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Freight Transport Inquiry 
 
EWS is Britain’s largest rail freight operator, providing over 1,000 services a day and hauling 
an average of 100 million tonnes of freight per annum. 
 
EWS is pleased to provide the Local Government and Transport Committee with the following 
comments for their inquiry into freight transport.   
 
If there are any queries on this submission, please contact Graham Meiklejohn, EWS Media 
and Public Affairs Manager, on 0870 140 5795. 
 
This evidence was submitted to the Committee on 1 December 2005 by e-mail. 
 
 
 
 
This inquiry is being conducted under the on-going development of the Transport Agency for 
Scotland and the current consultation for the Scottish Executive's rail freight strategy. 
 
Future prospects for the Scottish road haulage industry and the impact of changes 
affecting the industry on the Scottish economy 
 
For the movement of goods, an efficient and successful road haulage industry is important.  
However, road haulage is one of a number of transportation modes that can be used for the 
delivery of goods, which can also involve rail, water and air.  EWS fully agrees with the view 
of the Scottish Executive that good transport links are important for growing Scotland's 
economy. 
 
However, the movement of freight is subject to local, national, European and international 
pressures which affect costs and working practices.  Some pressures are directives from 
Europe, such as the Working Time Directive, while others are part of the global economy, 
such as the rise in fuel prices. 
 
The costs faced by the road haulage industry are also costs which have been faced by the 
rail freight industry.  The road haulage industry accepts its role as a majority provider of 
freight services, but should also recognise that it needs to adapt to meet changes in society, 
which are more aligned with reducing congestion, improving efficiency and reducing the 
harmful effect of pollution in the atmosphere to offset climate change.  Customers want their 
goods delivered at a lower cost, often working to a just in time framework. 
 
Road hauliers facing increasing costs do have an escape route. Rail provides a high-speed 
bypass that allows the road haulier to retain its customer, with the goods delivered, in part, by 
rail to reduce costs. Road and rail freight operators need to work together to assist each 
other. It is not a case of road versus rail as road hauliers increasingly see rail as a viable 
solution to increasing road costs.  Rail and water transportation cannot provide all the 
solutions for the road haulage industry, but they are providing an important option for road 
hauliers who see the need to diversify their transport requirements. 
 
EWS has developed a number of services for John G Russell.  Russells is a successful 
Glasgow based road haulier which has recognised that by contracting services from EWS it 
provides them with a competitive edge over other road hauliers.  Moving goods to and from 
terminals is handled by Russells, with the long distance trunk operation carried out by EWS.  
This enables Russells to retain and win new customers by using road and rail to lower costs 
and provide a faster service.  There are a number of other road hauliers who are working with 
EWS on similar transport options. 
 
Large retailers are considering where rail can complement their existing road haulage 
services.  The trials by Tesco of rail freight services from central Scotland to Inverness earlier 



this year were a success.  EWS is now working with Tesco on their plans to introduce regular 
rail freight services to Inverness and Aberdeen from the central belt. 
 
On a wider scale, it is impossible to remove lorries from the equation when you are working to 
increase rail freight.  EWS wishes to provide its customers with a one-stop shop that will take 
in rail as well as road.  The company is currently looking to partner with road haulage 
operators who share this vision, but if operators cannot be found, EWS would be comfortable 
starting up its own road haulage division. 
 
A greater element of partnering between the modes of road and rail will lower transport costs 
for business, which is good for the Scottish economy. 
 
60-tonne lorries
 
The road haulage industry is pressing the Department for Transport to raise the current 
weight restriction for lorries from 44 tonnes to 60 tonnes.  EWS has a number of concerns 
over the introduction of heavier lorries, these being:  
 

• Road damage - both the absolute weight and the repetitive effect of axles carrying a 
heavy weight will cause damage to the road surface and supporting structures 

 
• Manoeuvrability - the length of the vehicles will cause intrusion into other road space 

and non-road space when turning. This has significant safety implications 
 

• Length - the increased time to overtaking a longer vehicle on a single carriageway will 
increase the risk of collision with traffic travelling in the opposite direction. On a dual 
carriageway or motorway it will take longer to overtake a lengthier vehicle thus 
increasing congestion. 

 
• Application - EWS understands that the advocates of heavier lorries have stated that 

they will only be used on motorways.  Given that very few origins or destinations of 
freight are directly accessible from the motorway we cannot see how this limitation 
will work. In practice we would expect heavier lorries to be using unsuitable non 
motorway routes. 

 
EWS's specific concerns relate to the impact on rail freight of 60 tonne lorries: 
 

• Amongst rail freight's competitive advantages is its ability to carry higher weights than 
permitted on the road.  Whilst we accept fair modal competition we would object to 
unfair competition created by a change in Government regulations. 

 
• A step change in Gross Laden Weight will allow a step change in the ability of road 

haulage to move heavy products. The change from 40 to 44 tonne glw lorries allowed 
certain products, such a steel coil, to be conveyed by road.  Previously a lorry could 
carry only one steel coil, now they can carry two.  A change from 44 tonnes to 60 
tonnes or greater will permit other heavy products to move by road. 

 
• The additional length of a 60 tonne Gross Laden Weight lorry will allow three twenty-

foot ISO containers to be conveyed, rather than two as currently permitted. As with 
heavy products, this represents a step-change. This will significantly weaken rail’s 
competitive position for the haulage of deep-sea maritime containers.  

 
• The proposed increase in Gross Laden Weight comes after successive increases 

that have seen HGVs increase in size and weight in stages in recent years. If 60 
tonne lorries are permitted then the expectation will be for a further increase after a 
few years, and yet more increases in the future. 

 



• The combined effect of Government/Scottish Executive inspired support for the road 
haulage industry will be to deter future investment in rail by end-users and thus to 
further weaken rail’s overall competitiveness. 

 
If 60 tonne lorries are approved, EWS argues that an increase in lorry weights should be 
matched by an increase in the maximum permitted axle weight for rail vehicles from the 
current 25.5 tonnes to the norm in North America of 36 tonnes.  However, officials in the 
Department for Transport have stated that any incremental costs caused by such a change 
would have to be borne by rail freight operators. It is not clear to us whether the incremental 
costs caused by 60 tonne lorries would be recovered from road hauliers, creating a further 
imbalance between the two modes. 
 
Present and potential contribution of all modes of transport, including road, rail, water 
and air, including their environmental impact 
 
Rail freight operates in the private sector.  It receives no general subsidy, but where it does 
Government support is restricted to demonstrable environmental benefits and represents 
around 4% of the rail freight industry turnover.   
 
Rail freight pays the incremental wear and tear costs that it imposes on the rail network, 
whereas road hauliers do not.  Rail freight activity across Britain has grown by 60% in the last 
ten years and, depending on the type of traffic being hauled, an average freight train avoids 
the need for around 50 lorry movements. 
 
Rail freight services currently avoid the need for over 20 million lorry movements per annum.  
The operation of rail freight services also improves road safety and reduces costs of the 
National Health Service, as without these rail freight services the additional volumes of road 
movements would increase the risk of road accidents. 
 
The National Atmospheric Emissions Inventory database shows that a tonne of freight 
conveyed by rail generates significantly less emissions than if conveyed by road. Taking a 
typical freight train, with a payload of some 1500 tonnes, when compared with the equivalent 
lorry-loads, the use of rail produces 11% of the carbon monoxide, 17% of the nitrous oxide, 
16% of the PM10s, 10% of the volatile organic compounds and 37% of the carbon dioxide.   
Rail freight makes a significant contribution to the environment when compared with the 
alternative of road haulage.   
 
EWS has been developing a number of plans to increase the length of its freight services in 
order to deliver more goods to customers per train than before.  This has seen an additional 
4.3 million tonnes of additional haulage capacity across Britain being created for the coal 
industry by running longer trains - avoiding the additional costs of operating additional trains.  
In Scotland, trains to Longannet Power Station in Fife have increased in length by 33% to 39 
wagons per train. 
 
By continually reviewing its service offering and improving efficiency, such as operating 
longer trains, EWS is able to make rail freight services more attractive for its customers, 
whilst also providing society with the benefits of operating these trains.  This makes an 
important contribution to the economy of Scotland, where downward pressures exist on 
hauliers to reduce costs. 
 
There are over 600 locomotives used in Britain by rail freight operators.  Whilst some of these 
were built between 20 and 40 years ago, nearly 70% of the locomotive fleet was built within 
the last six years, conforming with modern environmental and noise regulations.  The main 
freight locomotive of choice within Britain, the class 66, has continually been modified and 
updated since it was first designed, to ensure that its operating efficiency and environmental 
performance continually improves. 
 
Greater potential exists for road and rail freight operators to work together to complement 
each others services.  Customers demand lower costs and the road haulage industry's route 
to meet these demands is to partner with rail operators. 



 
Scottish Executive's targets in encouraging the transfer of freight from road to rail and 
water 
 
At the Scottish Executive's consultation meeting with the freight industry on 18 August 2005, 
the Minister for Transport and Telecommunications, Tavish Scott MSP, made two significant 
remarks. 
 
The first being that the Scottish Executive wished to "ensure significant representation for the 
delivery of goods" and the second that "freight is now regarded with higher importance within 
the Scottish Government".  The last statement needs to be backed by action to implement the 
commitments in the Scottish Executive's freight strategy. 
 
The freight facilities grant and the track access grant policies provide important funding for 
Scottish businesses to make the switch from road to rail/water for environmental and 
economic reasons.  These grants should continue.  The Scottish Executive could do more to 
promote these grants, whilst also developing policies to further assist businesses to switch to 
alternative modes of transport.   
 
There is a need to protect strategic rail freight sites for future rail freight terminals.  Key 
strategic sites, such as Mossend in central Scotland, Millerhill in Edinburgh and Millburn Yard 
in Inverness, are crucial in the development of additional rail freight services, particularly as 
these have good road connections. 
 
With the Scottish Executive becoming responsible for a greater say in the outputs of the rail 
network in Scotland, EWS wishes to avoid the scenario where train planning and use of 
capacity on the rail network is directed for the benefit of one passenger rail operator.  The rail 
network in Scotland is a mixed use railway and does not exist for one franchise holder.  The 
enthusiasm to deliver for the passenger railway by the Scottish Executive must be matched 
by a commitment to deliver a railway that meets the needs of a growing rail freight market, 
such as providing additional capacity on routes such as the Glasgow & South Western.   
 
It is essential that the Scottish Executive ensures paths are available 24 hours a day for 
freight services - this is fundamental for meeting their aspirations to grow Scotland's economy 
and improve freight transportation. 
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