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STIRLING-ALLOA-KINCARDINE RAILWAY AND LINKED 
IMPROVEMENTS BILL COMMITTEE 

 
PRELIMINARY STAGE 

  
WRITTEN EVIDENCE FROM THE SCOTTISH EXECUTIVE ON THE 

SCOTTISH TRANSPORT APPRAISAL GUIDANCE (STAG) 
  
1.        Background 
 
1.1      The New Appraisal Methodology (NAM) was used extensively for the 

appraisal of road projects using the Government’s five objectives for 
environment, safety, economy, integration and accessibility during the 
Scottish Strategic Roads Review which published its findings in 
November 1999.  From this basis STAG was developed by the Scottish 
Executive to provide guidance on the appraisal of transport projects 
across all modes of transport. 

1.2      The draft consultation document was first issued in July 2001 with the 
intention that it would be used on all projects for which the Scottish 
Executive provided funding in whole or in part. 

1.3      Feedback received during the consultation period has been used in the 
production of STAG version 1.0 which was issued for use throughout 
Scotland on 2nd September 2003. 

  
2.        What is STAG? 
 
2.1      STAG is a comprehensive source of advice on all aspects of the 

transport planning process from the earliest stages of planning, through 
the appraisal process itself to the implementation and evaluation of a 
transport project or strategy.  It is intended for the use of transport 
planners and investment decision makers in the appraisal of all 
transport projects and strategies throughout Scotland. 

2.2      It is an objective led process in which transport planners are required to 
involve key stakeholders from the outset to decide what it is they are 
trying to achieve BEFORE considering different ways in which to 
achieve it.  Objectives should be set in terms of national, regional or 
local policies without a preconception of how they might be achieved. 

2.3      There are three stages to the process and these are outlined in the 
flow chart within Annex 1 below. 
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a)   Pre-appraisal Process 
 

i)    Before embarking upon the appraisal process itself, transport 
planners are required to set objectives for the proposal which are 
consistent with local, regional and national transport policies, 
consider what real and perceived problems exist which prevent 
these objectives being met and review the objectives in the light of 
gathered information.  Once all parties, including interested 
stakeholders, are satisfied that the established objectives are 
appropriate for the existing problems it is expected that a wide 
range of potential options for meeting the objectives will be 
generated. 

 
b)   The Appraisal Process 
 
i)   The appraisal process itself is an evaluation of an option against the 

established objectives.  This evaluation can either be qualitative or, 
where information is available, quantitative.  STAG allows for a two 
part appraisal process.  The Part 1 appraisal is designed to 
minimise wasted effort by testing early on whether or not an option 
meets the key objectives before the more detailed analysis required 
in the Part 2 appraisal is undertaken. 

 
ii)  All options which appear to meet the established objectives 

following a Part 1 appraisal should be subject to a Part 2 appraisal 
and not simply the ‘best’ or ‘better’ options in the view of the 
transport planner. 

 
iii)  The Part 2 appraisal centres on the five Government objectives for 

environment, economy, safety, integration and accessibility.  Each 
of these objectives has equal significance in the appraisal process 
and it is left to the investment decision maker to decide on the 
merits of the appraisal which of the options presented, if any, should 
be supported. 

 
iv)  For simplification and to assist with the decision making process, 

the results of the appraisal should be presented in the form of 
Appraisal Summary Tables (AST’s) which set out the key issues for 
each option when compared with the ‘do-minimum’ situation. 

 
c)   Post Appraisal Process 
 

i)   Following the completion of the appraisal process and the 
completed AST’s, it is recommended that the transport planner 
prepare a summary report to outline the key aspects of the 
appraisal undertaken to confirm its compliance with the guidance. 
This change was introduced in version 1.0 issued on 2nd September 
2003. 



ii)   Once the investment decision maker has decided to proceed with a 
project or strategy it is essential that its progress through 
implementation be monitored and evaluated to ensure that it 
continues to meet the established objectives and that any lessons 
learned can be reflected in future projects or strategies. 

  
3.        Application of STAG 
 
3.1      The guidance has been developed with the intention of broadening the 

new appraisal methodology, used so successfully on road projects, to 
cover all modes of transport and to allow a greater number of types of 
projects and levels of detail to be considered within a single framework. 

3.2      As such, the guidance is appropriate for use in the appraisal of multi 
modal corridors, integrated transport initiatives, road projects, rail 
projects, bus projects and walking and cycling initiatives  

3.3      It is considered that the application of STAG is appropriate to the 
consideration of a rail project such as the Stirling-Alloa-Kincardine 
railway. 
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STIRLING-ALLOA-KINCARDINE RAILWAY 
AND LINKED IMPROVEMENTS BILL COMMITTEE 

 
PRELIMINARY STAGE 

 
WRITTEN EVIDENCE FROM PROMOTER ON ALTERNATIVES (NON-RAIL AND 

ALTERNATIVE RAIL ROUTES)  
 

Introduction 

1 The purpose of this memorandum is to provide additional information to 
the Stirling-Alloa-Kincardine Railway and Linked Improvements Bill (SAK 
Bill) Committee on the theme of alternatives both to the rail scheme itself, 
and alternative route options considered for sections of the route.  

Scheme Objectives 

2 The Promoter has adopted the Stirling – Alloa – Kincardine rail scheme as 
the most effective method by which all three of the objectives set out 
below may be achieved. .  It remains the only scheme to achieve all 3 
objectives and, although combinations of other initiatives could go some 
way towards meeting the objectives, an assessment has concluded that 
none of those identified performed as well as and was to be preferred to 
the scheme proposed.  The attainment of the objectives complements the 
requirements of the Project Steering Group1, Network Rail Infrastructure 
Limited, ScottishPower plc, Clydeport, English, Welsh and Scottish 
Railways and ScotRail. This has enabled the Promoter to take a 
considered and overarching view on which scheme is to be the preferred. 

3 The objectives for the scheme are drawn from established local and 
regional strategies developed within the Scottish Executive’s overall 
national transport policy and are identified in the Promoter’s 
Memorandum2 as: 

� To improve public transport access from Alloa, especially to 
Stirling, Glasgow and Edinburgh; 

                         
1 Refer to the Promoter’s Memorandum, Paragraph 15 
2 Refer to the Promoter’s Memorandum, Paragraph 13 and the Promoter’s Need for Railway 
and Associated Works Memorandum, submitted to the Parliament on 20 October 2003 
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� To provide an alternative, shorter, more efficient route for coal 
traffic from Hunterston, and open cast mines in Ayrshire, to 
Longannet Power Station in Fife, thus reducing congestion on 
both the road and rail networks; and 

� To remove coal trains from the Forth Bridge, thereby providing 
scope for additional passenger services from Fife to Edinburgh 
and improving reliability for existing passenger services. 

4 In identifying the preferred scheme alternative solutions, both rail and non-
rail, were considered during the development of the project. These 
alternatives were properly assessed against all three of the above 
objectives.  Following those assessments the Promoter concluded that 
there was a clear-cut case for disregarding those alternatives.  

5 This memorandum therefore identifies firstly the individual objectives and 
the reasons for non-rail alternatives not being pursued beyond an initial, 
qualitative assessment.  The memorandum then identifies the 
development of the rail scheme through an iterative process identifying 
both the objectives and where appropriate the alternatives considered. 
The memorandum then identifies the rail alternatives that were considered 
and the process by which they were accepted or eliminated in defining the 
preferred scheme. 

Improved public transport access to Alloa – non-rail alternatives 

6 Good, competitive public transport connections are important to provide 
viable alternatives to the private car and to provide realistic travel options 
for those who cannot or do not have access to a car some or all of the 
time.  36% of Scots over 17 have no driving licence (46% of women over 
17), 35% of households do not own a car and only 21% of households 
have 2 or more cars.3  This means that in many households with 2 adults, 
one adult is dependent on public transport, cycling or walking to access 
jobs, education and leisure opportunities. 

7 Fast journey times greatly improve the attractiveness and viability of public 
transport.  In developing its local transport strategy it was clear to 
Clackmannanshire Council that journey times by rail of around 11 minutes 
from Alloa to Stirling and under an hour to Glasgow were much more 
attractive than the equivalent journey times by bus could ever be. 

8 Fundamentally an improved bus service or road network could not deliver 
the second and third objectives of the scheme. 

                         
3 Scottish Household Survey 2002 
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9 The potential for passenger rail to contribute to the attractiveness of Alloa 
and Clackmannanshire as a location to live and work is also significantly 
greater than the potential for improved bus services to do the same. 

Improved cross-Forth public transport 

10 For Fife Council the key reasons for supporting improved rail services 
across the Forth were (1) overcrowding on the existing train services 
demonstrating the potential for rail passenger growth and (2) the 
continuing congestion on the Forth Road Bridge, especially during the 
morning and evening peaks. 

11 The bus-based Ferry Toll park and ride has been very successful and 
planning is underway to expand that scheme and more seats will be 
provided on cross-Forth rail services as part of the Scottish Executive’s 
investment in 22 additional Class 170 trains.  However, there is clear, and 
growing, demand for continuing expansion of passenger rail services 
between Fife and Edinburgh and once the additional rolling stock has 
been deployed, further expansion can only happen if there are further train 
paths across the Forth.   

More efficient route for coal traffic from Hunterston to Longannet 
Power Station 

12 The improved efficiency of coal movement contributes to reduced 
congestion on the road and rail networks.  The choice of delivery port for 
imported coal for onward transport to Longannet Power Station is a 
commercial matter for ScottishPower and its coal suppliers and the 
Promoter has not sought to influence that decision.  The Promoter has 
therefore not made any assessment of alternatives to rail transport from 
Hunterston.  The only likely viable alternative to shipping coal from 
Hunterston by rail is road transport, which alleviates congestion on the rail 
network at the expense of congestion on the road network and adverse 
environmental impacts. 

13 ScottishPower clearly has commercial reasons for wishing to improve the 
efficiency of coal deliveries to Longannet Power Station.  The Promoter is 
aware that ScottishPower has considered a number of alternatives to the 
Stirling – Alloa – Kincardine rail link to achieve this objective and has 
decided for commercial reasons not to pursue any of those alternatives. 
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Elimination of non-rail alternatives 

14 As non-rail alternatives simply could not meet all of the objectives of the 
scheme, the Promoter has concentrated on developing and achieving a 
rail scheme to meet Clackmannanshire, Stirling and Fife Councils’ 
objectives.  As their investigations continued it became clear that the 
synergy of the schemes was such that the best option was to pursue a 
combined passenger and freight scheme for the Stirling – Alloa – 
Kincardine railway.  Further details of the work that led to that conclusion 
are given below. 

Scheme development 

15 Since the railway line was last used, in 1993 (Stirling to Cambus) and1983 
(Cambus to Kincardine Power Station), there have been a number of 
studies and proposals to re-open the line to meet a variety of objectives 
and, by implication, to satisfy different standards. Each of the 
assessments have been associated in some way and have led to the 
scheme evolving as opposed to being a defined solution to one particular 
set of criteria. This evolution has had a direct impact on the alternatives 
considered. 

16 The various assessments that have been undertaken and which underpin 
the scheme in the Bill are summarised below. 

Freight Feasibility Study4 

17 In 1999 Railtrack plc – now Network Rail Infrastructure Limited, or Network 
Rail - commissioned Babtie Group to undertake a feasibility study of re-
opening the route from Stirling to the operational line at Kincardine. The 
main objective for Railtrack was to re-introduce freight traffic to the line, 
which in turn would provide an alternative access for coal freight to 
Longannet Power Station. This objective was born from the desire to 
address the inflexibility of the existing arrangements for coal traffic 
travelling across the Forth Rail Bridge to the power station. 

18 The remit for the study was to identify the works required to re-open the 
route to accommodate trains travelling along the line at low speed i.e. 
45mph. The remit also included the need to consider the operational 
alternatives to meeting this requirement.  

 

 

                         
4 Stirling-Alloa-Kincardine Route Re-opening; Feasibility Study, Babtie Group, March 1999 
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19 It was accepted that the works required to achieve this minimal operation 
would be basic in nature with as much of the existing infrastructure re-
used as possible. The proposed method of signalling the line was 
therefore extremely basic and most of the original track would have been 
repaired and re-used. In addition it was envisaged that the arrangements 
at the level crossings along the route would require little new technology 
e.g. an individual would be assigned to travel with the train and manually 
open and close the gates as the train travels along the line.  

20 A report was duly produced and accepted by Railtrack. Given that 
Railtrack’s objective for the scheme was to re-open this section of railway 
for freight traffic no other alternatives in terms of mode or alignment were 
considered. 

Passenger Service Feasibility Study5 

21 The re-introduction of a rail passenger service was and is an objective of 
Clackmannanshire Council to achieve better public transport access from 
Alloa to Stirling and beyond. The passenger service had been considered 
in isolation on a number of occasions during the 1990’s and various 
feasibility reports produced.  

22 Subsequent to the preparation of the freight route report it was recognised 
by Clackmannanshire Council that should a freight route be re-opened by 
Railtrack along the entire length of the line, then it would follow that a 
passenger service to Alloa from Stirling might also be re-introduced 
without great additional cost.  Clackmannanshire Council decided to try to 
take the opportunity to achieve synergy between its objectives and 
Railtrack’s to the benefit of both parties. 

23 Clackmannanshire Council did not commission a new study for the 
assessment of additional cost but utilised a previous study prepared by 
Scott Wilson Kirkpatrick, which identified the cost of the infrastructure 
required to re-introduce a passenger service. Clackmannanshire Council 
combined this study with the Babtie Group’s feasibility study and a cost 
estimate was derived assuming potential economies of scale.  ScotRail 
were consulted to provide a view on the likely operating costs of 
passenger services on the line. 

 

 

                         
5 The Introduction of Passenger Rail Services to Clackmannanshire, Clackmannanshire 
Council, August  2000 
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24 Clackmannanshire Council considered the re-introduction of rail 
passenger services to Alloa in relation to a do-minimum option that 
included committed transport schemes and substantial enhancements to 
bus services and infrastructure6.  This analysis indicated that improved 
bus services would not achieve the core objectives of the project.  

Value Management Workshop7 

25 In 2001 it was clear that ScottishPower was becoming concerned over the 
long term viability of the deep coal mine at Longannet and its ability to 
provide sufficient fuel for Longannet Power Station. At that stage the coal 
from the mine was supplemented by imported coal, which was transferred 
to the station by train from Hunterston and the East Ayrshire coalfields, via 
the Forth Rail Bridge. The Forth Rail Bridge however, is limited by capacity 
restrictions in terms of weight and available train paths. ScottishPower’s 
key concern was that, should additional coal be required for Longannet 
Power Station from outwith the immediate vicinity, the capacity of the 
available rail infrastructure to transport coal was limited. ScottishPower 
was therefore keen to identify a viable alternative. 

26 From the Railtrack perspective, the routeing of the rail freight traffic to 
Longannet via the Forth Rail Bridge was not considered desirable given its 
impact on the reliability of the Edinburgh to Glasgow flagship services and, 
more importantly, its utilisation of train paths across the Forth Rail Bridge. 
The latter was of particular significance given ongoing pressure on 
Railtrack and the Scottish Executive to increase capacity of rail passenger 
traffic to and from Fife. 

27 Railtrack therefore considered in greater detail the requirements for re-
opening the Stirling-Alloa-Kincardine line to meet the demands of 
Longannet Power Station, which in turn would relieve congestion on the 
Forth Rail Bridge. This would require significantly more trains along the 
route from Stirling, which had a direct impact on the required linespeeds 
and the operation of the line. In essence the basic upgrade of the existing 
line would not have been appropriate to accommodate the required 
additional traffic and a higher standard would be required.  

 

 

                         
6 The Introduction of Passenger Rail Services to Clackmannanshire, Clackmannanshire 
Council, August 2000, Chapter 6 and Appendix A 
7 Stirling-Alloa-Kincardine Freight and Passenger Route Feasibility Study; Value Management 

Workshop Report, Railtrack, May 2001 
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28 Furthermore, Railtrack was aware that Clackmannanshire Council had 
undertaken an assessment of proposals for establishing a passenger 
service to Alloa based on the route being re-opened for freight. Railtrack 
therefore considered it appropriate to re-assess the route in its entirety 
with the view to accommodating both passenger and freight services. As a 
result of the requirement for higher design standards, this assessment 
produced a significantly higher cost estimate than that produced by 
Clackmannanshire Council. 

29 This assessment did not consider any alternatives with respect to rail 
routes or non-rail modes, other than the acceptance by ScottishPower that 
the main alternative, importing coal by road, was not considered desirable. 

Technical Review8 

30 Following a Value Management Workshop to assess the robustness of the 
cost estimates for the combined passenger and freight scheme, referred to 
above, Clackmannanshire Council commissioned Babtie Group to 
undertake a technical review of the cost estimates.  This was undertaken 
with full co-operation of all parties and the review confirmed that 
Railtrack’s assessment was generally correct. 

31 Clackmannanshire Council and Railtrack then took the opportunity 
provided by the technical review to assess in detail their respective 
aspirations and to consider alternative strategies that would achieve them. 
In essence, there were alternatives to run faster or slower trains with a 
resultant impact on the capacity of operations and the capital cost of each 
option, the base assumptions and criteria for each option were set out9.  

32 The passenger service to Alloa was desired by Clackmannanshire Council 
for a number of reasons including the provision of a direct public transport 
connection to Stirling and then on to Glasgow. In this respect it was clear 
that the projected journey time, and hence the linespeed, had to be 
competitive with car travel and bus travel between these centres. 

33 It was assumed for this study that to supply coal by rail to Longannet 
Power Station would require approximately 15 trains per day. It was 
identified that this assumption would be wholly dependent on the long term 
future of the Power Station and the future of the deep coal mine. In 
addition, there was potential in the medium term to introduce other freight 
traffic travelling south to north, which could more readily use this route 
than the existing mainline.  

                         
8 Stirling to Alloa and Kincardine Line Re-opening Technical Review, Babtie Group, August 
2001 
9 Stirling to Alloa and Kincardine Line Re-opening Technical Review, Babtie Group, August 
2001, Chapter 4 
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34 Given the above requirements for both passenger and freight it was 
agreed that the line should be capable of accommodating: 

� 1 passenger train per hour between Stirling and Alloa in either 
direction at a linespeed of 70 mph; and  

� 1 freight train in either direction between Stirling and 
Longannet in either direction at a linespeed of 60mph. 

35 To establish these criteria, various alternatives were considered in terms 
of increasing or decreasing traffic, increasing or decreasing linespeed and 
the potential for twin tracking the route. The specification above however 
was considered to meet the foreseeable needs of both passenger and 
freight, and was considered to be the only solution that met the objectives. 

36 During this initial appraisal period the Promoter believes that 
ScottishPower also considered in greater detail the alternatives to 
importing coal by rail with at that stage only a road based arrangement 
being available. Given the magnitude of the imported coal required the 
road alternative was neither desirable from a commercial point of view nor 
an environmental point of view – this issue is detailed further in the 
Promoter’s Need for Railway and Associated Works Memorandum10.  

37 The Promoter identified a range of scenarios, each of which was 
appraised in respect of their effect on the economic impact of the line, with 
consideration given to train frequency, line capacity and capital cost11. 
This involved an assessment of the scheme using the principles and 
guidelines identified for a full assessment that was compatible with the 
then draft Scottish Transport Appraisal Guidance (STAG)12. The 
assessment found the preferred solution (passenger services at 70 mph 
and freight at 60 mph) to be favourable and to meet the objectives of the 
various parties involved. 

38 This led the parties on the Project Steering Group to conclude that the 
combined freight and passenger scheme not only met the 3 objectives 
identified but also that the synergy between the various elements of the 
project, especially the sharing of the cost of common infrastructure, meant 
that this option represented best value for money.  It was therefore 
confirmed as the preferred option to be taken forward to outline design 
stage and inclusion in the Bill. 

                         
10 Promoter’s Need for Railway and Associated Works Memorandum submitted to the 
Parliament on 20 October 2003 
11 Stirling - Alloa - Kincardine Rail Line Reopening Benefit Study, Final Report, MVA, February 
2002 
12 Scottish Transport Appraisal Guidance, A draft for Consultation, Scottish Executive, July 
2001 
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Selection of Alternative Rail Routes  

39 As detailed in the Promoter’s Compensation and Consultation 
Memorandum13, a wide-ranging consultation exercise was undertaken on 
the preferred option – to re-open the existing rail line.  As a result of this 
consultation exercise, options were suggested by members of the public 
for re-routeing sections of the line: 

� the Clackmannan Railway Concern Group (CRCG) suggested 
that consideration be given to an alignment bypassing 
Clackmannan town to the east;  

� the Kincardine Railway Concern Group (KRCG) suggested 
that consideration be given to an alignment bypassing 
Kincardine town to the west; and 

� CRCG suggested consideration be given to a wider bypass of 
Clackmannan – marking its proposed alignment on an O.S. 
extract - the Bogside Alignment.   

Route Examination in Detail 

40 As explained above and in the Promoter’s Need for Railway and 
Associated Works Memorandum14, it was clear that a rail option for 
carrying passengers to Alloa and primarily coal freight onwards to 
Longannet best meets the objectives of this project. Given the early 
elimination of the non-rail alternatives, the route re-opening as detailed in 
the Bill was the only route examined in detail in the Environmental 
Statement accompanying the Bill.  

Examination of Alternative Routes 

41 The initial economic appraisal15 of the route as detailed in the Bill was 
undertaken utilising the principles of the STAG guidance as developed at 
that point, while the options identified through the consultation exercise 
were subject to a STAG Part 1 appraisal.   

 

 

                         
13 Promoter’s Compensation and Consultation Memorandum submitted to the Parliament on 
27 October 2003 
14 Promoter’s Need for Railway and Associated Works Memorandum, submitted to the 
Parliament on 20 October 2003 
15 Stirling - Alloa – Kincardine Rail Line Reopening Benefit Study, Final Report, MVA, 
February 2002 
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42 STAG provides an objectives-led framework intended to ensure consistent 
appraisal of transport schemes in a pragmatic, open and inclusive way.  
STAG was originally issued as an approach, for consultation, in 2001.  
The guidance has since been reviewed and updated and was issued as 
STAG (version 1)16 in September 2003. 

43 STAG is a two part process.   

� Part 1 – concentrates on a proposal’s potential impact on the 
project’s planning objectives, ensures that the option fits with 
existing policies and the proposal’s implementability and gives 
an initial view of the impacts in relation to the five transport 
objectives: environment, safety, economy, integration and 
accessibility; and 

� Part 2 – considers the impact of options in detail in relation to 
the five objectives arising from the Transport White Paper. 

44 The purpose of undertaking a STAG Part 1 Appraisal is therefore to 
identify the broad costs and benefits of each option to support decisions 
on best value in achieving the planning objectives of the project within the 
context of both national and local policies – making best use of the 
available information.  Where, after a STAG Part 1 appraisal, sufficient 
information has been produced to show that an option is clearly at odds 
with the planning objectives, does not offer an appropriate economic 
benefit or can be seen to have significant disbenefits, it is appropriate to 
reject that option.  Equally, it is appropriate at the STAG Part 1 stage to 
dismiss options, even if they achieve the planning objectives, should a 
clear-cut case be shown for an alternative in terms of the five criteria. 

45 Options where there is no clear justification for rejection at the Part 1 stage 
should be retained and appraised in terms of a more rigorous and detailed 
STAG Part 2 assessment.  There is within STAG, therefore, a requirement 
to provide a rationale for the selection of particular project proposals.  That 
rationale must be traceable back to the issues to be addressed and the 
planning objectives determined and options should only be rejected when 
an appropriate level of analysis justifies such rejection.  

 

 

 

 

                         
16 Scottish Transport Appraisal Guidance version 1.0, Scottish Executive, September 2003 
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 Clackmannan Bypass  

46 During the consultation exercise, CRCG suggested that options be 
considered that bypassed Clackmannan to the east.  Three practical 
options were identified for re-routeing the railway to bypass Clackmannan.  
Other alignment options were considered briefly, however it was felt that 
the line must tie in to the Stirling - Alloa - Kincardine route before 
Meadowend to avoid considerable, prohibitively expensive, infrastructure 
issues.  

47 The bypass options follow the alignment of the dismantled Stirling - 
Dunfermline via Oakley route east from Helensfield to the north of 
Clackmannan.  The line would then diverge from the Stirling - Dunfermline 
route from one of a number of points, curving southwards and linking to 
the Stirling - Alloa - Kincardine line at Meadowend to the southeast of the 
town17. 

48 The most direct option alignment would re-use one existing structure and 
would require the shortest stretch of new track.  It would however require 
new infrastructure to cross the Goudnie Burn, B910 road, Black Devon 
River and A907 road.   

49 By taking a more circuitous route, no additional structure would be 
required to cross the Goudnie Burn and existing structures could be used 
to cross the B910 road and Black Devon River.  These routes however, 
have a potentially significant impact on a number of buildings, including a 
chimney which is of historic interest and which is a local landmark and 
agricultural buildings at Tullygarth, and would still require a structure to 
cross the A907 road. 

50 All options bypassing Clackmannan to the East would require a significant 
section of embankment, and major works on the A907, to achieve 
acceptable geometry on both the road and rail routes. 

51 The most significant impacts of the options are in terms of the 
environment.  An eastern bypass of Clackmannan, no matter which 
alignment is selected, would need to cross the area of prime agricultural 
land (contrary to National Planning Policy-Circular 18/1987 Development-
Agricultural Land) and the gas and oil pipeline hazard area east of 
Clackmannan.  This would result in the loss of a significant area of prime 
agricultural land for the line itself, compounded by potential land takes for 
structures, embankment and cuttings (depending on the alignment). The 
preferred scheme involves the reuse of an existing railway line and is 
considered to be Brownfield rather than Greenfield land. National Planning 

                         
17 Refer to Stirling-Alloa-Kincardine Route Re-Opening Clackmannan Bypass Option 
Appraisal, Babtie Group, October 2002, Appendix A 
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Policy ( SP1: the Planning System) directs development where it is 
possible to Brownfield land . The longer alignments could also result in the 
demolition of the chimney North of Tullygarth, which is a point of historic 
interest and a local landmark.  In addition, given that the bypass options 
would require such a significant amount of new engineering work, there is 
a substantial additional risk of pollution to watercourses in the area.  

52 Not bypassing Clackmannan would have short-term noise impacts in 
Clackmannan during construction, although it is expected that this would 
be limited due to the re-use of existing infrastructure.  There would, 
however, be some disbenefits resulting from noise generated by train 
operation, in particular for those properties close to the line – noise is 
assessed in detail as part of the Environmental Statement18.  There would 
be, though, some improvements resulting from bringing the rail line area 
into a more managed condition, effectively re-use of vacant/derelict land. 

53 It is clear from the appraisal that there are no significant differences 
between the options in terms of some of the Government’s key objectives, 
e.g. safety and accessibility, however some key differences are noted in 
terms of economy, environment and integration. 

� A bypass option at Clackmannan would add between £4.5m 
and £5.5m to the capital cost of the project due to the need to 
construct a significant stretch of new greenfield railway, 
including some significant structures, rather than re-using and 
upgrading existing infrastructure; and 

� At a strategic level both options integrate strongly with national 
objectives for modal shift from road to rail freight, however the 
route re-opening also re-uses the existing line (an area of 
vacant or derelict land) while the bypass options would not 
integrate with local plan policy on development in the 
countryside. 

54 The comparison undertaken indicated that re-use of the Stirling - Alloa - 
Kincardine line should be progressed as there are significant 
environmental and economic disbenefits from an eastern bypass of 
Clackmannan and re-use of the Stirling – Alloa – Kincardine route is 
consistent with long-established local planning policies.   

 

 

 

                         
18 Environmental Statement 
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 Kincardine Bypass 

55 Again, as a result of public consultation exercise, options were identified 
for re-routeing the rail line west of Kincardine.  The route is constrained by 
two bridges - one on the access road to the former Kincardine Power 
Station site and the second on the northern approach to the Kincardine 
Bridge.  These constrain the options for rail alignment to the north and 
south.  To deviate from these points would incur prohibitively expensive 
additional infrastructure costs. 

56 The proposed route would follow the existing operational railway line 
running to the west of Kincardine, moving the operational track as far from 
the residences along Ochilview and Hawkhill Road as possible, within the 
limits of current Network Rail land ownership19.   

57 It is clear from the analysis undertaken to inform the STAG appraisal that 
there are no significant differences between the options in terms of safety, 
accessibility and heritage.  Some significant differences are noted, 
however, in terms of economy, integration and environment (noise, 
vibration and biodiversity): 

� Utilising the existing railway owned land would incur the lowest 
capital cost, as it makes best use of the existing infrastructure.  
The alignment option further west adds £0.7m (50%) to the 
capital cost of construction of this short stretch – 750 metres - 
of railway, reducing the benefit generated by the overall 
project; 

� The bypass alignments to the west of the existing line would 
effectively mean the loss of an identified important recreational 
area, contrary to – therefore not integrating with - local plan 
policy.  The loss of such a playing field would also be contrary 
to NPPG 11. 

� All of the alignments are close to residential property and will 
therefore have some impact on them in terms of 
noise/vibration during construction and operation of the 
railway.  The differences however would be marginal in this 
respect.   

58 It must be noted that the existing rail line at this location is currently 
operational.  If this section were viewed in isolation, the proposal – and 
bypass option - would not require consultation as it is intensification of 
service on an operational line.    

                         
19 Refer to Stirling-Alloa-Kincardine Route Re-Opening Kincardine Bypass Option Appraisal, 
Babtie Group, December 2002, Appendix A 
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59 The bypass option would be more expensive than using railway land and 
would be contrary to land use policy as it would result in the loss of an 
identified amenity area.  In addition, it is logical to pursue the most cost 
effective and efficient option possible within the identified constraints and 
limits of land ownership.  The comparison undertaken as part of the STAG 
Part 1 appraisal indicated that realignment of the operational line, within 
existing land ownership would offer a marginal benefit over re-construction 
of the existing track on the existing alignment. 

60 In developing the detailed design, therefore, the concerns expressed by 
the KRCG have been taken into account in that the design ensures that 
the proposed rail line is located as far as possible from the existing 
houses, within the given constraints.  At the northern end of this section, 
the track has been moved up to 15 metres further from the houses at 
Hawkhill Road.  At the southern end, such re-positioning is not possible 
due to the constraining point at Kincardine Station Road level crossing.   

 Bogside Alignment 

61 CRCG suggested – and defined - the Bogside Alignment as a wide 
eastern bypass of both Clackmannan and Kincardine.  The proposed route 
would follow the route of the dismantled Stirling – Dunfermline via Oakley 
line east from Clackmannan, which has been dismantled and is now used 
as a strategic footpath/cycleway.  Existing structures are utilised where 
possible to the north and east of Clackmannan, including crossings at the 
B910, Black Devon, A977, Slack and the A907.   

62 The route passes through Prime Agricultural Land to the north of 
Clackmannan and alongside an Area of Great Landscape Value as it 
progresses east. As the route turns south it departs from the former 
Stirling to Dunfermline via Oakley line crossing agricultural land, to the 
east of Devilla Forest.  The route also passes through a Pipeline 
Consultation Zone before rejoining the existing Kincardine Junction-
Charleston Junction via Elbowend rail line north of Longannet Power 
Station20. 

63 The Bogside Alignment, would increase the length of track required by 
2500 metres, to some 12 km – with consequent penalties on journey time, 
operating cost and capital cost.  Approximately half of this option would be 
reconstruction of a dismantled rail line, the remainder being new 
construction – either cutting or tunnel.   

64 The cost of relaying track and constructing the new greenfield section of 
line varies significantly between options for the line – between £47m for 

                         
20 Refer to Stirling-Alloa-Kincardine Route Re-Opening Bogside Alignment Option Appraisal, 
Babtie Group, June 2003, Appendix A 
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tunnel and £230m for cutting (cutting is significantly more expensive due 
to the need to transfer and dispose of over 10m m3 of material).   

65 The analysis undertaken for the STAG appraisal shows that there are no 
significant differences between the options in terms of some significant 
aspects of the Government’s five criteria - accessibility, interchange and 
mode transfer.  Some key differences are noted, however, in relation to 
economy, integration and environment: 

� The Bogside Alignment would add between £43m and £227m 
to the capital cost of construction of this section of the Stirling-
Alloa-Kincardine rail line.  Clearly this would more than wipe 
out any positive benefit generated by the overall project as 
even the smallest of these figures is higher than the cost of the 
scheme as a whole;   

� The Base Case, re-using the former track bed between 
Clackmannan and Kincardine, has the lowest capital cost, as it 
makes best use of the existing infrastructure; 

� The route re-opening option, passes close to concentrations of 
residential property in the towns along the route, causing 
some impact on these properties in terms of noise/vibration 
during construction and operation of the railway.  The Bogside 
Alignment option will have similar impacts, though on a more 
dispersed population, particularly at the eastern end of the 
alignment, these impacts will be over a longer period of time 
due to the significant levels of engineering works required; 

� The Bogside Alignment would effectively mean the loss of 
significant areas of prime farm land, contrary to local plan 
policies and contrary to National Planning Policy-Circular 
18/1987 Development-Agricultural Land, though any loss 
would be minimised by the tunnel option; 

� The Bogside Alignment retains a significant level of risk in 
terms of scheme development. 

� The preferred scheme involves the reuse of an existing railway 
line and is considered to be Brownfield rather than Greenfield 
land. National Planning Policy ( SP1: the Planning System)  
directs development where it is possible to Brownfield land. 

66 The Bogside Alignments are significantly more expensive than re-opening 
the existing rail line, is contrary to land use policy and retains significant 
risk.  On this basis, re-use of the existing Stirling - Alloa - Kincardine line 
offers the most cost effective and efficient option possible within the 
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identified constraints.  The comparison undertaken in the STAG Part 1 
appraisal indicates that re-construction of the rail line within existing land 
ownership offers a significant benefit over construction of the Bogside 
Alignment. 

ScottishPower’s reconsideration of water-borne freight 

67 The Promoter is aware that during 2002 and early 2003 ScottishPower 
again considered the option of importing coal not to Hunterston but to 
Inverkeithing and then transferring the coal to barges to a new pier at 
Longannet Power Station.  In early 2003 ScottishPower confirmed that it 
was not going to take this option forward for commercial reasons.  

68 This option would certainly have reduced the potential amount of coal 
delivered to Longannet Power Station by rail but the Promoter considered 
it unlikely that ScottishPower would ever wish to rely on a single means of 
delivering coal to the power station.  It was therefore likely that 
ScottishPower would have continued to source coal by either road or rail 
delivery.  If rail remained an option then the paths on the Forth Rail Bridge 
would not all be released and the introduction of viable additional 
passenger services depends on the release of all such paths.  The 
Promoter therefore decided to continue consultation and scheme 
development but made no significant new commitments until the outcome 
of ScottishPower’s appraisal of the barge option was known. 
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STIRLING-ALLOA-KINCARDINE RAILWAY 
AND LINKED IMPROVEMENTS BILL COMMITTEE 

 
PRELIMINARY STAGE 

 
WRITTEN EVIDENCE FROM PROMOTER ON COMPENSATION AND 

CONSULTATION  
 

 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 compensation and consultation.   

 ECHR Compliance 

2 The Promoter recognises the necessity for the Scottish Parliament to 
consider the human rights implications of this Bill, given the requirement 
under the Scotland Act for the Parliament to legislate in a manner 
consistent with the European Convention on Human Rights (ECHR) and 
given that the Parliament is also bound by the Human Rights Act 1998. 
The Promoter is also bound by the terms of the Human Rights Act and, as 
a public authority, must act in a manner consistent with the ECHR.1 The 
status of the Promoter of the Bill as a public authority, and the Promoter’s 
awareness of the Human Rights Act, provide an additional safeguard to 
ensure that the scheme does not at any time breach Convention rights.  

3 The Promoter has carried out a detailed assessment of the scheme in 
terms of its potential impact on the human rights of those whose property 
and other interests may be affected. On expert legal advice2, the Promoter 
has satisfied itself that the scheme is consistent with the ECHR, in 
particular, with the rights protected by Article 1 of Protocol 1 and Article 8. 
Both of these Articles are set out in full in Appendix A to this document. 

4 The rights contained in Article 1 of Protocol 1 and Article 8 are qualified 
rights, rather than absolute rights. Qualified rights are Convention rights 
whose application can be qualified in line with certain criteria. For any 
qualifications to be acceptable, the qualification to be applied must: 

                         
1 Human Rights Act 1998, section 6 
2 Further details are available upon request. 
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� have a basis in law; 

� be ’necessary’ in a democratic society, i.e. must fulfil a 
pressing social need, must pursue a legitimate aim and must 
be related to the legitimate aim set out in the relevant Article; 
and  

� must be proportionate to the aim which it seeks to achieve. 

5 This means that, in circumstances where a Convention right is interfered 
with, this interference does not constitute a breach of a Convention right 
provided that the interference meets the qualification criteria under the 
Convention. 

 Article 1 of Protocol 1 of the ECHR 

6 In undertaking its assessment of the impact of the scheme on human 
rights, the Promoter recognised that Article 1 of Protocol 1 starts from the 
premise that everyone is entitled to the peaceful enjoyment of their 
possessions (Rule 1), that persons should not be deprived of their 
possessions except in certain specified circumstances (Rule 2) and that 
the State maintains a right to control the use of property in line with the 
general interest or for purposes of taxation, contributions or penalties 
(Rule 3). The term “possessions” covers a variety of property rights 
including, in the context of the scheme, the property rights of those who 
may be adversely affected by the scheme. However, for the avoidance of 
doubt, this Article cannot be interpreted as providing any guarantee of a 
particular quality of environment surrounding a property.  

7 In deciding whether there has been an interference with the rights 
protected by this Article, a State is afforded a wide ‘margin of appreciation’ 
(latitude) in determining what constitutes the general interest. Application 
of this Article is therefore concerned with issues of the lawfulness and 
legitimacy of a State’s actions, and issues of proportionality. Whilst 
compulsory purchase inevitably has an impact on property rights, the 
Promoter is seeking to introduce the scheme in line with the wider general 
interest, as previously set out in its Memorandum on Need for Railway and 
Associated Works. 3 The Bill implements existing legislation on 
compensation on the same basis as any other compulsory purchase in 
Scotland. This means that the Bill is subject to all the same procedural 
rules, safeguards and requirements regarding compensation as apply 
generally.4   

                         
3 Promoter’s Need for Railway and Associated Works Memorandum, submitted to the 
Parliament on 20 October 2003  
4 Refer to the Explanatory Notes, paragraphs 15 to 21. 
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8 In respect of proportionality, the Bill involves the re-opening of an existing 
railway line, which has in itself significantly limited the potential impact on 
land use.5 There are a number of private land interests affected by the Bill 
which relate to stopping up/maintenance of private crossings, 
permanent/temporary stopping up of roads, power to acquire land 
permanently or temporarily, acquisition of sub-soil, rights, temporary use of 
land for construction works, acquisition of part of properties, 
extinguishment/ suspension of rights of way, powers of entry on land, 
powers to fell trees/shrubs, listed buildings6. Further details of the extent of 
the proposed land take are included in Chapter 2 of Volume 2 of the 
Environmental Statement. However the vast majority of the land required 
to facilitate the route re-opening is already owned by Network Rail 
Infrastructure Limited (Network Rail) and, as such, compulsory purchase 
powers have not been sought on this land. The Promoter has sought to 
strike a balance between the rights of individuals and the need to re-open 
the existing railway when considering design issues and their subsequent 
impact on land take and private land interests generally, to ensure 
proportionality 

9 The Promoter considers that its approach of minimising land take, as 
previously explained in the Memorandum on Need, together with the 
provision of compensation in compliance with the existing legal framework, 
ensure that the scheme is consistent with Article 1 of Protocol 1 in terms of 
lawfulness, legitimacy and proportionality.  

 Article 8 of the ECHR 

10 The Promoter understands that this Article starts from the premise that 
everyone has the right to respect for his or her private and family life, 
home and correspondence. The Promoter, as a public authority, is aware 
that the State has a duty to protect this right in a positive way. Respect for 
the home can involve environmental issues which have a substantial 
impact on enjoyment of the property, but does not cover issues such as 
compulsory purchase, which are dealt with under Article 1 of Protocol 1. 
“Private life” includes quality of life, as affected by the amenities of the 
home.  

11 The Promoter is aware that the rights under Article 8(1) are qualified by 
certain allowable interferences under Article 8(2) and that decisions about 
what constitutes an ‘interference’ turn on the facts of each case. The 
Promoter has assessed whether the environmental impact of the scheme 
will be so substantial as to amount to an “interference” with Article 8(1) 
rights. This includes undertaking an environmental impact assessment of 

                         
5 Refer to the Promoter’s Need for Railway and Associated Works Memorandum submitted to 
the Parliament on 20/10/03, paragraphs 66-68 
6 Refer to the Bill, sections 9-11, 13-15, 17, 21-26, 28 and schedules 5, 6, 7, 8 & 9. 
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the scheme in accordance with The Environmental Impact Assessment 
(Scotland) Regulations 1999, and the subsequent publication of the 
resultant Environmental Statement.  

12 Based on the findings of the Environmental Statement, the Promoter does 
not consider that there is an “interference” with Article 8(1) rights. 
However, even if there were found to be such an interference, the 
Promoter is satisfied that such an interference would be allowable, and 
therefore consistent with the ECHR, as it would be lawful, necessary, in 
line with and related to the legitimate aims set out in Article 8(2) and 
proportionate. 

13 In terms of lawfulness and legitimacy, the work is to be authorised for the 
main part by an Act of the Scottish Parliament. Works not covered by the 
Bill are covered by Network Rail’s existing Permitted Development Rights.7 
The preliminary design of the project carried out to date has been 
developed in accordance with the Railway Group and Network Rail 
Company Standards, taking cognisance of all relevant health and safety 
standards, HMRI guidelines, statutory requirements, best practise 
guidelines, codes of practise and such like.8 The Bill is in accordance with 
the national and local planning and transport policies, as detailed in the 
Promoter’s Memorandum, Chapter 2 of Volume 2 of the Environmental 
Statement and the Promoter’s Need for Railway and Associated Works 
Memorandum9. 

14 The necessity for the scheme is set out in the Promoter’s Need for Railway 
and Associated Works Memorandum.  

 Consultation 

15 The Promoter has undertaken a considerable amount of consultation in 
relation to the Bill, with both statutory and non-statutory bodies, to ensure 
the process is transparent and that individuals are given the opportunity to 
assess the proposals and provide input into those proposals if so desired. 
This consultation has been undertaken in a wide range of manners, 
including public exhibitions, advertisements in local papers, provision of a 
website, letter drops, one-to-one meetings and written consultation. 
Specific details are given in the Promoter’s Statement, Promoter’s 
Memorandum and Environmental Statement accompanying the Bill.    

                         
7 Refer to the Promoter’s Scope of the Bill Memorandum, submitted to the Parliament on 20 
October 2003 
8 Stirling - Alloa - Kincardine Route Re-opening Preliminary Design and Parliamentary 
Submission Tender Brief, Babtie Group, 30/04/02, Revision 0 
9 Promoter’s Need for Railway and Associated Works Memorandum, submitted to the 
Parliament on 20 October 2003  
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16 Scott Wilson Railways undertook the majority of the consultation on behalf 
of the Promoter during the period June to November 2002, and this is 
summarised in a Consultation Report10 and relevant sections of the 
Environmental Statement. In the absence of any specific guidance on 
consultation in the Scottish Parliament’s “Guidance on Private Bills”, the 
Promoter’s consultation methodology was formulated from best practice 
methodology used in making of Orders under the Transport and Works Act 
1992 (TWA). The Department of the Environment, Transport and the 
Regions11 advises adherence to a code of practise12. Based on this, the 
consultation process was split into two main approaches:  Consultation 
with Statutory and Non-Statutory Bodies; and Consultation with the 
General Public. 

17 Before, during and after Scott Wilson Railways’ consultation process, 
Babtie Group has undertaken consultation on all aspects of the project 
from April 2001 onwards and continues to do so on a day-to-day basis on 
behalf of the Promoter. This consultation continues with both statutory and 
non-statutory bodies to ensure that the project continues to progress in 
accordance with the project programme.  

18 Previously MVA undertook some consultation on behalf of the Promoter 
on the scheme during its Scottish Transport Appraisal Guidance study in 
2001/02.13    

19 In addition, in June 2002 The BIG Partnership was appointed by the 
Promoter as media consultant to the Project Steering Group14, and issues 
monthly press releases on behalf of the Project Steering Group covering a 
wide range of topics.   

20 The following paragraphs provide further detail on the specific areas of 
consultation. Copies of consultation documents are available upon 
request.  

 Statutory Consultation 

21 The approach taken throughout the consultation process with statutory 
bodies has been proactive and open.  

                         
10 Stirling - Alloa - Kincardine Route Re-opening Consultation Report Final Report  (Volumes 1 
and 2), Scott Wilson Railways, 25 November 2002 
11 A Guide to TWA Procedures, The Department of the Environment, Transport and the 
Regions, February 2001 
12 Code of Practice in the Dissemination of Information During Major Infrastructure 
Developments, The Department of the Environment, Transport and the Regions, October 
1999 
13 Refer to the Stirling - Alloa - Kincardine Rail Line Reopening Benefit Study Final Report, 
MVA, February 2002 
14 Refer to the Promoter’s Memorandum paragraph 15. 
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22 In July 2002 letters were sent out to the following statutory consultees to 
advise them that the Promoter was seeking a Private Bill to re-open the 
railway between Stirling and Kincardine via Alloa, and asking consultees 
to highlight any specific issues that they would wish covered by the 
Environmental Statement: 

 
� Scottish Executive 
� Scottish Environment Protect Agency 
� Scottish Natural Heritage 
� Stirling Council 
� Fife Council 
� Clackmannanshire Council 
� Falkirk Council 
� Scottish Water  
� Historic Scotland; and 
� Health and Safety Executive, including Her Majesty’s Railway 

Inspectorate (HMRI). 

23 Responses were received from a number of these organizations and their 
comments addressed in the Environmental Statement.  In addition, all 
utility providers in the area were consulted, along with Central Scotland 
Fire Brigade, Central Scotland Police and British Transport Police to 
determine their interest in the project.  Utility providers supplied the 
Promoter with details of their services in the area to enable the design to 
take account of any protection/diversions necessary to facilitate the re-
opening of the railway.   One-to-one discussions were also held with the 
emergency services in the area to address any concerns they may have in 
particular with regard to public safety. 

24 Technical consultation on the design principles was, and continues to be, 
undertaken through the involvement of Network Rail in focus groups 
relating to the Bill.    

25 In recognition of its role in the approval process, the Promoter undertook 
early consultation with HMRI in particular with regard to solutions at level 
crossings, signalling design and structures design.  Subsequently site 
visits were arranged to allow HMRI to consider the preliminary design 
proposals for the treatment of level crossings and signalling, and a wide 
range of safety related issues.  

26 In addition, the Promoter has appointed a Planning Supervisor for the 
works in accordance with the Construction (Design and Management) 
Regulations 1994. The Health and Safety Executive was subsequently 



 

 

7 

advised of the scheme through the issuance of an initial notification form 
F1015.  

27 More recently, requests for cost estimates in accordance with the New 
Roads and Street Works Act 1991 and the Town and Country Planning 
(Scotland) Act 1997 have also been issued to all affected utility 
companies.  

28 A letter was also sent to the Office of the Rail Regulator during the Bill 
objection period to ensure that it was aware of the Bill’s progress through 
the Scottish Parliament.   

 Consultation with the General Public 

29 A policy of openness was adopted by the Promoter in connection with 
consultation with the general public right from the outset. At the start of the 
preliminary design phase in June 2002, Scott Wilson Railways was 
contracted to carry out sufficient presentations and public consultation to 
ensure that any major objections to the scheme were identified and 
addressed within the preliminary design as far as reasonably practical. 
This was to include all those likely to be affected by the project, including 
but not limited to land owners, owners/tenants of neighbouring properties, 
local authorities, local community groups, and potential train passengers.16   

30 A consultation strategy17was developed which divided the public 
consultees into 5 broad categories: 

(i) Those who may be affected by the proposals through potential 
land take requirements, level crossing proposals/closures and 
persons living in properties adjacent to the proposed route; 

(ii) Those with a constituency interest e.g. Members of Parliament, 
Members of the Scottish Parliament, Councillors; 

(iii) Local community organisations and national interest groups – 
social inclusion partnership, Community Councils, and 
conservation/environmental organisations; 

(iv) Transportation related organisations e.g. Rail Passenger Council, 
Freight Transport Association, Rail Freight group, Bus 
companies and the AA; and 

                         
15 Form F10 Notification of construction project, sent to the Health and Safety Executive by 
Babtie Group, dated 19 June 2002 
16 Stirling - Alloa - Kincardine Route Re-opening Preliminary Design and Parliamentary 
Submission Tender Brief, Babtie Group, 30/04/02, Revision 0 
17 Refer to the Stirling - Alloa - Kincardine Route Re-opening Inception Report, Scott Wilson 
Railways, July 2002, Appendix A Consultation Strategy, July 2002  
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(v) Potential rail users. 

31 A significant amount of public consultation was then carried out by the 
Promoter, and is summarised in the Promoter’s Memorandum paragraphs 
32 to 59 inclusive.  

32 As stated in the Promoter’s Need for Railway and Associated Works 
Memorandum,18 in June 2003 the Promoter began carrying out further 
specific consultations with directly affected landowners, lessees and/or 
occupiers to discuss land issues. These discussions have focused on 
issues relating to land take and accommodation works. They have 
resulted in the Promoter committing to a number of legally binding 
undertakings not to use compulsory purchase powers if the Bill passes 
into law, and/or to carry out certain works.19 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.  

33 The Promoter has not initiated discussions regarding financial 
compensation not directly linked to compulsory purchase powers at this 
stage. However the Promoter has circulated an information leaflet20 and 
details of where further information21 is available to interested parties, 
along with recommendations to seek legal advice if appropriate. 

 Further Consultation 

34 The Promoter will undertake further consultation with statutory bodies in 
an open and proactive manner, in order to ensure that all statutory 
approvals are obtained as and when required. In addition, certain key non-
statutory bodies will be consulted with, as a matter of common courtesy, to 
ensure that the project continues to develop in a transparent manner.  

35 Similarly, consultation with the general public will continue in an open 
manner to ensure that people are aware of the project and fully informed 
about the process, programme and impact it may have on their lives, both 
positive and negative. A draft consultation strategy has been developed to 
guide the Promoter’s future consultation process.22   

                         
18 Promoter’s Need for Railway And Associated Works Memorandum, submitted to the 
Parliament on 20 October 2003. 
19 Copies of the legally binding undertaking are available on request. 
20 Refer to the Stirling - Alloa - Kincardine Route Re-opening Consultation Report, Scott 
Wilson Railways, November 2002, Volume 1 Appendix D Private Bills, Compulsory Purchase 
and Compensation A Basic Outline 
21 Refer to the Office of the Deputy Prime Minister website (www.odpm.gov.uk) under 
Planning < Planning guidance and advice 
22 Updated communications activity Oct 2003 Prepared by the BIG partnership for Stirling 
Alloa Kincardine Railway, The BIG partnership, October 2003 
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 Scheme Development 

36 The scheme has not yet been finalised, however sufficient work has been 
carried out to identify the type and extent of the works required to facilitate 
re-opening the Stirling - Alloa - Kincardine route, and to estimate the cost 
of the works to a degree of certainty.  

37 Responses to consultations received prior to introduction of the Bill23 were 
taken into account where reasonably possible.  Specific examples include 
the following: 

� Introduction of the Hilton Road footbridge24 into the project;  

� The layout of the Alloa Station, including the platform, station 
building and car park;  

� Relocation of a proposed site compound away from the 
allotments at Stirling County Rugby Football Club grounds, 
Stirling;  

� Continuation of Manor Neuk, Manor Powis and Station Road, 
Kincardine private crossings25; and 

� Consideration of two bypasses of Clackmannan26 and 
Kincardine27, and the subsequent relocation of the track away 
from properties in Kincardine. 

   

                         
23 The Bill was first introduced on 21 March 2003 
24 Refer to the Bill, Schedule 1, Work No. 1G 
25 Refer to the Bill, Schedule 5, Part 1 
26 Stirling - Alloa - Kincardine Route Re-opening Clackmannan Bypass Option Appraisal, 
Babtie Group, 25/10/02  
27 Stirling - Alloa - Kincardine Route Re-opening Kincardine Bypass Option Appraisal, Babtie 
Group, 12/12/02 
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Appendix A 

Article 1 of Protocol 1 and Article 8 
 
 

Article 1 of Protocol 1 

 Article 1 of Protocol 1 states that: 

“Every natural or legal person is entitled to the peaceful enjoyment of 
his possessions. No one shall be deprived of his possessions except 
in the public interest and subject to the conditions provided for by law 
and by the general principles of international law. 

The preceding provisions shall not, however, in any way impair the 
right of a State to enforce such laws as it deems necessary to control 
the use of property in accordance with the general interest or to secure 
the payment of taxes or other contributions or penalties.” 

Article 8 

 Article 8 states that: 

“(1) Everyone has the right to respect for his private and family life, his 
home and is correspondence. 

  (2) There shall be no interference by a public authority with the 
exercise of this right except such as is in accordance with the law and 
is necessary in a democratic society in the interests of national 
security, public safety or the economic well-being of the country, for 
the prevention of disorder or crime, for the protection of health or 
morals, or for the protection of the rights and freedoms of others.” 
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STIRLING-ALLOA-KINCARDINE RAILWAY 
AND LINKED IMPROVEMENTS BILL COMMITTEE  

 
PRELIMINARY STAGE 

 
WRITTEN EVIDENCE FROM PROMOTER ON FUNDING  

 

 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 funding.  

 Background to the Estimate of Expense 

2 The Promoter’s estimate of expense of the scheme has been undertaken 
on established principles of valuation. On 26 February 20031 the estimated 
expense of the works or purposes proposed to be carried out in relation to 
the Bill was £37,150,0002. All costs are exclusive of tax, and assume that 
“lift and shift” agreements between Network Rail Infrastructure Limited 
(Network Rail) and various utilities companies can be implemented. The 
level of uncertainty of such costs is estimated to be in the region of +/- 
15%. The value of “lift and shift” agreements between Network Rail and 
various utilities companies has not been estimated.  

3 The Committee should be aware that no one element of the project can be 
considered in isolation within the cost estimate, as rates may vary 
considerably depending on quantity, procurement methodology and 
related work. This means that the cost allocated to each defined work or 
purpose should not be considered on its own. For example, “Work No. 1E-
A railway (487 metres in length)”3 has a cost allocated to it of £200,000 
within the estimate of expense. This cost is based on the assumption that 
it is constructed by the same contractor and at the same time as “Work 
No. 1-A railway (17,835 metres in length)”, which has a cost allocated to it 
of £20,800,000. To construct Work No. 1E in isolation of Work No. 1A 

                         
1 The date of signing of the Estimate of Expense and Funding Statement, refer to the 
Explanatory Notes paragraph 225. 
2 Refer to the Estimate of Expense and Funding Statement, paragraphs 219 – 222 of the 
Explanatory Notes 
3 Refer to the Bill, Schedule 1 
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would likely lead to a cost increase due to contractors site mobilisation and 
overhead costs being higher per unit rate.  

4 The Estimate of Expense is broken down into a number of headings. A 
further explanation of what falls within each heading is given in Appendix 
A to this document.  

 Acquisition of Land and Rights  

5 The allowance in the Estimate of Expense and Funding Statement for 
“Acquisition of land and rights over land” relates to the costs incurred in 
exercising compulsory purchase powers included within the Bill. The cost 
of permanent land purchase is included, as is the cost of accommodation 
works required to gain temporary access to land. Associated legal costs 
are not included here but instead appear in the section on “Fees of 
professional and other advisers”.  

6 The Promoter’s estimated figure of £700,000 was based on a detailed 
assessment of the compensation, which will be required to be paid for the 
permanent acquisition of land and the temporary acquisition of land.  The 
assessment considered the market value of the land in January 2003.  

7 The Promoter is fully aware of the potential for further claims for 
compensation arising from businesses, home owners and others under 
the following broad headings: 

� disturbance; 

� blight; 

� severance and injurious affection; 

� injurious affection arising from the construction works; and  

� injurious affection arising from the use of the works. 

8 The stance, which the Promoter takes in regard to the above, is that it will 
through negotiation and agreement strive to minimise where possible the 
necessity for these claims.  Where agreement cannot be reached it is for 
the claimant to make an application for compensation to the Lands 
Tribunal for Scotland.  The rules for assessing the quantum of 
compensation are complex, taking into account many factors.  It would be 
potentially prejudicial to the Promoter’s interest in (1) its’ intended 
negotiations with claimants and (2) defending any claims that may be 
heard in the Lands Tribunal, to estimate the value of any claims at this 
stage.  It would also be potentially misleading to claimants for the 
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Promoter to estimate the value of these claims in advance of any binding 
ruling by the Lands Tribunal. 

 Secured Funding 

9 On 26 February 20034 the only funding secured to take the Bill forward 
was £6,500,000 from the Scottish Executive’s public transport fund, as 
shown in paragraphs 223 – 225 of the Explanatory Notes. This funding 
had been announced on 9 November 2000 when the Promoter was 
successful in securing funding support from the Scottish Executive’s 
Public Transport Fund.  

10 On 20 March 2002 this funding was re-confirmed by the Scottish 
Executive5, with the release of £2,000,000 towards the ongoing costs of 
promoting the project.   

11 Since the Bill was introduced, the Scottish Executive announced, on 12 
June 20036, that it has allocated an additional £23,500,000 to the project, 
bringing its total funding allocation to £30,000,000. This equates to just 
over 80% of the total funding required based on the estimated cost of 
£37,150,000.  

12 The Scottish Executive’s funding will come from the Integrated Transport 
Fund as set out in the Scottish Budget for 2003-06.  

 Proposed Funding  

13 Prior to the 26 February 2003 the Promoter had entered into discussions 
with a number of other bodies to seek additional funding for the project. 
These are summarised below.  

14 The Strategic Rail Authority’s Rail Passenger Partnership fund had been 
identified as a suitable source of funding for the route re-opening project, 
and discussions had progressed to a suitable level. The Strategic Rail 
Authority’s Rail Passenger Partnership Bidding Guidance7 document 
states that “The Rail Passenger Partnership (RPP) Fund is now a well 
established form of funding designed to encourage non-commercial, but 
worthwhile, improvements for rail passengers.” The RPP fund was first 
announced in the Government’s White Paper, A New Deal for Transport8.  
No formal written submission for funding had been made prior to 26 

                         
4 The date of signing of the Estimate of Expense and Funding Statement, refer to the 
Explanatory Notes paragraph 225. 
5 Scottish Executive press release, 20 March 2002 
6 Scottish Executive press release, 12 June 2003 
7 Strategic Rail Authority, Rail Passenger Partnership Bidding Guidance, January 2002. 
8 A New Deal for Transport: Better for Everyone, Department of the Environment, Transport 
and the Regions, July 1998. 
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February 2003, as the fund was temporarily frozen on 17 January 2003. 
However, the Promoter is aware that the Strategic Rail Authority is 
currently preparing its “Case for Rail”9 to secure additional resources for 
investment in the GB rail network.  The Promoter therefore believes that 
there is a reasonable chance that the RPP fund (or an equivalent) will be 
operating again by 2005-06 when any RPP funding would be paid. 

15 In a press release dated 12 December 2000 EWS announced that it was 
willing to provide £250,000 of funding to the project10. This was reiterated 
in press releases dated 26 March 200211 and 26 February 200312. 
However as at 26 February 2003, the Promoter and EWS had not entered 
into a formal and legally binding funding agreement. This is still the case 
as at 27 October 2003.  

16 As at 26 February 2003 the Promoter and other members of the Project 
Steering Group13 had informally agreed to provide funding to the project, 
although the exact amounts had not been agreed. Various provisions for 
some or all of the required expenditure had been made in future financial 
year forecasts, however no formal and legally binding funding agreements 
were in place. This is still the case as at 27 October 2003.  

17 Local public sector partnership contribution was therefore identified as 
providing the remainder of the funding required for the project.  

18 It is a statement of very strong commitment and support from both the 
Promoter and other members of the Project Steering Group that 80% of 
secured funding has been committed to the scheme. The lack of 100% 
committed funding to a project of this nature by the end of the preliminary 
design stage is not unusual, particularly given that the project does not yet 
have authorisation to proceed14. The Promoter has however ensured that 
at all stages to date it has sufficient funding to undertake the work in hand, 
whilst continuing to seek funding for future work.   

 Anticipated Revenue Return 

19 The Promoter does not anticipate being in receipt of any revenue return or 
involved in setting any charging basis for freight or passenger services. 
This is because the Promoter will not operate the re-opened route, 
Network Rail will.  

                         
9 Everyone’s Railway The Wider Case For Rail, Strategic Rail Authority, September 2003 
10 EWS press release, 12th December 2003 
11 EWS press release, 26th March 2002 
12 EWS press release, 26th February 2003 
13 Refer to the Promoter’s Memorandum paragraph 15. 
14 A similar situation has arisen with the Waverly Railway (Scotland) Bill introduced in the 
Parliament on 11 September 2003 
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20 Passenger services in Scotland are generally subsidised by the Scottish 
Executive through the ScotRail train operator franchise15 which is currently 
out to tender. The Scottish Executive within the ScotRail franchise also 
sets passenger fares policy. The Promoter anticipates that the passenger 
fares will be typical railway fares, giving a revenue return for passenger 
services over a 30-year period of approximately £9m against operating 
costs of approximately £11m16. The Scottish Executive has committed 
itself to the inclusion of the extension of the current Glasgow Queen Street 
– Stirling passenger service to Alloa if the necessary infrastructure is 
built.17    

21 Similarly, freight services are paid for by freight operators direct to Network 
Rail using track access charges, which are set by the Office of the Rail 
Regulator following consideration of Network Rail’s proposed maintenance 
regime.  

 Tolls 

22 The Promoter is aware that Mr K MacAskill MSP asked the Scottish 
Executive what plans it has to introduce toll charges for all users on the 
rail route from Stirling to Kincardine18, and that this issue has been 
reported in the national press19. As stated above, revenue from freight 
railways is normally obtained through track access charges rather than 
tolls. The Office of the Rail Regulator (ORR) is currently consulting with 
the industry on its interim review of Network Rail’s track access charges.20  

23 The ORR has indicated that it is willing in principle to consider proposals 
for additional track access charges where a promoter has provided new 
infrastructure that will benefit others.21  The Promoter is continuing to 
examine whether it would be appropriate to seek ORR’s permission for 
such a charge to apply to the re-opened Stirling - Alloa - Kincardine 
railway.  However, the Promoter has decided not to rely on this untested 
funding source in preparing its financial strategy to date.  

 Economic Benefit 

24 There is a body of published evidence that identifies how the development 
of the Bill works fit within the objectives of national, regional and local 

                         
15 The Scottish Executive Draft Budget 2004 – 05: Detail, The Scottish Executive, 2003  
16 Refer to Stirling - Alloa - Kincardine Rail Line Reopening Benefit Study Final Report, MVA, 
February 2002, Appendix D 
17 Directions & Guidance To The Strategic Rail Authority From the Scottish Ministers, Scottish 
Executive Development Department, June 2002 
18 Scottish Parliament Written Answers 2nd July 2003 
19 Rail Tolls move as £30m is invested in new line, The Herald, 13 June 2003 
20 Office of the Rail Regulator press release, 15 November 2002 
21 Review of Freight Charging Policy:Final Conclusions, Office of the Rail Regulator, Oct 2001 
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economic policy statements and related strategies, and the emerging 
associated benefits of the proposals. 

25 These include the Scottish Executive‘s ambitions for Scotland’s economy 
at a national level22 and the subsequent strategy for the Enterprise 
Networks23. These two documents now form the overarching policy 
guidance for regional economic development in Scotland and are based 
on an understanding of changing global economic conditions.   

26 In addition Regional Economic Development Strategies have recently 
been developed to meet the Scottish Executive guidance to Local 
Economic Forums24.  The Forth Valley Regional Economic Development 
Strategy, which covers Stirling and Clackmannanshire, is based on a clear 
understanding of local needs and priorities and takes account of the wide 
range of strategic and policy guidance in linked areas from regeneration 
and social justice to housing and transport.  In particular, close relationship 
between regional economic development and the community planning 
process is a key factor in ensuring effective joined-up delivery of the 
actions needed to ensure this strategy is successfully delivered.  The 
overarching vision for the future of Forth Valley is:  

“a thriving and diverse economy, well connected nationally and 
internationally where prosperity is growing throughout the population.”   

27 One of the key characteristics of this ‘future’ is ‘good connections and 
infrastructure – road, rail, sea and digital but also strong networks in 
business and politics’.  The proposal is seen within the Regional Economic 
Development Strategy as a project that will not only have a local impact 
but will make an impact at a national level.  The Regional Strategy25 
recognises 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.’ 

28 The Local Government in Scotland Act 2003, which came into force on 1st 
April 2003, required: 

                         
22 The Way Forward: Framework for Economic Development in Scotland, Scottish Executive, 
June 2000. 
23 A Smart Successful Scotland: Ambitions for the Enterprise Networks, Scottish Executive, 
2001. 
24 Local Economic Forum: National Guidelines, Scottish Executive, March 2001. 
25 The Forth Valley Economic Development Strategy, Forth Valley Economic Forum, 2003 
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(i) a duty of Community Planning on local authorities and other 
nominated bodies to work jointly, involving communities in the 
planning and delivery of services; and  

(ii) a power of well-being giving Councils a “can do” power to 
promote and improve the social, economic and environmental 
well-being of their area, as long as it is not restricted by 
legislation. 

29 In relation to (i) above, the approved Clackmannanshire Community Plan26 
identifies a Strategic Framework, which sets out a limited number of 
priorities for early action throughout the County.  The key priorities or 
‘themes’  - health, jobs and the environment, - have been specifically 
chosen following public consultation in November/December 2001 and are 
considered the key determinants of the area’s social, economic and 
environmental well-being.   

30 In relation to (ii) above, the proposal is considered as contributing towards 
the economic well being of the area by opening employment opportunities 
for local residents and providing access for businesses. 

31 In addition to the policy papers identified above, the Scottish Planning 
Policy on Economic Development (SPP2)27, sets out how planning can 
assist economic development whilst taking account of important social and 
environmental agendas.  SPP2 encourages that development should be 
undertaken in sustainable locations through the integration of transport.   

32 The Clackmannanshire economy has for many years lagged behind in 
performance compared to that at regional and national levels.  This 
proposed rail link between Stirling, Alloa and Kincardine will be a key 
driver to stimulating economic growth locally and in turn will contribute in a 
modest way to the Scottish economy.  Furthermore, the proposal 
consistently meets the objectives of the national, regional and local 
economic development strategies of the Scottish Executive, the Strategic 
Rail Authority, the Scottish Enterprise Network, Clackmannanshire Council 
and its Community Planning Partners.28 Once completed the new rail link 
and associated infrastructure improvements will provide a step change of 
the perception of Clackmannanshire as a location worth investing and 
living in. 

                         
26 Clackmannanshire Development Plan (Finalised Local Plan), Clackmannanshire Council 
July 2002 
27 Scottish Planning Policy SPP2 Economic Development Consultative Draft, Scottish 
Executive Development Department, January 2002 
28 Refer to the Promoter’s Need for Railway and Associated Works Memorandum, submitted 
to the Parliament on 20 September 2003. 
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33 The Fife economy will also benefit from the provision of a high quality/high 
capacity rail freight link direct to the Scottish freight terminals at Mossend 
and Coatbridge and onward to the Channel Tunnel. Of particular benefit is 
the supply of coal to Longannet Power Station, utilising a more direct route 
with longer trains from Hunterston Deep Water Port on the west coast, and 
significantly relieving the Forth Rail Bridge of coal traffic, thus releasing 
further rail passenger capacity. This passenger capacity is estimated to 
have a net present value of approximately £18m to Markinch services 
alone.29   

34 The Stirling economy will benefit from improved travel options and 
accessibility, through the re-opening of the existing railway to both freight 
and passenger services, and the transport links direct to the new Alloa 
Station.  

                         
29 Refer to Information Note 1A, MVA, 5 February 2003, Table 4.1 
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Appendix A 

Estimate of Expense Headings 

 

1 Permanent Way relates to all materials and construction work required to 
construct the new track and associated permanent fixtures. This heading 
also includes the removal of the existing railway permanent way, and the 
provision and reinstatement of the new track with new steel rail, steel 
sleepers, ballast etc.  

2 Earthworks is the heading which covers the excavation, disposal, 
provision and placement of all natural materials. Specific natural materials 
which have a structural capacity, such as ballast, or a specific application, 
such as topsoil for landscaping purposes, are not included in the 
earthworks section.       

3 Stations, Buildings & Other Structures relates to structural features 
along the route. Alloa station building and the station platform are included 
within this heading, as are works to the existing and new bridges, 
footbridges and culverts along the route.   

4 Rolling Stock is an unused heading within the Estimate of Expense and 
Funding Statement. However for clarity it is the name given to the trains 
which will operate along the route. Rolling stock will be provided by others, 
and as such zero cost has been allocated to it within the estimate of 
expense included in the Explanatory Notes.  

5 Electrical & Other Equipment covers the telecommunications apparatus 
which will be installed to facilitate the operation of the route with the 
chosen signalling system. This heading includes telephones at level 
crossings and communications systems between signal boxes. This 
heading also includes street lighting required for major roads. It does not 
include electrical power cables provided by ScottishPower, which are 
covered by a separate heading.    

6 Power Stations is an unused heading within the Estimate of Expense and 
Funding Statement. However for clarity it is the name given to major 
installations which provide power for operational purposes. There are no 
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new power stations required by this project, as the proposed rolling stock 
is self-propelling. As such zero cost has been allocated to it within the 
estimate of expense included in the Explanatory Notes.   

7 Signalling Systems refers to the provision, installation and 
commissioning of the signalling system required to control train 
movements along the route. This heading also includes the removal of 
redundant signalling apparatus which is currently in place along the route. 
Level crossing apparatus is also included within this heading.   

8 Civils & Other Costs refers to general civil engineering works, including 
site clearance, road works, road traffic control measures, fencing works, 
drainage works and such like.  

9 Fees of professional and other advisors relates to management, 
design, assessment and supervision work required and paid for by the 
Promoter. This heading also includes the Scottish Parliament’s costs 
incurred during the Bill procedures, which the Promoter is liable for, and 
legal costs relating to the drafting of the required legislation.    

10 Surveying, drilling and soil sampling costs are reported under this 
heading. This includes the direct cost of undertaking topographical surveys 
of the route, ground investigation costs and mining investigation works, as 
well as contamination testing of soil and water samples. Design and 
supervision costs relating to these works are not reported under this 
heading.    

11 Acquisition of land and rights over land relates to the costs incurred in 
exercising compulsory purchase powers included within the Bill. The cost 
of permanent land purchase is included, as is the cost of accommodation 
works required to gain temporary access to land. Associated legal costs 
are not included here.   

12 Public utilities diversions refer to the costs incurred by the Promoter due 
to the need to remove or divert public utilities apparatus affected by the 
works. This includes costs relating to electricity, water, sewerage, gas and 
telecommunications equipment. The Promoter believes that Network Rail 
has certain legal agreements with several utilities providers, commonly 
called “lift and shift” agreements, which facilitate the diversion of major 
utilities apparatus along the route at no cost to Network Rail. The costs 
associated with the diversion of these utilities are not included here.   

13 Mine working remediation measures is the cost heading allocated to the 
stabilisation of known and suspected mine workings along the route. This 
generally includes the grouting of voids and capping of shafts within the 
zone of influence of the railway.    
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14 Environmental mitigation measures refers to the cost of constructing 
specific mitigation measures, such as environmental noise barriers or 
landscape planting, along the route. The costs associated with this 
heading are based on the mitigation measures recommended in the 
Environmental Statement accompanying the Bill.   

15 Contingency cost is an allowance for risk items, cost variations and 
unforeseen costs. It has been calculated as a percentage of the other 
costs based on engineering and project management judgement, as it is 
not possible to cost unforeseen events in advance. 



 
 

 
 
 
 
 
 
 

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 
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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 
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 COMITTEE 

 
PRELIMINARY STAGE 

 
WRITTEN EVIDENCE FROM ENGLISH WELSH & SCOTTISH RAILWAY 

LTD ON FUNDING 
 
 

Introduction 
 
1.1 English Welsh & Scottish Railway (EWS) is pleased to respond to the 

invitation to provide the Stirling – Alloa – Kincardine and Linked 
Improvements Bill Committee with written evidence in its consideration 
of the Private Bill to re-open this railway. 

 
1.2 EWS has been a consistent supporter of the plans to re-open this 

route, which will deliver significant transport and modal-shift 
improvements (passenger and freight) across central Scotland for what 
is little cost when compared with other options. 

 
EWS 
 
2.1 EWS is Britain’s leading rail freight operator, hauling over 80 million 

tonnes of goods a year and operating over 1,000 trains a day.  EWS 
employs over 6,000 people and, as with other rail freight operators, 
owns its own business – it is not a franchise.  EWS receives no public 
subsidy, operates on a purely commercial basis and has invested over 
£500 million in its rail freight operations.  EWS expects to play its part 
in ensuring that freight on rail achieves the Government and Scottish 
Executive targets to grow rail freight.  Rail freight has grown by 50% 
since 1996, and to date has an 11% share of land-based freight 
movements in Britain. 

 
2.2 To achieve growth in rail freight, EWS is working closely with the 

Strategic Rail Authority (SRA) and Network Rail Infrastructure Limited 
(Network Rail), the owner of the national railway network, to ensure 
that freight routing and capacity strategies are developed.  These aim 
to ensure that the rail industry can meet the government and Scottish 
Executive’s rail freight growth targets as well as taking into account the 
planned growth in rail passenger traffic (with particular reference to the 
new ScotRail franchise post-2004). 
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2.3 EWS operates over 750 rail freight services in Scotland every week, 
including the movement of coal from the Port of Hunterston and 
coalmines in Ayrshire to Longannet Power Station.  These movements 
use the main rail corridors through Ayrshire, Paisley, Coatbridge, 
Polmont, Linlithgow, the Forth Bridge and the Fife Circle.  All of these 
routes experience congestion, and all have growing demands for 
additional passenger and freight traffic. 

 
Current rail network 
 
3.1 The maximum permitted load over the Forth Bridge is 1,422 tonnes, 

which includes 126 tonnes for the locomotive.  This translates to a 
maximum of 30 loaded, low capacity, HAA (“merry-go-round”) wagons.  
The net weight of coal carried per train is around 870 tonnes, 
approximately 29 tonnes per wagon.  Given the Forth Bridge weight 
restriction of 1,422 tonnes, there is no opportunity to increase the level 
of tonnage permitted per train. 

 
3.2 Coal from the Port of Hunterston travels by rail through Ayrshire, 

Paisley, Coatbridge, Polmont, Linlithgow, the Forth Bridge and the Fife 
Circle to Longannet Power Station.  This is a rail route of 100 miles 
and takes an average of 4 and a half-hours. 

 
3.3 Taking a specific example, a coal service leaving the Port of 

Hunterston at 1129 is planned to arrive at Longannet Power Station at 
1541 (a journey time of 4 hours 12 minutes).  The train is timetabled to 
arrive at Carmuirs at 1320.  The distance from Carmuirs to Stirling is 
approximately nine miles, and from Stirling to Longannet Power Station 
once opened would be 13 miles.  By travelling via Stirling rather than 
heading east and going over the Forth Bridge the service would arrive 
before 1400, over one and a half hours earlier than currently.   
  

3.4 The planned route via Stirling-Alloa-Kincardine will permit EWS to use 
its new HTA wagons.  Each HTA wagon carries approximately 70 
tonnes of coal.  Services planned to operate via Stirling would have 19 
HTAs carrying 1,330 tonnes of coal per train.  Approximately two trains 
of HTAs will deliver around three trainloads of HAAs and each round 
trip can be achieved at least three hours faster than current methods.  
This creates a more efficient railway in central Scotland, maximising 
the full benefits of re-opening the route. 

 
3.5 Demands from the Scottish Executive and Strathclyde Passenger 

Transport Executive for additional passenger services post-2004 on 
the Ayrshire lines, lines in central Scotland and the Fife Circle to 
Edinburgh route cannot be realised without the re-opening of the 
Stirling-Alloa-Kincardine railway.  The public investment in this re-
opening will deliver major passenger and freight benefits across central 
Scotland at a far lower cost than increasing capacity on the existing 
infrastructure. 

 



3.5 The re-opening would also enable Network Rail to enhance its 
maintenance programme.  Network Rail is moving to a defined cyclic 
maintenance, both mid-week and during weekends, and is increasing 
the number of hours to 7-8 for midweek and 11 hours for 
Saturday/Sunday when maintenance occurs.  Re-opening the Stirling – 
Kincardine route would help enable this objective to be met.  For coal 
supplies, there would always be a protected route to Longannet either 
via the current route or the new route despite this work.  The re-
opening would also offer a more defined opportunity to Network Rail 
for the maintenance of the Forth Bridge.  In addition, Network Rail 
would be able to address a backlog of plain track renewals over the 
existing routes, leading to a better maintained railway for both 
passenger and freight users. 

 
Funding 
 
4.1 EWS is a freight operating company and has focused its investment on 

locomotives, wagons, terminals, depots and control systems.  EWS 
was not set up to invest in rail infrastructure, this being the role of the 
national Government, the Scottish Executive, the SRA and Network 
Rail.  However, on 12 December 2000, EWS committed a contribution 
of £250,000 towards the re-opening of the railway from Stirling – 
Kincardine as demonstration of support to the project.  This 
contribution is still available. 

 
4.2 This funding commitment was made following a commitment of funding 

made in November 2000 by the Scottish Executive towards the re-
opening of the railway from Stirling and Alloa for passenger and freight 
traffic.  The EWS funding contribution is conditional on the full route 
being re-opened and capable of being used by loaded coal and other 
freight services. 

 
Conclusion 
 
5.1 The successful development and expansion of Scotland’s rail network 

is dependent on the re-opening of the former Stirling-Alloa-Kincardine 
railway. 

 
5.2 The re-opening will permit a more efficient haulage of coal to 

Longannet Power Station. 
 
5.3 The re-opening will permit a more efficient use of the available capacity 

of the rail network in central Scotland for passenger and freight 
services. 

 
5.4 The re-opening meets the needs of the Scottish Executive and 

Strathclyde Passenger Transport Executive for the new ScotRail 
franchise post-2004. 

 



5.5 The re-opening will result in performance improvements for passenger 
and freight rail users as less trains will use congested parts of the rail 
network at peak periods. 

 
5.6 The cost of delivering these benefits without the re-opened route would 

be far greater than the cost of re-opening the former Stirling-Alloa-
Kincardine railway.  This is a project that represents exceptional value 
for the taxpayer.  

 


