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Scottish Parliament on Freight Transport presented by MRS 
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The Company 
The company is a provider of road transport and warehousing services to a 
wide variety of sectors of industry. It was first formed as a family business 
some 30 years ago and following a management buy-out in mid 2005 remains 
one of the largest privately owned transport businesses in Scotland. MRS 
operates around 200 goods vehicles the average age of which is less than 2 
years. The company employs some 350 personnel over 10 locations UK wide 
with the largest single location being the head office and depot at Bathgate. 
 
 
The Industry Contribution  
The road freight industry is a major contributor to the economy both as a 
direct employer and as a supporting service to virtually all other industry 
sectors. Some 130000 are directly employed in Scotland. All other industry 
sectors are dependent upon the road freight sector for the supply of raw 
materials and delivery of finished products. Modern supply chains are short 
and need to provide immediate response to demand. It is essential that 
inventory be kept to a minimum. Little recognition has been given to the 
industry for the remarkable progress that has been made in the reduction of 
vehicle emissions over the last few years and the contribution this has made 
to cleaner air.  
 
Scottish Executive Freight Transport Policy  
Despite the essential nature of the work performed by the sector it remains 
something of an unknown quantity to both the general public and policy 
makers alike. The Executive’s policy statement on freight contained in the 
white paper “Scotland’s Transport Future” merely refers to a desire to aid 
modal shift from road to rail and water. This is at best a concentration on an 
issue peripheral to freight movement, as the vast majority of freight journeys 
will continue to be by road regardless of how much government money is 
made available to promote modal shift. The Executive needs to give much 
greater recognition to the contribution made by the freight sector as a whole 
and to be actively supportive.  According to the government’s own statistics 
94% of surface freight moves by road. The overwhelming majority of freight 
journeys are short but Scotland is further from the major areas of population in 
the North of England, the Midlands, and the South East.  
 
 
Modal Choice 
An alternative to dictating modal choice by quasi environmental 
considerations with over simplistic analysis of the “rail good – road bad” 
variety is to determine the choice of mode or modes by what provides the 
most cost effective solution for the consignor. In the final analysis this is the 
best approach to support Scottish industry and protect jobs. Industry needs 
the freedom to choose the optimum mode or combination of modes. Happily 



there is greater recognition of this now than in the period immediately 
following rail privatisation when something of a turf war between road and rail 
was in progress. Rail freight operators have now recognised the value of co-
operating with hauliers in providing a joined-up service to the customer to the 
benefit of all the parties concerned. 
 
 
Vehicle Specific Speed Limits     
The following table set out some of the present rules governing vehicle speed 
limits. 
 
Vehicle Type Motorway Dual Carriageway Other Roads 
Car 70 MPH 70 MPH 60 MPH 
Rigid Vehicle up 
to 7.5 tonnes 
gross 

70 MPH 60 MPH 50 MPH 

Artics & Rigid 
over  7.5 tonnes 
gross 

60 MPH (but 
speed limited to 
56 MPH over 12 
tonnesgross) 

50 MPH 40 MPH 

  
 
The issue of vehicle specific speed limits being inappropriate in certain 
instances has been raised previously with the Department for Transport by 
the industry trade associations and individual operators. In particular the 40 
mph limit which applies to larger vehicles on single carriageway roads has 
given cause for concern. The existence of such a limit is not well understood 
by the car driving public and some operators have received letters of 
complaint from members of the public about their vehicles travelling too 
slowly. There is a strong likelihood that some car drivers have attempted 
dangerous overtaking manoeuvres in order to get past “slow” moving lorries 
that are seen as holding up traffic. Certain companies have very strict speed 
policies and insist that their drivers stick to the speed limits.  
 
There is a case therefore for relaxing the 40 mph limit on certain stretches of 
road where this could be done safely and might in fact enhance road safety. 
One particular case in point would be the A9 where there are long stretches of 
good quality single carriageway where frustration can build up. Other 
candidates for consideration are parts of the A96 and the A76. 
 
Traffic Orders and Curfews 
One of the largely unseen hidden costs suffered by the freight transport 
industry is the plethora of delivery restrictions placed upon operators by local 
authorities. Such is the concern in the industry that this issue has recently 
been the subject of research carried out by Strathclyde University. The 
cumulative effect of these means that operators have to employ more 
resources to achieve the same volume of work. Since loading bans are 
typically during the working day and curfews are by definition at night their 
imposition tends to put more vehicles on the road at peak times when demand 
for road space is already at its height.  



 
Some orders are framed by local authorities without due consideration being 
given to all the options. For example an order put in place restricting the 
overall gross weight of a vehicle when in fact it is the vehicle dimensions that 
need to be controlled. Whilst there is a correlation between weight and size it 
is far from being perfect. The maximum length of a rigid goods vehicle is 12 
metres regardless of whether its gross weight is 7.5 tonnes or 18 tonnes but 
the carrying capacity is obviously substantially different. 
 
One further area of concern for operators is that loading/unloading restrictions 
occasionally make it more difficult to deliver produce safely. The distance over 
which product has to be manually handled to deliver to high street outlets can 
present a hazard to both the driver and members of the public.  
 
Example 1 
A delivery of seven pallets of wine was recently made to a wine shop in 
Edinburgh. The store opens at 8.30 am. It takes approximately 20 minutes per 
pallet to effect the delivery over the front door of the shop i.e. 2 hours 20 
minutes. The loading restrictions commence at 10am. The vehicle was issued 
with a parking ticket at 10.10am. 
 
 
Example 2 
Until recently a vehicle delivered to a retail outlet at Dundee Railway Station 
by crossing over a bridge and parking near the outlet. A 5 tonne weight limit 
has now been imposed on the bridge meaning the vehicle cannot get near the 
shop. Product in roll cages now has to be dragged over 400 yards from the 
vehicle to the outlet. 
 
 
Fuel Duty/Operating Costs      
Fuel typically represents one-third of vehicle operating costs.  The industry is 
now facing the highest commodity price ever whilst the duty level imposed by 
the government remain the highest in Europe. Whilst for some contracts it has 
proven possible to recoup some of the increased cost from the customer this 
is not true in all cases. Furthermore in nearly all cases the increase in price is 
immediate whilst the price adjustment takes some time. Bearing in mind the 
relatively low barrier to entry into the haulage market, and the plethora of very 
small companies, there is inevitably cut throat competition. Customers 
continue to demand a very high standard of service while at the same time 
pushing for reductions in rates.     
 
Staged Driver Licence Testing 
The introduction of staged testing in 1997 has in the name of enhanced road 
safety added unnecessarily to licence acquisition costs. Prior to that date it 
was possible to take a test to drive an articulated vehicle without first having 
taken a test on a rigid goods vehicle. Having passed on the artic it was 
permissible to drive any lesser category of vehicle. Now there is a 
requirement to take a rigid vehicle test first. The courses cost in the region of 
£1200 - £1500 per week making it very expensive for companies to train up 



drivers and well nigh impossible for prospective drivers to pay for their own 
training. For many companies in the industry the forthcoming EU Driver 
Training Directive will further add to costs. 
 
 
Working Time Regulations  
The introduction of the regulations has severely impacted on productivity and 
obtaining rates increases to cover the extra costs has proven impossible. 
 
 
Forthcoming changes to EU Drivers Hours Regulations 
Changes to the EU Drivers Hours legislation are currently the subject of 
negotiation between the Council of Ministers and the European Parliament. 
The aim is to simplify the rules in order to aid enforcement and make them 
suitable for recording by the new digital tachograph. Whilst this is a laudable 
objective any “simplification” will inevitably result in a loss of operational 
flexibility. This has to say the least the potential to yet again raise operating 
costs.  
 
Road Improvement Programme  
The Scottish Executive needs to be encouraged to maintain its programme of 
road improvements. The top priority should be the completion of the Central 
Scotland Motorway Network – M74/M80. 
 
Other needed improvements include the upgrading of the A77, A75, A9, A96 
and A82 and the building of the Aberdeen Western Peripheral Route. 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
MRS (Distribution) Ltd 
1st December 2005. 
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