
  328,0 
  359,2 
  660,3 
  790,7 
  849,4 
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1 . 1 .  M o v i n g  t o  s u s t a i n a b l e  m o d e s
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O v e r a r c h i n g
1 . 2 .  R e d u c i n g  t r a f f i c

Out of 100 commuters: 
70 go by car, 10 take the bus, 

12 walk, and only 2 cycle. 

Table 1.6
Overall mileage per person (left axis) and Percentage of miles 
travelled by car (trend line), 1985/86 - 2009/10
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After the relentless rise of road trips over the 
past several decades, the last few years have 
seen a stabilisation in national road tra!c 
levels. In fact, the average distance travelled 
each year by the average Scot in the last 
decade has declined from 7,713 to 7,010 miles. 
Nevertheless, car trips are still responsible for 
almost three-quarters of overall miles 
travelled. 

The fall in car use will be due to a number of 
reasons, a mix of government intervention, 
public transport improvements, fares, fuel 
prices, rising base prices for oil,  independent 
changes in patterns of behaviour, as well as 
external economic factors such as recession.

Despite the recent levelling o# in tra!c, 
Transport Scotland is however still estimating 
an increase in road tra!c miles of a further 
25% from 2001 to 2021. It is unclear why such a  
huge increase in tra!c levels is forecast when 
recent evidence have shown no increase.

Of course, these national figures may obscure 
what is going on at local levels. It is possible 
that reductions in tra!c on trunk roads 
obscure continued growth in and around 
urban areas.

Furthermore, travel to work by car has risen 
in the last decade from 67% to 71%, while the 
sustainable transport modes have faced 
decline. However, there is emerging evidence 
of a slight fall in total commuting trips, 
coupled with a growth in working from home. 

While it too has faced decline in recent 
decades, the situation regarding travel to 
school remains more promising: 50% of all 
children walk to school, while almost one 
quarter get there by bus and another quarter 
by car. Therefore it is important to implement 
appropriate measures to secure this positive 
situation within younger generations.

There is also the question of non-road tra!c. 
The last decade has seen large increases in rail 
passenger tra!c (ScotRail’s patronage has 
increased by 40% from 2003/04 to 2011/12). 
However, during the same period there has 
also been a very large expansion in aviation.

12 %

2 %
4 %

10 %

2 %

70 %

Car Other Bus Rail Bicycle Walk

Table 1.7
Usual means of travel 
to usual place of work 

2010
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S u s t a i n a b l e
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S u s t a i n a b l e
2 . 1 .  R e d u c i n g  o i l  d e p e n d e n c y

The wholesale dependency on oil as 
transport’s energy source is striking. 
As the table above shows, motorised 
travel is almost entirely reliant on oil. 

Since the UK became an oil importer 
in the late 1990s, we have become 
dependent on imports, often from 
unstable countries, in order to power 
our transport system. Given that oil is 
a scarce, finite and depleting 
commodity, there are serious 
concerns about whether this is a 
sensible course to follow. In a business 
context, basing one’s operating model 
on one unreliable input would be seen 
as mismanagement.

The active travel modes are 
obviously the most resilient — as 
neither rely on oil. Of the motorised 
transport sector, only the railways 
have a degree of independence from 
oil. However, since the Scottish 
Parliament was set up in 1999, only 38 
additional kilometres have been 
electrified of an overall rail network 
distance of 2,750 kilometres. In 
2006/07, the Scottish Government 

adopted a major rail electrification 
programme for the next 15-20 years 
but, apart from the Airdrie-Bathgate 
line, progress has been slow with 
serious slippage in the original 
timetable, culminating in the 
appalling July 2012 decision to 
severely cut back the flagship 
electrification project, the 
Edinburgh-Glasgow Improvement 
Programme (EGIP). It is vital that this 
programme be put back on track in 
conjunction with orders for additional 
electric rolling stock, releasing diesel 
sets for use on other overcrowded 
routes and the new Borders Rail Link.

All road and sea transport as well as 
aviation remains dependent on oil. 
Meanwhile, with only 127 licensed 
electric cars in Scotland, the car fleet 
(almost 2 million vehicles) remains 
e#ectively 100% dependent on oil. 

E#orts to reduce oil dependence have 
been taken by Caledonian Maritime 
Assets Limited (CMAL), which is 
currently working on developing the 

world‘s first hybrid ferries, expected 
to enter into service next spring. 

Clearly there needs to be much 
greater understanding of the issues 
around oil depletion and the need for 
action. Only a few years ago, the 
threats from climate change had very 
low public consciousness – we now 
need to do the same for the challenge 
of Peak Oil. Recent years have at least 
seen the widespread acceptance that 
the days of ‘cheap oil’ are over.

The issue of oil will clearly play a 
significant role in the debate over 
Scottish independence in the run-up 
to the 2014 referendum. The question 
remains whether those making the 
case for an independent Scotland 
frame their arguments around oil in 
terms of the economic advantages it 
could bring the country, or whether 
there is a resort to the bald populism 
of promising cheap mobility.

Oil is too valuable — and too 
damaging — to simply be 
squandered on cheap transport.

Walking Cycling Rail Road Traffic Aviation Shipping

100 %100 %100 %76 %0 %0 %

Table 2.1
Oil dependency in Scottish transport: a cross-modal comparison



Transform Scotland Warning Signs report, September 2012 Page 17 of 37

S u s t a i n a b l e
2 . 2 .  T a c k l i n g  c l i m a t e  c h a n g e

’Emissions from the road transport 
sector in Scotland have risen by 4.4% 
from 1990 to 2009, compared with a 

2.7% rise for the UK as a whole.’

Despite the now widespread awareness 
of climate change, we are still lacking a 
systematic programme of action to 
address the climate implications of 
our transport system. 

The transport sector is currently 
responsible for over a quarter (26.6%) 
of all greenhouse gas emissions, 
making it the second largest emission 
sector after energy supply. Given the 
more rapid pace in decarbonisation in 
other sectors, transport has been 
forecast to become the biggest 
pollutant sector in coming years.

The Climate Change (Scotland) Act 
2009 commits Scotland to a 42% 
reduction of greenhouse gas emissions 
by 2020 on a 1990 base and an 80% 
reduction by 2050. Since 1990, 
emissions have fallen by 24.3%, which 
means that Scotland is over halfway to 
meeting the 2020 target. However, in 
July 2012, in its first report on the first 
annual target (2010), the Scottish 
Government admitted that not only 
had Scotland fail to meet its target, but 

emissions were found to have risen 
5.8% during the year. 

The Government‘s Scottish climate 
change action plan (the Report on 
Proposals and Policies, or ‘RPP’) sets 
out a range of Proposals for action but 
unfortunately most of these remain 
unfunded. The Government is currently 
producing a new plan (‘RPP2’) and it is 
clear that many of the climate change 
targets for the period until 2027 will not 
be met unless the existing RPP 
Proposals are funded in full and further 
measures are also implemented. 

Fortunately, the transport sector 
provides exceptional opportunities 
for cutting emissions. Indeed, the UK 

Committee on Climate Change has 
described transport as having the 
greatest abatement potential outside 
the traded sector — so transport 
should be seen as an opportunity for 
bringing about swift reductions in 
emissions.

The government’s own research has 
found that some of the smaller-scale 
interventions (e.g. ‘Smarter Choices’ 
and Active Travel) have both the 
largest potential and the cheapest 
cost for reducing emissions. However, 
RPP2 will need to feature further new 
measures if the government isn’t going 
to fail its own climate targets. The 
Scottish Ministers have so far backed 
away from promoting road tra!c 

demand 
management 
measures. 
However, these 
have the potential 
both to improve 
the e#ectiveness 
of other measures 
and also, crucially, 
can raise public 
finance for 
reinvestment.

1990 1995 2001 2005 2009

18 % 19 % 20 %

24 %
27 %

 Table 2.2
 Transport % of Total net emissions 1990 - 2009

Passenger Cars: 58.7%

HGVs
19.9%

Light Duty 
Vehicles
14.1%

6.4% 
Buses & 
Coaches

Table 2.3. 
Greenhouse Gas Emission 
by transport mode 2009: 
Road Transport 
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S u s t a i n a b l e
2 . 3 .  G r e e n i n g  t h e  v e h i c l e  f l e e t

Table 2.4
Total licensed cars in Scotland according to their emissions per g/km  
1999 - 2011
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14689
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Given the high levels of car use in Scotland it is 
imperative that significant emission reduction be 
obtained not only from getting people to use their 
cars less, but also by changing the vehicle fleet to 
lower-emission, ’Low Carbon Vehicles’ (LCVs). 
Although this ambition is reflected in the 
Government’s climate change action plan (RPP), the 
range of measures to achieve this target remain 
largely unfunded.

Following a successful campaign by our Brussels-based 
counterparts Transport & Environment, the European 
Union has put in place Directives which set objectives 
to dramatically reduce the European car fleet average 
emissions in future years. The regulations define a 
target of 130g/km by 2015 and 95g/km by 2020 as 
average emissions for new passenger cars. 

To meet the EU Directives, the share of LCVs in the 
overall vehicle fleet will have to rapidly increase. Table 
2.4 shows that in 2011 while only 12% of cars were less 
than 130g/km, for the first time the percentage of 
cars below 95g/km approached 1% of the vehicle 
fleet. While we are on the right track, measures need 
to be taken to dramatically speed the update of LCVs.

Most attention has so far focused on the longer-term 
prospects for electric vehicles (EVs), but with these 
remaining scarce, progress can be made immediately 
by ensuring that, where transport requires the use of 
motorised vehicles, purchase decisions favour those 
vehicles with lower, rather than higher, emissions.

With a significantly higher number of new 
registrations of passenger cars per capita (42 per 1,000 
population in Scotland against an EU average of 27), 
there is significant scope for reducing emissions 
through the purchase of LCVs. Given the 
Government’s intention to promote a sustainable 
procurement bill, an opportunity exists to task the 
Scottish public sector to be a role model in this area 
and shift the public sector fleet towards low carbon 
vehicles.

Of course, while low-carbon cars may be attractive in 
terms of their emission reduction potential, it should 
be remembered that they are far from a panacea in 
wider sustainable terms: LCVs, of whatever fuel type, 
do nothing to resolve the problems of congestion, 
road crashes, land use, and community severance 
caused by a continued over-dependence on private 
road transport.

Greater prominence should be given in Scottish LCVs policy to the 
opportunities from public transport. Scottish Government should 
seek to establish Scotland as a centre of excellence in sustainable 
technology for public transport. 

Scotland has no volume car manufacturing — but we do make buses. 
Scotland has Britain’s largest bus manufacturer in Falkirk-based 
Alexander Dennis Limited. Scotland also features two of the world’s 
largest public transport operators in FirstGroup and Stagecoach. The 
Scottish Government’s Low Carbon Vehicles (LCVs) policy should 
build on this home-grown experience and take the lead in developing 
sustainable automotive technology for all forms of public transport: 
buses, trams, trains and ferries. 

In order to give a specific boost to the uptake of low-carbon bus 
technology, the Government should put in place a programme to 
upgrade the whole of Scotland’s bus fleet (over 4,000 buses) to low-
carbon technology through a significant expansion of the Scottish 
Greener Bus Fund (which has so far provided for around 70 low-
carbon buses).
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#

S u s t a i n a b l e
2 . 4 .  S h a r i n g  t r a n s p o r t  r e s o u r c e s  

It is imperative that we make more 
e!cient use of our existing 
transport assets. Much of the road 
congestion that we su#er is caused 
by the overuse of single occupancy 
vehicles. We would not need to 
build new roads — and in 
particular the extremely expensive 
and damaging additional Forth 
Road Bridge — if existing resources 
were used more e!ciently. And, on 
the other hand, public transport 
services would be more viable if its 
spare capacity was utilised. 

As well as measures to encourage 
the more e!cient use of road 
space (e.g. bus priority measures or 
multiple occupancy vehicle lanes), 
greater e!ciency could also be 
achieved by the increased use of 
‘sharing‘ measures such as car clubs, 
lift sharing, and bike share projects. 

Car clubs and car share schemes 
have been popular all over the 
Continent for years. Only Edinburgh 
has a long-standing car club 
(operating since the 1990s). City Car 
Club’s commercial operations have 
now expanded into Glasgow, while 
a Carplus initiative (funded by the 
Scottish Government) has led to an 
expansion over the last couple of 
years, with 12 new locations spread 
across the country. 

Lift sharing is also popular and 
through working in partnership with 
five of the Regional Transport 
Partnerships (RTPs), Liftshare.com 
has been able to provide a common 
journey-matching facility across 
most of Scotland. Liftshare.com is 
also currently working closely with 
over 70 Scottish organisations to 
help them encourage sta# to lift-
share on their journey to work.

Bike sharing schemes have 
mushroomed across Europe in 
recent years while in London the 
‘Boris Bikes‘ scheme has been a 
huge success. The first bike share 

scheme in Scotland was 
introduced in spring 2010 in 
Dumfries (Bike2go Dumfries). In 
Dunbar, the local car club 
(SpareWheels) has gone one step 
further and organised a joint car 
and bike share scheme. 

Joint projects combining car-, lift- 
and bike-share schemes, with 
convenient and easy-to-use 
systems, seem to be a promising 
approach to attract new users. 
Moreover, integrating sharing 
programmes into smartcard 
schemes and joint operator 
programmes, not limited to one 
region or city, have the potential to 
play an important part in improving 
our transport system. 

With the extensive growth seen in 
the last couple of years, we are 
definitely heading in the right 
direction. However, we are going to 
need to see continued investment 
to ensure the growth in this sector. 

If there was an increase in 
average car occupancy of 

10% — from 1.6 to 1.76 
persons per car — this 

would reduce tra!c on our 
roads by 9%!

Car Occupancy 

Percentage

2011

Driver only 61%

2 people  26%

Average 1.59

Map courtesy of Liftshare. The country’s car clubs are shown with red pins. Five of the lift share 
schemes are run by Liftshare, the sixth (IfYouCareShare) is a joint scheme for the Hitrans and 
ZetTrans areas, and which is provided by another organisation. 
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Importance of this indicator

Increased use of the active travel 
modes has the potential to deliver 
massive benefits for public health, cut 
car use and relieve congestion, and 
reduce emissions. Delivering less car-
dominated towns and cities will also 
mean safer and more convivial public 
and residential spaces, with streets for 
people rather than streets dominated 
by vehicles.

Civilising the Streets report

In 2010, the Transform Scotland Trust 
and Sustrans Scotland published the 
Civilising the Streets report. This 
analysed decision-making processes in 
thirteen key European cities, 
comparable in terms of size and 
geography to Scottish cities, and 
considered how their social, political, 
geographical and cultural conditions 
had brought about high rates of 
walking and cycling.

Cities such as Copenhagen, where 30% 
of all trips are made by bike, are clearly 
far ahead of anything in Scotland. But 
Stockholm gave a more immediately 
achievable example for Scots to aspire 

to, where cycling has in recent years 
been transformed into a common 
mode of transport through political 
leadership and consistent investment.

Scottish political context

The findings of the Civilising the 
Streets report provide important 
lessons for travel policy in Scotland. 
The Scottish Government has outlined 
in its Cycle Action Plan for Scotland 
an ambition to increase cycling to 10% 
of all journeys by 2020 (from around 
1% today), while the forthcoming 
National Walking Strategy is also 
expected to aspire to greater numbers 
of people travelling on foot. 

In order to achieve this level of active 
travel within our cities, it is clear from 
the European examples that we will 
require a greater level of leadership in 
championing investment in local 
walking and cycling infrastructure.

Fortunately, at least in Edinburgh there 
are some hopeful signs. Spokes has 
reported that cyclists make up to a 
fifth of all commuter travel on some 
routes during peak hours. Meanwhile, 
The City of Edinburgh Council has 

shown leadership by committing at 
least 5% of its transport budget to 
expanding cycle use. 

Measuring progress

A problem we found here was how to 
specify a meaningful indicator. So we 
would welcome comments about how 
we should go about measuring 
progress in this area in future.

For example, it would be helpful to 
have statistics on what percentage of 
Scottish streets could be deemed to 
be ‘people-friendly’ (e.g. through 
pedestrianisation or tra!c calming). 
However, no such data appears to be 
collected. Equally, cycle network 
development (e.g. miles of new cycle 
lanes) might give an indicator of cycle 
infrastructure investment — however, 
it wouldn’t be informative about the 
levels of usage brought about.

So we have decided to present the 
urban walking and cycle mode share 
figures reported in the Civilising the 
Streets report to show what Scotland 
needs to do to match European best 
practice.
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Table 3.1
Walking and cycling rates in 

the Scottish cities and in 
selected cities across Europe
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Table 3.2 Bus/Rail experiences of delays by amount of time delayed 2009/2010

1 %
2 %

4 %

3 %

90 %

1 %
2 %

4 %

4 %

89 %

1 %
1 %

1 %
3 %

94 %

Not delayed 0-5 mins 10-15 mins 20-30 mins over 30 mins

Disabled-accessible or 
low-floor buses used 

as Public Service 
Vehicles in Scotland

2004:  36%
2010: 81%

Public Transport RailBus

Reliability and punctuality

Whether a service runs (reliability) and, 
if so, whether it runs on time 
(punctuality) are factors which are very 
often identified as the greatest 
concerns of public transport users. 
(We will treat the issue of Fares in 
section 4.4.)

As Table 3.2 shows, Scottish bus and 
rail services show a high level of 
punctuality. While 90% of public 
transport services were on time in 
2009/10, rail showed an even higher 
number with only 6% of all trains 
delayed. However, only 87% of all 
ScotRail passengers were satisfied with 
the punctuality and reliability.

Investment requirements

Besides punctuality and reliability of 
the services, the conditions of the 
facilities — not only vehicles, but also 
the waiting environment — are major 
concerns of public transport users, as 
are high-quality interchange and 
connection opportunities.

We also need to see much faster 
progress on the introduction of a 
Scotland-wide transport smartcard. 
Combining the existing Zonecard (in 
the West) and OneTicket (in the East) 
into a single system would give multi-

modal travel to 70% of the Scottish 
population. 

User representation

In order to deliver a high quality public 
transport system, the concerns of 
users have to be the centre of 
attention. Improving public transport 
user satisfaction not only needs better 
services and facilities but also 
enhanced communication between 
operators and passengers. 

The diverging quality standards of 
public transport of di#erent operators 
— especially bus services — needs to 
be addressed not only by the di#erent 
companies but also at a national level. 

In England, Passenger Focus are 
responsible for providing independent 
review of the quality of both bus and 
rail services, while in Scotland their 
remit is limited to rail services. We 
believe that Passenger Focus’s remit 
should be extended in Scotland so 
that it has the same coverage as it 
does south of the Border.

Physical accessibility

Level access on to public transport 
vehicles helps all travellers, and is of 
particular benefit to young families 

with buggies. However, it is crucial for 
those with mobility impairments. 

In order to comply with disability 
legislation, we need to upgrade the 
remaining 19% of the Scottish bus 
fleet currently not accessible for 
people with mobility problems (see 
table below). However, responsibility 
for ensuring level access must also fall 
upon local authorities: not only should 
there be a focus on providing step-
free access from bus stops, but there 
is little point in investment in low-
floor buses if bus stops are blocked by 
parked cars.



Transform Scotland Warning Signs report, September 2012 Page 24 of 37

C i v i l i s e d
3 . 3 .  C l e a n i n g  t h e  a i r

DEATHS 
UK WIDE

Total number of road fatalities in 
2010

1,900
Calculated deaths caused by 

transport air pollution 

7,500
Calculated deaths caused by air 

pollution in total  

13,000-
29,000

While concern over greenhouse gas 
emissions have rightly received great 
attention in recent years, concern over 
toxic air pollutants has to a large extent 
slipped o# the public agenda. 

It has been known for some time that air 
pollution is responsible for massive 
negative public health impacts. Research 
published earlier this year by the 
Massachusetts Institute of Technology 
found that at least 13,000 people in the 
UK are killed by poor air quality each year.

Meanwhile, while attention has focused 
on the impact of air pollution on 
respiratory problems, there is now also 
increasing concern around the 
carcinogenic impacts of pollution. 

Scotland and the UK have legal 
commitments to achieve under EU air 
quality directives. The EU directive from 
2008 sets out legally binding targets for 
air quality, defining maximum 
concentration of air pollutants that are 
known to a#ect health, notably 
particulate matter (PM10 and PM2.5) and 
nitrogen dioxide (NO2). 

However, there is increasing concern at 
the lack of progress in meeting these 
targets. Scotland regularly fails to achieve 
the values set out in European and 
Scottish law. Several Scottish cities 
regularly exceed the allowed threshold 
for NO2. The worst result UK-wide is 

consistently measured at Hope Street in 
Glasgow.

Failure to achieve these targets not only 
seriously harms human health, it also 
exposes the Government to the threat of 
legal action, with potentially limitless 
fines. The EU is currently considering 
whether to take legal action in order to 
make the UK meet its legally binding 
commitments. 

Besides the thousands of lives lost by air 
pollution, the economic costs of these 
implications have recently been found to 
be £6–62bn/year or 0.4–3.5% of GDP. 

Although transport is not the only source 
of air pollution, cars and other motorised 
vehicles are mostly responsible for NO2 
and PMX and are the leading domestic 
contributor. Therefore serious attempts 
to improve air quality cannot go without a 
dramatic shift towards more sustainable 
transport modes and the prioritisation of 
low emission vehicles in areas of 
particularly acute air pollution problems.

There are now several hundred Low 
Emission Zones (LEZs) in operation across 
Europe. Given the scale of air pollution 
problem in Scottish urban areas, the 
implementation of LEZs should be a 
priority for those Local Authorities 
whose levels of air pollution are 
damaging human health.

Analysis by the Sunday Herald, published in March 2012, demonstrated that EU limits for NO2 (hourly mean for 2011, 
micrograms per cubic metre) were breached at 12 sites in urban areas across Scotland in 2011:

Hope Street, Glasgow / 72    Wellington Road, Aberdeen / 51
St Johns Road, Corstorphine, Edinburgh / 65  Union Street, Aberdeen / 44
Atholl Street, Perth / 57    Waterside Road, Kirkintilloch / 44
Raith Interchange, South Lanarkshire / 57  East Main Street, Broxburn, West Lothian / 43
Seagate, Dundee / 52    Kingsway, East Kilbride / 42
Central Road, Paisley / 52    Gordon Street, Paisley / 41
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Table 4.1
Scottish Government expenditure on 
motorways and trunk roads: Maintenance/
Construction comparison

0

225

450

19
99
/2
00
0

20
00
/2
00
1

20
01
/2
00
2

20
02
/2
00
3

20
03
/2
00
4

20
04
/2
00
5

20
05
/2
00
6

20
06
/2
00
7

20
07
/2
00
8

20
08
/2
00
9

20
09
/2
01
0

20
10
/2
01
1

Maintenance New

Co
ns

tr
uc

tio
n

As so many of the key indicators 
highlighted in this report clearly do 
not show progress towards sustainable 
transport, it would be expected that 
the focus of the Government’s 
spending power would be focused on 
changing these unsustainable trends. 
Unfortunately the reverse seems to be 
the case. 

Last year’s draft Scottish Budget (for 
year 2012-13) set out a further increase 
of 25% to the already large trunk 
roads budget, while the modest 
budget for sustainable and active 
travel was cut by 25%. Furthermore, 
support for bus services was also 
targeted, with severe cuts to the Bus 
Service Operators Grant (BSOG).

When will the Government get 
its Act together on climate?

Perhaps the most alarming omission 
from last year’s Budget was the 
Government’s failure to fund its own 
climate change action plan (RPP). 
Despite transport being the main 
sector where emissions remain above 
1990 levels, the Budget left unfunded 
most of the necessary measures set 
out in the RPP. For there to be any 
chance of Scotland’s climate targets 
being met, there must be much 
greater focus on investment in low 
carbon transport.

When will the Government 
align its infrastructure spend 
priorities with sustainability?

There needs to be greater scrutiny of 
the misconceived and unsupported 
view that major road investments are 
especially important for the 
economy. As Professor Iain Docherty 
reported to the Parliament last year: 
“It is almost impossible to find any 
direct empirical evidence that 
investment in transport infrastructure 
per se increases economic growth or 
improves the overall performance of 
the economy.”

In the face of its multi-billion pound 
road-building programme, questions 
have to be raised over the Scottish 
Government’s commitment to 
sustainability. Not only will these new 
roads generate new emissions, they 
also represent an opportunity cost to 
sustainable transport: this is money 
that could, and should, be being 
invested in transforming conditions 
for sustainable transport — instead 
these billions are being focused on 
subsiding increased levels of road use. 
Government needs to give greater 
priority to projects which provide 
greater and earlier joint benefits for 
the economy and society. 

When will the Government 
begin to take proper care of 
the existing asset base?

We have for some time been puzzled 
by the insistence that funds be made 
available for major new infrastructure 
projects when it is often the case that 
funds are not available for maintaining 
the existing asset base. Despite 
encouraging trends towards tackling 
trunk road maintenance from 2000 to 
2005 (see Table 4.1), this has now 
declined in favour of building new 
roads. Making road maintenance 
rather than road-building the focus 
of the Government’s roads policy 
would have a greater impact in 
supporting Scottish companies and 
public bodies. We note that none of 
the four companies that comprise the 
consortium for construction of the 
unnecessary and unsustainable ‘Forth 
Replacement Crossing‘ project — 
Scotland’s largest construction project 
— are headquartered in Scotland. 
Should the Scottish construction 
industry require financial stimulus then 
this would be better served by the 
prioritisation of capital expenditure 
more likely to be recouped by 
Scottish companies (e.g. tackling the 
£2bn+ road maintenance backlog) 
rather than by companies 
headquartered outwith Scotland.

Spending on new roads has 
increased dramatically 

while the share of 
maintenance has decreased
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Private car use has become cheaper — not more expensive — since the 
Scottish Parliament was set up. It’s public transport users who have lost out. 

Table 4.2
Price indices for transport 
mode, constant prices 
(1999 = 100), GB data.

NB: GB data has been used 
here as equivalent Scottish 
price comparison data 
could not be found. The 
same source indicated 
that Scottish local bus 
fares had risen by 6.6% 
(against 21.7% GB-wide).

Despite the vocal claims of the 
motoring lobby, car use has become 
cheaper — not more expensive — 
since the Scottish Parliament has been 
in operation (see table below).

While British motoring costs have 
fallen by 7% in real terms, rail fares 
have increased twice as much in the 
same period. (Over the same period, 
Scottish bus fares have risen in real 
terms by 6.6%.) This demonstrates that 
greater attention needs to be given to 
ensuring that public transport remains 
a#ordable, with less focus on the so-
called “hard-pressed motorist”.

These trends would be even more 
dramatic without the changes since 
2008. Price trends for all modes show 
dramatic cost increases since 2008. 
However, even despite this, the cost of 
motoring remains lower today, in real 
terms, than it was in 1999.

Of course, this finding overlooks the 
fact (see section 1.1, above) that those 

on lower incomes are much more likely 
to be public transport users than are 
those on higher incomes. So not only 
have public transport prices risen well 
ahead of inflation, but these prices are 
more likely to fall upon those on 
lower incomes. Vice versa is also true: 
car users, who tend to be in higher 
income groups, have benefitted from 
cuts in the price of their preferred 
travel mode.

It is imperative that action be taken to 
reverse these price trends — and it is 
certain that new road tra!c demand 
management measures will have to be 
implemented in order to turn things 
around.

There are a range of road tra!c 
demand management measures, some 
of which are implemented by some 
Scottish local authorities (e.g. parking 
management measures) and some 
which have been entirely neglected (e.g. 
Low Emission Zones). 

Furthermore, there are a range of 
‘economic instruments’ (e.g. road user 
charging or workplace parking levies) 
which, while acknowledged as key 
transport policy measures, appear to 
have fallen out of fashion in recent 
years. These measures are based on the 
‘polluter pays principle’ and would 
encourage drivers to reconsider the use 
of their car for certain journeys. They 
certainly have the benefit of o#ering 
opportunities to raise revenues at a 
time of constrained public finances. 

This all raises a serious challenge for the 
current Scottish Government 
administration. While the ‘Polluter Pays 
Principle’ has been a long-standing basis 
of environmental policy, it’s di!cult 
currently to see where this is being 
applied in Scotland in the context of 
transport. Indeed, with the abolition in 
recent years of bridge tolls and hospital 
parking charges, perhaps it would be 
more fair to say that the Scottish 
Government is currently more 
wedded to a ‘Polluter Perks Principle’?
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92.8 Motoring costs

113.8 Rail fares

121.7 Local bus service fares
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It is well known that transport 
imposes a range of external costs, be 
they environmental (e.g. climate 
change, air and noise pollution), 
social (e.g. community severance, 
road crashes),  or economic (e.g. 
congestion, road damage).

However, we lack comprehensive 
research on this topic, and we 
certainly lack up-to-date Scottish 
evidence.

When we don’t know accurately 
what the costs are, it is therefore 
di!cult to determine what are the 
appropriate prices that transport 
users should pay.

The evidence

The University of Leeds' Institute for 
Transport Studies report Surface 
Transport Costs & Charges, in what 
was probably the most 
comprehensive report of its kind in 
the UK, reported that for the British 
road sector as a whole, taxes and 
charges in 1998 covered between 
one-third to one-half of their 

relevant marginal social and 
environmental costs. Despite the age 
of this study, it was as recently as 
three years ago being referred to by 
the UK Department for Transport as 
last major study of its kind.

More recently, the Institute of Public 
Policy Research (IPPR) has 
summarised various estimates of 
road tra!c externalities (see table 
below). There is a large variety of 
estimates available dependent on 
which costs are included and how 
these are measured. However, IPPR’s 
summary found that the costs 
imposed by UK road transport was 
somewhere between £32 and £56 
billion per annum.

IPPR concluded that, with the UK 
government raising around £32 
billion per year from fuel duty and 
Vehicle Excise Duty, “Overall, the full 
costs of the environmental and 
social impacts of car and road tra!c 
are not being fully paid by 
motorists.”

What’s the picture in 
Scotland?

The situation is unclear (although 
there is little to suggest that the 
Scottish situation would be 
significantly di#erent from the 
overall UK one). So that is why we 
are recommending that the Scottish 
Government should commission 
independent and comprehensive 
research. One does wonder whether 
the absence of evidence betrays an 
unwillingness by Government to get 
to grips with this issue.

The IPPR report recommended 
“Government should update its 
account of the external costs of 
transport, including all externalities 
and incorporating new estimates 
and research.” We fully endorse this 
finding. It will remain di!cult to get 
the prices right in the transport 
sector until such time as there is 
wider awareness of the costs it 
imposes on others. And, of course, 
such research might even throw up 
examples of transport that might 
perhaps even be over-taxed.

Source: IPPR (2012) The war on motorists: Myth or reality?

http://www.its.leeds.ac.uk/projects/STCC/surface_transport.html
http://www.its.leeds.ac.uk/projects/STCC/surface_transport.html
http://www.its.leeds.ac.uk/projects/STCC/surface_transport.html
http://www.its.leeds.ac.uk/projects/STCC/surface_transport.html
http://www.ippr.org/images/media/files/publication/2012/08/war-on-motoring-myth_Aug2012_9542.pdf
http://www.ippr.org/images/media/files/publication/2012/08/war-on-motoring-myth_Aug2012_9542.pdf
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Trends

There are some positive trends 
evident. EU legislation is forcing 
cars to have lower carbon 
emissions. Progress is being 
made on the ‘Sharing’ agenda, 
with car clubs and lift-sharing 
taking o#. And there is evidence 
of cycling gaining more of a 
foothold in Edinburgh and other 
places around Scotland. Most 
importantly, there appears to 
have been a levelling o# of 
national road tra!c levels.

However, we have found, on 
balance, that more indicators 
are heading in reverse than 
moving forwards — hence the 
“warning signs” of the title of 
this report.

It is clear that the path towards 
a sustainable transport system 
in Scotland remains long and 
challenging. Our motorised 
transport system remains almost 
entirely oil dependent: despite 
the electric locomotive being a 
Scottish invention, even our 
railway remains 76% oil 
dependent 170 years on. 
Meanwhile, despite September 
2012 marking the bicentennial of 
the birth of the Scottish 
inventor of the pedal bicycle, 
our national cycle rate remains 
around 1%.

Decades of prevarication by 
local and national government in 
Scotland have left many urban 
areas facing the prospect of EU 
fines due to the failure to reduce 
toxic air pollutants. The 
recently-announced failure to 
meet the first target set by the 
Climate Change Act (Scotland) 

2009 demonstrates the urgent 
need to revise and significantly 
strengthen current policies and 
proposals designed to cut 
emissions.

Most damagingly, the Scottish 
Government’s own investment 
agenda has decisively moved to 
subsidising increased road use 
and away from investing in 
sustainable transport. Its 
announcements over summer 
2012 — an acceleration of plans 
for dualling of the A9 while 
savagely cutting back the scope 
of rail electrification in the 
Central Belt — demonstrate a 
perverse set of priorities, 
suited neither to tackle the 
environmental crisis nor the 
need for development of 
‘sustainable economic growth’. 
There has certainly been no 
progress towards ensuring that 
users pay an appropriate price 
for transport: while public 
transport fares have increased 
above inflation since the 
Scottish Parliament was set up, 
vehicles users are paying less — 
and this has been actively 
encouraged by the actions of 
the Scottish and UK 
governments.

The benefits of taking 
action

Not only would greater 
investment in sustainable 
transport help the Government 
to meet its commitments under 
the Scottish climate change act, 
it would also generate an array 
of wider economic, social and 
environmental benefits. Policies 
and investments designed to 

reduce the demand for travel 
and boost use of active and 
sustainable modes represent the 
best value for money in terms of 
cutting emissions from the 
transport sector.

It could also help to tackle the 
burgeoning epidemic of obesity 
in Scotland, thereby helping to 
reduce what is a substantial and 
growing burden on our health 
system.

Significantly increased 
investment in these policies and 
measures would also help to 
transform our towns and cities 
into more pleasant, attractive 
places to spend time and 
money. It would benefit those in 
deprived areas the most, but 
would also boost tourism, cut 
congestion, and improve quality 
of life for the whole country.

Achieving these outcomes does 
not rely on finding new money. 
Rather, it involves rethinking 
spending priorities across 
existing transport budgets, 
identifying and funding cross-
cutting transport initiatives 
across other Government 
portfolios and holding local 
authorities to account for 
delivering key national priorities 
through local projects.

The risks of inaction and 
indecision are huge, but the 
potential gains from strong and 
e!ective leadership will be 
transformational. If Scotland 
grasps the nettle then there is an 
opportunity for us to bring 
about a sea-change in how Scots 
travel. Doing so is simply 
common sense. 
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Table 5.1. Cross-modal comparison of car trip lengths

!

!

80%
 of car trips 

are under 10 miles

38%
 of car trips 

are under 2 miles

63%
 of car trips 

are under 5 miles

Shift to:
Taking the bus

Shift to:
30 min cycling

Shift to:
30 min walking

80% of car trips could be made by other travel modes

The opportunities a"orded by a greater focus on local transport

A cursory review of the pages of 
our mainstream press or the 
record of parliamentary debates 
would demonstrate that most 
attention in transport circles is 
devoted to modes of travel 
suitable for longer distance travel. 

Given the disproportionate 
attention given to aviation, high-
speed railways and motorways, 
someone coming new to the field 
of transport could be excused for 
thinking that the typical transport 
journey was one of hundreds of 
miles.

Yet the simple fact is that most 
travel is very local and very short: 

almost 40% of all trips is less than 
two miles in length and two-thirds 
of all trips made are under five 
miles. 

With 38% of all car trips being less 
than two miles in length, many 
more of these trips should be 
being made by sustainable means: 
in 30 minutes, many of these trips 
could be made on foot.

63% of all car trips are of less than 
five miles. Again many of these
trips should be made by 
sustainable modes. Cycling is 
particularly well suited to this 
length of journey (and is often 
faster than driving).

Finally, 80% of car trips are under 
10 miles in length. Many of these
trips, especially in urban areas, 
should be being made by bus and 
other local public transport 
options.

To achieve such a desirable 
behavioural shift, we need to see  
not only dramatic action by 
Government, but also for people 
to shoulder their part of the 
responsibility. Greater attention 
by the media and politicians to 
short trips — the majority of 
transport trips — would also 
help drive change to the 
sustainable modes.
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Tra!c levels

• Transport Scotland should revise its out-of-date 
forecasts for road tra!c growth. 

• The Scottish Ministers should take account of the 
evident stabilisation of road tra!c levels in making 
its investment decisions.

Decarbonising transport

• The Scottish Ministers must fund — in full — the 
‘Proposals’ in its climate action plan (the RPP) in 
order for them to meet their legal commitments 
under the Climate Change (Scotland) Act 2009. 
Greater focus needs to be given to small-scale, low-
cost ‘Smarter Choices’ measures (e.g. school, 
workplace and personal travel plans, car sharing, 
travel awareness campaigns, and videoconferencing).

Low Carbon Vehicles

• The Scottish Public Sector should provide a role 
model in the uptake of low emission vehicles.

• The Scottish Government, in alliance with private 
sector bodies, should take advantage of Scotland’s 
bus operations and manufacturing capacity to 
establish Scotland as a centre of excellence in 
sustainable technology for public transport.

Sharing

• Local authorities and RTPs should continue to work 
proactively with the private sector in further 
establishing car- and bike-sharing operations. 

• The Scottish Government, for its part, should 
continue its modest investment in this area as part of 
delivery of the RPP.

Civilising the streets

• Local authorities across Scotland need to follow the 
leadership example provided by The City of 
Edinburgh Council in order to move towards 
matching the best practice seen across the 
Continent. 

• Scottish Ministers should deliver the actions 
committed in 2010’s Cycling Action Plan for 
Scotland and put in place a robust National Walking 
Strategy.

Public transport

• Transport Scotland needs to show greater urgency in 
delivery of a Scotland-wide transport smartcard. 

• The Scottish Ministers should provide better bus 
user representation by extending Passenger Focus’s 
remit in Scotland to cover buses (as in England). 

This report makes the case for a programme of action from the Scottish Government and other bodies to 
deliver measures required to accelerate progress towards a stronger and lower carbon economy and a 
better society — both during the term of the current Parliament and over the period to 2050. Inaction 
would be the recipe for a weaker economy and a poorer society.
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• Bus operators need to complete the upgrading of 
their fleet to meet accessibility standards.

Air pollution

• Local authorities with long-standing air pollution 
problems must end their decades of prevarication 
and take action to stop human health being harmed 
by establishing Low Emission Zones. In the absence 
of action, Scottish Ministers (along with their UK 
counterparts) are liable to prosecution by the EU.

Sustainable investment

• The Scottish Parliament should conduct an inquiry 
into the evidence regarding claimed links between 
expenditure in transport infrastructure and 
economic growth.

• Scottish Ministers should focus public expenditure 
on assisting investment by small-scale, local, Scottish 
companies and public bodies. Tackling the roads 
maintenance backlog would provide greater local 
economic benefit than paying foreign companies to 
build new roads.

• Scottish Ministers should give preventative spend 
measures a much higher priority in their investment 
decisions. Investment in active travel infrastructure 
would not only benefit local companies, it would 
also have large public health benefits. 

• All government bodies, local and national, should 
implement a programmed increase in the funds 
made available for active travel investment to 10% of 
total transport budgets.

Transport prices

• Scottish Ministers have a responsibility to ensure 
that their Budget decisions do not lead to public 
transport use becoming even more una#ordable 
compared to private car use. Continued cuts to bus 
investment (e.g. further cuts to BSOG) will further 
damage the a#ordability of bus use; we instead need 
to see lowered and simplified fares relative to the 
costs of car use.

Polluter pays

• The Scottish Government should commission 
independent research in to the external costs of 
transport.

• In order to reduce transport externalities, meet 
national climate targets and raise revenue for 
infrastructure improvements, the Scottish Ministers 
should instruct Transport Scotland to work in 
conjunction with the relevant local authorities and 
RTPs to develop road tra!c demand management 
options (e.g. workplace parking levies, road pricing) 
for Scotland’s four major cities.
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Data sources for tables:
Table 1.1. Transport Scotland (2011a), p. 245. Table 11.18.

Table 1.2. Transport Scotland (2012a), op. cit., p. 21.

Table 1.3. Ibid.

Table 1.4. Transport Scotland (2011a), op. cit., p. 30, Table S4. 
While data about cross border freight transport includes 
road as well as rail and water, no o!cial figures about cross 
border car travel could be found. 

Table 1.5. Ibid., p. 168, Table 8.3 (a).

Table 1.6. Transport Scotland (2012a), p. 17.

Table 1.7. Transport Scotland (2011a) Scottish Transport 
Statistics 2011, p. 243, Table 11.14.

Table 2.1. Authors’ own calculations.

Table 2.2. Transport Scotland (2011a), op. cit., p. 127, Table 
5.13.

Table 2.3. Ibid.

Table 2.4. UK Department of Transport response to 
Transform Scotland FOI request.

Table 3.1. Transform Scotland Trust & Sustrans Scotland 
(2010).

Table 3.2. Transport Scotland (2012a), op. cit.

Table 4.1. Ibid., p. 215, Table 10.1.

Table 4.2. Transport Scotland (2012b), Table 7.

Table 5.1. Transport Scotland (2012a), op. cit., Table 7.

Notes and details of other sources: 

p.7: For example, we were unable to establish meaningful 
indicators for freight tra!c, cross-modal price data being a 
particular problem. Indicators on safety and on accessibility 
were also considered, as was establishing the economic 
value provided by sustainable transport services.

p.10: O!cial estimates of road tra!c forecasts as reported 
in Local Transport Today, 16 March - 29 March 2012.

p.10, “emerging evidence”: Personal communication with 
Tom Hart regarding findings reported by Scottish Transport 
Studies Group.

p.10, ScotRail stat: Transport Scotland (2012c) Transport and 
Travel in Scotland 2011.

p.11: Women and driving licenses: Transport Scotland (2011a), 
op. cit., Table 11.10. Available at 
www.transportscotland.gov.uk/strategy-and-research/
publications-and-consultations/j205779-170.htm  Household 
car accessibility: Scottish Government (2011) Scotland's 
People Annual report: Results from 2009/2010 Scottish 

Household Survey, Tables 8.1 and 8.2. Available at 
www.scotland.gov.uk/Publications/2011/08/17093111/9 

p.17, quote: AEA (2011), p. 30.

p.17, box: Transport Scotland (2011a), op. cit., p. 265, Table 12.1

p.17: Committee on Climate Change reference: UK 
Committee on Climate Change (2010) Scotland’s path to a 
low-carbon economy. See Figure 4.4. Report available at: 
downloads.theccc.org.uk/Scottish%20report/CCC-Scottish-
Report-web-version.pdf 

p.19, box: Scottish Government website: 
www.scotland.gov.uk/Topics/Statistics/Browse/Transport-
Travel/TrendCarOccupancy 

p.19, quote: Presentation by Liftshare‘s Dave Kinnaird to the 
24/04/09 Transform Scotland Members‘ Session: 
www.transformscotland.org.uk/GetFile.aspx?ItemId=244

p.22, Spokes survey: http://www.spokes.org.uk/wordpress/
2011/11/more-bikes-and-less-cars-in-edinburgh-rush-hour/ 

p.23, box: Transport Scotland (2012b), op. cit., p. 10, Table 13.  

p.24 and for further information see: Yim & Barrett (2012) 
and comeap.org.uk/images/stories/Documents/Reports/
COMEAP_Mortality_E#ects_Press_Release.pdf as well as 
info.cancerresearchuk.org/healthyliving/
harmfulsubstances/airpollutionandradon/harmful-
substances-and-cancer-air-pollution-and-radon 

p.24: For information on Low Emission Zones see 
www.lowemissionzones.eu 

p.24: The Sunday Herald story is available at 
www.robedwards.com/2012/03/scotland-failing-to-curb-
air-pollution-in-cities-warns-government-agency.html

p.26: Iain Docherty quote: www.scottish.parliament.uk/
parliamentarybusiness/28862.aspx?r=6696&mode=pdf

p.26: Forth Replacement Crossing contractors: Three of 
these companies are foreign (Dragados (Spanish), Hochtief 
(German) and American Bridge International (US)) whilst the 
fourth (Morrison Construction) is a division of an English 
company (Galliford Try).

p.26: Road maintenance backlog: See Audit Scotland report: 
www.audit-scotland.gov.uk/media/article.php?id=164

p.27: The IPPR report is available at www.ippr.org/images/
media/files/publication/2012/08/war-on-motoring-
myth_Aug2012_9542.pdf
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