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STIRLING-ALLOA-KINCARDINE RAILWAY AND LINKED IMPROVEMENTS BILL 

COMMITTEE 
 

PRELIMINARY STAGE 
 

WRITTEN EVIDENCE FROM PROMOTER ON SCOPE OF BILL 

 

Introduction 

1. The purpose of this memorandum is to provide additional information to the 
Stirling-Alloa-Kincardine Railway And Linked Improvements Bill Committee on 
the theme of the scope of the Bill.  

2. In this memorandum “the 1992 Order” means the Town and Country Planning 
(General Permitted Development) (Scotland) Order 1992, “Class 29” means 
Class 29 in Part 11 of Schedule 1 to the 1992 Order and “Class 34” means 
Class 34 in Part 13 of that Schedule.  References to Class 29 or Class 34 
planning permission mean the planning permission granted by article 3 of the 
1992 Order for development that comes within either of those classes. 

3. The relationships between the works (i) proposed to be authorised by section 
1(1) of the Bill, (ii) proposed to be carried out under Class 29, and (iii) 
anticipated to be carried out under Class 34 are discussed in the following 
paragraphs. 

 Section 1(1) and Class 29 

4. Section 1(1) of the Bill will confer statutory powers to construct the railway 
works described in schedule 1 to the Bill, the major road works described in 
schedule 2 to the Bill and the ancillary works the nature of which is described 
in schedule 3 to the Bill.  These powers are required in order to prevent any 
possibility of successful legal claims for nuisance.1 

5. All the section 1(1) works constitute development for planning purposes and 
so require planning permission in addition to statutory powers.  The Bill does 
not in itself grant such permission.  The 1992 Order grants2 permission for 
development authorised by (among other legislative instruments) an Act of the 

                         
1 See Explanatory Notes, paragraph 23.  
2 Article 3. 
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Scottish Parliament.3  The existence of the Act, when passed, will accordingly 
have the effect of attracting an automatic grant of planning permission for the 
section 1(1) works. 

6. As regards the section 1(1) works, therefore, the relationship with Class 29 is 
that the Bill will confer statutory powers to construct those works while article 3 
and Class 29 will grant planning permission for them. 

 Permitted Development Rights works and Class 29 

7. Class 29 is also relevant to the two elements of the works required as part of 
the scheme but not authorised by the Bill.4  These are the works referred to in 
paragraph 1.3.2 of Volume 1 of the Environmental Statement as the 
“Permitted Development Rights” (PDR) works. Network Rail Infrastructure 
Limited (Network Rail) is the holder of these rights.   

8. As with the section 1(1) works, the PDR works need both statutory powers and 
planning permission.  All the signalling equipment and the existing freight 
railway affected by the PDR works are owned and operated by Network Rail 
as part of the national railway system.  Network Rail operates these railway 
assets under the authority of the private Acts and Provisional Orders by which 
the original railways were authorised5.  This legislation confers statutory 
powers including powers in the Railways Clauses Consolidation (Scotland) Act 
1845 (c. 33) enabling Network Rail to carry out continued maintenance and a 
certain amount of improvement of its railways.  The signalling and upgrading 
works proposed are within the scope of these statutory powers, so that, 
subject to the conditions detailed in the following sections, Network Rail, or its 
authorised undertaker, can carry out the PDR works without needing further 
statutory authority. 

9. As the PDR works will be carried out under Network Rail’s existing statutory 
powers, those works, too, will attract Class 29 planning permission.  

10. The 1992 Order grants6 planning permission for development by railway 
undertakers on their occupational land (i.e. the land actually occupied by the 
undertaker for railway purposes) where the development is required in 
connection with the movement of traffic by rail.7  This is relevant in connection 
with the PDR works because it is anticipated that Network Rail may at the 
same time carry out routine maintenance or similar works which would 
accordingly have Class 34 planning permission. As with the ancillary works it 
is not possible to be specific as to what any Class 34 works will be. 

                         
3 Class 29 planning permission. 
4 See paragraph 12 of the Promoter’s Memorandum and paragraph 8 of the Explanatory 
Notes.  For details of these works see paragraph 13 below. 
5 See Explanatory Notes, paragraph 7. 
6 Article 3. 
7 Class 34 planning permission. 
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11. The relationship between the PDR works and the section 1(1) works is that 
both form essential parts of the whole scheme, but the PDR works do not 
require new statutory powers in the Bill because Network Rail’s existing 
powers extend to the PDR works.  The relationship with Class 34 is that 
planning permission for any Network Rail maintenance or similar works carried 
out with the PDR works is Class 34 planning permission. 

Details of (i) the section 1(1)/Class 29 works and (ii) the PDR/Class 29 
works 

12. The railway works and the major road works authorised by section 1(1) are 
described in schedules 1 and 2 to the Bill.  They are the specific works which 
will attract Class 29 planning permission. 

13. Class 29 planning permission will also apply to the ancillary works (also 
authorised by section 1(1)).  The nature of the ancillary works is described in 
schedule 3 to the Bill, but the ancillary works themselves are not specifically 
described i.e. the Bill does not specify that a particular work to, say, underpin 
a building (schedule 3, paragraph 5) or interfere with a watercourse 
(paragraph 7) will take place at a given point.  Section 4 provides that works of 
the sort described in schedule 3 can be carried out only so far as they are 
necessary or expedient for the purposes of, in connection with or in 
consequence of the railway works or the major road works.  The ancillary 
works, therefore, represent the necessary supplementary works and 
operations that must accompany the railway works or the major road works.  
Precisely what ancillary works are in fact constructed will depend upon what 
proves to be necessary. 

14. The PDR works are those of the works to be carried out by or on behalf of 
Network Rail which do not require new statutory powers.8  They are included 
in the descriptions in Table 2.1 in Volume 1 of the Environmental Statement: 
the first three items in that table, the item relating to the permanent works at 
Hawkhill Road, the items relating to Kincardine Station Road Level Crossing 
and Kincardine South, the item relating to infrastructure works in the 
Kincardine area and the last six items in the table.9  All these works are 
understood to be within Network Rail’s existing statutory powers so that (see 
paragraph 9 above) they therefore attract Class 29 planning permission. 

PDR works supported by Bill powers 

15. There are four respects in which the Bill supports or enhances the powers 
available to Network Rail, or its authorised agent, to carry out the PDR works.  
Where Network Rail needs the new powers in addition to its existing statutory 
powers, section 29 of the Bill will enable the Council (or any subsequent 

                         
8 See paragraphs 8 above and 15 below. 
9 An annotated copy of Table 2.1 is annexed as a reference document. 
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authorised undertaker) to transfer those powers to Network Rail.  In carrying 
out those of the PDR works to which the further powers relate, therefore, 
Network Rail, or its authorised agent, will be operating both under its existing 
powers and Class 29, and as authorised undertaker under the statutory 
powers conferred in the Bill and with Class 29 planning permission. The four 
additions to Network Rail’s powers are: 

1. Listed Building and Conservation Area consents; 

2. Land acquisition/use; 

3. Kincardine Station Road level crossing; and 

4. Flood prevention and coast protection works. 

Listed Building and Conservation Area consents 

16. The railway signalling equipment and apparatus at Stirling Station are 
individually listed and are in a Conservation Area.  In the Bill section 33 and 
schedule 10 disapply the Listed Buildings and Conservation Area controls in 
relation to the proposed works.  This means that Network Rail need not seek 
separate Listed Building and Conservation Area consents in respect of those 
works.  It results in Listed Building and Conservation Area consents being 
treated in a way that is equivalent to planning permission under the 1992 
Order because the need to make a separate application to the local planning 
authority (Stirling Council) is avoided. 

Land acquisition/use 

17. At three points along the route10 there are places where Network Rail (or its 
authorised agent) will need for the future operation and maintenance of the 
railway land or rights in land, in which there are third party interests.  The Bill 
therefore authorises the compulsory acquisition of the relevant land or rights.11 

Kincardine Station Road Level Crossing 

18. There is a gated operational level crossing over Station Road, Kincardine.  
The crossing is understood to be a private user worked crossing (and is 
signed as such) but in practice it is widely used by members of the public as a 
walking route.  The owner of the private rights is thought to be ScottishPower.  
The Bill therefore remedies the position by making clear the crossing’s private 
status. The necessary safety improvements form part of the PDR works. 

 

                         
10 Refer to the Maps, Plans and Sections, Plot 001 and Plots 422 – 427 inclusive. 
11 An annotated copy of Table 2.1 is annexed as a reference document. 
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Flood prevention and coast protection works 

19. The works to upgrade the existing freight railway between Kincardine and 
Longannet will be within Network Rail’s statutory maintenance powers.  
However, it is not certain that these powers extend to carrying out works to 
other structures (such as sea walls) which, while they may be important in 
providing physical support for the railway, are not railway structures and are 
outside the boundary of the existing railway.  Paragraph 6 of schedule 3 to the 
Bill includes flood prevention and coast protection works among the 
authorised ancillary works.  The paragraph specifically mentions works to 
protect the existing railway between Kincardine and Longannet.   

Assessment of PDR/Class 29 works in Environmental Statement 

20. Both the signalling works at Stirling and the upgrade between Kincardine and 
Longannet are essential elements of the scheme.  The signalling work is 
important because it will provide the signalling system for the new railway, 
without which it cannot function. The works to upgrade the existing operational 
railway are necessary to ensure that the existing infrastructure can cope with 
the increased level of traffic by rail. The Environmental Statement must report 
on an assessment of “the whole development”,12 not simply on what requires 
powers under the Bill. It therefore assesses these works. Attention is drawn to 
the Class 34 works, but they are not the scheme works which are the subject 
of the assessment. Similarly, the Estimate of Expense and Funding Statement 
relates to the whole development, and not merely to the works directly 
covered by the Bill. 

 Timetable 

21. Paragraph 1.2 of Volume 1 of the Environmental Statement and paragraph 
221of the Explanatory Notes identify Winter 2005/06 as the current planned 
date for route re-opening.  As stated in the Explanatory Notes, this date is 
dependent on the Bill procedures being concluded by Spring 2004.  The 
earliest proposed date of commencement of the works is 1 April 2004, to 
correspond with the start of the next financial year. The likely period of 
implementation of the works is 18 months for construction, followed by several 
months of route testing, commissioning and driver training. The earliest date 
for revenue earning traffic to run on the route is currently identified as 
December 2005.13   

22. Any delay in the enactment of the Bill past 1 April 200414 would be likely to 
result in a corresponding delay to the route re-opening. However, it may be 

                         
12 See Environmental Impact Assessment (Scotland) Regulations 1999 (SSI 1999/1), 

Schedule 4, Part I, paragraph 1. 
13 Stirling - Alloa - Kincardine Route Re-opening Project Programme, Revision 3, Babtie Group 
Limited 
14 Twelve months after the Bill was first introduced (21 March 2003) 
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possible to absorb a small (2-4 week) delay by a reduction in the testing, 
commissioning and driver training phase, for example by utilising state-of-the-
art video-based driver training facilities. This is because the Bill is on the 
critical path for the project.  

23. In addition to the need for an Act of Scottish Parliament, a large body of other 
approvals are also required to authorise the route re-opening.  The majority of 
these will be sought by the Promoter from Network Rail and the three local 
roads authorities15, and simply relate to technical details and approvals. 
However, the authorised undertaker will also need to make submissions for 
approvals to the Health and Safety Executive16 and the Office of the Rail 
Regulator,17 to ensure that the route can be re-opened to trains. Discussions 
are currently ongoing with the relevant bodies to ensure that such submissions 
are made at the appropriate stages in the project’s development. 

Prior Information Notice  

24. A Prior Information Notice (PIN) relating to the scheme was published on 17 
April 2003 in the Official Journal of the European Union.18  Publication of a PIN 
is required in respect of any contract that is expected to have a value 
exceeding �����������19  The notice should be published in April of the year of 
the predicted expenditure, and in any event as soon as possible after the 
decision approving the planning of the work or works.20 

25. The purpose of a PIN is simply to alert potentially interested parties to 
contracts that are in prospect and which may be of interest to those parties as 
and when the contracts are put out to tender.  A PIN does not imply any 
commitment to proceed with the contract.  It merely serves as an ‘early 
warning system’. 

26. Where a decision has been taken to proceed with a contract that is over the 
financial threshold, publication of a PIN is obligatory.  This is the case even if 
the contract award may be subject to other events e.g. the passing of the Bill.  
The contract for the Bill scheme will be well over the threshold.  
Clackmannanshire Council was therefore obliged to publish a PIN and 
accordingly did so. 

 

 

                         
15 Clackmannanshire Council, Stirling Council and Fife Council 
16 Including approval under the Railways and Other Transport Systems (Approval of Works, 
Plant and Equipment) Regulations 1994 
17 Including a license under section 8 of the Railways Act 1993 
18 Reference: 2003/S 76-067005 
19 See Public Works Contracts Regulations 1991 (SI 1991/2680), regulation 7. 
20 Regulation 9. 
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Contract Notice 

27. The Committee should know that a contract notice was published in the 
Official Journal of the European Union on 26 September 2003.21  The notice 
states that tender documents are expected to be issued in late November 
2003 and that the award of the contract is expected in January 2004.  This 
notice invited expressions of interest in respect of a two-phase design build 
contract with early contractor involvement.  Phase 1 is the early contractor 
involvement phase to develop the project design, and Phase 2 is the detailed 
design and construction phase to implement the works. Phase 2 cannot start 
until after the Bill has received Royal Assent, and the tender documents will 
make that clear. 

28. The reason for starting the contract procedures at this stage is to allow design 
development to take place in parallel with the Bill process.  Detailed design 
work is a lengthy exercise.  In order to achieve the project timetable it is 
therefore necessary to make use of the period while the Bill is being 
considered by the Parliament to do such other work as can be undertaken 
before powers are granted. 

29. The contract that is to be awarded in 2004 will accordingly be a design 
development contract, with the promise of the construction work if – but only if 
– the powers are obtained.  The reason for letting a single design and build 
contract, rather than carrying out the design work as a separate exercise, is to 
secure early contractor involvement.  This will enable the project to utilise the 
construction contractor’s expertise in the development of the design that the 
contractor is to build. 

30. Publication of these notices in no way pre-empts the Parliament’s decision.  
The PIN is no more than a prior alert, and in any case the Promoter is obliged 
to publish it, and the contract notice relates to a contract that will be subject to 
the Bill passing.  Where, as here, a project is subject to a consenting 
procedure, it is standard best practice to utilise the period taken up by the 
consent process to put contracts in place and undertake such work as can be 
done in the absence of project approval from the consenting authority (in this 
case the Parliament). 

Bridge works 

31. The Committee has asked about works undertaken to bridges around 
Clackmannan.  The Promoter is uncertain about what may have caused this 
concern.  Clackmannanshire Council routinely undertakes maintenance works 
on bridges for which it is responsible as roads authority, but such works have 
nothing to do with the Bill which it is also promoting.  In order to carry out the 
surveys required to design the scheme thus far it has been necessary to cut 

                         
21 Reference: 2003/S 185-166800 
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back vegetation to allow for measurements to be taken and visual inspections 
to be carried out. Ground investigation and mining investigation works were 
also carried out previously using mechanical plant and drilling rigs. This was 
all done in 2002.  In 2003 further ecological surveys have been carried out22. 
However, these did not require any bridge works to be undertaken. These 
activities may have been mistaken as works to the bridges but they were in 
fact only survey works required as part of the preparation of the scheme. 
Nothing has been done that forms part of the works to be authorised by the 
Bill. 

  

                         
22 Refer to the Great Crested Newt Survey Report, Scott Wilson Scotland Ltd, June 2003 and 
the Bat Survey Report, Scott Wilson Scotland Ltd, September 2003.  



 
 
 
 
 
 
 

STIRLING-ALLOA-KINCARDINE RAILWAY AND LINKED 
IMPROVEMENTS BILL COMMITTEE 

 
PRELIMINARY STAGE 

 
WRITTEN EVIDENCE FROM HM RAILWAY INSPECTORATE (HMRI) &  

HEALTH AND SAFETY EXECUTIVE (HSE) ON SCOPE OF BILL 
 

 
Question put to HMRI 
 
“In advance of the oral evidence-taking, the Committee would be grateful to 
receive any comments that HMRI considers to be relevant to the Committee’s 
consideration of the general principles of the Bill and, in particular, in respect 
of the Railways Act licence.” 
 
Response of HMRI/HSE 
 

1 HSE lodged an objection to the Bill, but following discussions with 
the promoters, certain proposed amendments to provisions of the 
Bill relating to level crossings have been agreed. The proposed 
amendments clarify the interface between this Bill and HSE's 
functions in relation to level crossing safety under the Level 
Crossings Act 1983. Accordingly HSE has withdrawn its objection. 

 
2 HSE has no further comment on the Bill. 

 
3 Matters concerned with any Licence under Section 8 of the 

Railways Act 1993 are the responsibility of the Office of the Rail 
Regulator. However, a licence is not normally issued unless an 
accepted Railway Safety Case (or exemption) as required by the 
Railways (Safety Case) Regulations 2000 is in place. 

 
4 The following “consents” are relevant to opening the line from HM 

Railway Inspectorate’s perspective, and are required to be in place 
before operation may commence:- 

 
a. Approval of the “Works” as required by the Railway and Other 

Transport Systems (Approval of Works Plant and Equipment) 
Regulations 1994. ( this would include items such as structures, 
permanent way, signalling, and private level crossings) 
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b. For each level crossing with a road or other highway to which 
the public has access, a level crossing Order made under 
Section 1 of the Level Crossings Act 1983 (this would include all 
the public level crossings and may include some of the private 
ones). 

 
c. A Railway Safety Case which has been accepted by HSE 

relating to infrastructure, to train operations and to station 
operations as required by the Railways (Safety Case) 
Regulations 2000. This may be accomplished by either a 
material or non-material change of existing Safety Cases, such 
as Network Rail’s Safety Case for operation of railway 
infrastructure or a new Safety Case. 

 
5 HM Railway Inspectorate has no comment on the proposed 

timescales for construction and completion of the proposed railway. 
However the following, which are further detailed in the relevant 
HSE Guidance, may assist the Committee:- 

 
a. Approval may only be given when the works are complete. A 

period of 28 days notice is recommended from notification of the 
date of completion of the Works for an Inspection to be 
arranged, and a further 10 working days for the preparation of 
the inspection report and consideration of Approval. 

 
b. Level Crossing Orders require a minimum two months statutory 

consultation with local authorities after a draft is circulated by the 
railway operator. In practice Orders can be made about three 
months after circulation, and can come into force when required 
by the railway operator, or when the crossing is brought into use. 

 
c. If a material revision to any Safety Case is required, these 

normally take about 60 working days to complete. If the revision 
required is a non material revision, this would be implemented 
by the infrastructure controller, train operator or station operator 
as required without requiring acceptance from HSE. Guidance 
on the Railway Safety Case process is available on the  Internet 
at http://www.hse.gov.uk/railways/rsc.htm . Unless there are 
particular novel features in the construction or operation of the 
proposed railway line, it is possible that any amendment to 
existing Safety Cases required may be non-material, but this will 
need further detail consideration by the relevant duty holders 
and by HMRI in due course. 

 
d. These three activities would normally take place concurrently, 

although a new Safety Case might not be finally accepted until 
the “Works” have received Approval in some circumstances. 

 



6 HM Railway Inspectorate would be pleased to provide further 
technical detail and guidance on HMRI’s procedures if that would 
assist the Committee. 
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STIRLING-ALLOA-KINCARDINE RAILWAY AND LINKED IMPROVEMENTS BILL 
COMMITTEE 

 
PRELIMINARY STAGE 

 
WRITTEN EVIDENCE FROM PROMOTER ON NEED FOR RAILWAY AND 

ASSOCIATED WORKS 

Introduction 

1 The purpose of this Memorandum is to provide additional information to the 
Stirling-Alloa-Kincardine Railway and Linked Improvements Bill Committee on the 
theme of the need for the railway and associated works. 

2 This Memorandum sets forth clear-cut and justifiable reasons why the Bill ought 
to proceed. The Bill has been properly and fully thought through and has taken 
account of long term planning. The Promoter has ensured that the land take has 
been kept to a minimum.   There are undoubted social, economic and transport 
benefits which arise both directly and indirectly from the Bill works at both a local and 
national level. These benefits will accrue to both the Clackmannanshire and the wider 
economy. Where those benefits can be empirically assessed and quantified they 
have been using standard economic principles of evaluation. The route re-opening 
scheme is likely to bring about significant benefits at both local and national level. 
The Bill meets the fundamental policy objectives of the Scottish Executive, the 
Strategic Rail Authority, Scottish Enterprise Network, Clackmannanshire Council and 
its Community Planning Partners, Stirling and Fife Councils. 

3 The Clackmannanshire economy has for many years lagged behind in 
performance, compared with regional and national levels. The scheme, by re-
opening the railway, will be a key driver in stimulating local economic growth. The Bill 
works also consistently meet the objectives of national, regional and local economic 
development strategies of the Scottish Executive, the Strategic Rail Authority, 
Scottish Enterprise Network, Clackmannanshire Council and its Community Planning 
Partners. The Bill works would provide a step change for the perception of 
Clackmannanshire. 

4 The re-opened railway will provide a sustainable transport mode for rail-borne 
coal movement to Longannet Power Station, as well as capacity for increased rail-
borne coal movement to Longannet Power Station, if needed, and further rail freight 
movement and passenger rail opportunities and services. 
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5 The Bill provides for the opportunity for a real public transport choice for 
passengers as well as a re-integration of the local area into the rail network. 

Scheme Benefits 

6 The Promoters Memorandum sets out clearly the objectives of the scheme, and 
these are reiterated in paragraph 1.2 of Volume 1 of the Environmental Statement. 
The Promoter believes that the re-opening of the Stirling - Alloa - Kincardine railway 
line to passenger and freight services will achieve all of these objectives.   

7 In meeting these objectives the scheme delivers a number of demonstrable 
economic, transport, social and environmentally sustainable benefits, which the 
Promoter believes are clear and compelling reasons to support construction and 
operation of the Bill works. 

8 The following benefits accrue directly and indirectly from achieving the objectives 
of the scheme: 

� Improved public transport access from Alloa to Stirling, Glasgow and 
Edinburgh and thus improved access to job opportunities and education1; 

� Improved passenger rail capacity on the Forth Rail Bridge and thus greater 
capacity between Fife and the Lothians;2 

� Reduction in the conflict between rail freight and passenger train movements 
in general, and in particular, on the flagship Edinburgh-Glasgow route; 

� Delivery of an economic benefit of between £15m and £19m over a 30 year 
period3, based on a conservative estimate of 3.5m tonnes of rail-borne coal delivered 
to Longannet Power Station per annum and excluding the benefits associated with 
the modal transfer of coal from road to rail; 

� More efficient and greater coal rail movement capacity to Longannet Power 
Station; 

� Environmentally sustainable solution to importing coal to Longannet by 
reducing the need and potential reliance on road-based importation; 

� Potential local relief to the village of Kincardine by reduction of road based 
importation of coal to Longannet; 

                         
1 Stirling - Alloa – Kincardine Rail Line Reopening Benefit Study, Final Report, MVA, February 
2002 
2 Stirling - Alloa – Kincardine Rail Line Reopening Benefit Study, Final Report, MVA, February 
2002 
3 Stirling - Alloa – Kincardine Rail Line Reopening Benefit Study, Final Report, MVA, February 
2002 
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� Potential benefits to the economic performance and viability of 
Clackmannanshire; 

� More robust rail infrastructure providing flexible and reliable options for the 
delivery of coal to Longannet Power Station which in itself is a nationally important 
electricity generator and a major local employer; 

� Increased capacity for further train borne freight movements; and 

� Underpinning of operations at Hunterston Deep Water Port. 

Improved Public Transport Access 

9 The economic, social, transport and environmental benefits of the improvement 
of public rail transport achieved by the Bill works are demonstrable and accrue to 
Alloa (as the main town in Clackmannanshire) in particular, in addition to the wider 
community within Clackmannanshire. 

10 The Regional Strategy4 fully endorses this view and states that ‘The proposed 
rail link from Kincardine to Alloa and Stirling will open up Clackmannanshire and 
connect the area to further economic opportunity. The new link will form a key part of 
the national transport infrastructure and in particular will enhance the connections 
with Edinburgh and Glasgow’. 

11 Clackmannanshire, which is situated in the northern periphery of the Forth Valley 
and separated from the main Central Belt conurbations by the River Forth, has found 
poor strategic accessibility has had a distinct disadvantage in its economic 
performance.  It is notable that Alloa is one of the largest towns in Scotland without a 
passenger rail connection. There is no direct motorway access to Clackmannanshire 
and this coupled with poor strategic public transport provision to the main urban and 
business centres in central Scotland has led to significant levels of out-commuting by 
car. As an example of this, the latest census figures have highlighted within the 
Clackmannanshire population there are 71% of people in employment or studying 
who travel to their place of work or study by private car. This needs to be seen in 
context of a background value of 59% as an average Scotland wide figure and 61% 
for the nearby Stirling Council area5. There are principally two key reasons for these 
contrasting values: 

� the relative imbalance between housing and employment opportunities 
manifesting itself in the form of high levels of out-commuting; and 

� the general lack of strategic public transport options with no rail service and 
limited bus service links to the wider central Scotland area. 

                         
4 The Forth Valley Economic Development Strategy, Forth Valley Economic Forum, 2003 
5 Clackmannanshire Council Information Bulletin, Clackmannanshire Council, March 2003 
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12 The re-opening of the line to passenger services between Stirling and Alloa 
would reconnect this key area of Clackmannanshire to the national rail network, 
expanding the transport choices of both residents and visitors. Existing public 
transport users would benefit from reduced journey times (compared to the current 
bus services) and the improvements in public transport provision in the area would 
result in a modest modal shift from car. It has been predicted6 that the new service 
would attract around 300 additional return rail journeys on a typical weekday, with 
around 100 travellers boarding at Alloa station during the morning peak period.  
Approximately 60% of these trips are to destinations beyond Stirling. 

13 The social benefits of the works by improvement of public transport options 
include accessibility and choice. The introduction of a passenger rail service would 
have positive local impacts on Clackmannanshire, increasing access to jobs and 
educational opportunities, and increasing the attractiveness of the area to both 
residents and businesses.  These impacts are especially important, since the 
Clackmannanshire area has suffered significant loss of employment over the past ten 
years. 

14 The Bill works are an exemplar of an integrated transport solution in line with 
local and national policy. In particular the scheme integrates local transport policy 
with land use planning, economic development, health, education and social 
inclusion policy, providing a demonstrable range of national or strategic benefits.  
This has been reflected in the composition of the Project Steering Group7 that has 
worked in partnership to deliver the Bill.  The Project Steering Group Members – The 
Scottish Executive, the Strategic Rail Authority, Scottish Enterprise, 
Clackmannanshire Council, Fife Council and Stirling Council - have all had a 
significant role to play in the project development, as the scheme is of both local and 
national significance and offers benefits across a range of issues and areas of 
jurisdiction. 

15 The provision of a modern high quality railway station at Alloa will become the 
public transport focus of the town and will improve transport integration by its 
proximity to the major nodes on the bus network. The station will provide adequate 
car parking, facilitating park and ride, and kiss and ride trips, and will be linked to the 
town centre by a network of existing footpaths and cycleways, which are well utilised 
at present.  

Improved Passenger Rail Capacity 

16 The economic, social, transport and environmental benefits of the improved 
passenger rail capacity achieved by the Bill are demonstrable and accrue due to the 
re-routing of coal freight via Stirling. This will free up train paths on cross-Forth routes 
that could then be used to provide additional cross-Forth passenger services, which 

                         
6 Stirling - Alloa – Kincardine Rail Line Reopening Benefit Study, Final Report, MVA, February 
2002 
7 Promoter’s Memorandum, paragraph 15 
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are currently operating at capacity in the peak periods. The clear benefits of this 
spare capacity would be the increased opportunity for passenger rail travel for those 
journeying to and from Fife and the Lothians for education, study and leisure. This in 
turn would reduce private car traffic on the already congested Forth Road Bridge at 
peak times.  

17 The Bill will operate with two discrete levels of effect, namely, a strategic benefit 
and a more distinct local benefit. The Bill offers significant strategic benefits to the 
wider transport network across central Scotland, mainly through improving 
efficiencies and capacity across the rail network.   

Reduction in the conflict between Rail Freight and Passenger Train Movements 

18 The economic, social, transport and environmental benefits of the reduced 
conflict between rail freight and passenger train movements achieved by the Bill 
works are demonstrable and accrue due to the provision of a re-opened rail route 
and an alternative route to that currently in use (the Forth Rail Bridge). The closure of 
the deep mine at Longannet has required ScottishPower, of necessity, to import 
more coal from further a field.  The re-opened railway will provide the basis for 
ensuring that coal can be delivered in an environmentally sustainable manner and it 
will  play a vital role in ensuring the longevity of Longannet Power Station as a 
nationally important  electricity generator and major local employer in Fife. 

19 The primary freight use of the re-opened line would be for coal trains to/from 
Longannet Power Station east of Kincardine.  The re-routing of coal trains along the 
new line could remove all coal traffic from the Forth Bridge.  Such re-routing would 
have two benefits: 

� the introduction of higher capacity coal wagons (currently barred from the 
Forth Bridge due to weight restrictions). This could reduce the number of coal trains 
required; and 

� a shorter journey length and hence a significantly journey time from the 
source, Hunterston to Longannet Power Station. 

  This combination of higher capacity trains and shorter journey times results 
in substantial cost savings for the delivery of coal to Longannet Power 
station.  Operational flexibility of transporting coal around the rail network 
would also be increased.   

20 Removing coal freight from the Forth Rail Bridge and reducing the number of 
coal trains moving between the west coast and Edinburgh is also likely to significantly 
reduce the conflict between freight services and higher speed passenger services on 
the routes currently utilised.  This could result in significant reliability improvements 
on cross-Forth, Edinburgh-Glasgow and Ayr-Glasgow passenger services.  In terms 
of transport implications, the effects are that improved service levels will provide a 
more attractive option to trips that are likely to be made by private car and improved 
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reliability levels that could provide an additional benefit of £4m, over 30 years, to 
existing rail users8. 

21 The re-opened line would also provide the opportunity to introduce other freight 
services (in the form of multi-commodity Enterprise trains) providing rail freight 
opportunities to existing businesses in the Stirling-Alloa corridor and acting as an 
additional incentive to potential investors in Clackmannanshire and western Fife. 

More efficient and increased coal rail movement capacity 

22 The economic, social, transport and environmental benefits of the greater coal 
movement capacity and growth potential achieved by the Bill are demonstrable and 
accrue due to the load carrying ability of the re-opened rail route for coal and the 
flexibility this provides to the rail network. 

23 The direct economic benefits of the various options was assessed by quantifying 
the 30-year benefits associated with each option, separately identifying traveller 
benefits; freight benefits and the impact on public transport operator and government 
revenues, including the effects of abstraction from existing public transport. 

24 The benefit of the route re-opening scheme has been assessed and quantified 
on established and conventional economic principles, taking into account the 
demand for rail-borne coal at Longannet Power Station remaining around 3.5m 
tonnes per annum, in view of the recent closure of the deep mine at Longannet. On 
this basis the 30-year total benefits of the route re-opening are over £35m.9 These 
direct economic benefits split roughly 50/50 between traveller benefits and freight 
operator savings. The net present value is between £15m and £19m.   

25 The freight operator savings are delivered through the re-routing of coal trains 
along the new line, which would allow the introduction of higher capacity coal wagons 
(currently barred from the Forth Bridge due to weight restrictions).  In addition the 
route to Longannet along the re-opened line is significantly less than the existing 
route resulting in reduced journey times and hence operational costs. This 
combination of higher capacity trains and shorter journey times results in substantial 
cost savings for the delivery of coal to Longannet Power Station. 

26 The traveller benefits are delivered through using the now available rail paths 
across the Forth Rail Bridge for additional passenger services between Markinch and 
Edinburgh. Including network reliability benefits elsewhere on the rail network this 
aspects contributes £18m of the 30-year benefits of the route re-opening. 

                         
8 Stirling - Alloa – Kincardine Rail Line Reopening Benefit Study, Final Report, MVA, February 
2002 
9 Stirling - Alloa - Kincardine Rail Line Reopening Benefit Study, Final Report, MVA, February 
2002 
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27 Public transport operator impacts in the Stirling-Alloa corridor as a whole are 
broadly neutral, with a small operating profit on the new passenger rail services offset 
by a loss of revenue to the existing bus operators in the corridor.   

28 Early closure of Longannet Power Station (in 2020) would reduce direct benefits 
of the route re-opening by about 23% to £27 m and reduce the secondary benefits by 
around 60% to £7 m. 

29 Significant strategic and environmental benefits are also obtained by the 
additional coal rail movement capacity due to the removal of road based coal traffic, 
which has a particularly noticeable effect through the village of Kincardine. 

30 A significant additional benefit will be the reduction in noise and vibration impacts 
from the coal lorries, particularly for residents adjacent to the strategic road network 
where it passes through Kincardine.  Whilst some noise and vibration impacts will 
exist from the remaining coal lorries on the road network, it is anticipated that these 
will be significantly lower than those observed prior to the opening of the rail line.  
Road based coal lorries on the road network are often perceived as polluting, 
intimidating to road users and pedestrians and intrusive on the economic and visual 
landscape elements of the town.10 

31 Road based coal freight lorries currently serving Longannet Power Station have 
a maximum 25 tonne payload.  This mode of supply is estimated to deliver 
approximately 1 m tonnes of coal per annum, which equates to approximately 2,740 
tonnes per day.  These figures suggest that approximately 220 lorry-borne trips are 
associated with coal deliveries to the power station daily.  Whilst a precise reduction 
in the number of lorries supplying Longannet Power Station cannot be deduced at 
this stage, as ScottishPower will likely retain some volume of road based delivery, the 
operation of the railway will significantly reduce the number of lorries supplying coal. 
The route re-opening scheme is likely to have a significant positive effect on the trunk 
and surrounding road network particularly on the A 876 and A 985 at Kincardine, by 
reducing demand for road borne freight movement. 

32 In terms of allowing a more efficient manner of delivering coal to Longannet 
Power Station, this has the obvious knock on benefit of reducing significant volumes 
of road based coal traffic. Currently, weight restrictions on the Forth Rail Bridge 
restrict the length of coal trains to Longannet Power Station to 29 HAA11 limited 
capacity wagons, each capable of carrying 32 tonnes payload.  Larger capacity 
HTA12 102 tonne bogie wagons, capable of carrying 77 tonnes payload, are 
available, and can be used in a 19-wagon train.  Avoidance of the Forth Rail Bridge 
weight constraint would allow use of the larger capacity HTA bogie wagon, resulting 
in more efficient delivery of coal tonnage to Longannet Power Station, in fewer freight 

                         
10 Refer to the Environmental Statement 
11 Photo of HAA, Wagons on the Web, 11 March 2002 
12 Photo of HTA, Wagons on the Web, 11 May 2001 



 

 

8 

movements and generating a reduction in the number of road-based vehicular 
movements to the Power Station.  

33 Additionally, the current rail-borne coal route is operating at capacity for train 
paths on the Forth Rail Bridge. The scheme provides additional rail-borne capacity 
and potentially a further shift from road to rail-borne coal movement should 
ScottishPower opt to move more coal by rail. 

34 The operational flexibility of transporting coal around the rail network would also 
be increased with a wider rail network available to freight movements. The re-opened 
line would also provide the opportunity to introduce other freight services (in the form 
of multi-commodity Enterprise trains) providing rail freight opportunities to existing 
businesses in the Stirling-Alloa corridor and acting as an additional incentive to 
potential investors in Clackmannanshire and western Fife. 

35 The shift of freight to rail, that would be brought about by the re-opening of the 
Stirling-Alloa-Kincardine line, and the subsequent reduction in the number of lorry 
movements to Longannet Power Station, will result in a number of significant benefits 
to the strategic road network, which will also accrue considerable benefits for locals.  
These changes are in full accordance with current local and regional government 
policy objectives aimed at achieving a modal shift of freight from road to rail. 

National Policy Framework 

36 The Bill is in accordance with national and local transport policy, as stated in the 
Promoter’s Memorandum paragraphs 16-25, and in more detail in Chapter 2 of 
Volume 2 of the Environmental Statement. The proposals to re-open the railway line 
are in accordance with the Government’s national transport and planning policy 
framework.  National Planning Policy Guideline 17 Transport and Planning13 
(NPPG17) provides the strategic overview and policy context on nationally relevant 
major transport proposals. The key strand to national transport provision is placing 
sustainable development as a major crosscutting theme throughout any proposal.  
Sustainable development which is a central element of a fully integrated transport 
policy means, not only transport networks that are complementary i.e. work/cycle – 
bus – rail but those have high degrees of synergy with UK and Scottish Executive 
policies on improving education, health, economic development and social inclusion. 
The Bill works are in line with these laudable policy aims. 

37 The railway route re-opening proposals incorporated within the Bill not only 
addresses the primary issue of accessibility within Clackmannanshire, but will also 
provide a framework for improving these other policy areas, primarily through placing 
the area in a much more competitive position to attract inward investment, opening 
up opportunities for travel for all social groups. Figures from the latest census 

                         
13 National Planning Policy Guideline 17 Transport and Planning, Scottish Executive, April 
1999 
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statistics highlight the percentage of people aged 16-74 economically inactive in 
Clackmannanshire are 2.3% greater than the value for Scotland14. 

38 As stated in the Promoter’s Memorandum paragraph 16, the Scottish Executive’s 
vision for transport over the next 10 years is set out in the Transport Delivery 
Report15 published in March 2002.  The main thrust of the report concerns the 
significant challenges that transport will provide, particularly in relation to an 
estimated 27% growth in traffic levels over the next 20 years.  In order to stabilise 
road traffic levels the Executive has highlighted ten key priority schemes as part of a 
package of alternatives to growth in traffic levels and road borne freight.   The Stirling 
- Alloa - Kincardine Route Re-opening project has been identified as a key scheme16 
and will provide an important catalyst in the operational robustness and quality of 
service on the central Scotland rail network. The route re-opening scheme will assist 
in putting the Executive’s vision for transport into practical effect. 

39 In terms of national transport policy in July 1998 the Scottish Executive published 
the White Paper Travel Choices for Scotland17 complementing: A New Deal for 
Transport: Better for Everyone18, the Governments White Paper on the future of 
transport. Both policy documents place great emphasis on relieving pressure on the 
regional and local road network and bringing environmental benefits by moving more 
freight by rail. The Bill meets with the objectives of this policy.   

40 In terms of transport policy in Scotland, NPPG 17, intended to complement 
integrated land use and transport planning elements of the White Paper, states that 
planning authorities should encourage the carriage of freight by rail rather than road 
wherever it can provide a feasible alternative for all or part of the journey19.  In 
preparing development plans, local authorities must consider, and where appropriate 
protect, opportunities for rail connections to existing manufacturing, distribution and 
warehousing sites adjacent or close to the rail network.  The main scheme proposals 
will be designed so as to not undermine any potential sidings at various locations 
along the route. Additionally, English Welsh and Scottish Railway (EWS), who is 
likely to be the main freight operator using the re-opened route, has been awarded a 
contract to deliver coal by rail from the Port of Hunterston to Longannet Power 
Station over the next seven years.20 

                         
14 Clackmannanshire Council Information Bulletin, Clackmannanshire Council, March 2003 
15 Scotland’s Transport: Delivering Improvements, Scottish Executive, March 2002  
16 Scotland’s Transport: Delivering Improvements, Scottish Executive, March 2002 
17 Travel Choices for Scotland; The Scottish Integrated Transport White Paper, Scottish 
Executive, July 1998 
18 A New Deal For Transport: Better for Everyone, Department for Transport and the Regions, 
July 1998 
19 Refer to Paragraph 37 and 39, Appendix 6 
20  EWS Press Release, EWS, 6 August 2003 
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41 National government objectives for the Strategic Rail Authority (SRA) are set 
through Directions and Guidance21, which are then generally reflected and 
implemented in the various initiatives adopted by the SRA for the rail industry as a 
whole.  The overall aspirations for the rail network enhancements in Scotland will 
contribute to the SRA’s national goals22, which emanate from the Government’s 
Strategic Plan 200223, they include: 

� 50% growth in passenger traffic (measured in passenger kilometres); and 

� 80% growth in freight traffic (measured in freight tonne kilometres). 

42 The position in Scotland with respect to the SRA differs to that encountered in 
the rest of Britain.  As an outcome of devolution the Scottish Parliament funds the 
Scottish Passenger franchise and the payment of Freight Facilities Grants.  
Nevertheless, the re-opening of the Stirling – Alloa – Kincardine railway accords with 
both the SRA’s Strategic Plan24 and Freight Strategy25 and will contribute to the 
overall national targets described above.  As a result of the re-opening, the 
productivity of coal traffic to Longannet Power Station will improve (due to weight and 
wagon restrictions on the Forth Rail Bridge) effectively improving rail freight’s 
competitive position and helping to increase overall volume of coal moved by rail at 
the expense of road borne deliveries. 

43 The main rail proposals incorporated within the Bill will also complement and 
assist in implementing the SRA’s Capacity Utilisation Policy26 by freeing up train 
paths on the main Edinburgh – Glasgow line as well as removing freight paths from 
the Forth Rail Bridge.  In recognising the scope of the benefits the proposals can 
bring, it is anticipated that the ability to use heavier and faster coal trains originating 
from Hunterston will improve overall line capacity on the Ayrshire Coast route, a 
reflection of the scale of positive impacts the scheme provides. 
 
Local Policy Framework 

44 The reintroduction of a rail link to Clackmannanshire has been an established 
statutory policy for the successive local authorities and political groups for many 
years.  The 1986 adopted Alloa District Local Plan27 was the first statutory policy 
document to safeguard the rail corridor against any proposals, which would 

                         
21 Directions and Guidance to the Strategic Rail Authority, Department for Transport, 26 
September 2002, and Directions & Guidance to the Strategic Rail Authority from the Scottish 
Ministers, Development Department, June 2002 
22 The Strategic Plan 2003; Platform For Progress, Strategic Rail Authority, January 2003 
23 A New Deal For Transport: Better for Everyone, Department for Transport and the Regions, 
July 1998 
24 The Strategic Plan 2003; Platform For Progress, Strategic Rail Authority, January 2003 
25 Freight, Strategic Rail Authority, May 2001 
26 Capacity Utilisation Policy Network Utilisation Strategy, Strategic Rail Authority, June 2003 
27 Alloa District Local Plan Written Statement, Clackmannan District Council, May 1986 
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undermine the return of the rail services.  The current version of the Local Plan28 
contains policies which fully support the provision of passenger services to a new 
station at Alloa and a proposed through freight route for services to Longannet Power 
Station. The Local Plan also makes specific reference to various elements of the 
main railway proposals, namely the closure of Grange Road at the location of the 
existing level crossing and provision for a new Alloa Eastern Link Road29. 

45 The main railway proposals are also a central element of Clackmannanshire 
Council’s Local Transport Strategy 2001-200430. Many of the initiatives and 
objectives which will derive from the new emerging strategy will have fundamental 
linkages to the railway re-opening.  The railway will also have a key role in 
establishing targets and objectives arising from the Statutory Road Traffic Reduction 
Report.31  To improve public transport accessibility within the county and constrain 
ever-increasing level of car based out-commuting and traffic growth, the rail 
proposals are of paramount importance.  In order to attract many of the current car 
trips that are made from the area to wider central Scotland destinations, there has to 
be in operation a fast, reliable and high quality public transport system.  Whilst the 
bus can cater for some trips, it will only be the comfort and convenience of a quality 
passenger train service that will attract many trips currently made by private car. The 
route re-opening scheme will meet those criteria. It is of note that figures from the 
latest census statistics32 highlight that 1.2% of Clackmannanshire residents who 
travel to their place of work, travel by train. This actually equates to 268 people per 
day, the likeliest embarkation point being Stirling Railway Station. This value needs 
to be seen in context with values of 3.88% for Scotland as a whole and 3.59% for 
nearby Stirling.33 

46 The scheme has been developed not only to address the key issue of “opening 
up” accessibility in Clackmannanshire, but also to form part of a fully integrated 
strategy which addresses local policy issues on health, tourism, economic 
development, education and the environment.  Whilst a primary aim of the new 
passenger service is to offer a real alternative to car travel, there are complementary 
benefits which will be realised through improving opportunities for travel for residents 
and visitors.  Recent census data highlight that 71% of households in 
Clackmannanshire have at least one car or van compared to 66% in Scotland as a 
whole34. The railway may also offer additional opportunities for improving 
accessibility to employment centres and educational establishments.  It is anticipated 
that the rail proposals will help act as a catalyst for stimulating local inward 
investment and potentially go some way to balancing future housing allocations, 
                         

28 Clackmannanshire Development Plan (Finalised Local Plan), Clackmannanshire Council 
July 2002 
29 Refer to the Bill, Schedule 2, Work No. 2 
30 Travel in Clackmannanshire Transport Strategy and Road Traffic Reduction Plan 2001-
2004, Clackmannanshire Council, October 2000 
31 Travel in Clackmannanshire Transport Strategy and Road Traffic Reduction Plan 2001-
2004, Clackmannanshire Council, October 2000 
32 Clackmannanshire Council Information Bulletin, Clackmannanshire Council, March 2003 
33 Clackmannanshire Council Information Bulletin, Clackmannanshire Council, March 2003 
34 Clackmannanshire Council Information Bulletin, Clackmannanshire Council, March 2003 
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which might, without additional employment opportunities, expand the levels of out-
commuting. 

47 Policies and proposals contained within Clackmannanshire and Stirling Councils’ 
joint Structure Plan35, approved by The Scottish Ministers, are fully supportive of the 
Bill works placing a strong emphasis on integrated transport, encouraging a shift of 
freight from road to rail and a safeguarding of freight routes that can contribute to 
regional transport strategies.  It is recognised that the proposals have been 
developed very much within the context of an integrated transport policy, whilst the 
scheme has the inbuilt flexibility to potentially cater for local freight connections. Initial 
discussions have taken place between the Promoter and local companies with a 
potential interest in using freight to distribute goods.  It is also of note that the rail 
proposals are referred to in the evolving South East Scotland Transport Partnership 
(SESTRANS) Regional Transport Strategy36 as a key element of rail provision within 
the South East Scotland area. 

48 As an indication of the nature of support for the main proposals, the Bill works 
are referenced in both Stirling37 and Fife Council’s38 Local Transport Strategy’s and 
Local Plan’s39 & 40.  Stirling Council’s commitment to further developing rail provision 
is highlighted with reference to the positive effect the Bill will have on development 
opportunities in and around Stirling.  Fife Council’s Structure Plan, Local Plan and 
Local Transport Strategy all seek to identify and improve opportunities for improving 
freight capacity within the region and specific reference is made to safeguarding the 
route from Kincardine to Longannet Power Station and beyond.  The Stirling – Alloa – 
Kincardine railway re-opening for freight services within three years is identified by 
Fife Council as a priority. 

Freight Benefits 

49 The draft Scottish Transport Appraisal Guidance (STAG) methodology was used 
to assess the benefits of the proposed freight operations, and is explained in detail in 
Chapter 3 and 4 in the Stirling - Alloa - Kincardine Rail Line Reopening Benefit 
Study41.  A summary of this methodology is provided below. The draft STAG Part 1 
and Part 2 methodology was used as the assessment pre-dates (2001/02) the 
finalisation of the STAG42 criteria (2003), however the basic methodology and 
approach remains the same.  

                         
35 Clackmannanshire and Stirling Structure Plan Written Statement, Clackmannanshire 
Council and Stirling Council, March 2002  
36 SESTRAN Regional Transport Strategy, South East Scotland Transport Partnership, 2003 
37 Local Transport Strategy 2001 Update, Stirling Council, October 2001 
38 A Way Ahead; Essential Choices for Travelling in and Around Fife, Fife Council, October 
2000 
39 Stirling Council Local Plan, Stirling Council, December 1999 
40 Fife West Villages Local Plan, Fife Council, October 2002 
41 Stirling - Alloa - Kincardine Rail Line Re-opening Benefit Study, Final Report, MVA, 
February 2002 
42 Scottish Transport Appraisal Guidance, Produced by the Scottish Executive, September 
2003 
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50 The movement of coal formed an integral part of the benefit study, due to the 
importance of the rail-based movements of coal into Longannet Power Station.  This 
movement of coal is also likely to dominate any freight-related use of the re-opened 
railway line.  

51 A large part of the coal-freight cost savings arise because the re-opened route 
allows the freight operator to use longer higher-capacity coal trains than can use the 
Forth Rail Bridge (due to weight restrictions).  This leads to significant savings in the 
cost per tonne of coal delivered to Longannet Power Station and provides additional 
benefits by permitting increased standardisation in coal freight handling across 
Scotland and the rest of the UK. 

Assumptions 

52 A number of key assumptions were made, based on detailed discussions with 
the SRA (who have developed detailed knowledge of issues associated with current 
and future rail-based coal supply at Longannet). 

53 These assumptions covered the following issues: 

� the total pattern of demand for coal at Longannet Power Station (assumed to 
be 5m tonnes per annum - seasonal variation in this demand was ignored ); 

� the sources of this coal; 

� the configuration of the coal trains used to transport the rail-borne coal; 

� the cost savings per tonne for rail-borne coal using the re-opened route. 
These savings are based upon estimates provided by the SRA as actual saving is a 
commercially sensitive matter for ScottishPower and its coal suppliers. However, the 
savings assumed lie at the lower end of a range of likely savings; and 

� the split between the existing routes and the re-opened route were determined 
by the train capacity of the re-opened line for each test option, with as many trains as 
possible using the re-opened route. 

54 The preferred option for the re-opened route allows all rail-borne coal to be 
provided via the re-opened route, thereby removing the need for the existing Forth 
Rail Bridge train paths per day currently allocated to coal trains. 

55 It should be noted that the average number of coal trains assumed (between 4 
and 9 in each direction) to be using the re-opened route per day is lower than the 
number of paths available (15 in each direction).  This spare capacity provides 
flexibility in the relevant coal freight operations. In particular, it allows for the seasonal 
variation in demand for coal at Longannet Power Station.  It is likely that on certain 
days of the year all available coal-freight paths will be used while at other times only 
one or two trains per day will actually be needed. 
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Sensitivity Tests on Coal Demand 

56 At the time the original analysis was undertaken (2001/02), Longannet Deep 
Coal Mine was still operational.  The central scenario originally tested therefore 
assumed that the deep mine would continue to provide 2m of the required 5m tonnes 
of coal at Longannet Power Station per year.  Lorry-borne coal was assumed to 
provide an additional 1m tonnes per year, leaving a demand for 2m tonnes per 
annum for rail-borne coal.   

57 Since the subsequent closure of Longannet Deep Coal Mine the assumed 
demand for rail-borne coal at Longannet Power Station has increased significantly.  
The current estimate of demand for rail borne coal is around 3.5m tonnes per annum.  
Sensitivity tests on the demand for rail borne coal ranging from 0.5m tonnes to 4.0m 
tonnes per annum have been carried out.43 

58 An additional sensitivity test was carried out to investigate the impact of 
Longannet Power Station closing early, in 2020.44 This identified a drop in the net 
present value of approximately £2 m over the 30 year assessment period.  

Other (non-coal) freight movements 

59 It is assumed that ScottishPower will wish to retain the option on the majority of 
freight paths along the re-opened route.  However, the re-opened route should also 
make it possible to divert one Enterprise train per day from its current routing across 
the Forth Bridge, via Stirling.  Enterprise trains allow a combination of different freight 
loads (such as molasses, whisky and sand) to be carried, and a number of possible 
sources of additional demand for rail freight in the Clackmannanshire area were 
identified.45  It is assumed that one daily Enterprise train would be sufficient to 
accommodate the additional freight requirements generated by the re-opened line. 

60 Given the uncertainty associated with this additional freight demand shifting to 
rail, no additional economic, social or environmental benefits have been assumed 
from this potential additional transfer of freight from road to rail.  

Impact on Rail Network Performance due to diversion of Freight Traffic 

61 There are currently up to 16 daily coal freight paths timetabled from Ayrshire via 
Mossend to Longannet Power Station across the Forth Rail Bridge.  Freight trains are 
considerably slower than passenger services and this can cause considerable 
operational difficulties when freight and passenger services use the same line and 
junctions.  Reducing or removing freight from the Forth Rail Bridge and other 

                         
43 Information Note No 1A, Stirling - Alloa - Kincardine Rail Reopening Benefits Study, 
Additional Option Tests, MVA, 5 February 2003 
44 Refer to Option E(L), Stirling - Alloa - Kincardine Rail Line Re-opening Benefit Study, Final 
Report, MVA, February 2002 
45 Refer to Chapter 4, Freight Assumptions, Stirling - Alloa - Kincardine Rail Line Re-opening 
Benefit Study, Final Report, MVA, February 2002 
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sections of the Central Scotland rail network will therefore generate potentially 
significant reliability improvements on passenger services throughout the rail 
network. 

62 The current route to Longannet Power Station from Mossend via the Forth Rail 
Bridge involves several conflicting junction movements with the main Edinburgh-
Glasgow line, notably at Winchburgh Junction and Polmont Junction, in Ayrshire and 
in cross-Forth movements.  As a result coal trains on irregular headways (times 
between trains) are required to be pathed through a regular high-frequency 
passenger service timetable. The re-opened route reduces or removes these 
conflicts and should provide a significant additional benefit in respect of the reliability 
on a number of key passenger routes.  

63 MVA approached Railtrack plc (now Network Rail) during its 2001/02 study to 
seek information about delays attributed to freight traffic on the affected routes but 
were unable to obtain the relevant information. Therefore it estimated the current 
level of delays on the three relevant routes and the proportion of these delays directly 
attributable to freight services.46   

Likely Take Up of Freight Options 

64 The re-opened route offers significant economic and operational benefits to the 
operator of freight services from Hunterston and Ayrshire to the Longannet Power 
Station. This is currently EWS on behalf of ClydePort. These benefits are such that it 
would be strongly to the freight operator’s advantage to use the re-opened route 
rather than continue to deliver coal via the Forth Rail Bridge. 

65 The total volume of rail-borne coal is a commercial matter for ScottishPower.  
The Promoter is aware of the contract signed recently between ScottishPower and 
ClydePort which underpins ScottishPower’s continued commitment to receive rail 
haul from Hunterston47. There is potential for further rail-borne coal to use the route 
and ScottishPower may choose to increase the amount of coal ordered from 
ClydePort or to source some rail-borne coal from open cast mines in Ayrshire. 

Minimising Land Take 

66 The single most important step taken by the Promoter in minimising the land take 
proposed is to utilise the existing route. The vast majority of the land required for the 
works is currently owned by Network Rail Infrastructure Limited (Network Rail). 
Discussions with Network Rail have progressed so that the Promoter does not have 
to seek compulsory purchase powers over land owned and occupied solely by 

                         
46 Refer to Table 4.6, Stirling - Alloa - Kincardine Rail Line Re-opening Benefit Study, Final 
Report, MVA, February 2002 
47 ScottishPower press release 7 May 2003, and EWS press release, 2003-08-06 
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Network Rail48. Furthermore, the re-opened railway will comprise of a single rather 
than a double track, considerably minimising the land take.    

67 In addition to Chapter 3 of Volume 2 of the Environmental Statement, further 
justification of the land take can be found in section 2.2 of Volume 1 of the 
Environmental Statement, and Schedules 7 and 8 to the Bill.   

68 Following the introduction of the Bill on 21 March 2003 Babtie Group undertook a 
review of the land take covered by the Bill. Further consultation was also initiated 
with directly affected landowners, lessees and/or occupiers based on information 
provided in the Book of Reference. This additional consultation has resulted in the 
Promoter committing to a number of legally binding undertakings not to use 
compulsory purchase powers if the Bill passes into law.49 Such discussions and 
consultations are continuing to try to reach agreement on a number of other plots. 
The Promoter is optimistic that several of the undertakings will result in withdrawal of 
objections to the Bill.     

Long Term Planning 

69 The Bill is being promoted by Clackmannanshire Council as a member of the 
Project Steering Group50, in consultation with Network Rail. In 1999 Railtrack plc 
commissioned a feasibility study into the re-opening of the route51. From that stage 
onwards Railtrack and subsequently Network Rail has been fully involved in the 
project and its evolution. Its involvement is more fully described in the Promoter’s 
Memorandum which addresses the alternative rail solutions considered in developing 
the project52. 

70 The responsibilities within the rail industry have shifted considerably over the 
past few years and in this respect the long-term planning of Network Rail has less of 
an impact on this project than other projects. Network Rail has a clear remit to 
maintain and operate the current network. Its response has been to publicly withdraw 
from leading proposals to enhance the rail network both at a strategic and scheme 
specific level. This responsibility rests more clearly with the SRA in a UK context and 
with the Scottish Parliament where the railway is contained within Scotland. 

71 The Scottish Executive under the devolution settlement has the authority to fund 
enhancement to the rail network. Network Rail’s role within this arrangement is to 
operate the rail network and any enhancements which may be introduced over time. 
Strategic issues with respect to the future long-term aspirations of railways within 

                         
48 Refer to the Maps, Plans and Sections tables marked “Land (Existing Route) Not To Be 
Compulsorily Acquired”. 
49 Copies of the legally binding undertaking are available on request. 
50 Refer to the Promoter’s Memorandum paragraph 15 
51 Stirling - Alloa - Kincardine Route Re-opening Feasibility Study, Babtie Group Limited, 
March 1999 
52 To be submitted to the Parliament on 27 October 2003 
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Scotland are therefore lead by the Scottish Executive with support where necessary 
from the SRA. 

Future Capacity 

72 The route re-opening project has evolved to meet the needs of a number of 
factors but is underpinned by the demand for coal freight traffic to service Longannet 
Power Station and the demand for passenger traffic to Alloa. In this regard the 
development of the railway has been on the basis of providing sufficient capacity for 
an hourly passenger service to Alloa and the required freight service to Longannet 
Power Station to meet with the predicted future demand, measured in tonnes per 
day. This has been quantified as 15 passenger and 15 freight paths per day in each 
direction.53 However, in achieving this there will remain additional capacity, albeit 
marginal for additional services. The coal freight services to Longannet Power 
Station are envisaged to be 9 per day in either direction via Stirling, plus 1 via 
Thornton,54 hence leaving a number of freight paths available for other potential 
freight services (such as the Enterprise trains discussed above) which may evolve 
once the route is re-opened. 

73 To achieve the quantified demand the line is being re-opened as a single track 
line with passing loops i.e. sections of line which are double track and thereby 
facilitate passing of two trains in opposite directions. This is commensurate with the 
existing line layout which is a single track. This also has the impact of increasing the 
capacity to meet demand without the expense and land take of double track 
throughout. Clearly a double track layout throughout would increase the future 
capacity of the line well beyond any predicted future capacity requirements but the 
economic case for such a significant upgrade has not been proven.55 

74 The existing line from Stirling Station to Kincardine Junction, near Helensfield, 
was originally constructed as a double track, although the second track was removed 
many years ago. From Kincardine Junction on to Kincardine Power Station, 
Longannet Power Station and Dunfermline, the line was originally constructed as, 
and remains as, a single track railway.  Compliance with Network Rail’s design 
standards56 ensures that new structures over the railway, such as bridges, are 
designed to accommodate future track upgrades. Therefore the recently constructed 
bridge over the railway and under the road at Alloa West57 and the proposed road 
bridge over the railway to facilitate the Alloa Eastern Link Road58 have been 
designed to facilitate future dualling of the route. No other provision has been made 
in the works for future dualling.  

                         
53 Stirling - Alloa - Kincardine Route Re-opening Technical Review, Babtie Group, August 
2001 
54 Stirling - Alloa – Kincardine Rail Line Reopening Benefit Study, Final Report, MVA, 
February 2002 
55 Stirling to Dunfermline Route Re-opening Feasibility Review, Babtie Group, 22/08/2002 
56 Referred to collectively as the Network Rail Company Standards 
57 Network Rail Bridge Reference OB117/041A Alloa West New Bridge 
58 Refer to the Bill Schedule 2 Work No. 2 
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75 It is worth noting however that passive provision has been made in the works for 
future alterations by others, namely the reconnection of the Menstrie branch freight 
line at Cambus, and the reconnection of a freight line at Kincardine Junction. The 
Promoter is not seeking to encourage others to pursue these potential projects, but is 
simply acting so as not to preclude them in the future.   



  
 
 
 
 
 
 
 
 
 
 
STIRLING-ALLOA-KINCARDINE RAILWAY AND LINKED IMPROVEMENTS BILL 

COMMITTEE 
 

PRELIMINARY STAGE 
 

WRITTEN EVIDENCE FROM SCOTTISH ENTERPRISE ON NEED FOR RAILWAY 
AND ASSOCIATED WORKS 

 
 
Question put to Scottish Enterprise 
 
“In advance of the oral evidence-taking, the Committee would be grateful to receive 
any comments that Scottish Enterprise considers to be relevant to the Committee’s 
consideration of the general principles of the Bill with particular reference to 
explaining the economic benefits of the Stirling-Alloa-Kincardine railway to the local 
and national economy.”  
 
Response of Scottish Enterprise 
 
1. National Context 
 

 1.1  The Way Forward: A Framework for Economic Development in Scotland   
provides the principal strategic economic development context and Smart, 
Successful Scotland sets out the strategy for the Enterprise Networks in 
achieving the Executive’s ambitions.  The strategy recognises the need for 
Scotland to be a globally attractive location capable of attracting mobile capital, 
encouraging more people to choose to live and work in Scotland and the need to 
improve the operation of the Scottish labour market.  Scottish Enterprise believes 
a re-opened railway line will make a significant contribution to these national 
objectives as detailed below. 

 
2.   Local Context 
 

            2.1 Scottish Enterprise Forth Valley (SEFV), together with its partners, is 
committed to  delivering the new Forth Valley Regional Economic 
Development Strategy.  The  overarching vision for the future of the Forth Valley 
area – including  Clackmannanshire – is “a thriving and diverse economy, well 
connected nationally  and internationally, where prosperity is growing 
throughout the population”.   The  Regional Strategy recognises that “the 
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proposed rail link from Kincardine to Alloa  and  Stirling will open up 
Clackmannanshire and connect the area to further  economic opportunity.  
The new link will form a key part of the national transport  infrastructure and in 
particular will enhance the connections with Edinburgh and  Glasgow.” 

 
3.    Defining Economic Benefits 
 
       3.1 Based on an economic impact study carried out for SEFV, we believe     
               economic benefits will be accrued at both national and local level.  At        
               national level these benefits can be defined as: 
 

� more efficient and greater coal movement to Longannet Power Station, 
thereby, ensuring a continuity of supply to this strategic electricity 
generating plant 

 
� improved passenger rail capacity on the Forth Bridge by freeing up 

“paths” currently used for freight movements.  This will enable better rail 
connections between Fife and Edinburgh and potentially reduce car 
journeys into the capital, contributing to the more efficient operation of 
the Edinburgh labour market 

 
� reduced conflict between rail freight and passenger trains on the 

Glasgow-Edinburgh main line – again, allowing efficiency gains to be 
made which will make inter-city rail commuting more attractive and also 
assist the operation of the Edinburgh labour market. 

 
3.2  Additionally, we believe there will be substantial local benefits resulting 
from re-opening of the railway line between Stirling and Alloa.  
Clackmannanshire remains the most socially excluded and economically 
under-performing part of Forth Valley. Although slowly improving, 
unemployment continues to be much higher than the Scottish average and is 
projected to remain so for the next 3 years. Both SEFV and 
Clackmannanshire Council have made a substantial investment in a range of 
regeneration initiatives over the past few years.  Although the benefits of this 
are now starting to be experienced the full potential will only be realised if 
external perceptions of the area’s poor connectivity can be challenged to 
encourage new inward investment and, more importantly, to enable local 
people to access jobs  elsewhere, particularly unfilled vacancies in Stirling. 
 
3.3 A number of initiatives have already been completed or planned – such as 
widening access to broadband, the improved A907 and the new upper Forth 
crossing at Kincardine. The proposed new line should build on these and lead 
to the following economic benefits:  
 
� increased access to job and education opportunities in Stirling and 
beyond for Clackmannanshire residents 
 
� greater interest in the Alloa housing market therefore encouraging more 
 private sector investment 
 



� providing opportunities for other potential rail freight users to locate in the 
area 
 
� the new station and associated infrastructure will act as a catalyst for the 
 regeneration of Alloa town centre 
 
� improving the external perception of Clackmannanshire as a good place 
to live  and work.  

 
4. Conclusion 
 

4.1   In summary, Scottish Enterprise believes that the re-opened route will 
serve  both the national and local interest. It meets the economic development 
policy  objectives at national, regional and local levels and we believe it has 
the potential to make a lasting, significant contribution to the future prosperity 
of Clackmannanshire.   

 
 



 
 

 
 
 
 
 
 
 

STIRLING-ALLOA-KINCARDINE RAILWAY AND LINKED IMPROVEMENTS 
BILL COMMITTEE 

 
PRELIMINARY STAGE 

 
WRITTEN EVIDENCE FROM THE STRATEGIC RAIL AUTHORITY ON NEED 

FOR RAILWAY AND ASSOCIATED WORKS 
 
 
Question put to SRA 
 
“In advance of the oral evidence-taking, the Committee would be grateful to 
receive any comments that the SRA considers to be relevant to the Committee’s 
consideration of the general principles of the Bill and, in particular, the reasons 
why the SRA has chosen to provide funding for the Bill. What conditions, if any, 
are attached to the funding commitment?” 
 
Response of SRA 
 
Introduction 
 
1. The purpose of this paper is to assist the Committee in the Preliminary 

Stage of the Bill as requested in the letter of 1 October from the Clerk, 
Private Bills Unit. 

 
2. The statutory purposes of the Strategic Rail Authority (SRA) are set out in 

the Transport Act 2000 and are: 
 

� To promote the use of the railway network for the carriage of 
passengers and goods 

� To secure the development of the railway network, and 
� To contribute to the development of an integrated system of transport 

for passengers and goods 
 
3. The SRA's Directions and Guidance from the Secretary of State set as the 

primary objectives of the SRA the achievement of the key targets in the 
Government's Ten Year Plan for Transport. These are to increase 
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passenger and freight usage and to reduce overcrowding on services 
within the London area. Subsequent to the 10-Year Plan a further primary 
objective was added: to work with the rail industry to achieve substantial 
lasting improvements in performance. In December 2002 the Secretary of 
State made a statement in the House on progress on the 10-Year Plan, 
pointing out that much has already been achieved but more remains to be 
done and that it will take time. 

 
4. The Directions and Guidance also require the SRA to contribute to the 

achievement of sustainable development whilst ensuring that its 
strategies, its investments and other expenditures, and its other activities 
have regard to economic, social and environmental impacts. 

 
5. The SRA is under a duty to work within the resources allocated to it and to 

secure value for money from its expenditure. The SRA’s budget is 
severely constrained at present given increased needs of both train 
operating companies and Network Rail above the levels assumed in the 
10-Year Transport Plan and because overall funding to the SRA from the 
Department of Transport has been reduced by £312 million from 2003-
2006 compared with which we expected in January 2002. 

 
6. The SRA's Strategic Plan published in January 2003, outlines the actions 

being taken by the SRA to meet its targets and build on the progress since 
the initial Strategic Plan was published a year before. Although the target 
of 80% growth in freight traffic (measured in freight tonne kilometres) and 
50% passenger growth (measured in passenger kilometres) over the 
period of the Government's 10 Year Plan remains, the SRA's planning 
forecast is that, by 2011 passenger rail travel will be 25-35% greater in 
passenger kilometres than it was at the beginning of the 10 Year Plan 
period. The range reflects the recent slowdown in growth and uncertainty 
about the pace of project implementation. The Strategic Plan also contains 
a full analysis of the SRA's budgetary position, the problems of escalating 
costs in the industry, and the steps the SRA is taking to get a grip on these 
problems. 

 
7. As a backdrop to the 2004 Spending Review, the SRA published a 

document on  25 September entitled "Everyone's Railway - The Wider 
Case for Rail", to set out the economic, environmental and social benefits 
of Britain’s railway. The document describes the role the railway is playing 
in Britain’s economic development and its future potential in meeting the 
Government’s objectives.  

 
8. The rest of this paper is structured around the areas in which the 

Committee has indicated it has a particular interest. 
 
 



Scope of the Bill 
 
9. The principal objectives of the Stirling-Alloa-Kincardine Railway and 

Linked Improvements Bill are to give the Promoter, Clackmannanshire 
Council, statutory authority to construct a railway along the former railway 
route between Stirling and Kincardine via Alloa and to construct a link road 
to allow local traffic to divert following the closure of a section of Hilton 
Road, Alloa. In connection with these works the Bill also provides for the 
closure of six of the 12 levels crossings between Stirling and Kincardine 
for safety and signalling purposes and the upgrading of the remaining six 
crossings, and for the closure of some roads which cross the route. 
Provision is also included for the compulsory acquisition of land for the 
scheme, including land for a new station at Alloa which will be constructed 
as part of the scheme. 

 
10. The section of the route from Stirling to Alloa would be re-opened to 

passenger and freight trains, with a new railway station located at Alloa 
and a freight only connection through to Kincardine and on to Longannet 
Power Station. The new railway would be linked into the existing 
operational railway at either end of the route, thus reinstating a missing 
link in the national network. This would enable passenger services to 
operate from Alloa to Stirling and then to Glasgow, and freight services to 
operate from Ayrshire and beyond to Stirling and then to Longannet Power 
Station in Fife. 

 
Why the SRA is supporting the Scheme 
 
11. The route has fallen out of use over the years due to a reduction in rail 

journeys. However, recent improvements in railway technology, and 
increasing road congestion in our cities, have led to a substantial increase 
in the use of railways. As a result there is now much more Government 
emphasis on improving public transport in order to provide an integrate 
public transport network. 

 
12. The decline of the Scottish coal industry has necessitated the use of 

imported coal which has to be transported from deep sea ports such as 
Hunterston to fuel Power Stations. Rail provides an excellent means of 
transporting bulk commodities such as coal. 

 
13. The SRA has given support to the present scheme to re-open the Stirling-

Alloa-Kincardine route since its inception in 2001. 
 
Increased Freight Traffic on Rail 
 
14. The main freight flow that would be improved by the re-opening of the 

Stirling-Alloa-Kincardine is the coal supply to Longannet Power Station, on 



the north bank of the Firth of Forth. Whilst the majority of the coal 
delivered to Longannet is received by rail, a significant minority is 
delivered by road. The volume of coal delivered by rail is constrained by 
the operating characteristics of the route between Ayrshire and 
Longannet.  

 
15. The volume of coal burnt at Longannet, in a normal year, varies between 4 

million and 5 million tonnes. The degree of variation depends on relative 
prices of fuel in the generating market, weather and the volume of 
electricity “exports” to England. If an average of 4.5 million tonnes per 
annum of coal deliveries is accepted, then rail can deliver a maximum 
3.5m tonnes per annum via the existing route. This means that road 
delivers 1 million tonnes per annum on average, more in “good” years and 
“less” in bad but the average figure looks robust, based on industry 
sources. 

 
16. Discussions with Scottish Power, Clydeport, Scottish coal and rail freight 

operating companies all indicate that on cost and ease of logistics, the 
majority of the one million tonnes of road borne coal would transfer to rail, 
if rail capacity were available. This 1 million tonnes represents one of the 
biggest single flows of traffic between rail connected sites, that is moved 
by road in the UK. As such it would achieve one of the biggest single 
increases in tonne miles of rail borne freight – making a significant 
contribution towards the SRA and UK Government target of 80% freight 
growth this decade. This scheme, therefore, is of national significance. 

 
Constraints on the Present Route. 
 
17. The majority of rail borne coal delivered to Longannet originates from 

Ayrshire, either Hunterston Deep Water Terminal or a variety of Ayrshire 
opencast coalmines. Coal trains from this area are routed via the Ayrshire 
Coast line, Paisley, Glasgow, Mossend then either via Cumbernauld, the 
“Edinburgh & Glasgow” or via Shotts and Edinburgh Suburban Line to the 
Forth Bridge, Dunfermline (reverse) and the single line via Culross to 
Longannet. The Forth Bridge represents a two-fold constraint:- 

 
(a) Capacity – coal trains have to be pathed between a frequent 
passenger service from Fife to Edinburgh. 
 
(b)  Weight – there is a limit on both the total weight of trains allowed to 
traverse the bridge (1350 tonnes) and the individual axle load on the coal 
wagons (22.5 tonnes). This effectively means that the only coal wagons 
allowed to move coal across the Forth Bridge (and hence the only wagons 
to deliver coal to Longannet) are 2 axle, 45 tonne gross weight hopper 
wagons, dating from the 1960s & 1970s. 

 



18. Thus the combination of pathing constraints (realistically the maximum 
number of coal trains is 14 or 15 per day) and a maximum payload of 960 
tonnes of coal per train, limits rail to its present 3.5million tonnes per 
annum. The proposed opening of the Stirling-Alloa-Kincardine route will 
increase capacity by:- 
 
(a) Allowing rail freight operating companies to utilise their largest 
capacity coal carrying wagons – 75 tonnes payload. 
(b) Remove the Forth Bridge train weight restriction of 1350 tonnes. 
The maximum train weight via the S-A-K will be 1940 tonnes. (Over 45% 
productivity improvement.) 
(c) Remove coal trains from the Forth Bridge and the Edinburgh and 
Glasgow Line, taking away the two most restrictive pathing constraints for 
coal trains and improving performance for passenger trains. 

 
19. The combination of the above will achieve the SRA's policy objective of 

improving the productivity and competitiveness of railfreight. As a by 
product the improvement in productivity means that with broadly the same 
number of train paths as used at present, approximately 14 or 15, 
Longannet’s entire coal intake can be transported via the S-A-K route. 

 
Capacity Utilisation. 
 
20. The opening of the Stirling-Alloa-Kincardine will remove coal trains from 

some significantly congested parts of the Scottish Central rail network. 
 

(a) Forth Bridge – allowing an increase in passenger services on the 
Fife to Edinburgh axis or improved performance.  
(b) Edinburgh to Glasgow – Longannet coal trains will no longer have 
to use the “E&G” between Polmont Junction and Winchburgh Junction nor 
will they have to cross the layout at Haymarket West Junction, when 
coming off the Edinburgh Suburban Line, thus improving passenger 
service reliability. 
(c) Ayr-Paisley-Glasgow-Stirling – although the same number of trains 
will use this route, they will be formed of bogie coal hoppers, when the 
Stirling-Alloa-Kincardine opens. These wagons have superior maximum 
speeds (60 mph loaded and 75 mph empty) compared to the two axle coal 
hoppers presently used (45 mph loaded and 60 mph empty). This will 
allow improved line utilisation, as coal trains will transit a given section of 
line more quickly. 

 
21. These improvements are all aligned with the SRA Capacity Utilisation 
Strategy.      
 
 
 



Passenger Benefits - Glasgow - Alloa. 
 
22. On re-opening the line it is proposed to extend the current Glasgow - 

Stirling services onto Alloa.  When complete, this will enable an hourly 
passenger service to be introduced between Alloa and Glasgow Queen 
Street via Stirling.   It has not been possible to timetable a service to 
Edinburgh. 

 
23. ScotRail are currently procuring additional Class 170 Rolling Stock to 

operate this extension, and it envisaged that an interim timetable will 
operate prior to the line opening which will offer a lay-over at Striling 
equivalent to the journey time to Alloa and back so that operations can 
commence soon after the line is opened, and staff trained. 

 
24. Bidders for the new ScotRail Franchise have been asked to offer "menu 

prices" for operating the Alloa extension, but it is expected that a marginal 
price will be offered. 

 
25. A new station will be constructed at Alloa. Details are being progressed. 
 
Passenger Services Edinburgh - Fife. 
 
26. As a result of diverting freight trains from their current  route from 

Hunterston to Longannet Power Station via the Edinburgh/Glasgow line, 
Winchburgh Junction and the Forth Bridge onto the route from Hunterston 
to the power station via Greenhill Junction, Stirling and Alloa, paths 
released would enable an additional passenger service to operate from 
Edinburgh into Fife.   Services on that route are currently well used.  We 
are examining the best use of that path. It could be used to provide 
additional operational "headroom", or more likely an additional hourly 
passenger service to Markinch. 

 
27. There are also performance benefits on the main Edinburgh / Glasgow 

direct line via Falkirk High, which would provide headroom for a more 
robust timetable. 

 
Funding 
 
28. The Scottish Executive is providing £30m of the estimated total of 

£37.15m.   The Executive's funding will come from the Integrated 
Transport Fund as set out in the Scottish Budget for 2003-06. The SRA 
has not been approached to contribute funding and accordingly has not 
budgeted for it and would not be able to contribute given its funding 
situation. 

 



   
 

 
 

 
 
 
 
 
 
 

STIRLING-ALLOA-KINCARDINE RAILWAY AND LINKED IMPROVEMENTS 
BILL COMMITTEE 

 
PRELIMINARY STAGE 

 

WRITTEN EVIDENCE FROM SCOTTISH POWER ON NEED FOR RAILWAY AND 
ASSOCIATED WORKS 

Question put to Scottish Power 
 
“In advance of the oral evidence-taking, the Committee would be grateful to 
receive any comments that Scottish Power considers to be relevant to the 
Committee’s consideration of the general principles of the Bill with particular 
reference to explaining the benefits that Scottish Power considers the railway 
scheme will bring about to (1) itself, with reference to the estimated operational 
life of Longannet Power Station, (2) the local population and (3) the wider 
community.”   
 

1. Introduction 

1.1 My name is Kevin Devlin. I am the Origination Director for ScottishPower 
Energy Management Limited (“SPEML”), a wholly owned subsidiary of 
Scottish Power Holdings UK (“ScottishPower”). SPEML is the centre of 
the integrated energy business whose aim is to secure the optimum return 
from ScottishPower’s generating assets and retail customer businesses. I 
have responsibility for the coal trading function whose key objectives are 
to manage the price and volume risk associated with coal procurement 
and the transportation logistics associated with delivery to Longannet and 
Cockenzie power stations. 

1.2 This submission addresses the issues ScottishPower considers to be 
relevant to the Stirling-Alloa-Kincardine Railway and Linked Improvements 
Bill Committee (“Committee”) in considering the general principles of the 
Bill with respect to ScottishPower’s continued operation of Longannet 
Power Station (“Longannet”) and its impact on the local and wider 
population of Scotland. 

2. Longannet Power Station 

2.1 Longannet is a 2,400 MW coal-fired power station consisting of 4 X 
600MW units. Located adjacent to village of Kincardine in Fife, it was 
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commissioned in 1972 and is the second largest coal-fired power station 
in the United Kingdom. It is owned and operated by ScottishPower 
Generation plc (“SPG”), another wholly owned subsidiary of 
ScottishPower. 

2.2 At continuous maximum output, Longannet is capable of consuming 
around 8 million tonnes of coal per annum. Typically over the last 5 years 
(April-March) consumption has been in the range of 4.3 million tonnes and 
5.2 million tonnes per annum equating to 9.3 TWh’s and 12.5 TWh’s of 
electricity respectively. To put this in perspective, the total demand in 
Scotland is some 33 TWh’s and the total demand for the mainland UK is 
of the order of 330 TWh’s per annum respectively. Longannet therefore 
accounts for around one third of the electricity demand in Scotland.  

2.3 SPG currently employ around 230 full-time staff at Longannet. In addition, 
some 100 contractors work on site full-time. Depending on the scope of 
work, between 500 and 1,000 contractors can be working on site at any 
one time during major overhauls. 

3. Operational Life of Longannet 

3.1 It is ScottishPower’s considered opinion that, subject to economic 
constraints, Longannet can be maintained and refurbished such that it 
could operate through until around 2020. The key factors which will 
determine the potential life of Longannet however are the wholesale price 
for electricity and more importantly the environmental legislation 
governing the operation of coal-fired generating plant. 

3.2 Longannet’s operations currently have to comply with the conditions laid 
down in the IPC Authorisation granted by the Scottish Environment 
Protection Agency (SEPA). The IPC Authorisation governs, amongst other 
things, the emission of Sulphur Dioxide, Oxides of Nitrogen and 
particulates from Longannet. Further tightening of legislation in respect of 
these emissions will require significant investment of capital to enable 
Longannet to comply with future limits if the life of the station is to be 
extended much beyond 2012.  

3.3 Sulphur Dioxide limits are already constraining the amount of coal-fired 
generation achievable from Longannet and will tighten year on year. Flue 
Gas De-sulphurisation (“FGD”) is an emission abatement technology 
capable of removing up to 95% of the Sulphur Dioxide from the flue gases 
emitted into the atmosphere. There remains some uncertainty around the 
requirements for compliance with environmental legislation as it impacts 
large coal-fired power stations in the United Kingdom, but it is expected 
that FGD would represent the single largest investment required to permit 
the station to operate at high load factors through until at least 2015. 
Beyond 2015, significant additional expenditure would be required to meet 
future limits in respect of Oxides of Nitrogen emissions. Alternatively, if the 
station were not to fit FGD, it could operate at lower load factors, probably 
through until at least 2012. 



   
 

3.4 In addition to the above, Carbon Dioxide will soon be the subject of an 
emissions trading scheme designed to reduce the amount of Carbon 
Dioxide emitted in to the atmosphere. Coal-fired generation is the most 
carbon intensive form of electricity generation. This is likely to have 
significant impact on the cost of generating electricity from coal-fired plant.  

3.5 At the current time, the economics of retrofitting FGD at Longannet are 
challenging because ScottishPower’s current forecast of wholesale 
electricity prices are such that it is difficult to show an adequate return on 
investment once the cost of carbon compliance is factored in. At the 
present time ScottishPower is still reviewing its decision on whether to fit 
FGD. 

3.6 The foregoing makes it difficult to be too specific about future generation 
output from Longannet. If fitting FGD is not economic, the generation 
potential of Longannet will be governed by the weighted average sulphur 
content of the coal consumed, future emission limits and constraints on 
the number of operational hours. If FGD is economic, the generation 
potential will be determined almost entirely by market prices and the 
competitiveness of coal. 

3.7 If FGD is not fitted, then based on our current and forecast emission limits 
and potential weighted average sulphur content of coal consumed, it is 
anticipated that coal requirements for Longannet could be between 3.5 
and 4.5 million tonnes over each of the next 3 years falling thereafter to 
around 2.5 million tonnes per annum by 2011. If FGD is fitted, based on 
there being an economic case, then these figures would be significantly 
higher, particularly in the later years.   

4. Current and Future Sourcing of Coal for Longannet 

4.1 Coal can be delivered to Longannet via road, rail or via conveyor from the 
exchange bunker, the reception point for the Longannet Deep-Mine 
output. Until around 1997 Longannet operated almost exclusively on 
Scottish opencast and deep-mine coal primarily from the Fife coalfields 
and the Longannet Deep-Mine. As the Fife output began to decline, 
significantly more coal was sourced from coalfields in the central belt and 
Ayrshire leading to a rise in the number of rail and road journeys crossing 
the River Forth. 

4.2 Due to the competitive price of internationally traded steam coal and the 
ability to source coals of a lower sulphur content than the indigenous 
alternative, imported coal also began to feature more in the Longannet 
coal portfolio after 1997.  

4.3 The unfortunate closure of the Longannet Deep-Mine in March 2002 
resulted in the loss of a major source of low sulphur coal to Longannet. 
Emission constraints meant a significant increase in low sulphur imported 
coal was required to ensure Longannet continued to operate at planned 
output levels. Without FGD, the tightening Sulphur Dioxide emission limits 
are driving the Longannet coal portfolio towards a low sulphur strategy, 



   
 

predominately imported coal, to support the forecast coal consumptions in 
paragraph 3.7. 

4.4 Imported coal was traditionally brought into the country via the Hunterston 
Terminal, a deep-water port in Ayrshire, and delivered by rail to Longannet 
via the Forth Rail Bridge. The closure of the Longannet Deep-Mine 
resulted in a new importation route being utilised via of the Port of Rosyth, 
operated by Forth Ports plc, to increase access to low sulphur coal. 
Deliveries from Rosyth are by road.  

5. Current Logistical Constraints 

5.1 ScottishPower recognise their responsibilities as a good neighbour in the 
communities where they conduct their business. To minimise the impact of 
Longannet’s operations on the local community we aim to transport as 
much coal as possible by rail. As the majority of coal for Longannet is now 
sourced from south of the River Forth this traffic has to cross the Forth 
Rail Bridge. A number of factors limit the number of paths available for 
delivery of coal to Longannet. The key issues are availability of paths over 
the Forth Rail Bridge for freight traffic, limitations of traffic movement on 
the Longannet Branch line, network rail possessions for maintenance, 
power station operating hours and turnaround time for discharge of trains. 

5.2 These constraints allow around 14 trains per day to be scheduled for 
delivery to Longannet. Each train has a capacity of around 850-860 
tonnes as a result of the weight limitations imposed by the Forth Rail 
Bridge. In practise however the delivery performance rate is around 85% 
due to various factors including breakdowns, availability of coal and 
weather related problems. This translates to a discharge rate of 12 trains 
per day. This performance rate is equivalent to a maximum tonnage 
capacity of around 60,000 tonnes per week or 3,000,000 tonnes per 
annum delivered by rail.  

5.3 Delivery of coal by road is used to supply any additional coal 
requirements. We operate a voluntary agreement with the local 
community restricting the number of coal trucks delivered to Longannet to 
a maximum of 200 per day except in exceptional circumstances. In 
addition up to 150 vehicles per day deliver coal to the surface of the 
Longannet Deep-Mine site where it can be stocked before delivery to 
Longannet via conveyor. This adds a potential delivery capability of some 
50,000 tonnes per week or some 2,500,000 tonnes. Assuming a 
maximum annual utilisation factor of 80% this equates to a practical limit 
of around 2,000,000 tonnes per annum. 

5.4 Whilst road traffic is minimised, the current level of road traffic does have 
an adverse impact on the quality of life for those living in the vicinity of 
Longannet. The forecast requirements for coal in paragraph 3.7 show that 
without expanding the capacity for rail traffic we will continue to require 
significant volumes of coal to be delivered by road for the foreseeable 
future.     

  



   
 

Scottish Power Solution 

5.5 To support the current coal procurement strategy, ScottishPower entered 
into a 7-year agreement with Clydeport Operations Ltd (“Clydeport”), the 
operators of the Hunterston Terminal, for the importation and 
transportation of coal to Longannet commencing April 2004. This 
agreement underpins the future of the Hunterston Terminal and the 
economic viability of Longannet in a fiercely competitive electricity market. 

5.6 The Agreement provides for Clydeport to have sufficient resources to 
deliver up to 5 mtonnes per annum. Until such time as the Stirling-Alloa-
Kincardine line is re-opened,  the capacity which can be delivered by rail 
is capped at approx 3 million tonnes. In the interim the balance of capacity 
will be supplied via a new importation terminal at the Babcock facility at 
Rosyth.  

5.7 Any tonnage imported via this facility will require to be delivered by road 
to Longannet.  

6. Summary 

6.1 The re-opening of the Stirling-Alloa-Kincardine line would deliver a 
number of benefits to ScottishPower, the local community in the vicinity of 
Longannet and the wider community at large. 

6.1.1 Even without FGD, it is estimated that some 20,000 – 50,000 truck 
movements to Longannet would be removed from the road each 
year until around 2007 reducing thereafter.   

6.1.2 The quality of life for the local communities in Kincardine and 
Rosyth would be improved as a result of the reduced traffic on the 
A985 and from improved air quality as a result of the removal of 
these trucks from the road. 

6.1.3 ScottishPower benefits from a more robust rail infrastructure 
constructed to a standard which can handle full sized trains 
consisting of the new generation of coal wagons which can load 
up to 1,400 tonnes of coal per train, an increase of over 50% on 
the current train capacity over the Forth Rail Bridge resulting in the 
equivalent of 33% less rail movements than required over the 
Forth Rail Bridge for the same tonnage. 

6.1.4 Underpins the economic viability of Longannet and security of 
direct and indirect employment. 

6.1.5 The wider community in Fife benefit from the removal of coal traffic 
from the Forth Rail Bridge which frees up much needed paths to 
accommodate a growing passenger traffic commuting to and from 
Edinburgh. 

  

 



 

 

 

 

 

STIRLING-ALLOA-KINCARDINE RAILWAY AND LINKED IMPROVEMENTS BILL 
COMMITTEE 

PRELIMINARY STAGE 

 
WRITTEN EVIDENCE FROM NETWORK RAIL ON NEED FOR RAILWAY AND 

ASSOCIATED WORKS 

 
Question put to Network Rail 
 
“In advance of the oral evidence taking, the Committee would be grateful to receive 
any comments that Network Rail considers to be relevant to the Committee’s 
consideration of the general principles of the Bill and, in respect of the relationship 
between the long-term planning of Network Rail and the Stirling-Alloa-Kincardine 
railway”. 
 
Network Rail Infrastructure Limited response  
 
1. The re-opening of this railway line to passenger traffic between Stirling and Alloa, 

and onto Kincardine for freight traffic creates capacity over the Forth Railway 
Bridge for potential additional services.  Currently Network Rail provides paths for 
freight services (electricity supply industry coal), principally from the west of 
Scotland outwith peak hours into Fife, thence to Longannet Power Station.  These 
freight paths take up capacity and can have an adverse effect on the reliability of 
the existing passenger services utilising the Edinburgh to Fife rail corridor. 

 
2. The route taken by the loaded and empty coal trains includes a section of the 

Edinburgh & Glasgow main line between Polmont and Winchburgh Junction.  This 
is a 90 – 100 mph high-speed railway with frequent interurban and commuter 
services utilising the route.  The mix of slower moving freight traffic travelling at 45 
– 55 mph does not fit well with the frequency of the passenger services.  The new 
route would mitigate the effect of freight traffic on the current route via the 
Edinburgh & Glasgow main line. 

 
3. A mixture of commuter services serving Fife, Scottish interurban services to 

Perth, Inverness, Dundee and Aberdeen, as well as long distance services from 
England to Aberdeen and Dundee share the Forth Bridge corridor.  As with � 
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above the mix of passenger and slower moving freight trains does create 
operational problems, which can impact on the reliability of the frequent 
passenger service.  There is also a weight limit for freight trains using the Forth 
Bridge and this constrains the ability of the Freight Operating Companies to move 
large tonnages of coal into Longannet Power Station.  The new route will allow 
the freight operators to run heavier trains to Longannet, which means fewer train 
paths will be required to handle a given tonnage.  This makes for better utilisation 
of the existing rail network within Central Scotland. 

 
4. Within Fife itself the core passenger commuter services operate in a circular 

manner to and from Edinburgh Waverley Station.  Outer Circle services run via 
Dunfermline, Cowdenbeath, Kirkcaldy and Burntisland.  Inner Circle services run 
via Burntisland, Kirkacaldy, Cowdenbeath and Dumfermline.  These services 
operate to a half-hourly interval frequency during off-peak periods, with a small 
number of additional workings during peak hours.  The passenger demand is 
growing for commuter and leisure travel from Fife into Edinburgh and any 
reduction in coal traffic using the Forth Railway Bridge will assist the reliability and 
quality of the passenger services being offered. 

 
5. In the Charlestown Junction (Dunfermline) to Townhill Yard section of the Fife 

Circle the passenger services have to mix with loaded coal traffic and empty coal 
traffic requiring access to Townhill Yard en-route to and from the Longannet 
Branch.  The Longannet Branch makes a north facing connection to the Fife 
Circle and the loaded coal trains come from the south with empty trains returning 
to the south.  This means that loaded and empty coal trains pass through 
Dunfermline twice, thus reducing the number of train paths available for 
passenger traffic.  The reversal at Townhill Yard is necessary for access and 
egress to and from the Longannet Branch and also adds to the journey time for 
the coal trains destined for Longannet Power Station. 

 
6. The new route will result in a shorter journey time for coal traffic, particularly 

imported coal from the Hunterston Deep Water facility.  There is the potential for 
better use to be made of the resources (locomotives and wagons) allocated to 
this type of traffic.  With careful timetable planning it is anticipated that the 
diversion of the Longannet coal traffic via Stirling can be accommodated without a 
detrimental effect on the current passenger and freight timetables applicable to 
the Scottish Central route between Motherwell and Stirling.  It should be noted 
that once this change is implemented there would be very few spare timetable 
paths for any additional services on this section of the route. 

 
7. The provision of a passenger service to Alloa envisages the extension of an 

existing Glasgow to Stirling local service to serve a new station at Alloa.  
Therefore there is no additional passenger path required except on the new route 
between Stirling and Alloa. 

 
8. In conclusion this new railway route will have a beneficial effect on the Central 

and East of Scotland rail network by diverting slower and heavy coal traffic away 
from several core passenger routes.  This will deliver a more reliable passenger 
network. 



 

 
Question put to Network Rail 
 
“The Committee may also undertake preliminary examination of two Kincardine – 
based objections that are located near to the existing operational railway between 
Kincardine Power Station and Longannet Power Station.  In this connection, the 
Committee noted paragraph 12 of the explanatory notes to the Bill.  In the opinion of 
Network Rail, in what respect are the existing statutory powers and permitted 
development rights insufficient for the purposes of the linked improvements objective 
of the Bill?” 
 
Explanatory Note paragraph 12 

“The Bill does not state that the authorised undertaker may operate the railway and 
related facilities.  This is because under section 6 of the Railways Act 1993 (c.43) the 
operation (including management) of a railway asset (which includes track and other 
infrastructure and stations) requires a licence under section 8 of that Act”. 
 
Network Rail Infrastructure Limited response 
 
9. At present it is assumed that Network Rail Infrastructure Limited will become the 

operator of the new route under the terms of its existing network and station 
licences granted pursuant to the Railways Act 1993. 

 
Network Rail Infrastructure Limited is currently negotiating legal agreements with 
the Promoter, the intention being that following the completion of the relevant 
agreements and the grant of powers, the new route may be connected to and 
form part of Network Rail Infrastructure Limited’s network.  The design of the new 
railway has still to be finalised and once that phase of work is complete it should 
be possible to conclude agreements. 
 
These agreements will contain terms relating to the method of carrying out works 
for the new route to ensure protection of Network Rail Infrastructure Limited’s 
existing assets.  The works must be executed in accordance with relevant 
standards and with minimum disruption to existing services. 
 
As part of the project it is clearly understood by the Promoter that the design of 
the various assets that make up the new railway must be fully compliant with the 
relevant Network Rail and rail industry standards and be acceptable to Her 
Majesty’s Railway Inspectorate. 

 
10. In relation to the works required on the existing Network Rail Infrastructure 

Limited network at Stirling and Kincardine Power Station to Longannet, it is 
anticipated that these will be constructed under Network Rail Infrastructure 
Limited’s permitted development rights with suitable legal agreements in place as 
detailed in � above. 

 



 

11. There are several provisions in the Bill, which contain powers relating to the 
existing railway because Network Rail Infrastructure Limited does not have these 
powers.  These are: - 

 
11.1 Disapplication of requirement for listed building consent at Stirling. 
11.2 Requirement for land acquisition for miscellaneous items, e.g. roadside 

verges. 
11.3 Construction and upgrading of the various public and private level 

crossings. 
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STIRLING-ALLOA-KINCARDINE RAILWAY AND LINKED IMPROVEMENTS 

BILL COMMITTEE 
 

PRELIMINARY STAGE 
 

 
WRITTEN EVIDENCE FROM RAIL PASSENGERS COMMITTEE SCOTLAND 

ON NEED FOR RAILWAY AND ASSOCIATED WORKS 
 
Introduction   
 
1.1 The Rail Passengers Committee Scotland (RPCS), the statutory body 

representing passengers’ interests, welcomes the opportunity to submit 
written  evidence to this inquiry.  

 
Question put to RPCS 
 
“In advance of the oral evidence-taking, the Committee would be grateful to 
receive a view from the RPC as to whether it supports the Bill and, if so, why?.” 
 
Response from RPCS 
 
2.1 The RPCS supports the Bill as it will deliver significant benefits to: 

� Existing passengers and; 
� Potential passengers 

 
2.2 Three categories of existing and potential passenger will benefit from the 

additional capacity created over a wide geographical area: 
a) Potential passengers travelling on the new railway who previously did 
not have the opportunity to do so. 
b) Existing (and new) passengers travelling on the routes (e.g. 
Edinburgh-Fife/Aberdeen) which will have greater capacity as a result of 
coal traffic diverting to the new, more direct route. 
c) Existing (and new) passengers travelling on routes (e.g. Ayrshire-
Paisley-Glasgow) which will no longer be clogged up by coal trains 
formed of old 45mph coal wagons (the only type allowed on the Forth 
Bridge) as these will be replaced by heavier, more modern wagons with a 
higher speed limit that more closely matches the speed of passenger 
trains. 
 

2.3 At present there is a weight limit on the coal trains that cross the Forth 
Bridge. As a consequence there is an associated speed restriction on the 
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entire route between Hunterston and Longannet, due to the coal wagons 
utilised being the rather elderly HAA type, with a maximum speed of 
45mph when fully loaded. 

 
2.4 The opening of the Stirling-Alloa-Kincardine line will allow coal trains to 

be formed of modern 102 tonne1 HTA hopper wagons which can travel at 
greater speed than the old 47 tonne HAA wagons, therefore improving 
the capacity and thus service robustness and reliability of passenger 
services on the whole Ayr-Paisley-Glasgow-Stirling route. 

 
Benefits to existing passengers  
    
3.1 To appreciate the extent to which the existing network is capacity-

constrained we note that passenger rail travel has grown by 38% since 
1995 and is now at a level higher than 50 years ago when the network 
was double the size2.  

 
3.2 In its Capacity Utilisation Policy consultation (2002) the Strategic Rail 

Authority (SRA) commented that "efficient capacity utilisation is 
particularly an issue on the routes that are both busy and used by 
differing services meeting a variety of needs".  The routes on which 
additional capacity will be created as a result of the opening of the 
Stirling-Alloa-Kincardine railway are presently prime examples of this 
issue.          
  

3.3 Improved capacity means better performance and the potential to run 
additional trains. Improved performance is not simply an issue of better 
timekeeping but the ability to recover more speedily when things go 
wrong. 

  
3.4 Most coal delivered by rail to Longannet power station originates in 

Ayrshire, either as imports to Hunterston or dug from opencast mines.  
This coal is routed to Longannet by the Ayrshire coast line to Pasiley, 
Glasgow and thence to Mossend, from which it is moved either via 
Cumbernauld and the Edinburgh & Glasgow line (E&G), or via Shotts and 
the Edinburgh Suburban line, to the Forth Bridge, Dunfermline (where 
trains reverse) and the freight line to Longannet.  

 
3.5 The introduction of the 15-minute service between Edinburgh and 

Glasgow resulted in capacity constraints, particularly at the approaches 
to Edinburgh Waverley and Glasgow Queen Street stations. If the 15-
minute service pattern is disrupted, it has a knock-on effect for all other 
services awaiting a train path to or from both these stations. 

 
3.6 The opening of the Sirling-Alloa-Kincardine line will remove coal trains 

from busy sections of the E&G between Polmont Junction and 
Winchburgh Junction, and on Fife lines between Haymarket West 
Junction and Dunfermline. This will improve service robustness and 

                                                           
1 Loaded weights 
2 Everyone’s Railway The Wider Case For Rail, SRA, September 2003 
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reliability not only for passengers travelling on E&G and Fife services 
services but also have a positive knock-on effect for all other services 
travelling in and out of Edinburgh Waverley and Glasgow Queen Street 
stations. The impacts of removing this traffic could therefore be felt as far 
afield as Aberdeen, Inverness, Glasgow and Newcastle. 

 
3.7 On 16th October 2003 the Scottish Executive announced imminent 

delivery of the first of 28 new class 170 three car trains as part of an £88 
million investment package to relieve overcrowding and reliability 
problems on routes including Fife-Edinburgh and the E&G. To ensure 
that the investment obtains the maximum impact, removing coal trains 
from these routes will ensure increased levels of service robustness and 
reliability.  

 
3.8 Once old class 150 units are replaced by the new class 170s on the Fife 

routes, the potential for faster journeys will also be released – partly as a 
result of the improved performance characteristics of the 170s and partly 
because of improved capacity. 

 
3.9 Removing coal trains from the Forth Bridge will allow the potential for 

additional passenger services to operate between Perth/Aberdeen, Fife 
and Edinburgh/the south, addressing overcrowding concerns and 
providing additional journey opportunities. These opportunities will not 
just be limited to ScotRail trains but may afford paths for long distance 
services. 

 
3.10 It should be recognised that this increase in capacity will put further 

emphasis on the need to address capacity constraints at Edinburgh 
Waverley, options for which are currently being analysed by the Scottish 
Executive, Strategic Rail Authority and City of Edinburgh Council. 

 
3.11 The introduction of fast coal trains on the Largs/Ardrossan/Ayr-Paisley-

Glasgow line will free up capacity and improve service robustness and 
reliability for all trains on this route.  This will benefit both passengers on 
these routes and all services using Glasgow Central High Level. 

 
Benefits to potential passengers      
     
4.1 The opening of the Stirling-Alloa line will assist delivery of the Scottish 

Executive’s transport policy. The RPCS approaches the benefits to 
potential passengers first by considering the consumer principles of 
access, choice and safety.  

   
4.2 The opening of a passenger service between Stirling and Alloa will create 

both local journey opportunities and provide direct access to the Great 
Britain rail network. 
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4.3 Stirling, Perth, Edinburgh and Glasgow will all become easier to reach for 
those wishing to either travel to work in these areas or enjoy leisure 
opportunities.        
         

4.4 At present the only choice for local residents is the road network be it by 
bus or car. The introduction of passenger rail services will increase 
choice, particularly for households which do not have use of a car.  
 

4.5 Travel by rail is one of the safest means of travel there is.  But because of 
media hype people think train travel is riskier than it really is.  While 
accidents will occasionally happen the RPCS encourages the industry 
and the media to be more accurate in informing the public about the true 
risk of train travel.  In the year 2002/3 the following rail passenger 
journeys were made in Scotland3: 

 
Internal (journeys wholly within Scotland) 59.9 million 
Cross border traffic from Scotland   2.3 million 
Cross border traffic to Scotland   2.6 million 
Total       64.8 million 

 
4.6 There were seventeen fatalities4, but none involved train passengers.  

Seven were trespassers, eight suicides, one a member of railway staff 
and one a member of the public.  Any death or accident is to be 
regretted, but we urge a sense of proportion.  Contrast these figures with 
274 road accident deaths and 2,668 serious injuries from road accidents 
in Scotland in the year 2002. The building of the new railway will reduce 
the risk of death or injury through accidents for those transferring from 
road to rail.  
 

4.7 The benefits to potential passengers will be further realised by future 
demand for passenger rail travel.  The March 2003 Scottish Strategic Rail 
Study says: “Under our base case assumptions, the number of rail 
journeys within the study area is expected to increase from around 48m 
in 2000 to over 65m by 2020 as a result of background economic, 
demographic and social change”.  (It should be noted that the study area 
was most, but not all, of Scotland.) 

 
4.8 The Scottish Executive’s transport policy is committed to build an 

integrated transport system which meets our economic and social needs 
but does not threaten the health of the environment. 
 

4.9 The building of a new high quality station at Alloa, acting as the central 
public transport focus of the town will help achieve that commitment if 
integration within and between modes of transport is addressed as part of 
the transport service planning process (e.g. variants to the rail franchise 
agreement coupled with quality bus contracts). 
 

                                                           
3 Scottish Executive Scottish Transport Statistics No 22 - 2003 Edition 
4 Scottish Executive Scottish Transport Statistics No 22 - 2003 Edition 
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4.10 The introduction of a passenger rail service will assist social inclusion by 
increasing access to jobs and educational opportunities. This is 
particularly important, as the local authority area has suffered loss of 
employment in the recent past. 

 
4.11 The introduction of a passenger rail service might act as the catalyst for 

economic development of the area by attracting both new businesses 
and residents to Clackmannanshire.  It will certainly enhance the 
attractiveness of the area to investors.     
  

4.12 Environmental benefits will arise from modal shift from car to rail by, for 
example: 
a) Impacting on air quality.  For example, average gCO2 emissions for 
passenger rail per passenger kilometre are 73 vs 114 for cars5. 
b) Contributing towards the Scottish Executive’s target of stabilising road 
traffic levels at 2001 levels by 2021.   
 

 
            

                                                           
5 Everyone’s Railway The Wider Case For Rail, SRA, September 2003 


