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1.  Introduction 

The North East Scotland SustAccess Rail Freight Study has been commissioned by 

Aberdeenshire Council, and has been undertaken by Faber Maunsell.  SustAccess is a 

European Union Interreg IIIB project, the aim of which is to improve the accessibility between 

rural areas and gateway settlements around the North Sea, improving integration and access to 

services, creating functional markets for business, labour and education by delivering and 

promoting sustainable transport systems. This applies equally for passengers and for freight.  

The main objective of this study is to identify and assess future development opportunities that 

will increase rail freight in North East Scotland; in order to maximise the benefits of the 

committed works to improve the structural gauge of the rail line between Mossend (Glasgow), 

Elgin (Moray), via Aberdeen. 

This study has reviewed previous work, considered the current problems and opportunities 

facing Rail Freight in North East Scotland, and gone on to highlight and evaluate principal 

options.  It provides an analysis of current, and potential future rail freight traffic growth, and 

provides a set of recommendations designed to help achieve this growth. 

The output from this study will be used by Aberdeenshire Council, and their project partners 

Aberdeen City Council and Nestrans (the North East Scotland Regional Transport Partnership), 

to assist in the development and implementation of their respective Local Transport Strategies, 

and the Regional Transport Strategy. 

2.  The Opportunity for Rail Freight  

There are now clear opportunities for the development of rail freight to and from Aberdeen.  The 

gauge enhancement project will open up the route to and from Aberdeen to new and larger 

rolling stock and container combinations.  National, regional and local policy is strongly 

supportive of rail freight development, with grants available from the Scottish Executive.  Wider 

issues, such as high fuel prices, road congestion, pressures to reduce carbon emissions, and 

goods increasingly being transported for longer distances from import/export ports, all support 

rail freight growth. 

3.  Potential Demand 

Our work has found that there is the potential for a significant increase in rail freight to and from 

North East Scotland.  The potential number of containers amounts to 27,188 per annum.  The 

potential volume of bulk tonnage is 430,370 tonnes per annum.   

These have been considered in relation to potential freight trains.  The potential new services 

could require up to seven train paths each way per day on the route south from Aberdeen.  

The potential demand could also require up to seven train paths each way per day between 

Aberdeen and Raiths Farm, and up to five train paths each way per day between Raiths Farm 

and Port Elphinstone.  Between Port Elphinstone and Elgin, up to 2 train paths each way per 

day could be required.  Our estimates correspond with separate work undertaken by the Rail 

Freight Group / Freight Transport Association, and used within Network Rail’s Freight Route 

Utilisation Strategy. 

4.  High Probability Traffic 

We believe that some of this new rail freight traffic can be achieved relatively simply, following 

completion of gauge enhancement, and the satisfactory transfer of rail freight terminal activity 

from Guild Street to Raiths Farm and Craiginches, the provision of suitable rolling stock and 

containers, and a pro-active approach by Freight Operating Companies and other stakeholders. 

Additional short-term, high probability, opportunities for increased rail freight to/from North East 
Scotland arise from: 

� Paper in containers for delivery to England. 

Executive Summary 
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� Oil field equipment for export. 

� Inbound food and drink. 

� Export manufactured food. 

� Export waste paper and plastics. 

� Export machinery. 

� Freightliner boxes for delivery / collection. 

� Additional dry bulk Calcium Carbonate from Aberdeen Harbour. 

Total high probability container traffic amounts to 7,400 containers per annum. 

Total high probability bulk / cargo amounts to an additional 45,000 tonnes per annum. 

 

5.  Medium and Low Probability Traffic 

Medium and Low Probability Traffic will require additional attention to the provision of sufficient 

rail freight terminal capacity and facilities, the provision of sufficient and convenient freight paths 

to and from the various terminals in North East Scotland, and adequate supporting rail 

infrastructure.   

Additional Medium probability opportunities for increased rail freight to/from North East Scotland 

arise from: 

� Additional retail – food and non-food (fridge boxes and curtain-siders). 

� Additional shipping line boxes from companies not currently associated with rail freight. 

� Back haul frozen/chilled food/fish for supermarkets – would be linked to inbound supermarket 

food (fridge boxes). 

� Export frozen goods and food. 

� Oil field equipment for export. 

� Inbound sheet steel. 

� Local transfer of scrap metal for export between Elgin and Aberdeen Harbour. 

� Inbound Fertilizer. 

� Inbound Salmon Feed. 

� Outbound Recyclates. 

� Local transfer of pulp and chalk from Aberdeen Harbour to Inverurie. 

Total medium probability container traffic amounts to 14,375 containers per annum. 

Total medium probability bulk / cargo (long distance) amounts to 132,370 tonnes per annum. 

Total medium probability bulk / cargo (local transfer) amounts to 203,000 tonnes per annum. 

Low probability traffic includes additional inter-modal traffic, and dry bulk traffic 

 

6.  Rail Freight Terminals  

The following terminals have specifically been considered within our study. 

� Guild Street – This existing terminal has been assumed to close, to facilitate the construction 

of the Union Square development within Aberdeen’s City Centre. 

� Craiginches Up, and Craiginches Down – These existing terminals will have the capacity to 

accommodate up to 3 trains per day.   We have assumed that these terminals will continue to 

accommodate existing Cement trains, accommodate the existing DRS Inter-Modal service, 

and a new Import/Export container service. 

� Waterloo Quay – This existing terminal is important for direct harbour to rail transfer, 

however, it suffers from specific capacity constraints, due to the ruling gradient of the line, 

and also signalling delays at Kittybrewster Junction.  There is potential demand for two 

further services per day, on top of the existing Calcium Carbonate train workings to and from 

Guild Street. 

� Raiths Farm – This new terminal will be able to accommodate 3 trains per day.  It is 

anticipated that this terminal will accommodate existing Enterprise traffic, and forecast new 

inter-modal traffic.  The terminal is predicted to become capacity constrained in our Medium 

and Low probability scenarios. 

� Port Elphinstone – This currently closed terminal could be re-developed as a new inter-modal 

traffic, providing direct transfer to the adjacent Paper Factory.  However, the terminal will 

suffer from limited effective capacity due to freight path capacity constraints on the line 

between Port Elphinstone and Aberdeen.   
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� Inverurie – This existing terminal has not been taken forward in our appraisal due to access 

issues within the town centre.  However, it could in the future have potential for waste/timber 

traffic. 

� Elgin – This existing terminal could be an important terminal for local scrap metal transfer to 

Aberdeen Harbour, and could be used as an inter-modal terminal in the low probability 

scenario. 

� Altens / Mains of Cairnrobin – These two sites could be considered within any future 

appraisals for a large, multi-user rail freight terminal serving the North East, as both are close 

to the strategic road network, and neither would suffer from train path constraints associated 

with locations north of Aberdeen. 

 

7.  Freight Train Path Capacity  

Specific sections of the North East rail network have been considered in relation to freight path 

capacity.  Particular attention has been paid to the scenario which assumes that Aberdeen 

CrossRail is constructed.  This provides hourly freight paths each way south of Raiths Farm, 

and one freight path each way every four hours north of Raiths Farm.  Key findings from the 

analysis of freight path capacity are as follows.   

� There is sufficient capacity on the rail network south of Aberdeen for all the anticipated 

freight demand. 

� Despite there being sufficient freight path capacity, this is likely to be “operational stress” on 

the network between Kittybrewster Junction and Raiths Farm.  This is likely to manifest itself 

in a greater propensity for delay. 

� There is insufficient capacity on the rail network between Waterloo Quay and Kittybrewster 

Junction for all the anticipated freight demand. 

� There is insufficient capacity on the rail network between Raiths Farm and Port Elphinstone 

for all the anticipated freight demand. 

� There is sufficient capacity on the rail network north of Port Elphinstone for the anticipated 

freight demand. 

 

The combination of constraints arising from terminal capacity, and freight path capacity will 

require either consideration of additional infrastructure, or prioritisation the use of the available 

network / terminal capacity. 

 

8.  The Opportunity of a Larger Rail Freight Terminal 

The development of a number of smaller rail freight terminals may miss the opportunity to 

achieve efficiencies that could be obtained from the establishment of a larger terminal.  With a 

larger terminal, there is the potential for cost efficiencies arising from: 

� sharing operational overheads;  

� achieving higher utilisation of installed equipment; and  

� the installation of more efficient loading/unloading equipment, and layouts.   

 

A larger freight terminal, located to the south of Aberdeen, also overcomes future capacity 

issues associated with freight paths on the rail network. 

 

The collation of all rail freight activity in one location increases opportunities for efficient train 

load consolidation.  There could also be subsequent opportunities for the development of 

additional freight handling facilities at such a location.  This is more likely with a concentration of 

freight activity in a single location, as opposed to rail freight activity dispersed over several 

locations. 

 

9.  Port / Hinterland Transport 

Our study has considered opportunities for rail freight to contribute to efficient and more 

sustainable Port / Hinterland freight transport.   

We have found that rail freight and various ports (both in North East Scotland, but also South of 

England) can be a key component in the various supply chains linking inbound materials, 
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processing plants, and eventual export.  The various supply chains vary by commodity, and 

some examples are provided below. 

� Paper – inbound materials from Aberdeen Harbour, potential for rail freight transfer of raw 

materials to local processing plant, and potential for rail freight transfer to UK market, and 

export ports in South of England. 

� Fish – inbound fish landed and processed at North East ports (Peterhead, Fraserburgh, and 

Aberdeen).  Frozen or tinned product could be exported either from local ports on 

coasters/reefers, or alternatively containerised and transferred by rail freight to UK markets 

or export terminals in south of England. 

� Scrap Metal – consolidated within North East, and transferred by rail freight to Aberdeen 

Harbour for export. 

� Salmon Feed – produced in Grangemouth / Bathgate, transferred by rail freight to Aberdeen, 

and then shipped to Northern Isles.   

� Mud Oil – transferred by rail freight to Aberdeen, and then transferred by tanker to Aberdeen 

Harbour, for use in North Sea Oil Fields. 

� General Import/Export – import and export in containers from South of England, and potential 

for rail freight transfer to and from Aberdeen.  Includes export machinery, and export oil field 

equipment. 

 

10.  Recommendations for Local Authorities and Nestrans 

It is recognised that the rail freight sector is principally market-led, and that local authorities and 

Regional Transport Partnerships have no powers, other than as stakeholders.  However, given 

that the promotion of rail freight is recognised as a key policy objective locally, regionally and 

nationally, fourteen recommendations have been drawn up suggesting specific interventions 

that can be taken forward in partnership with the rail industry.  They are outlined in the table 

over. 

11.  Workshop Verification 

As part of the study, a rail freight workshop was held to present UK/European best practice, and 

to consider the emerging options arising from the study.  A range of opinions was gathered 

during the workshop from those attending.  With care, these can be used as a test of the main 

findings of the study. 

In terms of Demand and Marketing, 68% of the respondents agreed that the greatest limitations 

to using the railways for some of their consignments was that road haulage currently offers a 

greater flexibility to meet customer’s needs, and provides a greater responsiveness to their 

customer’s business.  This is despite 88% being prepared to share space on multi user trains 

Despite 100% of respondents being receptive to providing a consignment load by rail in an 

effort to prove rail’s reliability, at present only 20% would be prepared to permanently transfer 

that consignment to rail.  This may highlight a significant gap in marketing and contestability 

that the rail industry must breach if it is to compete with road hauliers on a like-for-like basis. 

92% of attendees supported the suggestion that local authorities should promote rail freight 

within their procurement policies, to provide the environmental benefits with which a move to 

rail would boost. 

Support was also given to both the current gauge enhancement work and securing “eight paths 

north and sixteen paths south of Aberdeen” to encourage extra rail services.  43% of 

respondents favoured double tracking to Inverness from Aberdeen station. 

With regard to terminals, it was noted that Guild Street remained the majority choice of those 

attending the workshop for connecting to Aberdeen Harbour, and as the main terminal to serve 

the needs of Aberdeen and Aberdeenshire.  In line with this response, the majority of 

respondents also encouraged a single rail freight hub rather than fragmented sites. 

Overall, apart from the issue of Guild Street (whose future is already determined), the workshop 

outcomes support the findings of the option appraisal.
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Summary of Recommendations 

Area  Recommendation Code Action Cost Benefit Partners 

1.1 Early discussion with press offices / public relations to develop concept. 

1. Publicity Strategy 
1.2 

Implementation of publicity strategy following gauge enhancement, and new 

terminals. 

Low 

 

Medium 

 

NES, NEF 

, FOC, TS, 

NR, Users 

2.1 
Consolidation of relevant information with partners 

2.2 
Design, Proofing, Publication, Distribution 

2.  Brochure and Web 

Site 

2.3 
Negotiations with Transport Scotland regarding web-site development 

Low Medium NES, NEF, 

TS 

FOC, NR 

3.  Continued Dialogue 

with Existing and 

Potential Users 

3.1 

Continued provision for dialogue with existing / potential users Low High NES, NEF, 

LAS 

4.1 
Bottom Up: Continue to liaise with waste management companies and establish 

commodity flows that would provide sufficient critical mass to justify rail services to 

meet the demand.. 

4.2 
Top Down: Engage with SEPA, waste services, Scottish Executive, neighbouring 

authorities to work to towards collaborative opportunities, and transport policies 

within Area Waste Plans, and National Guidance. 

4.  Target Waste Transfer 

4.3 
Identify early potential flows, and facilitate transition from road haulage to rail freight 

haulage.   

Low High NES, NEF, 

LAS 

FOC, NR, 

TS, SE, 

SEPA 

M
a
rk
e
ti
n
g
 

Key: Costs: Low (< £50,000) Medium (> £50,000) 

Partners: NES= Nestrans, NEF=NESRFDG, LAS = Local Authorities FOC= Freight Operating Companies, NR = Network Rail, TS=Transport Scotland, 

SE=Scottish Executive, SEPA= Scottish Environmental Protection Agency,  Users = Existing Rail Freight Users 
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Summary of Recommendations (Continued) 

Area Recommendation Code Action Cost Benefit Partners 

5.1 
Engagement route with public sector bodies could most clearly be achieved through 
existing networks, such as Community Planning Partnerships, or through 
Sustainability Working Groups, to identify organisations most receptive to change. 

 
5.  Influence Public 

Sector Procurement 

Policies 
5.2 

Ongoing support required to assist in implementing changes in policy and practice 

Low Medium NES, NEF, 
LAS 
FOCs 

6.  Support Rail 

Development in North 

East Scotland 

6.1 

Continue to support local rail development at policy and scheme levels. Low High NES,LAS 
NR, TS 

7.  Continue to Ensure 

Rail Freight is 

Accommodated 

7.1 

Continue to ensure appropriate attention is placed on the detail of potential future 
rail freight movements during scheme development. 

Low High NES, LAS  
NR, TS 

8.  Support Rail 

Development on Routes 

to Central Belt 

8.1 

Continue to support rail network development on routes between Aberdeen and 
Central Belt 

Low Medium NES 
NR, TS 

9.  Support Terminal 

Development in Central 

Belt 

9.1 

Continue to support rail freight terminal development within Central Belt. Low Medium NES 
NR, TS 

10.1 
Encourage companies to offer trial loads to the rail industry  
 

10.2 
Facilitate meetings of interested parties 

O
p
e
ra
ti
o
n
s
 

10.  Continue to Explore 

Opportunities for Rail 

Freight Innovation – Multi 

User Train 

10.3 Assist in applications for funding from Transport Scotland / Europe 

Low Medium NES 
LAS, TS 

Key: Costs: Low (< £50,000) Medium (> £50,000) 

Partners: NES= Nestrans, NEF=NESRFDG, LAS = Local Authorities FOC= Freight Operating Companies, NR = Network Rail, TS=Transport Scotland, SE=Scottish 

Executive, SEPA= Scottish Environmental Protection Agency,  Users = Existing Rail Freight Users 
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Summary of Recommendations (Continued) 

Area Recommendation Code Action Cost Benefit Partners 

11.  Support the Switch 

from Guild Street to 

Replacement Terminals 
11.1 

Liaise with FOCs / haulage companies in the short term to proactively manage any 

potential problems / issues arising from transfer from Guild St. 

Low Medium NES, LAS 

FOC, 

Users 

12.1 
In the short term, monitor changes arising following gauge enhancement and also 

new terminals 

High 

12.  Appraisal of Single 

Multi-User Terminal 

Against Alternative 

Options 
12.2 

In the medium term, if necessary, undertake a specific appraisal on options for long 

term terminal capacity in North East Scotland. 

Low 

Medium 

NES, LAS 

FOCs, NR, 

TS 

13.1 
In the short term, monitor changes arising following gauge enhancement and also 

new terminals. 

High 
13. Development of 

Options at Individual 

Terminals 13.2 
In the medium term, review options for the development of specific sites, in order to 

cater for new or potential flows, having regard for overall terminal handing capacity. 

Low 

Medium 

NES, LAS 

FOCs, NR, 

TS 

T
e
rm

in
a
ls
 

14.  Air Freight / Rail 

Freight Connections at 

Dyce / Raiths Farm 

14.1 

In the medium / long term, review potential for encouraging air freight/ rail freight 

connections at Raiths Farm. 

Low 

 

Low NES, LAS 

FOCs, NR, 

TS, BAA 

Key: Costs: Low (< £50,000) Medium (> £50,000) 

Partners: NES= Nestrans, NEF=NESRFDG, LAS = Local Authorities FOC= Freight Operating Companies, NR = Network Rail, TS=Transport Scotland, SE=Scottish 

Executive, SEPA= Scottish Environmental Protection Agency,  Users = Existing Rail Freight Users 



 

 

 

1 Introduction 
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1.1 Introduction 

The North East Scotland SustAccess Rail Freight Study has been commissioned by 

Aberdeenshire Council, and has been undertaken by Faber Maunsell.  SustAccess is a 

European Union Interreg IIIB project.   

The main objective of this study is to identify and assess future opportunities to increase rail 

freight in North East Scotland.  Ongoing works to improve the structural gauge of the rail line 

between Mossend (Glasgow) and Elgin (Moray) via Aberdeen will increase the range of rolling 

stock and containers able to use the line present an immediate opportunity.  This will enable a 

wider range of rail freight traffic to travel to and from the area, including larger containers and 

refrigerated units – providing more companies with a greater choice of haulage options. 

This study reviews previous work, highlights and evaluates principal options, and considers 

best practice at a local, national and European level.  It provides an analysis of current, and 

potential future rail freight traffic growth, and provides a set of recommendations designed to 

set out the actions necessary to achieve potential future rail freight traffic. 

The output from this study will be used by Aberdeenshire Council, and their project partners 

Aberdeen City Council and Nestrans (the North East Scotland Regional Transport Partnership), 

to assist in the implementation of their respective Local Transport Strategies, and the Regional 

Transport Strategy. 

1.2 SustAccess Project 

As highlighted above, this study forms part of the European Union Interreg IIIB SustAccess 

Project.  The aim of the SustAccess project is to improve the accessibility between rural areas 

and gateway settlements around the North Sea, improving integration and access to services, 

creating functional markets for business, labour and education by delivering and promoting 

sustainable transport systems. This applies equally for passengers and for freight.  

As part of the SustAccess Project, Aberdeenshire Council have progressed a number of other 

projects that look to address these aims, including: 

� a review into park and ride in Aberdeenshire; 

� the development of pilot ‘IT Hot Stops’, which aim to reduce business mileage through the 

use of Information and Communications Technology ; and 

� a transport problems and solutions study, which has been used to inform the Council’s 

update of the Local Transport Strategy. 

 

The fourth and final project strand of SustAccess has been to undertake research into rail 

freight development, as covered by this study.  

1.3 Study Brief 

The brief identifies the following key objectives of the study. 

� Identify and assess the opportunities presented by gauge enhancement and how they might 

be exploited. 

� Identify the potential barriers to rail freight development at present and assess potential for 

overcoming them. 

� Examine rail freight in North East Scotland with reference to examples of best practice from 

elsewhere in Scotland, the UK and Europe. 

� Assess the potential for new rail freight terminal facilities in both Aberdeen and 

Aberdeenshire. 

� Identify and assess the potential for innovative rolling stock. 

1 Introduction 



Faber Maunsell   North East Scotland SustAccess Freight Study  12 

 

1.4 Methodology 

The brief provides a range of objectives and tasks which cover a wide range of issues and best 

practice reviews.  Particular attention has been placed on outcomes focusing on what type, and 

from where the future growth in rail freight is most likely to arise.  This includes the present and 

future constraints affecting the development of rail freight within the study area, such as 

terminals, paths, rolling stock and marketing.  A brief description for each of the key tasks is 

identified below.   

1.4.1 Desktop Review, Analysis of Previous Consultation and Studies 

Review of relevant consultation work and studies that have been completed by the Regional 

Transport Partnership and Local Authorities.  This work has been supported by a further 

desktop study of current Scottish and North East Scotland freight movements, including 

volume, commodity, origin and destination.  This review has used existing available published 

data for Scotland, and working timetables, supplemented by local knowledge, and outcomes 

from discussion with key players in North East Scotland. 

1.4.2 Discussions with Freight Industry and Freight Users 

Review of, and new discussions with freight operating companies, Network Rail, road hauliers, 

businesses and potential rail freight users, and logistics managers to assess current rail freight 

movements in North East Scotland and future demand.  Future development opportunities 

subsequent to the gauge enhancement scheme include deep sea boxes, recyclates, general 

cargo and oil related movements and therefore it is within these areas that particular attention 

has been placed. 

1.4.3 Opportunities and Constraints 

Confirmation of a baseline situation with respect to current freight movements, current and 

proposed freight terminal usage, availability of rolling stock and current marketing efforts.  

Particular attention has been placed on understanding current constraints not addressed by 

gauge enhancement works.  Specific consideration will be given to existing terminals and their 

future development. 

1.4.4 Best Practice Review 

This involves a desktop comparison of European wide examples of best practice to illustrate 

how the particular challenges facing Aberdeen have been resolved elsewhere.  It includes a 

review of innovative rolling stock. 

1.4.5 Options for New Rail Freight Terminals 

This task has involved a series of site visits to review the possible locations for new rail freight 

terminals at places such as Mains of Cairnrobin, Craiginches, Port Elphinstone, and facilities at 

Raiths Farm.  In addition, the potential impact of fragmentation of rail terminals will be explored 

in contrast to the possibility of having a small number of high capacity sites. 

1.4.6 Appraisal and Recommendations 

Options that have the potential to exploit the current opportunities in promoting a growth in 

goods transported by rail to North East Scotland have been identified.  The development of 

these options has reflected the policies and objectives demonstrated in the National Transport 

Strategy and the Freight Strategy Development Work undertaken by the Regional Transport 

Partnerships and Local Authorities.  

1.5 Structure of Report 

The report has been set out as follows. 

� Chapter 2: Policy Review 

This chapter outlines the established policy position in relation to freight transport on a national 

basis, as well as at the regional and local level.  

� Chapter 3: Local Rail Network, Facilities and Services 

This chapter provides an overview of the rail network in North East Scotland, including existing 

rail freight operations and services, and planned developments.   
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� Chapter 4: Literature Review 

This chapter reviews previous relevant reports and research relating to the development of rail 

freight in North East Scotland. 

� Chapter 5: Potential Rail Freight Demand 

Based on a review of Scottish rail freight opportunities, and also discussions with local 

stakeholders, this chapter presents a review of possible rail freight demand in North East 

Scotland.  It continues to consider this demand in the context of available rail network and 

terminal capacity. 

� Chapter 6: Problems, Opportunities and Options 

Based on the review of the literature, and assessment of demand and capacity, this chapter 

reviews the key problems and opportunities facing development of rail freight in North East 

Scotland.  It continues to provide a series of options for overcoming the identified problems, and 

capitalising on the opportunities. 

� Chapter 7: Options for Rail Freight Terminals 

This chapter reviews the attributes of each potential rail freight terminal location considered 

within this report. 

� Chapter 8: Appraisal of Options 

Chapter 9 presents an appraisal of the main options developed during this study, including 

marketing/development of demand, operations, and rail freight terminals.  The outcomes of this 

appraisal are then verified using the feedback from the stakeholder workshop. 

� Chapter 9: Recommendations 

This chapter concludes the report with recommendations for the ongoing development of rail 

freight in North East Scotland.



 

 

 

2 Policy Review 
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2.1 Introduction 

This chapter provides a brief review of relevant national, regional and local policy with respect 

to rail freight in North East Scotland.   

2.2 UK Policy  

The view of the UK Government was recently outlined to the Rail Freight Conference (June 6th 

2006)
1
.  It was highlighted that the rail freight industry should be a "competitive and dynamic 

private sector industry".  It was also stressed that the government should not get involved in 

operational issues, and that support for Rail Freight was principally to harness the 

environmental benefits of Rail Freight – reductions in congestion on the road, and a reduction in 

Carbon Dioxide emissions. 

2.3 Scottish Policy 

The publication of the Scottish Transport White Paper in 2004 heralded significant changes to 

how transport policy, and transport schemes in Scotland are developed and delivered. 

� The Scottish Executive remains responsible for setting overarching policy, and published a 

National Transport Strategy on 05 December 2006.   

� At the national level, many (but not all) of the main transport functions have been transferred 

to Transport Scotland, an agency of the Scottish Executive.  Responsibilities for the majority 

of the rail services run in Scotland now rest with Transport Scotland.   

� Transport Scotland is also currently commissioning a Strategic Transport Projects Review, to 

determine major infrastructure investment priorities for the medium term.   

� At a regional level, new Statutory Regional Transport Partnerships have been created 

covering the whole of Scotland, and are currently preparing statutory Regional Transport 

Strategies. 

� Local Authorities still retain the majority of Local Transport and Roads Functions, and many 

are preparing, or have prepared, non-statutory Local Transport Strategies. 

2.3.1 White Paper 

The focus of the 2004 Scottish Executive Transport White Paper, Scotland’s Transport Future
2
, 

was very much on reducing traffic volumes and encouraging the use of public transport. The 

importance of transport infrastructure to economic growth is acknowledged but the stress was 

more on the movement of people than the movement of goods. The bulk of the proposed 

transport budget is therefore targeted at improving public transport infrastructure, and a 

sizeable chunk of this is for the development of new rail links. The importance of trunk roads in 

relation to freight movements, among other users, is accepted and the White Paper points to 

several improvement schemes completed or under way, mostly in the Central Belt. Freight 

opportunities are concerned with removing goods from Scottish roads and so emphasis is 

placed on Freight Facilities Grant, the Rosyth – Zeebrugge ferry and the canals network.  

2.3.2 National Transport Strategy 
The National Transport Strategy (NTS)

3
, and associated Freight Action Plan

4
 confirm the 

Scottish Executive’s current policy on rail freight. From the NTS, it is clear that there is 
continued emphasis on encouraging a modal shift from road freight to more sustainable modes 
such as rail or sea.  The document states that the Scottish Executive “intends to examine what 
additional capacity there is for freight to move off the roads, linked to the development of multi-
modal hubs across Scotland for movement of freight.” 

                                                     
1
 Speech to Rail Freight Conference, 6 June 2006, by Transport Minister Derek Twigg.  
Available from: 
http://www.dft.gov.uk/stellent/groups/dft_railways/documents/pdf/dft_railways_pdf_611820.pdf 
2
 Scottish Executive, (June 2005), Transport White Paper – Scotland’s Transport Future 

3
 Scottish Executive, (December 2006), National Transport Strategy  

4
 Scottish Executive, (December 2006), Freight Action Plan for Scotland 

2 Policy Review 
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Action 2 of the Freight Action plan confirms that the need and location for multi-modal freight 

hubs will be determined, taking into account the strategic economic importance of ports in 

providing access to international markets. 

Action 4 of the Freight Action Plan confirms that Transport Scotland will work with the rail 

industry to ensure that best use is made of existing infrastructure, and that rail freight growth is 

not constrained by restricted access to the network capacity. 

Action 15 confirms that the Scottish Government will continue to develop existing incentives, 

such as Freight Facilities Grants to promote imaginative solutions to moving freight by rail. 

2.4 Regional Policy 

Nestrans is the Transport Partnership for Aberdeen City and Aberdeenshire.  Its purpose is to 

develop and deliver a long-term Regional Transport Strategy and take forward strategic 

transport improvements that support and improve the economy, environment and quality of life 

across Aberdeen City and Aberdeenshire.  Nestrans was constituted as the North East of 

Scotland Transport Partnership under the Transport (Scotland) Act 2005, and began work as a 

statutory Transport Partnership on 1 April 2006.  The current partnership builds on five years of 

voluntary partnership working between Aberdeen City and Aberdeenshire Councils, Scottish 

Enterprise Grampian and Aberdeen and Grampian Chamber of Commerce. These bodies came 

together to form the ‘original’ Nestrans in 2001 as a means of working together to tackle the 

transport challenges in North East Scotland and develop the Modern Transport System 

strategy. 

Whilst Nestrans are currently developing a statutory Regional Transport Strategy, they have a 

strong legacy of promoting freight issues across different modes, in order to promote and 

secure the economic development of North East Scotland.  The most recent formalised plan for 

Nestrans was their 2003 Modern Transport Strategy, updated in the 2005 Annual Report and 

Delivery Plan.   

In respect of rail freight, these documents have confirmed support for the Mossend to Elgin 

Freight Gauge Enhancement Scheme.  They also highlighted that “modern rail to road freight 

transfer facilities are required to provide for the anticipated growth in rail freight and to replace 

Aberdeen’s Guild Street terminal which is shortly to close.” The documents outlined potential 

new terminal sites, in addition to the use of Craiginches and Waterloo Quay. 

In respect of freight, the document refers to the following proposal.  “Nestrans, in partnership 

with industry, will look at ways in which the freight transport system in the North East could 

further develop.  This will include promoting the benefits of rail freight, encouraging closer 

working in the maritime sector, commissioning a study with BAA on realising opportunities for 

air freight at Aberdeen Airport, and assisting in the preparation of a North East freight strategy.” 

The new Regional Transport Strategy is due to be finalised by April 2007.  Within consultation 

material prepared for the development of the new Regional Transport Strategy, there are 

specific references to options to enhance freight facilities, and mention is made of: 

� Rail Freight Gauge Enhancement; 

� Support for short sea and coastal shipping as an alternative to road freight; 

� Aberdeen Harbour – enhance existing access facilities in vicinity of harbour; and 

� HGV lanes – identify a corridor (or corridors) for a trial to assess impact. 

2.5 The Local Policy Context  

2.5.1 Aberdeenshire Council – Freight Policies 

Aberdeenshire Council have recently finalised their Local Transport Strategy.  The emerging 

outcomes from this rail freight study were used to inform the finalisation of the strategy, and will 

be used during the implementation phases. 

The strategy contains the following actions. 

� Support the ongoing development of a Freight Quality Partnership.  

� Contribute to the development of a North East Freight Strategy through the North East 

Scotland Transport Partnership. 
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� Review the designation of freight haulage routes and monitor compliance, in conjunction with 

freight haulage interests, and seek agreement through the planning process for new 

developments. 

� Encourage the development of off-street lorry parks adjacent to rural towns.  

� Consider on-street lorry parking controls within urban areas where appropriate. 

� Promote increased movement of freight by rail through support for North East Scotland Rail 

Freight Development Group (NESRFDG). 

� Actively investigate new markets for the transfer of freight to rail through the NESRFDG. 

� Support the development of improved integration facilities between rail and other transport 

modes. 

� Encourage greater use of local ports and harbours for short sea and coastal shipping by, 

participating in the Northern Maritime Corridor Motorways of the Northern Seas Interreg 

project. 

� Through the Motorways of the Northern Seas project investigate potential for increased 

movement of freight by sea from North East ports and the potential for a major container port 

in Scotland. 

� Promote and support improvements and accessibility to all harbours in Aberdeenshire, and 

Aberdeen Harbour. 

2.5.2 Aberdeen City Council – Freight Policies 

Aberdeen City Council is currently developing a draft consultation version of its Local Transport 

Strategy.  The strategy is anticipated to reflect existing policies from its 2000 Local Transport 

Strategy, and emerging themes from the Regional Transport Strategy. 

The 2000 Local Transport Strategy contained five policies and proposals to promote freight.  

Most relevant to this study were commitments to: 

� Encourage the most sustainable movement of goods without compromising efficiency; 

� Work with Aberdeen Harbour Board and Airport Authority to maximise their role in 

strengthening the region’s economy by ensuring excellent links and services; and 

� Continue to encourage Railtrack [now Network Rail] to upgrade railway gauge to enable the 

free movement of freight up to 4 metres in height. 

2.6 Summary of Local and Regional Policy  

All three transport authorities are aware of the necessity to encourage and promote sustainable 

and efficient freight systems, in order to ensure the continued competitiveness of North East 

Scotland’s economy. 

Due to the location of North East Scotland, relative to the Central Belt of Scotland, and also the 

South East of England, particular emphasis has been, and continues to be placed on the 

development of rail freight facilities, as well as short sea and coastal shipping, whilst 

recognising that many goods will still be shipped by road for at least part of their journey. 

The policy also shows strong commitment to working with freight operators, rail freight interests, 

and shipping interests to take forward freight issues in partnership.



 

 

 

3 Local Rail Network, Services, and Freight 
Facilities 
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3.1 Introduction 

The rail network of North East Scotland currently provides a principal rail connection between 

Aberdeen and Dundee (and onwards to Edinburgh and Glasgow), and a connection with 

Inverness.  The network caters predominantly for passenger services, although up to five rail 

freight services per day, each way, also operate.  Local rail freight terminal facilities are centred 

around the Aberdeen area, although some smaller sidings and disused terminals are also 

located on the local rail network.   

3.2 Local Rail Network 

3.2.1 Dundee – Aberdeen Route   

The route forms the northern end of the Glasgow/Edinburgh/Carlisle to Aberdeen main lines 

and the Aberdeen to Inverness main line.  The former offers direct access to Glasgow via 

Dundee, Perth and Stirling.  It also offers access to Edinburgh via Dundee, Fife and the Tay 

and Forth Bridges.  In addition, direct access is also achieved to the major routes to England by 

both the East Coast Main Line and the West Coast Main Line.  

The route is double track apart from a short section just to the south of Montrose, between 

Usan and Montrose station.  Beyond Dundee, there is a second stretch of single track working 

on the eastern approach to Perth Station.  These have the potential to cause delays if trains in 

either direction are running late.  The route is controlled by manual signalling as far as 

Newtonhill which is the fringe box to Aberdeen power signal box, whose control starts at Cove 

Bay.  The overall line capacity is limited by the existing signalling as most of the sections are 

between 6 and 10 miles in length.  Line speed is generally 80mph. 

3.2.2 Aberdeen – Inverness Route 

The line between Aberdeen and Inverness was the former main line of the Great North of 

Scotland Railway and originally was constructed as double track for most of its route. However 

Beeching rationalisation has seen it cut back to single track with passing loops at most stations 

and one extended loop between Insch and Kennethmont.  The line is manually signalled 

throughout with signal boxes at each loop.  Dyce Junction box is the fringe box to Aberdeen 

Power Box and control is handed over at Kittybrewster where the branch to Waterloo Quay 

leaves the main line.  The track and signalling layout throughout severely limits the capacity of 

the line.  The route has been maintained for a line speed of 70mph.   

3.2.3 Aberdeen Station 

Aberdeen station has two through platforms, 6 and 7, which converge at the northern end. 

There is a cross over, formerly a scissors, between 7S and 6N which allows trains to or from 

Inverness to pass around those waiting at platforms 6S or 7N.  

The forecourt of Aberdeen Station is currently benefiting from upgrade works.  This work is one 

of a number of advance packages of work linked to the Union Square development.  Over the 

next year, a seven-phase programme will see improvements to the station, as well as the 

relocation of some current facilities, including the ticket office and car park. 

3.3 Rail Services in North East Scotland 

3.3.1 Passenger Services 

There are currently two passenger trains in each direction per hour throughout the day operated 

by First ScotRail with an occasional third operated by GNER or Virgin Cross Country between 

Aberdeen and Dundee. At Dundee two routes south are available – via Perth and Stirling, and 

via Markinch and the Forth Bridge. First ScotRail services alternate to Glasgow and Edinburgh 

via Stirling and Perth respectively, while all Virgin and GNER services use the Fife route. 

The passenger service north of Aberdeen consists of trains to Inverness approximately every 

90 minutes and most of the Edinburgh - Aberdeen services extended to/starting from Dyce 

3 Local Rail Network, Services, and 

Freight Facilities 
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equating to roughly 3 trains in each direction every 2 hours between Aberdeen and Dyce or 

Inverurie. 

3.3.2 Freight Services 

Most freight services south of Aberdeen operate to the Central Belt via Perth as this route is 

less congested. There are currently a maximum of seven daily freight paths available in each 

direction between Dundee and Aberdeen although only five are currently utilised on a regular 

basis.  Freight Operating Companies (FOCs) currently active in the study area are English, 

Welsh and Scottish Railways (EWS), Freightliner, Direct Rail Services (DRS), and GB Rail 

Freight (GBRf). 

Table 3.1 below shows the current services running. 

Table 3.1 - Freight Rail Services, Frequencies and Commodities 

Train Operator Frequency Type of Train 

Walsall / Mossend – 
Aberdeen 

EWS Mon-Fri Parcels* 

Oxwellmains - Craiginches Freightliner Twice weekly Cement Tanks 

Mossend – Laurencekirk & 
Guild St  

EWS Tues-Sat 
Enterprise (conveys pipes and 

slurry tanks) 

Grangemouth – Guild Street DRS Daily 
Inter-modal 

Malcolm Group/Asda Containers 

Harwich – Guild Street GBRf Weekly 4-Wheel Mud Oil Tanks 

Guild Street to Waterloo 
Goods Yard 

EWS As Required OMYA slurry tanks 

Engineers’ trains EWS As Required Ballast/Track 

* In January 2007, Rail Magazine announced that this service is due to be withdrawn, due to DHL 

changing its operational practices.  At present (February 2007) this service still operates. 

North of Aberdeen a very limited freight service currently operates and room for expansion is 

constrained by the number and locations of the passing loops between Aberdeen and 

Inverness. 

3.3.3 Rail and Route Utilisation Strategies 

Plans to upgrade the Aberdeen to Inverness route are now included in the draft Scottish Route 

Utilisation Strategy (RUS)
5
.  The August 2006 publication states plans to deliver an hourly 

passenger service in combination with the existing number of freight paths. 

Additionally, the RUS indicates that the Montrose – Usan bottleneck will be eased as part of the 

capacity development programme. 

3.4 Rail Freight Terminals in North East Scotland 

The existing active yards are Guild Street, Waterloo Quay and Craiginches Up.  Inverurie is 

nominally open but currently only used to store redundant wagons.  Other existing yards 

currently out of use are Craiginches Down and Port Elphinstone.  

The ownership of the existing freight yards is vested with Network Rail who takes out a 125 

year lease with the primary operator. The yards are intended to be open access for all freight 

operators but in practice the leaseholder often operates on a restricted practice basis. Currently 

EWS lease all the existing yards except Craiginches Up, which is leased by Freightliner. The 

same arrangements are currently expected to apply to the new facilities at Craiginches Down 

and Raiths Farm (DRS and EWS respectively). 

3.5 Planned Developments in the Area 

3.5.1 Terminals 

As part of current developments within the City of Aberdeen a number of changes to the 

existing rail freight handling facilities will be introduced during 2007 as part of a Network 

Change procedure. These are primarily designed to cater for the existing traffic.   

 

                                                     
5
 Network Rail, (August 2006), Scotland: Route Utilisation Strategy Draft for Consultation.   
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Guild Street 

Guild Street is the main freight terminal in the Aberdeen area located in a prime city centre site 

adjacent to the harbour and Rail Station, handling all current rail freight traffic except the 

cement (Craiginches Up) and calcium slurry (Waterloo Quay).  The current traffic is well below 

the yard’s historic capacity.  It is currently under planning consent for a 50,000 sqm mixed use 

development comprising retail and leisure facilities, and early phases of work are now being 

undertaken
6
.  Terms of the Network Change procedure ensure that Guild Street will not close 

until alternative rail freight terminal facilities have been provided.   

Raiths Farm 

Raiths Farm, a greenfield site adjacent to the airport just to the north of Dyce station is due to 

open late 2007 / early 2008 under the operation of EWS.  The terminal is to contain 

warehousing for inter-modal, and Enterprise traffic generated by the operator.   

The structural design for Raiths Farm includes the following facilities. 

� A new Down Loop for 72 SLU (standard length units – 461m); 

� Four sidings of 20 SLU (128m), 30 SLU (192m), 31 SLU (199m) and 44 SLU (282m) with a 

rounding facility. 

 

Assuming a locomotive length of 21.35m (Class 66), and rolling stock length of 18.3m (60 foot 

Megafet), Raiths Farm will be able to accommodate: 

� Locomotive plus 24 wagons, on the down loop (current maximum train length is locomotive 

plus 20 wagons in North East Scotland); 

� Locomotive plus 5 wagons on the 20 SLU siding; 

� Locomotive plus 9 wagons on the two 30 and 31 SLU sidings; and 

� Locomotive plus 14 wagons, on the 44 SLU siding. 
 

Terminal capacity is anticipated to be up to 3 trains per day, based on discussions with Network 

Rail. 

Craiginches Down 

The plans for Craiginches Down, located opposite Craiginches Up, are currently being finalised 

by consultants working on behalf of Network Rail.  The terminal is planned to open in 2007 for 

DRS to operate its inter-modal train.  The operational design requires that the DRS train will 

operate to Ferryhill for southbound departures.  Two sidings of 72 SLU (461m) and 63 SLU 

(404m) will be provided. 

Again, using the assumptions stated above, the yard will be able to accommodate: 

� Locomotive plus 24 wagons (72 SLU siding); and 

� Locomotive plus 20 wagons (63 SLU siding). 

 

Terminal capacity is anticipated to be 1 train per day. 

 
Craiginches Up 

Craiginches Up Yard will have three sidings of 59 SLU (378m), 42 SLU (269m) and 30 SLU 

(192m).  These will have the following capacities: 

� Locomotive plus 19 wagons (59 SLU siding); 

� Locomotive plus 13 wagons (42 SLU siding); and 

� Locomotive plus 9 wagons (30 SLU siding). 
 

Terminal capacity is anticipated to be 1 train per day. 

3.5.2 Gauge Enhancement 

The route is due to be upgraded throughout from Mossend to Elgin to W8½ loading gauge.  It 

will allow boxes up to 9’6” high to be carried on special rolling stock. The work, funded by the 

                                                     
6
 Aberdeen City Council Press Release (28/07/06), “Council Leader Welcomes Union Square 
Proposals”.  Available from 
http://www.aberdeencity.gov.uk/acci/web/site/CouncilNews/pr/pr_hammer_280706.asp 
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Scottish Executive, has been awarded to Jarvis and is due for completion in July 2007. Full 

operation is expected by October 2007.  

The upgrade has been specified to enables clearance to be provided for the following rolling 

stock and container / swap body combinations: 

� 8’6” high x 8’2½ wide on a KFA wagon (1000mm bed height); 

� 8’6” high x 8’6” wide on a Multifret wagon (945mm bed height); 

� 9’1” high x 8’2½ wide on a Megafret wagon (825mm bed height); 

� 9’6” high x 8’2½ wide on a FLA wagon (720mm bed height). 
 
During development of the scheme, both the rail freight operators and Network Rail have 
confirmed that it is the expectation that a wider combination of wagons and containers / swap 
bodies will be possible.  However, this can only be confirmed after completion of the works, and 
when Network Rail has carried out their clearance trials between July and October 2007.   

3.5.3 Aberdeen CrossRail 

This project to improve passenger services between Stonehaven and Inverurie has been under 

development by Nestrans for a number of years. Although only briefly referred to in the Network 

Rail RUS, a report was delivered to Nestrans in June 2006 evaluating a number of service 

frequency options and the infrastructure modifications required to achieve them. 

It is likely that Aberdeen CrossRail will be delivered on an incremental basis. In the short term, 

the number of trains serving Inverurie would be increased by extending existing services from 

the south that currently terminate at Dyce. This was partly achieved in December 2005 when 

four extra trains a day in each direction were introduced between Inverurie and Aberdeen. 

In the medium term, a half-hourly service between Inverurie – Aberdeen – Stonehaven would 

be achieved through a combination of enhanced Inverness-Aberdeen, extended to Stonehaven 

and extending the existing trains from the south to Inverurie. A new station would open at 

Kintore. The longer-term ambition is for a dedicated quarter-hourly local service between 

Inverurie – Aberdeen – Stonehaven, serving new stations north and south of the city centre. 

Options offer either a 30 minute or 15 minute service frequency and track and signalling 

upgrades range from quadrupling track south of Aberdeen and doubling to Inverurie, through to 

additional passing loops. The study allowed hourly freight paths to Raiths Farm, extended every 

four hours to Elgin.  

It is clear that all rail freight developments in the Aberdeen area need to take account of the 

Aberdeen CrossRail project.  

3.5.4 Laurencekirk Station Re-Opening 

It has been confirmed that Laurencekirk rail station will soon re-open during 2007/08.  As part of 

the project, existing EWS sidings at Laurencekirk will be retained.   
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4.1 Introduction 

Having considered the national and local policy issues and examined the local rail network, a 

review has been undertaken of previous studies, to provide a context for the rest of this study. 

The following literature review is our evaluation of what several important previous studies have 

said and our discussion on relevant issues and potential opportunities for rail freight services in 

North East Scotland.   

4.2 Overview 

The Scottish Freight Scoping study reported that rail freight has enjoyed a rise in traffic volumes 

in Scotland, although the majority of traffic is bulk such as coal. Other rail-freight volumes have 

been stable.  Considering all Scottish freight movements, consultation found that “road 

transport adapts well to Scotland’s supply chain needs.  Rail freight, by contrast, is considered 

least well adapted (over 50% stated either very poor or poor)”.  This particular finding is aligned 

with the outcomes of consultation reviewed within this study, and the outcomes of the workshop 

also undertaken as part of this commission.  Clearly, rail freight can work very well for specific 

flows, but currently is not perceived as being well suited for many businesses’ supply chains in 

the UK. 

A review of studies was also undertaken which considered the local rail gauge enhancement 

scheme.  One of the key drivers for the economic appraisal was that 8’6” containers would be 

totally phased out by 2010 – and this assumption led to relatively high cost to benefit ratios for 

the scheme.  Whilst we believe that it 8’6” containers will decline in use, to be replaced by 9’6” 

boxes, the assumption that they will be obsolete and “disappear” by 2010 appears premature. 

Overall, it was found that for North East Scotland gauge enhancement will be an important 

factor in securing current rail freight traffic, and enabling potential growth in rail freight.  

However, a range of other factors were also found to be important.  Of critical significance is the 

quality of service that rail can provide, followed by the cost differential between road and rail.  

These findings are again mirrored by a review of the work undertaken for this study, and also 

the national work on the Freight Strategy scoping study. 

4.3 Review of Previous Wider Studies that have Implications for North East Scotland 

4.3.1 Examining Sustainable Ways to Improve the Efficiency of the Road Freight Transport Sector  

In March 2005
7
, the Scottish Executive published research ‘Examining Sustainable Ways to 

Improve the Efficiency of the Road Freight Transport Sector.’  Consequently, a number of 

different policies and measures were suggested as ways of increasing the efficiency and 

sustainability of the road freight industry.  A significant recommendation was the establishment 

of Freight Quality Partnerships (FQP’s).   

Utilising FQP’s as a forum for discussions is seen as a key opportunity for the freight sector to 

move forward, tackling new problems with the combined knowledge of both the public and 

private stakeholders.  However, any such forums require to be carefully targeted to ensure that 

they maintain their value. 

4.3.2 The Scottish Freight Strategy Scoping Study 2006 

The Scottish Freight Strategy Scoping Study (WSP, 2006) set out to understand the 

opportunities, constraints and key issues for freight in Scotland.  Through review and analysis, 

a baseline has been built up to help understand the trends of freight growth. A wide range of 

stakeholders were contacted, and were asked for their views on the current freight transport 

system, future trends, the real issues they face, and the key objectives for a Freight Strategy for 

                                                     
7
 Scottish Executive (March 2005), Examining Sustainable Ways to Improve the Efficiency of 

the Road Freight Transport Sector  
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Scotland. Supported by the consultation and analysis, a number of priority options were put 

forward for consideration in drawing up the Freight Action Plan.  

Rail freight has enjoyed a rise in traffic volumes in Scotland although the majority of traffic is 

bulk such as coal. Other rail-freight volumes have been stable. The government has actively 

supported the transfer of freight from roads. According to official estimates, recent initiatives 

supported by the Scottish Executive have removed 70 million lorry miles from Scottish roads. 

The investment also expands the capacity for future freight growth in rail and waterborne 

transport.  

The feedback from consultation suggested that a national freight strategy should focus on the 

following policy areas:  

� Enhancing competitiveness of Scotland internationally and within the UK;  

� Reducing negative impacts of freight to the environment;  

� Supporting the development of the freight industry in Scotland;  

� Maintaining and improving accessibility to rural and remote areas; and  

� Coordination with wider policies and industry initiatives.  

The feedback from the postal stakeholder survey suggested that road transport adapts well to 

Scotland’s supply chain needs. Rail-freight, by contrast, is considered least well adapted (over 

50% state either very poor or poor).  The review of comments undertaken as part of this 

commission is in line with this outcome. 

4.3.3 The Rail Freight Market Analysis study RFG/FTA, September 2005 

The Rail Freight Group and Freight Transport Association conducted an extensive exercise 

during 2005.  From this they have developed a report which features present and likely 

forecasts for the number of train paths on the national network. Figure 4.1 shows these figures 

for Scotland.  

These forecasts were derived as follows.  Firstly, an analytical “top down” approach was used, 

based on an exercise utilising the GB Freight Model
8
.  In parallel, the Rail Freight Operators 

Association undertook discussion with rail freight users and stakeholders.  Both approaches 

were compared and found to correlate very closely.  The outcomes from the study have 

subsequently verified, and used by Network Rail for their Draft Freight Route Utilisation 

Strategy
9
. 

Figure 4.1 - Rail freight demand for train paths 2005 and forecast for 2030 

 

Source: RFG/FTA 

                                                     
8
 For information see: http://www.mdst.co.uk/MDSTBody-gbfm2.htm, and also 
http://www.rfg.org.uk/news/?pid=3158&lsid=3159&edname=19828.htm&ped=19828  
9
 Network Rail (2006), Freight RUS Draft for Consultation.  Available from: 
http://www.networkrail.co.uk  
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Specific outcomes
10
 for the Study Area are as follows. 

Table 4.1 - Actual Freight Traffic 2005 (Per Day, Directions Summed) 

Section Mean Maximum 

Dundee to Aberdeen 5 9 

Aberdeen to Raiths 2 6 

Raiths to Elgin 0 3 

 
Table 4.2 - Paths Available 2005 (Per Day, Directions Summed) 

Section Mean Maximum 

Dundee to Aberdeen* 13 - 17 14 - 18 

Aberdeen to Raiths 5 6 

Raiths to Elgin 4 4 
*Varies dependent upon specific section of the network between Aberdeen and Dundee 

 
Table 4.3 - Forecast Demand 2014 (Per Day, Directions Summed) 

Section Mean Maximum 

Dundee to Aberdeen 9 13 

Aberdeen to Raiths 2 6 

Raiths to Elgin 0 3 

 
Table 4.4 - Forecast Demand 2030 (Per Day, Directions Summed) 

Section Mean Maximum 

Dundee to Aberdeen 10 14 

Aberdeen to Raiths 2 6 

Raiths to Elgin 0 3 

 

The outcomes (presented as total two way traffic) for 2005 are aligned with the information 

presented in the previous chapter.   

4.4 Review of Previous Studies Concerned Mainly with North East Scotland 

4.4.1 “Improving the storage and distribution of goods from Grampian to major UK and international 

markets” - Oscar Faber in 1995 

In general, the region’s relative isolation from domestic and international markets has resulted 

in additional distribution costs and lead times for local businesses, particularly in the perishable 

product markets.  Although distribution systems have improved over time, for example through 

major infrastructural improvements such as the dualling of the A90 trunk road, the efficient 

movement of goods has become an increasingly important factor in the competitiveness of 

Aberdeen and Aberdeenshire. 

The earliest study we reviewed was compiled by Oscar Faber in 1995 entitled “Improving the 

storage and distribution of goods from Grampian to major UK and international markets”.  The 

main findings of the consultant’s research, largely reinforced with a series of workshops, 

highlighted the need for a multi-modal approach to the distribution of goods in the region.   

The conclusions were based on a series of workshops held with the area’s businesses from a 

cross-section of industrial sectors.  Indeed, a clear and well-defined picture of the efficiency of 

the transport services, the problems encountered and solutions to them, plus an indication of 

future requirements were developed. 

At the time of the study, road freight dominated the distribution of goods as it does today.  

However, the lack of coordination between haulier and manufacturer had resulted in lorries 

disembarking with part loads and there was also a lack of return loads.  In combination this led 

to inefficiencies, additional cost and local environmental problems.  From the discussions a key 

solution was to improve key road infrastructure; an obvious point in considering the dominance 

of road freight. 

The second most highly ranked opportunity to resolve the present day problems was to develop 

a freight centre preferentially to the north of Aberdeen.  This opportunity caused a split in 

interest between the manufacturers and the hauliers.  Here, the manufacturers regarded the 

                                                     
10
 http://www.rfg.org.uk/library/forecasts/ presents maps of the network for 2005, 2014 and 

2030. 
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option positively as it could provide certain industrial sectors an opportunity to use the most 

appropriate distribution to meet their needs and thus to maintain lower transport costs.  Indeed 

a freight centre would help to integrate users and providers of haulage.  However, hauliers saw 

this initiative as a threat to their own business, creating a possible monopoly within the region.   

Since this study, the context and operating environment for rail freight has changed 

considerably. For example, issues relating to the 2003 changes to the regulations on lorry 

drivers’ hours have impacted upon road haulage from North East Scotland.  In addition, there is 

the issue relating to the 8’6” boxes used for rail freight.  It is anticipated that over time these will 

be phased out and replaced with 9’6” boxes as a consequence of changes within the core 

market, namely the movement of maritime containers.  This physical change would require the 

existing rail infrastructure to be improved through gauge enhancement in order to retain the 

existing freight markets in North East Scotland.   

This issue has been investigated by Steer Davis Gleave (2004) and Colin Buchanan & Partners 

(2006) who used a series of interviews, questionnaires and workshops to assess the cost-

benefit of the Mossend to Elgin gauge enhancement scheme. 

4.4.2 Case for Rail Freight Enhancement - Steer Davis Gleave (2004) and Colin Buchanan & 

Partners (2006) 

Steer Davis Gleave (2004) study concluded that the current 8’6” boxes would be phased out 

and replaced with 9’6” boxes due to changes occurring in the international container business.  

They anticipated that the current box size would be entirely replaced by 2010 and would result 

in a loss of some 200 boxes per month without gauge enhancement between Mossend and 

North East Scotland. In contrast, it was established that the development of new retail-oriented 

swap-bodies would allow goods relating to retail and supermarket chains to use the line.  The 

greatest potential in attracting the food processing and manufacturing industry was in the use 

back-loading.  This is one way of overcoming risks associated with the use of rail.  

The business case for the project was focussed around the environmental benefits associated 

with the use of rail to move goods to and from North East Scotland.  A base case was 

developed on the assumption of one train per day from the Central Belt to Aberdeen carrying 

existing 8’6” container traffic, which was assumed to decline and disappear in 2010.  Against 

this 6 scenarios were compared: 

1. No growth: no new traffic and transfer of 8’6” containers to 9’6” containers; 

2. No paper: no paper traffic and transfer of 8’6” containers to 9’6” containers; 

3. 2015 Loss of Paper Traffic: All paper traffic discontinued from 2015 onwards; 

4. Low Growth: 50% of base case demand and 50% of new traffic; 

5. 50% base case: 50% of base case traffic plus all new traffic; and, 

6. Optimistic Case: All existing traffic expected to transfer and all new demand expected 

to arise. 

The appraisal showed that gauge enhancement on the route between Mossend and North East 

Scotland is a promising project with a benefit to cost ratio higher than 3 for all scenarios.  

Indeed scenarios, 4, 5 and 6 show a benefit to cost ratio above a value of 5. 

In conclusion the consultants recommended that further work was undertaken to define project 

costs which will involve carrying out a detailed multidisciplinary project risk assessment, and to 

monitor developments pertaining to existing/potential demand. 

Results from the Colin Buchanan & Partners questionnaire surveys revealed that 68% of 

companies (191) involved in the survey have increased their total freight movement within the 

last ten years.  Expectations of future growth were even greater with a total of 79% of 

companies expecting to increase the amount of freight moved during the next ten years. It was 

also suggested that gauge enhancement was not the only issue that will affect rail’s prospects.  

Of critical significance is the quality of service that rail can provide, followed by the cost 

differential between road and rail.  In terms of pull factors, rail would have to provide a 

consistently high standard of service and achieve parity with road costs.  In contrast the push 

factors include deterioration on road service quality from congestion and changes to regulations 

on lorry drivers’ hours. 
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A number of environmental benefits were highlighted to result from gauge enhancement.  In 

considering the scheme would simply upgrade the existing rail corridor there would be minimum 

impact on land use or land take.  Furthermore, the transfer to rail would result in a significant 

improvement in air quality and reduction in noise pollution except for directly along the rail 

route.



 

 

 

5 Potential Rail Freight Demand 
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5.1 Introduction 

This chapter aims to assess how big the current rail freight market is in North East Scotland, 

compared to how big the potential rail freight market could be. It considers the likely commodity 

types that could be transferable from road to rail and then considers the potential demand for 

the rail freight industry by product type. It continues to consider likely constraints – particularly 

rail freight terminal capacity, and also freight path capacity on the local rail network. This 

chapter is supported by a more detailed analysis presented in Appendix B. 

5.2 Current Tonnage by Rail  

The following is an estimate of the freight tonnage currently moving by rail to/from North East 

Scotland. The average number of freight services to/from Aberdeen on a weekday consists of 

around 4 trains each way per day.  The following makes some basic assumptions on payload 

tonnage per train but provides something to compare the current situation with the latent 

potential. 

Whilst a four wagon parcels train can carry 100 tonnes per trip, it is known from discussions 
with EWS that the EWS/DHL parcels train is currently carrying around 9,000 tonnes per annum 
into Aberdeen (36 tonnes per trip).  A mineral/mud oil train carries 400 tonnes and an inter-
modal service carries about 400 tonnes of payload (assuming 20 boxes at 20 tonne payload).  
The occasional pipe train could carry 700 tonnes but for the purposes of estimating tonnage an 
Enterprise service run by EWS carries a mixture of traffic including pipes and minerals.   
 
Current estimates are presented in Table 5.1. 

Table 5.1 - Current Rail Freight Services and Tonnage 

Train Type Frequency Estimate of annual tonnage 

Walsall / Mossend – 
Aberdeen* 

Parcels Mon-Fri 9,000 

Oxwellmains – Craiginches Cement Twice weekly 40,000 

Mossend – Laurencekirk & 
Guild St  

Enterprise Tues-Sat 100,000 

Grangemouth – Guild Street Inter-modal Daily 140,000 

Harwich – Guild Street Mud Oil Weekly 20,000 

TOTAL   325,000 

* In January 2007, Rail Magazine announced that this service is due to be withdrawn, due to DHL 

changing its operational practices. 

5.3 Potential Sea / Rail traffic 

One of the issues under consideration is the connectivity between the Aberdeen Harbour and 

possible use of the rail network.  Current transfer is focussed on Calcium Carbonate, for Omya, 

who utilise the facilities at Waterloo Quay.  This currently accounts for up to 45,000 tonnes per 

annum (source: Omya).  There is also some Salmon Feed transfer, arriving by train, and 

transferred to the Streamline / Shetland Line lift on- lift off container service for the Northern 

Isles.  There is also the transfer of Mud Oil from Guild Street to Aberdeen Harbour, estimated at 

20,000 tonnes per annum.   

5.3.1 Aberdeen Harbour – Short to Medium Term Potential 

A Colin Buchanan report commissioned in 2001 by NESRFDG, reinforced by another Colin 

Buchanan report commissioned by Aberdeen Harbour Board in 2005, estimated that 150,000 

tonnes of freight per annum currently passing through the Harbour, would be likely to transfer to 

rail, especially when gauge enhancement is completed.   

It is forecast that Aberdeen Harbour will handle just over 5 million tonnes of freight in 2006 

(source: Aberdeen Harbour Board).  Of this total, traffic that could have a proportion transferring 

to rail for the land transport either to or from the Harbour, are higher than the previous studies 

5 Potential Rail Freight Demand 
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had found.  We have identified the following additional future potential flows in the short to 

medium term in relation to harbour traffic, and have included this within the High/Medium/Low 

probability analysis presented within Appendix B. 

� Omya, additional Calcium Carbonate, import  45,000 tonnes per annum 

� Scrap metal, export      28,000 tonnes per annum 

� Salmon feed, export to Northern Isles   35,000 tonnes per annum 

� International Paper, Pulp, import    120,000 tonnes per annum 

� International Paper, Chalk, import    55,000 tonnes per annum 

 

This totals 283,000 tonnes per annum – although the international paper traffic would only be 

achieved if longer distance export by rail freight could be secured, and is also associated with 

the development of suitable terminal facilities, and available freight paths.  Scrap metal export is 

dependent on suitable unloading facilities, terminal capacity, and available freight paths. 

5.3.2 Aberdeen Harbour – Other Potential 

Over and above the potential harbour traffic that we have included within our analysis, we 

believe that there may be further, but longer term, opportunities.  The viability of attracting this 

traffic is very much dependent upon how rail freight traffic and facilities develop in the medium 

to long term.  

As a basis for estimating the magnitude of this longer term potential, we analysed the 

breakdown of the 5 million tonnes of traffic handled by Aberdeen Harbour in 2006.  Overall, we 

believe that rail freight has the potential to be suitable for the following bulk freight flows.   

� Fertilisers & Minerals   135,000 tonnes  

� Pipes and steel, metals 224,000 tonnes 

� Groupage traffics  199,000 tonnes 

� Animal feed     50,000 tonnes 

� Ores, scrap, timber   272,000 tonnes 

� Chemicals   65,000 tonnes 

� Misc. Manufactured goods 380,000 tonnes 

� Fish      20,000 tonnes. 

 

The amount of potentially suitable freight handled in 2006 totals 1.35 million tonnes.  If we 

subtract currently handled rail freight / harbour traffic, and that envisaged in our 

high/medium/low probability analysis, there remains around 1.0 million tonnes of freight per 

annum, passing through the harbour, with some potential (albeit currently very low) for rail 

freight.  Constraints to transferring this mainly bulk traffic relates to the variable, seasonal and 

“peaky” nature of many of the flows, and the ability of the rail freight industry to be as 

responsive and competitive as road haulage.  If rail freight volumes and services develop in 

North East Scotland, and wider trends continue to support rail freight over road haulage, there 

will be increased potential for the modal transfer to be achieved.   

In the longer term, if the proposed Scapa Flow container terminal is developed, there is also 

potential for new flows of containers to and from Aberdeen Harbour. There is also significant 

longer term potential here, as more feeder services develop, and as ports in Southern England 

become more congested.  Whilst some of this increased container traffic could utilise rail, the 

reduction of opportunities to facilitate direct ship to train transfer increases costs of rail freight, 

and reduces the attractiveness of Aberdeen in comparison to other alternative ports where this 

can be achieved.   

5.3.3 Peterhead Port Authority 

There is a smaller potential here for rail freight, as activity at the port is less than at Aberdeen, 

and the nearest rail freight terminal is at Aberdeen – any rail freight would therefore require 

road transfer.   

In 2004/05, according to details published by Peterhead Bay Authority
11
, the port handled 

534,000 tonnes per annum of offshore oil related freight, and 36,000 tonnes per annum of other 

                                                     
11
 Peterhead Bay Authority, Annual Report and Financial Statements for the Year Ended 31 

March 2005.  Available from http://www.peterhead-
bay.co.uk/downloads/PBA%20Accounts%202004-05.pdf  
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freight.  The majority of offshore oil related freight is not necessarily suitable for transfer to rail 

freight.  Typically, this is the import and export of North Sea oil field equipment and supplies, 

which are all supplied, reprocessed or consolidated locally. 

The remaining bulk cargoes consist of the import and export of bulk shipments including grain, 

oil seed rape, fertilizer, road salt and peat.  The additional handling and transfer between 

Peterhead and the nearest rail freight terminal is likely to make rail freight uneconomic 

compared to road haulage, particularly for the relatively small amounts of bulk freight handled at 

this port.  Furthermore, much of this bulk freight is either delivered to, or supplied from, the 

port’s local hinterland. 

Fish landing and processing is also important for Peterhead harbour, and is the busiest fish port 

in North East Scotland.  In 2004, 136,000 tonnes of fish were landed at Peterhead.  Up to 

50,000 tonnes per annum of frozen and tinned fish are exported directly from Peterhead on 

coasters or reefers
12
.  The remaining fish products are transported by road.  In the future, there 

is the potential for some of these products to be transferred onto rail, backfilling refrigerated 

containers used for supermarket traffic. 

5.3.4 Fraserburgh Harbour 

Fraserburgh has less commercial activity compared to Peterhead, with fish being the main 

commodity being handled and processed.
13
 

Processed fish is transferred by refrigerated road haulage from Fraserburgh.  Whilst this could 

be loaded into refrigerated containers, transferred to rail at Aberdeen, and transferred back to 

road at Daventry, the cost and time penalties of this make transfer to train unlikely – unless this 

could be linked with supermarket back haulage.  Any future introduction of refrigerated 

containers, post gauge enhancement, could facilitate this. 

Tinned fish for export could be transferred to Aberdeen in containers, and then placed on 

import/export rail freight services destined for ports such as Felixstowe.  Similar processes 

could work for frozen fish, if refrigerated containers were available.  However, the use of 

“reefers” (coasters with refrigerated holds) sailing directly from Fraserburgh, Peterhead or 

Aberdeen to consolidation centres in Europe, or direct to markets in Russia and Africa, is an 

alternative to rail freight which could be more efficient. 

5.3.5 MacDuff Harbour 

This harbour has little commercial traffic, except some fish, and is unlikely to be attracted to 

rail.
14
   

5.4 Potential Rail Tonnage 

5.4.1 Potential Rail Traffic by Commodity Group 

From a widespread consultation process that was largely conducted by NESRFDG, 42 

organisations have been considered that have expressed more than just an initial interest in 

considering a switch of some traffic from road to rail.  These companies examined their current 

freight flows and gave an indication of the potential.  There are clearly a number of matters that 

need to be resolved before any of this tonnage can be converted into modal switch but there is 

a willingness of many of these organisations to engage in dialogue with representatives of the 

rail freight industry.  

As far as potential origins/destinations for freight flows the most likely areas are terminals in the 

Central Belt, terminals in the North West of England, Teesside and the West Midlands, and 

connections to deep sea container ports. 

Our estimates of total potential demand are presented in table 5.2, over, categorised by High, 

Medium or Low probability. 

                                                     
12
 See http://www.peterhead-harbours.co.uk/cargo.html for further details. 

13
 See http://www.fraserburgh-harbour.co.uk for further details. 

14
 See http://www.aberdeenshire.gov.uk/harbours/areas/macduff.asp for further details. 
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Table 5.2 - Total Additional Potential Rail Freight Demand  

Potential Bulk  Probability Commodity 

Tonnes pa  Equivalent 
40’ 

containers
3
  

Potential 40’ 
Containers 

p.a. 

Retail Drinks – Inbound   1,900 

Manufactured Food Export – Outbound   280 

Import / Export of deep sea containers
1.  

Typically to / from container ports in 
South of England.   1,000 

Paper Products– Export   4,200 

Machinery – Export   20 

High 

Minerals – Imported through Aberdeen 
Harbour, outbound to Irvine 45,000

2
   

Sub Total  45,000 (0) 7,400 

Food Retail – Inbound (some 
refrigerated)   7,000 

Manufactured Food Export – Outbound  
(some refrigerated).  Includes 2,700 
chilled containers of processed fish 
product, typically landed at Aberdeen / 
Fraserburgh / Peterhead.   3,275 

Import / Export of deep sea containers
1.  

Includes 300 boxes of frozen 
processed, pelagic fish, typically landed 
at Aberdeen / Fraserburgh / Peterhead.   2,600 

Non Food Retail – Inbound   1,500 

Oil Field Machinery – Export 10,000
3
 (400)  

Manufacturing materials  – Inbound 650
3
 (26)  

Fertiliser – Inbound 25,000
3
 (1,000)  

Salmon Feed – Inbound for export to 
Northern Isles via Aberdeen Harbour 35,000

3
 (1,400)  

Recyclates –in wagons 36,720   

Medium 

Recyclate – baled 25,000
3
 (1,000)  

Sub Total  132,370 (3,826) 14,375 

Scrap Metal – From Elgin, exported via 
Aberdeen Harbour in wagons 28,000   

Medium – 
Local 
Transfer Minerals – Imported through Aberdeen 

Harbour.  Slurry and Chalk for Paper 
Industry 175,000   

Sub Total  203,000 (0) 0 

Manufactured Food Export – Outbound  
(some refrigerated)   1,800 

Manufacturing materials – Inbound    780 

Recyclates – Outbound   333 

Non Food Retail – Inbound   500 

Non Ordnance Military Supplies (NAAFI 
etc) – Inbound   2,000 

Low  

Animal Feed – Inbound in wagons 50,000   

Sub Total  50,000 (0) 5,413 

 
Total 

 
430,370 (3,826) 27,188 

Source: Primarily, interviews conducted by NESRFDG 
 
Notes 
1.  Deep sea containers are typically a two-way flow – with goods or empty containers both delivered to and from 
Aberdeen.  The table gives the total inbound flow. 
2.  The additional Omya Minerals require a local transfer from Waterloo Quay to Guild Street / Raiths Farm for 
consolidation to form part of the EWS Enterprise Service. 
3. Some “Bulk” goods could be most suitably transported by loading into containers / curtain-siders, rather than in open 
top or other specialist wagons.  We have assumed 25 tonnes per container. 



Faber Maunsell   North East Scotland SustAccess Freight Study  34 

 

5.5 Other Potential Traffic  

We have identified three other potential rail freight flows, but at the current time we have not 

included them within our quantified analysis.  This is because either they would require a very 

comprehensive rail freight service being able to respond to either particularly short term / short 

notice traffic, with good nationwide connections (eg harbour traffic previously discussed), or 

because wider economic pressures appear to suppress the possible opportunities at the 

present time. 

5.5.1 Timber Traffic 

Timber has traditionally been an important rail freight commodity, as it is bulky, has low value, 

and is typically not time sensitive.  Recent discussions with the forestry commission highlight 

that the value of the harvested timber in North East Scotland cannot necessarily sustain the 

cost of rail transport, and either short sea shipping of harvested logs to Scandinavia via 

Aberdeen Harbour, or local processing is now increasingly favoured.
15
   

Timber is a world commodity, and the value of UK round logs, or pulp, is subject to global 

supply / demand market fluctuations.  It is conceivable that the value of Scottish timber could 

change in the future (for example, harvesting difficulties in Russia due to melting permafrost) 

changing the viability of timber transport by rail. 

5.5.2 Parcels Traffic 

Recent news that the EWS/DHL parcels service to Aberdeen are to be withdrawn, follows on 

from the relatively recent withdrawal of Royal Mail trains.  Viability of the service is a function of 

base cost, set against volume carried, plus the added value achieved (speed and reliability) by 

using rail instead of road.  Currently there appears to be insufficient volume to offset the costs 

of using rail freight at the present time, despite the speed and reliability advantages of rail. 

5.5.3 Aviation Fuel 

The original proposal for Raiths Farm was based on development of a terminal for rail freight 

transfer of aviation fuel.  This development is planned, but the timing of the introduction of this 

traffic, and the potential volumes, are at present unknown, and have been excluded from our 

analysis.   

5.6 Assessment of Likelihood of Achieving Transfer 
After considering the maximum potential demand for rail freight, it is necessary to consider the 
pre-conditions to achieving this modal shift.   

� There are a number of practical issues, including gauge enhancement, available rolling 

stock, available container types and services, and terminals. 

� There are a number of longer trends which support rail freight relative to road haulage 

including high fuel prices, initiatives such as road user charging, congestion on the road 

network, impact of the working time directive, and driver shortages – these tend to increase 

the competitiveness of rail freight compared to road haulage for some types of freight. 

� An increased level of marketing of services undertaking by FOCs. 

� A more “market-orientated” approach, with FOCs being more responsive to the key 

requirements of potential hauliers. 

� It is also necessary to assume the continued relative buoyancy of the economy in North East 

Scotland. 
 
All figures have been derived from information obtained from the review of consultation.   

5.6.1 High Probability Traffic 
We have considered traffic that is highly probable to swap to rail freight – principally 
dependent on completion of gauge enhancement, and building on existing usage / services / 
opportunities. 
 
Specific examples for containers/curtain-siders include: 

� Beer/Drinks – Inbound, requires curtain-siders 

                                                     
15
 A recent review of the issues facing timber transport in Scotland can be found in evidence 

presented by the Confederation of Forest Industries to the Scottish Parliament in 2006 during 
the Local Government and Transport Committee Report on Inquiry into Freight Transport in 
Scotland.  Available at:  http://www.scottish.parliament.uk/business/committees/lg/reports-
06/lgr06-10-vol02-01.htm  



Faber Maunsell   North East Scotland SustAccess Freight Study  35 

 

� Processed food – Outbound, requires curtain-siders 

� Waste paper and plastics – Outbound, requires curtain-siders 

� Import/Export Containers for delivery / collection – Inbound and Outbound 

� Paper in curtain-siders for delivery to England - Outbound 

� Oil field equipment and machinery in containers - Export 

Total high probability container traffic amounts to 7,400 containers/curtain-siders per annum. 

 

Specific examples of bulk / cargo include: 

� Additional dry bulk Calcium Carbonate from Aberdeen Harbour - Outbound 

Total high probability bulk / cargo amounts to an additional 45,000 tonnes per annum. 

5.6.2 Medium Probability Traffic 
We have then considered traffic that has medium probability of transferring to rail freight.  This 
is dependent on gauge enhancement, but also additional factors such as: 

� A pro-active approach by FOCs to developing services suitable for North East Scotland 

traffic, and then marketing these services to potential customers; 

� A shift towards rail freight by potential users – eg wider company policy favouring rail freight, 

awareness of benefits and grant opportunities; 

� Availability of suitable rolling stock (eg Megafret Wagons) and containers (eg curtain-siders, 

fridge boxes); 

� Suitable timings into central belt rail freight hubs to allow onward connections to England; 

� For recyclates, suitable loading / unloading facilities at appropriate origin/destination 

terminals, as well as unbundling of existing operational/contractual arrangements. 

 
Specific examples for containers/curtain-siders include: 

� Additional retail – food and non-food (requires fridge boxes and curtain-siders) 

� Additional shipping line boxes from companies not currently associated with rail freight 

� Back haul frozen/chilled food for supermarkets – would be linked to inbound supermarket 

food (fridge boxes) 

� Export frozen goods and food 

Total medium probability container/curtain-sider traffic amounts to 14,375 containers/curtain-

siders per annum. 

 

Examples of bulk / cargo include: 

� Oil field equipment for export; 

� Inbound sheet steel; 

� Scrap metal for export – Elgin to Aberdeen Harbour, around one full train per week. 

� Inbound fertilizer; 

� Inbound Salmon Feed; 

� Outbound Recyclates 

� Local transfer of pulp and chalk from Aberdeen Harbour to Port Elphinstone – dependent on 

outbound traffic being transferred to rail (see high probability) and freight path availability 

between Aberdeen / Kittybrewster and Port Elphinstone 

Total medium probability bulk / cargo (long distance) amounts to 132,370 tonnes per annum. 

Total medium probability bulk / cargo (local transfer of scrap metial, paper processing pulp 

and chalk) amounts to 203,000 tonnes per annum. 

 

5.6.3 Low Probability Traffic 
We have also considered traffic that currently has a relatively low probability of swapping to 
rail freight post gauge enhancement, due to additional entry barriers, despite the traffic having 
some inherent suitability for rail freight.  Such issues include: 

� More specialised rolling stock; 

� Higher levels of train frequency and good connections in Central Belt; and 

� A significant shift towards rail freight, changes in operation, or unbundling of existing long 

term contracts with road hauliers. 

 

Examples for containers typically relate to food manufacturing, inbound raw materials, and 

public sector (armed forces “non-ordnance” supplies).  It also includes recyclates.  It amounts to 

5,413 containers /curtain-siders per annum. 
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Examples for bulk/cargo are animal feed ingredients (inbound), amounting to 50,000 tonnes per 

annum. 

5.7 Train Load Equivalents 
Having considered the likelihood of different types of traffic, we have considered the potential 
generated train loads in more detail, taking into account the direction of the flow, 
origin/destinations, back-loading opportunities, and rolling stock/container requirements.  We 
have presented our analysis in Appendix B.  Clearly, our analysis provides only one possible 
scenario of how train loads could be developed – but this provides a consistent and transparent 
working basis on which to assess impacts on terminals and train paths.  One element not 
considered in detail is the prospect of different FOCs winning different elements of the potential 
demand, and running more trains, less efficiently.   
 
Comparison with the outcomes of the RFG/FTA analysis presented in chapter 4 shows a broad 
level of agreement.   
 
European / International traffic is included within the totals, assuming to be transported on 
import/export services. 

5.7.1 Existing 

Existing traffic is considered in Table B.1, in Appendix B. 

� Parcels  1 train per day, (Mon-Fri), Walsall-Mossend-Aberdeen (could be withdrawn) 

� Cement  2 trains per week, Oxwellmains to Craiginches 

� Enterprise 4 trains per week (Tues–Sat), Mossend to Aberdeen 

� Inter-modal  1 train per day (Mon-Sun), Grangemouth – Aberdeen 

� Mud Oil  1 per week, Harwich – Aberdeen 

 

Currently, this requires up to four return freight paths per day south of Aberdeen, plus a daily 

return path to Waterloo Quay via Kittybrewster.  Possible withdrawal of the parcels traffic could 

see this reduce to up to three return paths per day south of Aberdeen, plus the daily return trip 

to Waterloo Quay via Kittybrewster. 

 

Parcels traffic is predominately one-way, with the wagons returning south empty.  Similarly, 

cement (in), mud-oil (in), pipes (in), and calcium carbonate traffic (out) are also one way, 

utilising specialist rolling stock.  The inter-modal service (in) has potential for back-loading of 

existing containers, and it is understood that this is currently being achieved to a certain degree. 

5.7.2 High Probability 

Existing and high probability traffic is presented in Table B.2, Appendix B.  Additional dry bulk 

movement, from Waterloo Quay to Irvine via Mossend, would most probably increase the 

utilisation of existing Enterprise Services, and not necessarily require an additional train.   

An additional 5 day a week inter-modal service could be generated, based on a link to a central 

belt hub, along with a weekly container service, linking to an import/export terminal. 

 

� Inter-modal  5 trains per week, Aberdeen – Central Belt for connections 

� Import/Export 1 train per week, Aberdeen – Import/Export terminal 
 
Overall, this level of demand would require up to four return freight paths each way per day 
south of Aberdeen. 
 

5.7.3 Medium Probability 

The combination of existing, high probability and medium probability traffic is presented in Table 

B.3 in Appendix B. 

Additional inbound multi-modal traffic includes food and non-food retail, and salmon feed.  This 

principally adds to a central belt inter-modal service.  There is also medium probability of 

attracting 2,600 import/export containers, and also offshore equipment for export.  This provides 

traffic for a 4 day a week import/export container service. 

The introduction of fridge boxes could enable the existing ASDA traffic to double, providing a 

second seven day service.  There would be opportunity to accommodate chilled and frozen 

food goods for back fill.    
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A weekly train between Aberdeen and North West England could accommodate inbound flows 

of packaged animal feed, and outbound flows of baled recyclates, in curtain-siders. 

A twice weekly train, utilising open-top wagons, could provide a recyclate flow from North East 

Scotland to reprocessing facilities in Glasgow, and North West England and Wales.  A weekly 

service between Elgin and Aberdeen (Waterloo Quay), with scrap metal for export, utilising 

open top wagons could also be developed, potentially with the same rolling stock.  A once a 

week service would, on average, fill a train (28,000 tonnes per annum potential, 538 tonnes per 

week). 

A daily transfer between Waterloo Quay and Port Elphinstone could provide the paper making 

industry with bulk inbound materials. 

� Import / Export  3 additional trains per week  

� Inter-modal Additional daily train 

� Inter-modal  Weekly train, animal Feed / Recyclates – North West England 

� Recyclates 2 trains per week, recyclates – Glasgow, North West England, Wales 

� Scrap Metal 1 train per week, Elgin/Waterloo Quay 

� Local Transfer Daily train between Waterloo Quay and Port Elphinstone 

 
Overall, this would require up to 6 trains per day, each way, south of Aberdeen. 
It would also require a weekly path each way between Waterloo Quay and Elgin, and daily 
paths between Waterloo Quay and Port Elphinstone. 

5.7.4 Low Probability 

The combination of existing, high, medium and low probability traffic is presented in Table B.4 

in Appendix B. 

Low probability traffic includes an additional 50,000 tonnes per annum of animal feed 
ingredients.  There is also some potential for around 5,230 additional inter-modal containers, 
with potential for transport of waste fridges, in curtain-sided boxes, for de-gassing and recycling 
(183 containers per annum). 
 

� Inter-modal  Additional train (to 6 days per week), to Central Belt Hub 

� Inter-modal Additional 3 trains per week service, Central Belt to Aberdeen and Elgin 

� Animal Feed 2 trains per week service to East Anglia. 

 
Overall, this would require up to seven paths each way south of Aberdeen, and a total of four 
trains paths each way per week to Elgin, along with more local paths, principally between 
Waterloo Quay, Raiths Farm, and Port Elphinstone. 
 

5.8 Assessment Of Demand Against Aberdeen Area Terminal Capacity Available In 2007 

5.8.1 Terminal Capacity 
Having considered the potential train loads, we now make a practical assessment of what that 
could mean in terms of terminal capacity.  We will also discuss the type of commodity likely at 
the different terminals. 

From the 3
rd
 quarter of 2007 rail freight terminal availability and capacity in the Aberdeen area is 

expected to be as follows: 

� Craiginches Up (Freightliner) – 1 train per day 

� Craiginches Down (DRS) – 1 train per day 

� Waterloo Quay (EWS) – 1 train per day 

� Raiths Farm (EWS) - 3 trains per day 

� Aberdeen Station parcels platform – 1 train per day 

These estimates are based on discussions held with Network Rail, providing their assessment 
of the handling capability of each terminal and the train movement required in and out. No view 
from the operator is currently available although Freightliner has indicated that the two 
Craiginches yards should be able to handle an additional inter-modal service between them. 

5.8.2 Current Freight Services in 2007 
All the current freight services are anticipated to continue running and transfer to the 
appropriate new terminals.  
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� Craiginches Up – cement from Oxwellmains twice weekly 

� Craiginches Down – ASDA/WH Malcolm Inter-modal from Grangemouth daily 

� Waterloo Quay – OMYA slurry tanks as required to achieve 12 tanks per week to Irvine on 

the Enterprise service at Raiths Farm.  Potential for Mud Oil train to terminate here. 

� Raiths Farm – Enterprise service from Mossend 5-6 days per week 

� Aberdeen Station parcels platform – parcels service from Mossend 5 days per week, until 

withdrawn. 

 
It is anticipated that the Enterprise service will offer inter-modal capability for Raiths Farm as 
well as the existing pipes and OMYA traffic. It is not clear which terminal will handle the mud oil 
traffic from Harwich operated by GB Rail Freight, but it is assumed the most likely sites would 
ideally be Waterloo Quay, or less conveniently and more costly for the harbour transfer, Raiths 
Farm. 

It is concluded that all existing traffic can be successfully accommodated. 

5.8.3 Additional Traffic post gauge enhancement 

The demand analysis carried out indicates a high probability of additional rail freight traffic will 

be generated following the gauge enhancement work to be completed in late 2007. 

High Probability Traffic 
The high probability scenario includes an additional 5 day a week inter-modal service, and a 
weekly import/export container services. 

The 5 day a week inter-modal service would be required to use Raiths Farm.  The container 
service could be accommodated at Craiginches Up or Down.  The potential opening of a 
terminal at Port Elphinstone would provide a more cost effective terminal for possible paper 
traffic (reducing road transfer costs) – but is highly dependent upon when it became available, 
and which operator ran the additional potential inter-modal service. 

The current conclusion is that all the additional high probability new traffic generated could be 
handled by the proposed terminals.   

Medium Probability New traffic 
The medium probability scenario indicates the following additional trains. 

� Three additional import/export container services per week. 

� A second daily inter-modal train for ASDA. 

� Three recyclate / Animal feed services per week. 

� Weekly Scrap Metal transfer to Waterloo Quay. 

� Daily Waterloo Quay to Port Elphinstone transfer (assuming the possible re-commissioning 

of Port Elphinstone Terminal, which is predicated on getting export flows of paper onto rail). 
 

The current assumption would be that the additional import/export container services could be 

accommodated between Craiginches Up and Craiginches Down.   

Based on given terminal capacities, there would be no terminal capacity for a 2
nd
 daily inter-

modal service for ASDA.  Of the possible recyclate/animal feed services (3 per week), there 

could be capacity for a single train at Raiths Farm.  Limits on capacity at Raiths Farm, and 

capacity at Waterloo Quay would prohibit development of local transfer services between 

Waterloo Quay and Port Elphinstone, as well as between Elgin and Waterloo Quay.  This would 

constrain potential rail to sea transfer opportunities. 

Low Probability Traffic 
The low probability traffic assumes the following additional train services.  

� An additional inter-modal train on the sixth day of the week 

� A 3 day per week inter-modal service for Aberdeen and Elgin 

� A 2 day per week animal feed service 

 

Of these services, the only available terminal capacity would be for the inter-modal service run 

on the 6
th
 day of the week, using Raiths Farm. 

The current conclusion is that existing terminal capacity could effectively limit the possible 

future growth of rail freight growth, particularly the development of additional inter-modal 

services, recyclate services, and rail - harbour transfer.   
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5.9 Train Path Capacity  

As highlighted above, terminal capacity places one constraint on the development of rail freight 

services to North East Scotland.  Another potential constraint could be the one imposed by the 

availability, and suitability (with regards to timing) of freight paths.  This is particularly important 

in relation to the situation that will arise following the planned implementation of the Aberdeen 

CrossRail scheme, and taking into account the limited track capacities (ie single track working) 

north of Aberdeen. 

It has been confirmed that train path modelling work for Aberdeen CrossRail makes provision 

for one freight train path each way per hour south of Raiths Farm, and one freight train path 

each way every four hours north of Raiths Farm, to Elgin. 

Taking the previously considered scenarios (Existing, High, Medium and Low), a high level, 

initial analysis of freight paths has been undertaken.  Results are presented in Appendix B, 

Figures B.1 to B.4. 

In the Existing scenario, no freight path capacity problems are anticipated.  It is noted that 

services utilising Craiginches Up and Craiginches Down will be required to proceed to freight 

loops at Aberdeen Station / Ferryhill to enable locomotive run-round.   

In the High Probability scenario, again, no freight path capacity problems are anticipated. 

In the Medium Probability scenario, problems are encountered on certain stretches of line. 

� South of Aberdeen Station, up to 6 paths each way per day would be required.  This could be 

accommodated. 

� On the Aberdeen Station – Kittybrewster section, up to 3 paths each way per day would be 

required.  This could be accommodated. 

� On the Kittybrewster – Waterloo Quay section, up to 3 paths each way per day would be 

required.  This could not be currently accommodated, due to combination of terminal and line 

capacity.  Kittybrewster junction could also become a bottleneck. During consultation, EWS 

noted that currently trains can be held for up to an hour at this location. 

� The Kittybrewster – Raiths Farm section appears congested (a total of 6 freight paths each 

way per day), although it is within the train path capacity allowed for within CrossRail 

modelling.  The concern would be that on this single track section, there would be limited 

“flex” within the available train paths, and any small delays could trigger potentially significant 

knock-on impacts to other services.  This would have to analytically modelled to confirm the 

extent of any adverse impact on timetable robustness.   

� The Raiths Farm – Port Elphinstone section appears particularly constrained.  With 1 path 

each way every 4 hours, three return freight train services would take twelve hours to be 

accommodated, and four return freight train services would take sixteen hours to be 

accommodated.  Given that inter-modal freight is typically time sensitive (potentially requiring 

onward connections) this is likely to be unacceptable to potential rail freight customers. 

 

In the Low Probability scenario, issues highlighted above with respect to Kittybrewster - 

Raiths, and Raiths – Port Elphinstone would be compounded by an additional inter-modal 

service to Raiths and Elgin. 

5.10 Summary 

Based on discussions with potential rail freight customers, and harbour/rail transfer, we have 

developed a profile of potential demand, under high, medium and low probability scenarios. 

We have then considered how this demand may be accommodated into different potential train 

services, taking into account origin / destinations, rolling stock/container requirements, and 

opportunities for back-loading.  Whilst these are presented as working estimates, they present 

one possible scenario in a transparent manner. 

We have then considered opportunities to accommodate the potential demand, taking into 

account the combination of freight terminal and freight path capacities. 

We believe that there is potential for a number of new rail freight services to be developed from 

North East Scotland, taking advantage of gauge enhancement, but also wider pressures which 

may encourage a switch from road to rail. 

New services could include: 
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� Inter-modal services, anchored by export of finished paper; 

� Import/export container service; 

� 2
nd
 inter-modal service for ASDA (utilising fridge boxes/curtain-siders); 

� Services developed around recyclates and animal feed to North West England; 

� Inter-modal service, anchored by movement of non-ordnance military freight, from Central 

Belt to Aberdeen and Elgin; 

� Local transfer for the paper mill at Inverurie, utilising Harbour transfer, and  

� Local transfer of scrap metal – Elgin to Aberdeen Harbour. 

 
However, current rail freight terminal and rail network capacity effectively limits increased 
opportunities at Waterloo Quay, Raiths Farm, and also any proposed development at Port 
Elphinstone. 
 
To develop the market, additional terminal capacity is required.  The additional demand that is 
not met with existing capacity would be for up to four trains per day, as follows: 

� Capacity for 2 additional inter-modal services; 

� Capacity for recyclates and animal feed services during the week; 

� Capacity for daily transfer of inbound paper making supplies, between Aberdeen Harbour 

and Port Elphinstone 

� Capacity for weekly local transfer of scrap metal at Aberdeen Harbour 

 
It is also necessary to consider capacity for rail freight paths.  This appears to be sufficient 
south of Aberdeen (up to seven return freight paths per day) but there is insufficient capacity for 
Waterloo Quay to Kittybrewster, and between Raiths Farm and Port Elphinstone.  Whilst 
sufficient freight paths have been allowed for between Kittybrewster and Raiths Farm, it is a 
concern that an additional six freight trains per day, each way, would cause specific operational 
problems linked to availability and timing of freight paths.  This would require to be confirmed by 
detailed train path modelling and a clear understanding of the track and signalling proposals 
which would be developed on this stretch of track.   

 
The following chapter considers further problems, and potential opportunities, in relation to the 
development of rail freight in North East Scotland. 
 



 

 

 

6 Problems and Opportunities 
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6.1 Introduction 
Whilst there is a large potential demand, it is necessary to consider the incentives which exist to 
attract this to rail, but also the factors likely to keep it on road.  In this chapter we look at the 
strengths and weaknesses of operating rail freight in North East Scotland, firstly looking at the 
constraints affecting rail freight, and then the opportunities that exist for rail to be used in the 
future.  Having considered demand, assessed the problem and opportunities, a range of 
solutions have then been considered to overcome these.  

6.2 The Current Opportunity in North East Scotland 

North East Scotland continues to host a prosperous economy based around key sectors such 

as the oil and gas industry; food production; whisky; paper; and, agriculture.  Businesses 

located in North East Scotland contribute significantly to some of Scotland’s main exporting 

activities. 

Similar to other modes of transport, rail has inherent advantages and disadvantages for freight 

movement.  At present only 1% of goods are transported to or from North East Scotland by rail.  

Road freight accounts for 57% of freight movements within Scotland but 81% of freight 

movements in North East Scotland.  

In the context of North East Scotland, the likely key strengths for rail freight are: 

� Rail haulage tends to be competitive over large distances.  North East Scotland’s 

geographical location in relation import/export ports like Felixstowe allow for a suitable and 

competitive mode of haulage between the two points.  Indeed, even the rail distance from 

Aberdeen to the Central Belt of Scotland is deemed suitable as it is 150 miles or more. 

� There is a good concentration of industries in the North East of Scotland that offer 

considerable potential with large volumes and regular flows between specific locations.  For 

example, paper, whisky and retail goods. 

� Although constraints exist there is available route capacity for additional freight services. 

� Rail freight can boast very strong reliability figures, not suffering from variable delays caused 

by congestion. 

 

In contrast the disadvantages of rail freight are as follows: 

� Poor perceptions and experiences of rail freight, particularly relating to the ‘British Rail’ era, 

but still present today.  . 

� Inflexibility in comparison to road haulage.  There is a limited route network, infrequent 

services and difficulties in accessing the network.  

� There is a knowledge gap in industry about how to move from road haulage to rail freight and 

as a result rail freight is not often even considered as an alternative.  This lack of knowledge 

is one key barrier to entry to the rail market. 

� Rail freight almost always requires re-handling of goods, this complication of the supply chain 

and need for suitable planning is often perceived as a barrier to the use of rail. 

� Rail freight can be expensive relative to road haulage – borne out by recent decisions to 

withdraw royal mail trains from rail freight, and possible withdrawal of the DHL parcels train to 

Aberdeen. 

� From a prospective users point of view, it can take a significant amount of time and effort to 

sort out arrangements for use of rail freight, including grant applications, and negotiations 

with FOCs.  This is compared with a relatively simpler pathway for road haulage. 

6.3 Current and Future Constraints 

6.3.1 Uncertainty Related to Future Terminal Provision 

Historically, there has been local uncertainty about the timing of closure of Guild Street, and 

opening of new terminals.  This uncertainty is now becoming resolved, due to the recent 

commencement of work on the Union Square Development.  Work at Raiths Farm and 

6 Problems and Opportunities 
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Craiginches is now underway.  It is anticipated that both terminals will be operational late 2007 / 

early 2008.  When both facilities are open, this will enable the closure of Guild Street, to enable 

the Union Square development to proceed. 

There has also been uncertainty about the final plans for, and capacities of, the replacement 

terminals.  Again, this uncertainty is now being resolved as plans are finalised, as detailed in 

Section 3.5.1.   

6.3.2 Future Terminal Capacity 

A future problem for the local area could be future terminal capacity.  The analysis undertaken 

in chapter 5 suggests that planned terminal capacity may not be sufficient to cater for all 

potential future growth.  Particular constraints are anticipated at Waterloo Quay for harbour 

transfer, and additional capacity for additional inter-modal services.   

Freight terminal capacity is not just a measure of the capacity of the sidings – it must also 

consider train paths in and out of the terminal, the time taken to load / unload the train, and 

turn-around time.  Issues such as road vehicle access are also important.  These issues are 

considered in Chapter 8 for the terminal options.   

6.3.3 Difficulties of Fragmentation of Terminals – Opportunities of Single, Larger Terminals 

For North East Scotland, there is the longer term impact of moving from Guild Street being the 

principal rail freight terminal for Aberdeen, to a number of smaller terminals.   

 

� Economic Efficiency:  A single, multi-user terminal could be more efficient than a number of 

smaller terminals.  A single terminal consolidating the majority of rail freight traffic, could 

justify the most efficient loading/unloading equipment, and ensure a high utilisation of this 

equipment.  A number of smaller terminals would need multiple pieces of loading / unloading 

equipment, and there would be lower utilisation of this equipment.  Economies of scale could 

also be achieved on other aspects of terminal operation – lighting, security, rates. 

� Consolidation of Loads:  A single terminal would encourage greater opportunities to 

consolidate part loads / backloads into viable train loads.  

� Operational Efficiency – FOCs prefer single terminals, rather than numerous small terminals, 

as this increases operational complexity if multi-drops / pick ups are required.  This 

inefficiency can be seen in Aberdeen at present with joint working of EWS at Waterloo Quay 

and Guild Street in order to pick up Calcium Carbonate for the Enterprise Service.  Multi 

drop/picks up cause operational complexity, additional cost, and greatly increase risks of 

delay and missed paths. 

� Being Large Brings Growth – large single terminals can attract traffic, as it means greater 

volume of traffic at one point, and this can then drive up frequency of service.   

� In addition, single, higher volume freight terminals have the potential to help the development 

of Distribution Centres, helping to attract modal shift and retain traffic.  This can include 

logistics support, warehousing, distribution and loading / re-loading, and container storage.  

Inter-modal terminals provide ideal setting for these services, as Containers that are 

changing modes are being handled anyway.  Concentrating activities can provide jobs and 

wider economic opportunities. 

6.3.4 Availability of Rolling Stock  

There is little suitable rolling stock currently freely available for use in North East Scotland, 

although, such limitations could be overcome.  There are two elements – availability of special 

wagons to enable the transit of 9’6” containers, and also the availability of specific containers 

and swap bodies.  This is the local manifestation of a national issue. 

In terms of identified future demand, curtain-sided containers, fridge containers and open top 

boxes for recyclates have been identified as key requirements to facilitate future demand.  It is 

noted that Eddie Stobbart Limited have recently leased 90 newly constructed curtain-sided 

bodies for their new Daventry – Grangemouth rail freight service.  A number of refrigerated 

containers are also currently available in Scotland controlled by logistics suppliers John G 

Russells
16
, following the cessation of the Safeway service to Inverness.  

For full height 9’6” containers and swap bodies, special rolling stock will required for the 

proposed North East gauge.  Whilst DRS and Freightliner currently have supplies of such 

                                                     
16
 See http://www.johngrussell.co.uk/ 
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wagons, which may become more freely available following gauge enhancement work 

elsewhere on the network, it is also understood that such wagons are also available for lease 

from suppliers such as AAE
17
.   

Overall, it is considered that long term commitments by potential users could see problems 

overcome.   

A specific UK-wide problem for the timber industry (which has previously used rail freight from 

North East Scotland, and could again in the future) is a consequence of the type of rail wagons 

used.  These are termed OTAs and are slow to load and require careful securing before 

movement.  These wagons are unsuitable for transporting other commodities and therefore 

must be kept moving to make the traffic economically viable.  There is interest in new types of 

rolling stock for timber.  The use of Freight Multiple Unit wagon, recently trialled in Wales, has 

proven to offer increased operational flexibility especially over lines with restricted route 

availability. 

6.3.5 Availability of Freight Paths and Connections 

Aberdeen CrossRail proposals, and the hourly Aberdeen to Inverness services will increase 

utilisation of the local rail network.  Whilst a specific number of freight paths have been secured 

within these proposals, increased utilisation of the local rail network (particularly on the single 

track section north of Aberdeen Station) could reduce current levels of operational performance.  

On highly utilised sections of the network (particularly single track), small delays to one service, 

can cause perturbations, effecting the timing of adjacent services on the timetable.  It is noted 

that the growing retail inter-modal freight can be as time sensitive as passenger trains.  Specific 

modelling will be required to test the robustness of any specific working timetabling and 

signalling arrangements. 

Our analysis has shown that potential growth in local rail freight in the medium to longer term 

will place additional pressures on freight paths, particularly north of Aberdeen.  Restrictions on 

train paths north of Raiths Farm (planned to be one path each way every 4 hours) could place 

specific restrictions on the wider utility of Port Elphinstone as a rail freight terminal, other than 

for a limited number of services. 

In the wider context, the restrictions inherited from decades of under investment mean that 

there are too many sections of single track line, insufficient siding / loop capacity, throughout 

the UK. This can make it very difficult to offer what the customer wants, which is a service that 

can take any goods anywhere.   

Efficient onward connections are also desired, however, these are currently not necessarily 

available.  For example, the 15.43 EWS Enterprise Service departure from Aberdeen arrives in 

Mossend after 18.00.  However, the connection South does not depart until the following 

morning. 

The 17.27 DRS Inter-modal service departure from Aberdeen doesn’t connect with the 

Grangemouth – Daventry departure, which leaves Grangemouth at 18.56.  Effectively, this 

means that goods despatched on Day 1 from Aberdeen only arrive at Daventry on Day 3. This 

is unacceptable to the majority of potential North East Scotland Rail Freight customers.  

6.3.6 Loading Gauge Constraints 

Loading gauge restrictions currently limit the potential for efficient rail freight operations in many 

areas of Scotland and UK. Gauge enhancement work has enabled the larger sized containers 

(9’6” high) to reach the Central Belt from Felixstowe and the South East of England via West 

Coast Main Line.   

Gauge enhancement work between Mossend, Aberdeen and Elgin is currently being 

undertaken, which will increase the potential for the transfer of road freight onto rail of both 

large boxes and fridge boxes.  This gauge enhancement work is planned to be finished by late 

2007.  However, whilst boxes up to 9’6” high can be carried, special wagons will be required.  

The final confirmed specification of wagon and container combinations will not be confirmed 

until the work has been completed, and working gauge measurements undertaken by Network 

Rail have been finalised. 

                                                     
17
 For example, see http://www.aae.ch/e/wagen/wagen_00.htm 
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This places a constraint on the operations of the Freight Operating Companies, as they will not 

be able to use standardised equipment, and there will probability be the requirement for 

additional handling of containers between different types of wagons.  Full gauge enhancement 

was deemed to be unaffordable - the W8½ gauge selected presented a compromise which 

ensured project deliverability, and also enabled 9’6” containers to be transported. 

6.3.7 Alternative Routes 

The Scottish rail network is susceptible to service interruptions should anything happen on key 

routes where there is either no alternative or the next best route is not of the same standard. 

For example the route between Glasgow and Carlisle via Dumfries is an alternative route to the 

WCML but has not benefited from gauge clearance for the increasing volumes of high cube 

containers. So at the moment 9’6” containers have no alternative route if a service interruption 

occurs on the WCML. This issue will be the same for the Aberdeen route once gauge 

enhancement is completed, as the alternative route out of Aberdeen via Inverness will not be 

cleared.   

6.3.8 Risk  

Road hauliers accept the risk when goods are in their care. They also, as a matter of course, 

return Proof of Deliveries, pallets, temperature recording charts, damaged or returned goods, 

and work with the customer when there are problems.  Across the UK, FOCs have not 

traditionally done this. 

6.3.9 Lack of Marketing  

The work of NESRFDG has shown that in North East Scotland there is widespread ignorance of 

the rail freight market – although this would also be anticipated across the UK.  Over 90% of the 

companies visited by NESRFDG were unaware of the existence of EWS, DRS, Freightliner, 

and other rail operators.  In addition, the companies did not realise that these operators do not 

receive any government subsidy and furthermore, that they are indeed a separate entity from 

the passenger railway.   

6.3.10 Uncompetitive Price  

Across the UK, rail freight is frequently too expensive, in the cost invoiced to the despatching 

company. In Scotland, there are grants to offset this, but these are long term and depend on 

specific traffic flows. These grants are for either equipment or facilities (Freight Facilities Grant) 

for the cost of running on the rail network (Track Access Grant) or paid per container moved 

that would otherwise travel by road (Company Neutral Revenue Support Grant). It is 

understood that the Track Access Grant, and the Company Neutral Revenue Support Grants 

are currently under review by the Scottish Executive.   

From April 2007 it is anticipated that they may be replaced with an approach similar to the UK 
Department for Transport’s Rail Environmental Benefit Procurement Scheme (REPS)

18
.  REPS 

operates in two parts: 
� REPS (Inter-modal) for the purchase of inter-modal container movements by rail (replaces 

Company Neutral Revenue Support Grant); and 

� REPS (Bulk) for the purchase of other freight traffic movements by rail (replaces Track 

Access Grant). 

 

6.3.11 Delivery Structures 

Across the UK, Local and Regional Transport Authorities have no direct powers over the main 

rail freight players.  These include Freight Operating Companies, Network Rail, and potential 

rail freight customers.  However, they can have an important lobbying role on the basis of 

securing the environmental and economic advantages that can be achieved for North East 

Scotland arising from an efficient and effective rail freight system. 

6.4 Rail Freight Opportunities 

Having considered the constraints it is important to realise that there are many positive aspects 

of the current rail freight market that provide potential opportunities. 

                                                     
18
 For more information, see http://www.dft.gov.uk/pgr/freight/railfreight/rfg/ 
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6.4.1 Business Competitiveness 

A national trend supporting rail freight is that longer supply chains are commonplace in almost 

every sector, as production is often being located further away from a customer base, and 

suppliers are being sourced further afield.  Getting a reliable distribution network has become 

paramount to meet these needs.  Although road transport will feature in most distribution 

networks in order to get the product to its final destination, it is recognised that multi-modal 

solutions will have an increasingly important role to play in the future.  

6.4.2 Rail freight improving reliability 

With many companies sourcing goods from abroad which arrive at UK ports on container ships 

there is much potential for this containerised product to be moved onward by rail.  Nationally, 

rail freight services for deep-sea containers are achieving 98% on-time delivery based on pre-

set timetables. The quality and reliability of rail freight services has significantly improved, with 

Freight Facility Grants helping operators develop inter-modal services in Scotland. It is possible 

that some companies that have not recently used rail freight services may not be fully aware of 

the improvements.  

6.4.3 Environment  

With climate change being mentioned almost every day, and the environmental impact of 

transport being high on the political agenda, in the UK it is likely that rail will be favoured more, 

at the expense of road transport.  Congestion charging schemes and higher taxes on both fuel 

and engine emissions are both currently being considered at a national level. In the future, road 

user charging may help equalise the economics of road to rail.  

6.4.4 Freight Industry and Policy 

The recent introduction of the working time directive for road transport in the UK, makes 

distribution by road more difficult to manage, due to increased restrictions on the number of 

hours drivers can work. The shortage of HGV drivers at the current time and changes to shift 

patterns tend to push up labour costs, which start to tip the scales in the favour of rail.   

In Scotland there is already a pro-rail government policy in place, supported by complementary 

regional and local policies.  Efforts are being made to increase public awareness of the 

environmental benefits of rail freight. 

6.4.5 Scottish Route Utilisation Strategy and effect on train capacity 
In terms of rail-freight train capacity, there are increasing demands on the rail network as Local 
Authorities in conjunction with First ScotRail seek to run additional passenger services.  
Therefore both types of traffic may be in competition for train paths. The Scottish RUS has 
recognised this problem and has several schemes designed to enhance capacity including 
passing loops that will be taken forward by Network Rail. 

6.4.6 Gauge Enhancement 

In North East Scotland, the gauge enhancement work is planned to be finished by late 2007 

and should provide the catalyst for additional flows of freight. In many ways even if potential 

customers do not need to use high cube boxes, the publicity surrounding the gauge 

enhancement programme should prompt businesses to consider rail freight.  There is the 

potential to mirror the so called “sparks” effect that publicity surrounding electrification of the 

ECML generated with local economies benefiting with many people getting in on the act. It is 

important that if a service interruption occurs once the gauge enhancement is finished that 

alternative means of delivery are found other wise much of the momentum will be lost.    

6.4.7 New Rolling Stock Developments 

After years of lack of investment in rolling stock there has been recent national major 

investment in new stock.  For example EWS has invested over £500m in 250 new locomotives 

and 2,500 new wagons in the last ten years and Freightliner, DRS and GB Rail Freight have 

invested in new stock as well.  

Many applications for modal switch require imaginative wagon solutions. There are solutions 

using lorry mounted cranes to tranship containers on a small scale rather than needing to invest 

in expensive handling equipment. The use of swap bodies that match with a 13.6 metre road 

trailer and becoming increasing popular across Europe and many of these are available with 

curtain-sides.  A more bespoke system uses flat rail wagons that have turntables on them.  
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These fit the various types of containers that are used for the different types of waste, and can 

be loaded with industry standard, road vehicle mounted equipment. 

Another development is the small wheel, low floor wagons for carrying inter-modal boxes as an 

alternative to the “well” or pocket wagons which have been used for carrying high cube boxes.  

Table 6.1, presented over, summaries the main constraints and opportunities relevant to 

developing rail freight in North East Scotland. 

 

6.5 Potential Options for Marketing and Operations 

The review of problems and opportunities has been used to develop a range of potential 

options that could be applied to North East Scotland, which can be undertaken by local 

authorities and the regional transport partnership.  They are further considered and appraised in 

Chapter 8 – Appraisal of Options.  Chapter 7 considers in more detail options for rail terminals. 

6.5.1 Best Practice Marketing 

A range of low-cost initiatives could be implemented to improve rail freight marketing in North 

East Scotland.   

� Revised rail freight brochure, and complementary web-site. 

� Targeted publicity strategy, particularly in relation to completion of gauge enhancement, new 

rail freight terminals, ongoing performance of rail freight etc. 

� Ongoing publicity of environmental benefits, and congestion benefits of rail freight, compared 

to road freight.   

� Revitalised Nestrans Freight Quality Partnership / Freight Forum. 

� Dissemination of rail freight grant information, and case studies. 

6.5.2 Public Sector Procurement 

The public sector cause significant amount of goods to be moved to and from North East 

Scotland.  Movement of recyclates appears to be a specific opportunity. 

� Work with public sector bodies to influence procurement policies to encourage transfer by rail 

freight where practical and appropriate. 

� Work with neighbouring authorities, and national bodies, to encourage waste transfer by rail. 

6.5.3 Continued Dialogue with Existing and Potential Users 
This is continued requirement to “keep in touch” with existing customers and potential 
customers of North East Scotland rail freight.   

� Face to face meetings and contacts. 

� Newsletters, updates, email briefings. 

� Seminars and workshops. 

6.5.4 Policy and Project Integration 

� Continue to take opportunities to lobby Network Rail and Transport Scotland regarding rail 

development in North East Scotland, and on routes to North East Scotland.   

� Continue to ensure that rail freight requirements are fully accounted for within North East 

Scotland rail development proposals.   

6.5.5 Connectivity at Central Belt 

A key issue is connectivity in Central Belt for inter-modal trains travelling south.   

� Continue to lobby rail industry for appropriate connections for North East Scotland rail freight 

traffic. 

� Support development of multi-modal freight hubs within Central Belt, as proposed in Scottish 

Executive’s Freight Action Plan.
19
  

� Consider a multi-modal freight hub and/or freight consolidation centre in North East Scotland. 

6.5.6 Multi User Freight Train 

� A possible solution for North East Scotland is for the collaboration of logistics companies to 

running not just shared terminals but shared trains.  

� A multi pick up service could be developed for the requirements of recyclates and waste 

transfer – eg from Elgin, Huntly, Inverurie, Aberdeen etc. 

                                                     
19
 Scottish Executive (2006), Freight Action Plan for Scotland.   
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6.5.7 Rolling Stock 

There is an issue of ensuring wider availability of rolling stock, necessary to be able to transport 

9’6” containers to and from North East Scotland.  It will not be known until the gauge 

enhancement project is finalised, and gauge measurements made, the final list of container and 

wagon combinations available, although a minimum specification has been published for the 

project. 

� Confirm the possible container and rolling stock combinations, and disseminate this 

information fully to stakeholders. 

� Raise awareness of the availability of different rolling stock opportunities. 

� Raise awareness of freight rolling stock leasing companies. 

6.5.8 Containers 

Along with the issue of rolling stock, it is necessary to consider opportunities that are available 

for local authorities to encourage the provision of suitable containers and curtain-sided units 

suitable for the potential traffic available in North East Scotland. 

� Raise awareness of the availability of different container / curtain-sided unit;  

� Raise awareness of freight container leasing companies 

� Disseminate current practice from elsewhere in UK. 
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Table 6.1 - Summary of Problems and Opportunities Facing Rail Freight in North East 
Scotland 

Problems 

 

Terminals - Uncertainty surrounding timing of closure of Guild Street, and final 

operational details relating to Raiths Farm and Craiginches. 

Terminals - Longer term concern relating to possible fragmentation resulting from 

several smaller terminals associated with single operators, instead of single larger multi-

user terminal. 

Rolling Stock Availability – There is concern regarding the availability of specialist 

wagons required for to transport 9’6” containers following gauge enhancement.  These 

are not generally easily available in North East Scotland, particularly for loads which are 

not associated with longer term commitments. 

Freight Paths and Connections – Departures from Aberdeen miss convenient 

connections south of Scottish Central Belt.   

Freight Paths and Connections – Necessity to ensure that sufficient freight paths are 

available south of Aberdeen, within vicinity of Aberdeen Station, and north of Aberdeen, 

during development of Aberdeen CrossRail and hourly Aberdeen-Inverness. 

Loading Gauge Constraints – Constraints will be significantly addressed following 

completion of gauge enhancement work between Mossend and Elgin.  However, this is 

not full gauge enhancement, and requires specialist rolling stock to accommodate 9’6” 

containers.  Gauge remains an issue for alternative routes. 

Risk – Road Hauliers provide more “customer-focussed” service, including accepting 

risk for goods in transit. 

Marketing – Freight Operating Companies currently do not devote significant resources 

to developing rail freight from North East Scotland. 

Pricing – Rail can be more competitive than road haulage, but often require long term 

specific flows, typically utilising a full train load.  Much of North East Scotland freight 

traffic is currently not of this nature. 

Delivery – Local and Regional Transport Authorities have no direct powers over the 

main rail freight players – Freight Operating Companies, Network Rail, and potential rail 

freight customers. 

New Containers – Developing inter-modal traffic demands curtain-sided containers, and 

refrigerated containers.  Whilst these can be newly built, they are not necessarily 

immediately available. 

Opportunities 

 

Competitiveness – Longer supply chains and road congestion can mean that rail freight 

makes economic sense for some dedicated and regular flows. 

Reliability – Sea container transit by rail freight has achieved 93% on-time delivery 

against pre-set timetables.  Similar high levels of reliability have been achieved for local 

inter-modal services. 

Environment – Rail freight can have an environmental advantage over road freight. 

Policy – National, regional and local policy currently promotes rail freight, in order to 

counter issues such as road congestion, work time directives, and environmental issues. 

Scottish Route Utilisation Strategy – There are increasing demands on the rail 

network.  The Scottish RUS recognises this, and is putting in place several schemes to 

enhance capacity, which will benefit North East Rail Freight. 

Gauge Enhancement – This is a significant opportunity for rail freight in North East 

Scotland, and presents a significant marketing prospect.  

New Rolling Stock – Advances in rolling stock could help enable inter-modal transfer, 

and improve efficiencies for other sectors. 



 

 

 

7 Options for Rail Freight Terminals 
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7.1 Introduction 

The following locations have been previously identified as having potential for development as 

rail freight terminals in the area.  This chapter considers the construction and operational issues 

of each.  These are summarised in Table 7.2 at the end of this chapter. 

Figure 7.1 – Plan of Terminal Locations 

7 - Inverurie

5 – Raiths Farm

6 – Port Elphinstone

1a – Mains of Cairnrobin

1b - Altens

3 – Guild Street

2 - Craiginches

4 – Waterloo Quay

 

7.2 Review of the Potential Sites 

7.2.1 1a Mains of Cairnrobin 

This is a potential site for a new rail freight terminal, which has been previously considered at 

an outline strategic level, located to the South of Aberdeen. Cairnrobin is shown on the Rail 

Industry’s Quail Map
20
 between Portlethen and Cove Bay at MP 234.64. On the 1:25000 OS 

map at about the same location is a farm named Mains of Cairnrobin.  This is situated in an 

area of agricultural and rough coastal land about 1km from the A90 and accessed by a 

trackway between minor roads which cross the railway by overbridges. Just south of the farm is 

a quarry and a large industrial storage area, which includes Seaforth Hauliers yard. All this is 

situated about 300m from the railway.  The location is south of the proposed junction for the 

Western Peripheral Route from the A90. There is a general undulating ground rise of 20-30m in 

the vicinity of the railway and the site would need considerable earthworks to create a suitable 

terminal for both road and rail.  Being a greenfield site, the terminal can be laid out to optimise 

rail operation with loops/holding sidings to minimise movements on the main line.  Being 

located to the South of Aberdeen, there is a relatively high capacity for freight train paths. 

7.2.2 1b Altens 

A potential alternative site was identified from the train to the north of Cove Bay, where a large 

area of undeveloped land was noted between the railway and the Altens industrial estate near 

                                                     
20
 TrackMaps / Quail Map Company (2001), Railway Track Diagrams – 1. Scotland and the Isle 

of Man – Fourth Edition.  These are UK rail industry standard track diagrams. 

7 Options for Rail Freight Terminals 
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Nigg. A large container store already exists within the estate, close to the line. The land would 

be relatively simple to develop as a modern road/rail terminal, suitable for 9’ 6” containers and 

other swap body technology, with plenty of space for sidings, loading pads, road access and 

further storage. The road access from the A956 appears adequate for HGV traffic. Again, being 

a greenfield site, the terminal can be laid out to optimise rail operation with loops/holding 

sidings to minimise movements on the main line.   

The location is just within the boundary of Aberdeen Signal Box, which should have sufficient 

space on the panel to accommodate the signalling requirements to control access to and from 

the main line using colour light signals. Internal movements could be controlled from the box or 

a “control centre” located in the terminal. However both this and the Mains of Cairnrobin site will 

need significant signalling work to control the required access including redesign and relocation 

of track circuits to enable Aberdeen box to handle the new sites.   

Looking at the map it would appear to offer an ideal location for traffic to/from the south with 

local road distribution able to take advantage of the Western Peripheral route when built and a 

good direct link into the City Centre.   

However a public road running parallel and close to the railway would need to be bridged or 

diverted to provide the rail connection.  The land at Altens currently forms part of a developer’s 

industrial site and associated landscaping, which may prove a barrier to development as a rail 

freight terminal. 

Located to the South of Aberdeen, this site would also offer a relatively high capacity for freight 

train paths. 

7.2.3 2. Craiginches 

Sidings exist on both side of the main running lines and are located to the east side of the A956 

road bridge.  The Upside sidings are currently used by Freightliner for Lafarge Cement traffic, 

while those on the Downside are disused. Adequate road access exists to both yards from the 

A956.   

The Upside sidings could handle more traffic as sufficient roads exist to provide additional 

loading/unloading facilities for a variety of traffic types, although the current entrance to the 

Lafarge terminal would need to be improved considerably to cater for a road/rail exchange in 

the Upside yard.  This would presumably require appropriate agreements with Freightliner and 

Lafarge (unless Freightliner were interested in operating the traffic) as well as the relocation of 

a car sales showroom.  Access to the North Sidings is restricted by the A956 overbridge and 

these offer little opportunity for development. There is also limited space for expansion, 

particularly the storage of containers, as there is a residential development immediately to the 

north of the yard. 

A new layout has been proposed for the Down sidings (shown in the Quail Map
21
) offering more 

flexible operation and development of a container transfer terminal. There is a long narrow strip 

of land between the road and the sidings currently occupied by a number of businesses on 

short term, 6 monthly renewable leases, which could be acquired to improve access, loading 

facilities and provide storage for containers. These plans have been drawn up and 

arrangements are in place to transfer the container loading/unloading equipment from Guild 

Street to enable the DRS/WH Malcolm service to transfer to this location sometime in 2007. 

It is understood that the gantry crane previously used at Guild Street has been re-furbished, 

and is due to be installed at Craiginches Down.  This would have the advantage of being able to 

straddle at least the 2 rail sidings, and the adjacent loading lane for lorries, and so would be an 

efficient loading solution for the site.  The loading and unloading cycles for gantry cranes can be 

very variable, depending on type of equipment, terminal layout, and operating procedures that 

are applied.  Available sources 
22
 
23
 state cycle times for a gantry crane of between 20 to 40 

containers per hour.  For a train of twenty containers, minimum time to unload the train would 

                                                     
21
 Ibid, page 53 

22
 Crane times obtained from “Railway Technical Web Pages”, accessed 01/02/07 

http://railway-technical.com/intermo.html  
23
 Cycle times also quoted in http://www.unece.org/trans/doc/2006/sc2/ECE-TRANS-SC2-2006-

02e.pdf   



Faber Maunsell   North East Scotland SustAccess Freight Study  53 

 

be 30 minutes – maximum time could be 60 minutes.  The unload – load cycle could vary 

between an hour and two hours. 

Provided that a train did not have to be split to enable loading / unloading operations, two trains 

could be accommodated at the same time. 

Road Access to and from Craiginches Down would be from Greenwell Road on Tullos Industrial 

Estate.  Due to the site being long and narrow, it would be appropriate to have two road 

entrances, one for entry, and one for exit.  The junctions on Greenwell Road would not be 

anticipated to unduly delay the access and egress of lorries, although peak period congestion at 

junctions onto the A947 Wellington Road could cause some delays at particular times of the 

day.  All existing junctions and access routes would be suitable for HGV traffic, having been 

designed for the needs of the surrounding industrial estate.   

Both yards are controlled from Aberdeen Box and the signalling would require modification to 

manage the proposed new layout.  New crossovers may be required to facilitate access to the 

Down yard without reversal on the main lines, otherwise sufficient capacity exists to 

accommodate the operation of additional traffic handled by both yards. The current Network 

Rail proposals indicate that the provision of one new signal will be sufficient to control access to 

the Down yard and one to control exit, but southbound trains will need to draw forward to 

Ferryhill to gain the Up Main.  

Current rail line capacity is considered to be adequate for the new terminal.  Providing that one 

freight train path each way per hour are provided under the scenario with Aberdeen CrossRail, 

it is considered that this should continue to be sufficient for the operation of the terminal.  At this 

location, terminal capacity would be reached prior to line capacity – although this would require 

to be confirmed by detailed train path analysis. 

7.2.4 3. Guild Street 

This is currently the main freight terminal for Aberdeen, located between the station and the 

harbour, adjacent to the City Centre. It is capable of handling a wide range of traffic – 

containers, wagon load, bulk tank, parcels, palleted goods. It is currently underutilised, the main 

usage being the WH Malcom/Asda containers, express parcels, and mud oil.  Engineers’ trains 

and empty rolling stock are also occasionally stored at the site.  An Enterprise service is 

timetabled to operate from Mossend. The City Centre location, while offering good access for 

City and harbour source/destination traffic, is poor for wider distribution, and the site forms part 

of the Union Square development (retail/leisure/civic space).  Network Rail are now expecting 

the closure of Guild Street to be carried out in the near future.   

The planned closure for business redevelopment has been due for several years, with the main 

uncertainty relating to the timing of closure, and timing the opening of alternative sites at 

Craiginches and Raiths Farm.  However, development of Union Square is now underway, and 

facilities at Craiginches and Raiths Farm are anticipated to be open in late 2007 / early 2008.  

Due to the planned closure, Guild Street is not being used to its full potential and currently has 

a rather neglected appearance.   

There is ample space at Guild Street for loading and unloading operations, and the marshalling 

of HGVs.  Loading and unloading operations are currently undertaken by way of a reach 

stacker for inter-modal traffic.  The parcels train can be loaded / unloaded onto a freight 

platform, level with the sides of the parcels wagons.  Mud Oil is currently transferred from the 

wagons across the road to the harbour, using an HGV Tanker, operating a series of shuttles.  

Road access is directly onto Market Street, opposite the Harbour entrance.   

The yard is within Aberdeen Box control and the provision of a goods loop on the station 

approach makes operation reasonably simple and separates it from passenger operation within 

the station. The express parcels service used a former passenger platform, but now uses a 

refurbished loading bay in the yard. Most of the yard currently in use can be controlled over 

either the passenger lines or the goods loops, allowing operational flexibility. 

It is noted that some local stakeholders have campaigned to try and retain all, or at least part of 

Guild Street, due to its strategic location close to Aberdeen Harbour, and suitability of 

signalling/rail layout, relative to alternative sites at Craiginches and Raiths Farm. 
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7.2.5 4. Waterloo Quay 

This terminal is located at the end of the branch from Kittybrewster alongside the harbour and 

was originally a passenger station. It is now a loading point for OMYA’s tanks taking imported 

slurry to Irvine for paper making. The slurry is pumped from ships into storage silos alongside 

the sidings and through loading gantries into the wagons. The facilities have recently been 

expanded by the provision of an additional siding and an additional large capacity silo, and 

OMYA are keen to increase the traffic.  

The site could also offer additional harbour freight opportunities as there is room for additional 

sidings to provide loading facilities for container or wagon load traffic, which the Harbour Board 

is keen to develop.  There is also the future possibility of continuing the sidings across Waterloo 

Quay, onto the dockside, as well as extending the facility within the current footprint of the site. 

One issue is that EWS lease the original rail element of the site from Dykeside loop and this 

may restrict open access freight operation as other operators may be charged a premium. The 

remainder of the site is owned by the Harbour Board.   

The nature of the single line branch from the junction may also cause operational and capacity 

restrictions on additional traffic. It is anticipated that the branch is operated on the ”one engine 

in steam” principle which would require each operation to complete its drop and pick up and 

clear the branch before the next train could proceed. The loop at Kittybrewster Junction allows 

trains to wait there for access rather than be held at Aberdeen station or Dyce, however due to 

congestion on platforms 6 and 7 at Aberdeen, current traffic from Waterloo Quay can be held 

for up to an hour there.  

Network Rail has advised that First ScotRail should stable units in the bay platforms between 

duties, not on 6 or 7, so a stricter adherence to this might reduce congestion north of the 

station. The ruling gradient on the branch is sufficient to cause problems for loaded trains 

coming up from the harbour so diagramming of appropriate traction would be critical if 

significant traffic increase were to take place.  EWS currently use Class 67 locomotives (spare 

during the day in Aberdeen as they pull the Edinburgh to Aberdeen section of the Aberdeen to 

London Sleeper Service) on the trips from Guild Street, However, these have insufficient 

adhesion due to their wheel arrangement, and can only pull a limited number of loaded wagons 

from Waterloo Quay.  The more specialised Class 66 Freight locomotives are used when they 

are available in Aberdeen, approximately two times per week, and these have greater capacity.  

The growth of rail freight traffic in Aberdeen could see an increase in the availability of suitable 

locomotives, and thus this issue could be addressed. 

Loading and unloading operations are currently specially designed for the OMYA service.  The 

terminal is reasonably well suited for road access, although the main benefit of Waterloo Quay 

would be to provide for direct train to ship transfer. 

Capacity at Waterloo Quay will be determined by the capacity of the single line between 

Aberdeen Station and Dyce, and the availability of paths to enable freight movements at 

Kittybrewster junction.  It will also be constrained by the ruling gradient of the line, which will 

limit the weight of load / number of loaded wagons that can be hauled from Waterloo Quay. 

7.2.6 5. Raiths Farm 

This is a development currently under construction on the northern perimeter of the airport 

served from the Inverness line just north of Dyce Station. It site been selected by EWS as a 

replacement for Guild Street, and plans are now well developed for a 4 siding terminal with hard 

standing for inter-modal traffic.  

The proposed location is a greenfield site with relatively good road access from the airport, the 

A96 and A947 and the industrial estate located around the airport perimeter. A proposed layout 

is shown in the Quail Map
24
 and there are no obvious construction issues, the area being 

relatively level agricultural land. There are a number of dwellings and a minor road which may 

impact on the site.  Facilities for container handling and storage could be provided as well as 

tank unloading and wagonload traffic. Connection to the main line would require extending the 

loops at Dyce and re-signalling to allow passenger trains to pass freights in either direction and 

possibly another passenger train in the platform by the provision of a crossover in the middle of 
                                                     
24
 Ibid, page 53 
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the loops. (As planned platform loops will be for passenger trains to pass all other traffic and the 

additional loop north of the station will be to hold freights entering or leaving the yard for 

passenger trains to pass. This will require changing the direction of the existing loop exit.). 

Dyce signal box will be rebuilt and the line from Kittybrewster to Raiths Farm re-signalled to 

enable flighting of trains between Aberdeen and Dyce by providing an intermediate block 

between the two. If high levels of rail traffic are anticipated, re-doubling the main line from 

Kittybrewster Junction may be required, formation for which exists, but the W8½ upgrade may 

throw up clearance issues on this.  Even with the improved signalling the single line section 

from Dyce to Aberdeen is 6 miles and could cause significant constraints to both passenger and 

freight traffic growth once the Aberdeen CrossRail passenger service is introduced.  Detailed 

modelling would be required to confirm the extent of any operational difficulties.  

It is understood that loading and unloading of multi-modal trains will be through use of a reach-

stacker.  In certain circumstances, reach-stackers can be comparable in loading times to gantry 

cranes
25
.  They can provide additional levels of loading and unloading flexibility.  Performance 

depends on equipment used, terminal layout and operational procedures.  A full train of twenty 

containers could take between 30 minutes and 60 minutes – a loading and unloading cycle 

could be between one and two hours. 

It is anticipated that Raiths Farm would have sufficient marshalling area for HGVs, and this 

would not cause a constraint on terminal capacity.  Road Access would be onto Pitmedden 

Road.  The wider access and egress to and from this area can be particularly difficult during 

peak periods. 

7.2.7 6. Port Elphinstone 

The currently disused yard at Port Elphinstone is approximately half a mile from the Don 

Viaduct and 2 miles south of Inverurie provides a further opportunity.  This is part of an 

industrial estate and formerly served International Paper, who are currently known to have an 

interest in reinvigorating this facility. However, no firm plans or proposals have been published. 

The existing layout could be adapted to offer a wide variety of loading options as room exists for 

road/rail interchange facilities outside the main factory area, but would need new passing loops 

and signalling. Access is facing from the Aberdeen direction, and the existing loop is in their 

site, but space appears to be available to install a new long loop giving access from both 

directions.  Current signalling would require trains arriving and departing to travel via Inverurie. 

New signalling facilities would be required to eliminate this.  

If the site were to be used for discharging slurry and calcium carbonate, specialist facilities 

would require to be installed, linked directly to storage silos. 

If the site were to be used for inter-modal services, then loading and unloading would most 

probably be achieved through use of a reach-stacker.  Sufficient room could be secured for 

marshalling of HGVs. 

The site benefits from excellent road access, as the International Paper site has an access 

directly onto the A96 trunk road. 

However, the most significant constraint would be the line capacity.  The line is single track, 

with long signalling blocks.  The number of freight paths available is one freight path, each way, 

every four hours.  For inter-modal traffic, which can be time-sensitive and may require onward 

connections, this effectively limits the wider utilisation of the proposed terminal to at most two 

trains per day.   

7.2.8 7. Inverurie 

Inverurie yard is located to the north of the station and is currently used to store redundant 

wagons, but until 2002 handled timber traffic. It has also handled lime and fertiliser within the 

last 10 years. The yard could be adapted for a variety of traffic including containers, although 

road access would need significant improvement.  Longer passing loops and new signalling 

would be required, but the location would also suffer from the overall line capacity issues 

already mentioned.   

                                                     
25
 Ibid, page 46, references 22 and 23 
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Use of this site would require most of the traffic to it to pass through the town centre.  Although 

the current road access problems make this option less suitable, it should be noted that there 

are a number of schemes that may involve additional road access to the station and freight 

yard, which could make the option more acceptable. Prompted by residential development to 

the north-east of the town, improvements to the local road network could overcome current 

constraints.  : 

7.2.9 Huntly & Keith 

These yards can be considered as Inverurie above.  The main constraints are road access, and 

also availability of train paths on the single track line north of Aberdeen. 

7.2.10 Other Locations 

Other locations that may benefit form the W8½ upgrade, but outwith the immediate study area, 

include the following: 

Montrose is currently out of use, but is close to harbour was used recently by military. Some 

demolition of redundant buildings has taken place. There is good access directly onto A92. The 

Harbour Board (a trust port) have expressed interest in developing sea / rail traffic, especially 

containers from / to feeder vessels.  

Laurencekirk is currently handling the Aberdeen pipe traffic.  The redundant station is due to 

be reopened to passenger traffic however, this will not impact on the operation of the freight 

sidings.   

Elgin is as Inverurie and Huntly but may provide an interchange point at the end of the W8½ 

route. Elgin yard is used on occasional Wednesdays by the “Royal Scotsman” tour train, used 

for redundant coal wagons, and by engineers.  

All these facilities are fully signalled and could be brought back into rail use relatively quickly 

although the unloading facilities provided would require upgrading. 

7.3 Review of Potential Terminal Sites 
Key success elements for rail terminal sites are : 

� Size – sufficient capacity for current traffic, and room for potential expansion; 

� Rail Connection – existing rail connection / ease of new rail connection and signalling; 

� Inter-modal terminal – Specific opportunities for sea/rail. 

� Road access – availability of suitable connection to road network; 

� Neighbouring uses – compatibility with surrounding land-use; 

� Close to markets – either for consolidation of load, or distribution; 

� Available workforce,  

� Development Cost; 

� Planning – for proposed new terminals, will planning policies be supportive; and 

� Ability to open 24 hours/7 days a week. 

 

The key strong and the weak points are summarised in the table 7.1 over.  Scores are 

presented with +3 is a significant positive factor in favour of a particular site, whereas -3 is a 

significant negative factor relating to a particular site. 
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Table 7.1 - Performance of Each Potential Terminal Location 

Criteria 
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Size +3 +2 -2 +2 -2 +2 +2 -1 

Rail -2 -2 +2 +3 +2 +2 +2 +1 

Inter-modal +1 +1 +1 +3 +3 +1 0 0 

Road +3 +2 +2 -2 -2 +2 +2 -3 

Neighbouring 

Uses 

0 -1 -1 -2 -1 +2 +2 -1 

Markets +2 +2 +2 +2 +2 +2 +1 0 

Workforce 0 0 0 0 0 0 -1 -1 

Cost -3 -3 +3 -3 +3 +2 +2 +1 

Planning +1 -2 +3 -3 +3 +3 +2 -1 

24/7 +1 +1 +1 +1 +1 +1 +1 -1 

 

� Mains of Cairnrobin is good in size, road connection and close to markets and but poor in rail 

connection (does not exist, outwith Aberdeen signal box) and development cost. 

� Altens is good in size, road connection and markets, but poor in cost (over-bridge required 

for rail connection) development cost and planning (site currently being developed as 

industrial complex in developers control) 

� Craiginches is good in rail connection, access to road, close to markets, planning 

environment, development cost, but constrained in size.   

� Guild Street is good in all criteria except for road connection, neighbouring uses and planning 

environment, which effectively rule out future use as a rail terminal. 

� Waterloo Quay is good in rail access, inter-modal potential, close to markets, development 

cost, and planning environment but poor in size and road access.  Rail connection is difficult 

due to movements required at Kittybrewster, and gradient constraint. 

� Raiths Farm is good in many of the different categories.  The site has some room for 

expansion, but may be limited by the single track between the site and Aberdeen station. 

� Port Elphinstone is good in all criteria except for close to markets. Single track rail between 

this site and Aberdeen may be a future constraint. 

� Inverurie is poor in relation to road connection. 
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Table 7.2 – Summary of Different Terminal Sites 

Site 
No. 

Site name 
Potential 
Capacity Road Access Rail Access 

Site 
operational 

Current Site 
Use 

Room for Expansion 
Ease of 
Port 

Transfer 
Comment 

1a 
Mains of 
Cairnrobin 

Could be 
constructed to 
accommodate 

full local 
demand 

1km From A90; 
access by track 
way between 
minor roads 

which cross the 
Railway by 
overbridges.  
South of 
proposed 
Western 
Peripheral 

Route junction. 

300m away N Greenfield 
Large industrial storage area south 
of the farm, which includes Seaforth 

Hauliers Yard 

Short 
Road 
Haul 

Considerable Earthworks required; 
Undulating ground rise of 20-30m.   

1b Altens 

Constrained 
by 

surrounding 
developments.   

A956, Adequate 
for HGV traffic 

Close, and 
within the 

boundary of the 
Aberdeen 
signal box.  
Require rail 
overbridge. 

N Greenfield 

Site involves large area of 
undeveloped land.  A large 

container store already exists on the 
site. Forms part of wider industrial 

development. 

Short 
Road 
Haul 

Relatively simple to develop as a 
modern road/rail terminal, suitable for 
9'6" containers and other swap body 
technology.  Room for sidings, loading 
pads road access and further storage 

2 Craiginches 
Up to a 

maximum of 3 
trains per day 

Adequate 
access to both 
upside and 
downside 

sidings East of 
A956 Road 
bridge.   

Y 
Y (upside 
sidings - 

freightliner) 

Lafarge 
Cement Traffic 

Long narrow strip of land currently 
on short term 6 monthly renewable 

leases could be acquired on 
downsidings 

Short 
Road 
Haul 

Upside sidings could handle more traffic 
as sufficient roads exist to provide 

additional loading/unloading facilities for 
a variety of traffic types, however, the 

Lafarge terminal would need 
considerable improvement.  Restrictive 
access to the north sidings by A956 

overbridge - little room for development.   

3 Guild Street 

Currently 
handles up to 
4 trains per 

day 

Y, Adjacent to 
the City Centre.  

Capable of 
handling wide 
range of traffic  

Y Y 

WH 
Malcolm/ASDA, 
express parcels 

and pipes. 

Prime redevelopment site.  To be 
closed for redevelopment 

Adjacent 
to 

Harbour, 
but road 
shuttle 

required. 

Site currently underused and has a 
rather neglected appearance, serious 
refurbishment of the roadways and 

loading bays being required.  Shortly to 
be closed and developed as part of 

Union Square proposal. 

4 
Waterloo 
Quay 

Currently 
handles 1 

train per day.  
Increased 
capacity 

constrained by 
ruling gradient 

and 
Kittybrewster, 
although room 
for expansion. 

The terminal is 
reasonably well 
suited for road 

access 

Y Y OMYA slurry 

The facilities have recently been 
expanded by the provision of an 
additional siding and an additional 
large capacity silo, and OMYA are 
keen to increase the traffic. The site 
could also offer additional harbour 
freight opportunities as there is 
room for additional sidings to 
provide loading facilities for 

container or wagon load traffic, 
which the Harbour Board is keen to 

develop. 

Adjacent 
to 

Harbour.  
No road 
haulage 

for 
OMYA. 

The main issue is that EWS lease the 
original rail element of the site from 
Dykeside loop and this may restrict 

open access freight operation as other 
operators may be charged a premium 
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Table 7.2 (continued) – Summary of Different Terminal Sites 

Site 
No. 

Site name 
Potential 
Capacity Road Access Rail Access 

Site 
operational 

Current Site 
Use 

Room for Expansion 
Ease of 
Port 

Transfer 
Comment 

5 Raiths Farm 
Up to 3 trains 

per day.   

Relatively good 
road access 

(A96 and A947) 
and near the 

Airport 

N  Connection 
would require 
extending the 
loops at Dyce. 

N 

Currently 
under 

construction, 
completion in 
2007/2008 

No Obvious construction issue, the 
area is relatively level agricultural 

land.  Facilities for container 
handling and storage could be 

provided as well as tank unloading 
and wagonload traffic. 

Short 
Road Haul 

There are a number of dwellings, a 
caravan site and a minor road which 

may impact on the site. W8.5 
Upgrade may throw up clearance 

issues. 

6 
Port 

Elphinstone 

Constrained 
by line 
capacity 

between Port 
Elphinstone 

and 
Aberdeen. 

Excellent – 
direct onto  

A96 

Y, requires 
new passing 
loops and 
signalling 

N 

Disused Yard - 
International 

paper 
considering 

reinstating the 
facility 

The layout could be adapted to offer 
a wide variety of loading options as 
room exists for road/rail interchange 
facilities outside the main factory 

area 

Long Road 
Haul 

Access is facing from the Aberdeen 
direction, and the existing loop is in 
their site, but space appears to be 
available to install a new long loop 
giving access from both directions, 
however current signalling would 

require trains arriving and departing 
to travel via Inverurie 

7 Inverurie 

Constrained 
by line 
capacity 

between Port 
Elphinstone 

and 
Aberdeen. 

Requires 
improvement -
B9001 Near 
Inverurie 

Y - North of 
current station 

N 
Storage of 
redundant 
wagons 

The yard could be adapted for a 
variety of traffic including containers 

Long Road 
Haul 

Use of this site would either require 
most of the traffic to it to pass 
through the town centre or the 

construction of a proposed feeder 
road. 
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8 Appraisal of Options 
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8.1 Introduction 

This chapter provides an effectiveness and implementability appraisal of the main options 

emerging from the study. The emphasis of the appraisal has been on the development of a 

robust set of recommendations, which address the key objectives of this study.   

The appraisal has been significantly assisted by the freight workshop held in Aberdeen as part 

of this commission, which in part was used to test some of the emerging options arising from 

this study. 

8.2 Current and Future Problems and Opportunities 

8.2.1 Key Opportunities 
Additional Short-term, high probability, opportunities for increased rail freight to/from North East 
Scotland arise from: 

� Paper in containers for delivery to England. 

� Oil field equipment for export. 

� Inbound food and drink 

� Export manufactured food. 

� Export waste paper and plastics. 

� Export machinery. 

� Freightliner boxes for delivery / collection. 

� Additional dry bulk Calcium Carbonate from Aberdeen Harbour 

Total high probability container traffic amounts to 7,400 containers per annum. 

Total high probability bulk / cargo amounts to an additional 45,000 tonnes per annum. 

 

Additional Medium probability opportunities for increased rail freight to/from North East 

Scotland arise from: 

� Additional retail – food and non-food (fridge boxes and curtain-siders) 

� Additional shipping line boxes from companies not currently associated with rail freight 

� Back haul frozen/chilled food for supermarkets – would be linked to inbound supermarket 

food (fridge boxes) 

� Export frozen goods and food 

� Oil field equipment for export; 

� Inbound sheet steel; 

� Scrap metal for export between Elgin and Aberdeen Harbour 

� Inbound Fertilizer; 

� Inbound Salmon Feed; 

� Outbound Recyclates 

� Local transfer of pulp and chalk from Aberdeen Harbour to Inverurie 

Total medium probability container traffic amounts to 14,375 containers per annum. 

Total medium probability bulk / cargo (long distance) amounts to 132,370 tonnes per annum. 

Total medium probability bulk / cargo (local transfer) amounts to 203,000 tonnes per annum. 

 

Low probability traffic includes additional inter-modal traffic, and dry bulk traffic 

 

 

 

 

8 Appraisal of Options 
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8.2.2 Key Problems: 

Key problems are: 

� Terminals – There is uncertainty surrounding timing of closure of Guild Street, and final 

operational details relating to Raiths Farm and Craiginches.  This is currently constraining 

development of new services. 

� Terminals – There is specific concern that rail freight growth will be constrained by current / 

anticipated terminal capacity. 

� Terminals – There is longer term concern relating to possible fragmentation resulting from 

several smaller terminals associated with single operators. 

� Rolling Stock Availability – Not generally easily available in North East Scotland, 

particularly for loads which are not associated with longer term commitments.   

� Freight Paths and Connections – Departures from Aberdeen miss convenient connections 

south of Scottish Central Belt.  Particularly departures from Mossend going South, and 

departures from Grangemouth connecting with Daventry. 

� Freight Paths and Connections – It is necessary to ensure that sufficient freight paths are 

available south of Aberdeen, within the vicinity of Aberdeen Station, and north of Aberdeen, 

particularly during development of Aberdeen CrossRail and hourly Aberdeen-Inverness 

services.  The biggest constraints will be north of Aberdeen Station, between Aberdeen and 

Raiths Farm. 

� Loading Gauge Constraints – Constraints will be significantly addressed following 

completion of gauge enhancement work Mossend to Elgin.  This remains an issue for 

diversionary routes. 

� Risk – Road Hauliers provide more “customer-focussed” service, including accepting risk for 

goods in transit. 

� Marketing – Freight Operating Companies currently do not devote significant resources to 

developing rail freight from North East Scotland. 

� Pricing – Rail can be more competitive than road haulage, particularly over longer distances 

(100 miles).  It also requires long term, constant flows, typically utilising a full train load.  

Much of North East Scotland freight traffic is currently not of this nature, and thus rail can be 

uncompetitive. 

� Delivery Structure – The rail freight industry is a market led industry, and the local and 

regional transport authorities have no direct powers to influence the decisions of key players, 

such as Freight Operating Companies, Network Rail, and the decisions of potential and 

existing rail freight customers.  NESRFDG has provided a means by which rail freight can be 

promoted locally. 
 

8.3 Development of Objectives 
The study proposed the following key objectives. 
 

� Identify and assess the opportunities presented by gauge enhancement and how they might 

be exploited. 

� Identify the potential barriers to rail freight development at present and assess potential for 

overcoming them. 

� Examine rail freight in north east Scotland with reference to examples of best practice from 

elsewhere in Scotland, the UK and Europe. 

� Assess the potential for new freight terminal facilities in both Aberdeen and Aberdeenshire. 

� Identify and assess the potential for innovative rolling stock. 
 
In the development of recommendations, we propose the following objectives to be considered 
within the appraisal. 
 

� Identify short-term, low-cost options that can be taken forward by local and regional 

Transport Authorities which promote awareness of rail freight to potential users, seeking to 

achieve all proposed high probability traffic. 
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� Identify short-term, low-cost options that can be taken forward in partnership with wider 

organisations to address wider constraints affecting rail freight in North East Scotland, 

seeking to achieve all proposed high probability traffic. 

� Identity medium term options for promoting rail freight in North East Scotland which are 

feasible, and seek to achieve possible medium term opportunities for rail freight transfer. 

� Identify long term options for promoting rail freight in North East Scotland which are feasible, 

and seek to achieve full rail freight potential of up to 11 trains per day between the central 

belt and Aberdeen. 
 

8.4 Option Appraisal 

Options can be considered in three main categories, as below: 

� Options that consider marketing and developing demand;  

� Options that consider operations (services, network and rolling stock); and  

� Options that consider rail freight terminals. 
 
Options outlined in the previous two chapters are considered below, in relation to 

� Effectiveness in relation to achieving rail freight growth in North East Scotland, and 

� Implementability (feasibility, delivery path, timescales, affordability). 

8.5 Marketing and Developing Demand 
The following options typically address problems about lack of awareness of rail freight and its 
potential benefits, and in part can address a lack of local marketing of rail freight.  However, on 
their own, these options cannot significantly change the nature of commercial offer provided by 
the freight operating companies. 

8.5.1 Targeted publicity strategy, particularly in relation to completion of gauge enhancement, new 

rail freight terminals, ongoing performance of rail freight etc. 

� Effectiveness: Publicity can be used to effectively raise awareness of the local rail freight 

offer, its key attributes, and potential benefits.  This can be achieved on the back of relevant 

newsworthy events, or even related to regular publication of growth figures / new services 

(such as monthly reports issued by BAA Airports regarding passenger numbers at Scottish 

Airports).  However, whilst this can help raise awareness, and help lay the pre-conditions for 

rail freight transfer, it will not on its own deliver modal shift to rail freight. 

� Implementability: This option is feasible, can be undertaken by local transport authorities or 

stakeholders, can be achieved in the short term on an ongoing basis, and is either no cost, 

or limited cost if use of media relations company is used. 

8.5.2 Revised rail freight brochure, and complementary web-site. 

� Effectiveness: This option can be developed to coincide with the completion of freight 

gauge enhancement / opening of new terminals etc.  Again, this is an awareness raising / 

educational tool, laying the pre-conditions for modal shift, and making the information 

available, but not delivering it on its own.  There is an opportunity to build upon, or develop 

the recently launched “Freight Scotland” web site, to include specific information relevant to 

those considering a switch to rail, include freight grants, contacts, comparisons between road 

and rail environmental impacts, service availability etc. 

� Implementability: This option is feasible, can be undertaken by local transport authorities, 

can be achieved in the short term on an ongoing basis, and is limited cost.  The publisher 

would require the co-operation of FOCs and other relevant stakeholders.  The web site might 

best be developed at a national level, with links provided from local / regional web sites. 

8.5.3 Ongoing publicity of environmental benefits, and congestion benefits of rail freight, compared to 

road freight.  Dissemination of rail freight grant information, and case studies. 

� Effectiveness: This is a “do-minimum” option, which can be achieved through the options 

listed above (publicity, brochure, web-site) 

� Implementability: This option is feasible, can be undertaken by local transport authorities, 

can be achieved in the short term on an ongoing basis, and is limited cost.   



Faber Maunsell          North East Scotland SustAccess Freight Study                                                                                                               64

 

8.5.4 Revitalised Nestrans Freight Quality Partnership / Freight Forum. 

� Effectiveness:  Scottish Executive guidance promotes the development of Freight Quality 

Partnerships, or Freight Forums, as a means to help develop sustainable and efficient 

distribution.  At a local / regional level, this approach has been previously tried, but it has not 

achieved long-term momentum.   

� Implementability: This option is feasible, can be undertaken by local transport authorities, 

can be achieved in the short term on an ongoing basis, and is limited cost.  However, the 

commitment by prospective members may be weak. 

8.5.5 Work with public sector bodies to influence procurement policies to encourage transfer by rail 

freight where practical and appropriate. 

� Effectiveness:  Public sector bodies (local authorities, armed forces, health boards etc) 

cause a significant amount of goods to be “moved” locally.  Whilst it is not typical for 

significant and consistent flows of products suitable for direct transfer onto trains to be 

available, procurement policies of all these bodies need to be reviewed to ensure that rail 

freight is used when appropriate due to wider environmental benefits.  This could become 

increasingly effective in the medium term. 

� Implementability:  This option is broadly feasible, however a significant concern would the 

time and effort required by local/regional transport authorities to effect a change in 

procurement policy.  However, additional factors such as pressures for public bodies to cut 

carbon emissions could produce additional incentives for procurement policy to be altered.  

In terms of achieving modal shift, the critical element will be the responsiveness of hauliers 

and FOCs to offer suitable rail freight options. 

8.5.6 Work with neighbouring authorities, and national bodies, to encourage waste/recyclate transfer 

by rail. 

� Effectiveness:  An increasing amount of recyclates are being generated.  With no local 

reprocessing facilities, a key element is low cost bulk transfer to central facilities.  Transfer to 

rail freight would appear to be appropriate, and there would appear to be opportunities for 

partnership working with all three North East Scotland councils.  Local Road Authorities, and 

the Regional Transport Partnership do not have direct control over waste transfer, but can 

work to influence decisions. 

� Implementability:  There is significant public sector interest, regulation, and funding support 

associated with the collection, sorting and processing of recyclates.  There will also be a 

collective desire to achieve best practical environmental option for waste transfer at national, 

regional and local level.  Due to a large number of current contracts, it is likely that achieving 

transfer to road to rail will require time and effort, and political will to achieve.  

8.5.7 Continued dialogue with existing and potential users, including face to face meetings and 

contacts; newsletters, updates, email briefings; and seminars and workshops. 

� Effectiveness:  This is another “do minimum” option, which is a pre-requisite to achieving 

transfer from road to rail, but on its own is unlikely to actually achieve transfer. 

� Implementability:  This work is currently being undertaken in North East Scotland by 

NESRFDG, and is therefore wholly implementable.  Targets should be shipping agents, 

retail, waste sector, and public sector. 
 

8.6 Operations 
This set of options has been developed to tackle issues related to availability of freight paths, 
appropriate services, rolling stock, and appropriate types of containers. 

8.6.1 Continue to take opportunities to work in partnership with Network Rail and Transport Scotland 

regarding rail development in North East Scotland, and on routes to North East Scotland.   

� Effectiveness:  Nestrans has a particular role in the ongoing development of rail 

infrastructure within, to and from North East Scotland.  Ongoing development and pursuit of 

rail development schemes such as Aberdeen CrossRail, Inverness to Aberdeen, 

improvements at Usan (south of Montrose) and in the central belt all help to improve service 

opportunities for the whole rail network and services running on it.   

� Implementability:  Nestrans is currently working in partnership with Network Rail and 

Transport Scotland. 
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8.6.2 Continue to ensure that rail freight requirements are fully accounted for within North East 

Scotland rail development proposals.   

� Effectiveness:  It is necessary to ensure that full account of current and anticipated rail 

freight requirements continue to be accounted for during the development of schemes for 

North East Scotland.  This will ensure that capacity thresholds on rail freight are not 

inappropriately imposed, capping potential long term growth.  It will not on its own deliver rail 

freight transfer. 

� Implementability:  Nestrans is currently working in partnership with Network Rail and 

Transport Scotland.  Ongoing development needs to ensure that suitable capacity is 

available for rail freight, and that freight movements associated with Craiginches (up and 

down), Waterloo Quay and Raiths Farm can be accommodated in the short term as part of 

scheme development by the project promoters. 

8.6.3 Pro-active responses to relevant local, regional, and national consultation exercises. 

� Effectiveness:  It is necessary to ensure that rail freight related infrastructure and service 

opportunities associated with North East Scotland continue to be promoted at local, regional 

and national levels, with particular emphasis placed on Scottish Executive, Transport 

Scotland and Network Rail.  On its own, this will not deliver rail freight transfer, but will help 

to protect and develop the capacity for transfer. 

� Implementability:  This option is wholly implementable on an ongoing basis. 

8.6.4 Continue to lobby rail industry for appropriate connections for North East Scotland rail freight 

traffic within central belt. 

� Effectiveness:  A key constraint currently experienced for traffic arising from North East 

Scotland is the lack of convenient onward connections from the Central Belt.  In part this is 

driven by demand, but also by the timing of available freight paths to and from North East 

Scotland.  Raising awareness of this issue with Network Rail, Transport Scotland and FOCs / 

rail freight logistics companies can assist in developing options to removing this constraint. 

� Implementability:  This option is wholly implementable on an ongoing basis. 

8.6.5 Support development of multi-modal freight hubs within Central Belt, as proposed in Scottish 

Executive’s Freight Action Plan.
26
  

� Effectiveness:  A key constraint currently experienced for traffic arising from North East 

Scotland is the lack of convenient onward connections from the Central Belt.  Development 

of multi-modal freight hubs in the central belt may help with consolidation of traffic, and 

create sufficient demand for efficient onward transfer to England.  As mentioned in the 

workshop, stakeholders suggested the possible location of a major rail hub in the 

Coatbridge-Mossend area, and rail terminals in Grangemouth.   

� Implementability:  Support can be provided on an ongoing basis for such an initiative. 

 

8.6.6 Consider a multi-modal freight hub and/or freight consolidation centre in North East Scotland. 

� Effectiveness:  A number of smaller terminals are set to replace Guild Street in Aberdeen.  

One high speed terminal is an option that could be considered for Aberdeen, to include all 

the facilities to allow for a quick throughput of trains and minimise local congestion.  As 

already mentioned several terminals with pick ups would create an inherent delay in both 

outbound and inbound trains and therefore build in inefficiency. One way round this is for 

collaboration between interested parties to ensure that compatible products could be 

grouped together at the most logical terminal and then sent as train loads. This would require 

“open access” terminals and indeed sharing of operations. It happens successfully in the 

road haulage market and indeed in various parts of the UK and Europe. To ensure 

effectiveness and efficiency, a location to the south of Aberdeen (where there are fewer line 

capacity constraints) would appear favourable. 

� Implementability:  This is a medium to long term option, aiming both to accommodate and 

encourage higher levels of rail freight for the future.  Construction of a terminal is feasible, 

although current models of operation (network rail, leased to a single FOC) does not 

encourage use by multiple operators / logistics operators.  Such a development could be 

                                                     
26
 Scottish Executive (2006), Freight Action Plan for Scotland.   
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promoted as a strategic project by the regional transport authority, although is unlikely to be 

affordable in the absence of national funding support.   

8.6.7 A possible solution for Aberdeen is for the collaboration of logistics companies to running not 

just shared terminals but shared trains.  

� Effectiveness:  The ‘Best Practice’ example of HUPAC of Switzerland is featured in more 

detail within the Appendix C.  An intermediary has developed open access services by 

attracting inter-modal traffic from a variety of sources.  The Swiss company contract with the 

freight operating companies for traction and also to manage the terminals, provide wagons 

and load trains.  The shareholding is comprised predominantly of road hauliers who thus 

have an incentive to use rail in which they also share the profits.  One of the biggest issues 

in running trains is sharing the risk if the train is not full. Transport works on tight margins and 

whereas a road haulier can flex the number of lorries that are sent on a daily basis in 

accordance with demand it is difficult to do this for rail traffic. Therefore a shared service is 

more likely to be successful as certain traffic will be seasonal.   

� Implementability:  This option is a medium to long term option, which is designed to 

respond to the nature of some of the potential rail freight in North East Scotland.  However, it 

does not currently appear to be easily implementable within conventional structures, and 

there is no clearly available “seed” funding to kick start such a service.  Most likely to come 

about from funding for piloting innovative freight demonstration schemes, actions of an 

independent haulage contractor, with national political and funding support, along with local 

“championing” of the concept. 

8.6.8 Dissemination of new rolling stock and container developments; and raise awareness of freight 

rolling stock/container leasing companies. 

� Effectiveness:  There is a range of new containers that can be made available to assist in 

converting various types of traffic to rail.  Refrigerated containers, and curtain-sided 

containers have been particularly highlighted to enable high probability traffic to be 

transferred in the short term.  A range of solutions are also available for inter-modal road/rail 

transfer.  Making potential rail freight customers aware of the possibilities may help some 

move closer to decisions on rail freight.  Awareness of the availability of appropriate rolling 

stock wagons, upon which full height 9’6” containers can be carried, is also necessary. 

� Implementability:  For long term commitments, it is possible to secure / lease specific rolling 

stock and containers.  Local stakeholders can help raise awareness of current rolling stock 

and container opportunities and developments. 
 

8.7 Rail Freight Terminals in Aberdeen / Aberdeenshire 

The following terminals were assessed in the previous chapter. 

� Mains of Cairnrobin  

� Altens  

� Craiginches  

� Guild Street  

� Waterloo Quay 

� Raiths Farm  

� Port Elphinstone  

� Inverurie  
 

8.7.1 Short Term Options 
In the short term, the following terminals have been confirmed. 

� Closure Guild Street; 

� Continued operation of Waterloo Quay; 

� Operation of Craiginches Up and Down; 

� Operation of Raiths Farm; and 

� Operation of Parcels from Aberdeen Station. 

 

� Effectiveness: The short term proposals allow all the additional high probability new traffic 

generated to be handled by the proposed terminals. The split between three locations for the 
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inter-modal traffic (Craiginches Up, Craiginches Down, Raiths Farm) builds in inefficiencies, 

and removes the opportunities that may arise from the consolidation of rail freight activity. 

� Implementability: This is the current plan, and is implementable.   

8.7.2 Medium Term Options 
In the medium term, the following terminals could be considered. 

� Further development at Raiths Farm 

� Development at Waterloo Quay 

� Possibility of additional terminal at Port Elphinstone 

� Possibility of re-opening terminal at Inverurie 

 

� Effectiveness: The medium term proposals would seek to allow the majority of medium 

probability new traffic generated to be effectively handled.  Waterloo Quay could be 

developed to handle to bulk traffic and possibly traffic with other special handling 

requirements. Port Elphinstone could be developed to handle container traffic as well as 

potential traffic related to International Paper.  Raiths Farm could be expanded to handle 

additional container traffic, plus bulk materials.  Development at Inverurie is likely to be 

constrained by poor road access, and alternative plans for public transport interchange.  

There is longer term opportunity to seek to capitalise on Raiths Farms location adjacent to 

the airport. 

 

� Implementability: Terminal development at Waterloo Quay is vested in Aberdeen Harbour 

Board, EWS and Network Rail, assuming that potential increased usage can be 

accommodated due to movements at Kittybrewster.  Development at Port Elphinstone is 

vested in Network Rail and International Paper.  Growth is dependent on track capacity 

between Aberdeen and Inverurie.  Development at Raiths Farm is vested in EWS and 

Network Rail.  All proposals are subject to demonstrable market opportunity, availability of 

appropriate capacity on the local rail network, funding support, and willingness by 

operators/owners to invest in facilities / capacity.  This option minimises risk to the public 

sector, in that it is smaller scale investment, led by private sector interest.  However, it risks 

committing to a piecemeal strategy, which potentially caps capacity, and builds in 

inefficiencies. 

8.7.3 Long Term Options 
The long term vision could be for a single, multi-user terminal serving North East Scotland, in 
order to achieve efficiencies in track utilisation, load consolidation, and direct access to the 
road network.  This follows best practice from elsewhere in Europe.  Options for such an 
opportunity would primarily be: 

� Raiths Farm 

� Altens 

� Mains of Cairnrobin 
 

� Effectiveness: A single multi-user terminal would be ideal to accommodate full growth 

potential to and from North East Scotland, and minimise inefficient occupation of track in and 

around Aberdeen Station, and between Aberdeen and Inverurie. 

� Implementability: This is a long term option designed to fully achieve all potential rail freight 

to and from North East Scotland in an efficient and effective manner.  It is subject to demand 

for growth on top of medium probability traffic, likely to be caused by factors including road 

haulage becoming more expensive / less reliable (road pricing, high fuel costs, congestion 

etc), in combination with rail freight services becoming more customer focussed, with a 

greater range of service options.   
 
This option is higher risk for the public sector, as it would probably necessitate early strategic 
commitment from the Regional Transport Partnership, and some potential funding support.  
However, in terms of accommodating future potential growth, and maximising wider 
efficiencies, it appears to be worthy of further appraisal in the future. 
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8.8 Workshop Verification 

8.8.1 Introduction 

To ensure the future facilities are appropriate for local industry, a workshop was held on 

Monday 2
nd
 October where over 50 people from a variety of organisations were invited with 23 

attendees (2 people responded via E-mail.)  

The workshop featured some major speakers talking on European Rail freight best practice and 

successful examples of how innovation is being applied in business. In smaller breakout groups 

delegates were asked their opinion on a number of potential initiatives and options for rail 

freight development in North East Scotland.  Full outcomes of the workshop are provided in 

Appendix B. 

8.8.2 Workshop Outcomes 

The workshop speaker’s presentations were successful at providing thought provoking points to 

demonstrate best practice.  The effects are clearly shown by the scope and informed nature of 

the responses enabling the workshop to provide a valuable contribution to the study.  With 

care, the outcomes can be used to support the outcomes of the appraisal. 

In terms of Demand and Marketing, the workshop’s outcome showed that the perception of 

68% of the respondents showed that the greatest limitations to using the railways for some of 

their consignments (despite 88% being prepared to share space on multi user trains) was that 

road haulage offers a greater flexibility to meet customer’s needs, and provides a greater 

responsiveness to their customer’s business.   

Despite 100% of respondents being receptive to providing a consignment load by rail in an 

effort to prove rail’s reliability, only 20% would be prepared to permanently transfer that 

consignment to rail.  This highlights the significant gap in marketing and contestability that the 

rail industry must breach if it is to compete with Road Hauliers on a like-for-like basis. 

92% of attendees supported the suggestion that local authorities should promote rail freight 

within their procurement policies, to provide the environmental benefits with which a move to 

rail would boost. 

Majority agreement was also given to both the gauge enhancement work in Aberdeenshire and 

securing “8 paths north and 16 paths south of Aberdeen” to encourage extra rail services. 43% 

of respondents favoured double tracking to Inverness from Aberdeen station. 

With regard to terminals, it was noted that Guild Street remained the majority choice of those 

attending the workshop for connecting to Aberdeen Harbour, and as the main terminal to serve 

the needs of Aberdeen and Aberdeenshire.  In line with this response, the majority of 

respondents also encouraged a single rail freight hub rather than fragmented sites. 

Overall, apart from the issue of Guild Street (whose future is already determined), the workshop 

outcomes support the findings of the option appraisal. 



 

 

 

9 Recommendations 
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9.1 Introduction 

The following actions have been recommended, and are split into three groups, relating to 

Demand and Marketing, Operations or Terminals. Each of the recommendations appear under 

themes with a brief explanation. Where appropriate, an example of best practice from Europe 

and the UK is mentioned followed by some actions. These actions are listed in an 

accompanying table with interested parties and an indication of cost and benefit. 

9.2 Improving Demand through Marketing 

9.2.1 Publicity Strategy 

The rail-freight industry needs to publicise their recent success more widely and change current 

perceptions; perceptions which can only be overcome by proof of success by example and 

operational reliability.  Rail services for deep-sea containers have been achieving 98% on-time 

delivery based on pre-set timetables for quite a few years. The quality and reliability of rail-

freight services have significantly improved and this needs to be maintained and brought to the 

attention of the business community. 

A number of significant publicity opportunities will shortly be presented to promoters of rail 

freight in North East Scotland.  These include the finalisation of gauge enhancement works, 

and opening of new rail freight terminals.  There is also the prospect of significant local growth 

in rail freight traffic resulting from this local investment.  To capitalise on these opportunities, 

raise awareness of rail freight success, and also its relative attributes and advantages, there is 

a clear opportunity to implement a co-ordinated publicity strategy, and promote early success. 

Best Practice 

Tesco recently improved their “green” credibility by maximising TV channel and newspaper 

coverage about their new rail freight train service.  

 

Recommendation 1: Publicity Strategy 
Aim: Awareness Raising 
Timescale:  Short Term 
Ownership:  Nestrans / NESRFDG 
Partners: FOCs, Transport Scotland, Network Rail, Rail Freight Customers 
Actions: 1.1. Early discussion with press offices / public relations to develop 

concept 
1.2. Implementation of publicity strategy following gauge 

enhancement, and new terminals. 
Cost: Low 
Benefit: Medium 

 

9.2.2 Rail Marketing Brochure and Web Site 

All the current offerings from the Freight Operating Companies should be grouped into a 

general rail marketing brochure.  The brochure should feature examples of Best Practice, Grant 

availability, company contact details and organisations that may help e.g. FTA, RFG.  

The brochure would require updating as it is recognised that freight operator’s offerings 

change; so an appropriate easily updatable format would be required.  A complementary  web-

site would be beneficial, but could be most efficiently provided from Transport Scotland and 

their Freight Scotland web-site. 

Information would be best aimed at shippers, industry and Chambers of Commerce.  The 

workshop proved that industry was receptive to the rail market but non-committal.  The 

9 Recommendations 
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transparency that this document will provide could prove to be the key first step to close the 

gap between perception and reality, and the first point of contact for entry into the rail market.   

 

Best Practice 

The Environmental calculator developed in five European countries offers freight 

forwarders/logistics companies the chance to check exhaust emission levels likely to be 

generated from a freight movement between two points. 

 

Recommendation 2: Brochure and Web Site 
Aim: Awareness Raising, and Dissemination of Relevant Information 
Timescale:  Short Term 
Ownership:  Nestrans / NESRFDG / Transport Scotland 
Partners: FOCs, Network Rail 
Actions: 2.1 Consolidation of relevant information with partners 

2.2  Design, Proofing, Publication, Distribution 
2.3  Negotiations with Transport Scotland regarding web-site 

development 
Cost: Low 
Benefit: Medium 

 

9.2.3 Continued Dialogue with Existing and Potential Users Regarding Gauge Enhancement 

This includes face to face meeting with existing / potential users, newsletters, updates, email 

briefings, seminars and workshops.  Key roles are raising awareness, and providing a bridge 

between potential users and the rail freight industry. This work is currently being undertaken on 

an ongoing basis by NESRFDG.  It is vital to keep engaging with potential users, and 

disseminating “leads” to prospective rail freight operators, in order to realise the “high 

probability” traffic, and make in-roads to the “medium probability” traffic.   

Existing logistics companies currently use rail freight into the central belt, for the goods to 

continue to Aberdeen by road.  Gauge enhancement, and appropriate services could enable 

this traffic to continue to Aberdeen by rail freight.   

There is also opportunity to continue working with Aberdeen Harbour Board to ensure 

connectivity is maintained and in fact improved, including road access, following closure of 

Guild Street.   

 

Best Practice 

Gauge Enhancement – Felixstowe to WCML Destinations.  From 12 trains per day in 2002 to 

25 trains per day in 2006, there was a step change in 2004 after gauge clearance work was 

complete. Gauge enhancement is estimated to provide a 36% increase in high cube traffic, and 

could be used as a benchmark for the development of Aberdeen. 

 

Recommendation 3: Continued Dialogue with Existing and Potential Users 
Aims: Awareness Raising 

Dissemination / Collection of Relevant Information 
Linking Users to Industry / Stakeholders 

Timescale:  Short Term / Ongoing 
Ownership:  Nestrans / NESRFDG  
Partners: Local Authorities, FOCs, Network Rail, Transport Scotland, Rail 

Freight Users 
Actions: 3.1 Continued provision for dialogue with existing / potential users 
Cost: Low 
Benefit: High 
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9.2.4 Target Waste Transfer 

It appears that there is potential to target the movement of recyclates from North East Scotland 

to various re-processing facilities, located either in Britain, or in Europe.  The sector is heavily 

influenced by public sector subsidy and regulation, and amongst the “client group” there will be 

a high degree of commitment to delivering best practical environmental options for recyclate 

transport (short sea shipping and rail freight).  There is also the prospect of a significant degree 

of co-operation with surrounding local authorities, SEPA and Scottish Executive, as well as 

political support.  This combination of factors suggests a rationale for particular attention to be 

initially placed on this sector, over and above other public sector procurement decisions.  

Perhaps this is the best opportunity that local authorities can have to directly influence the take 

up of rail freight, other than through the development control process. 

Best Practice 

There are 4 rail services of waste already operating in the UK, these being based on London, 

Manchester, Bristol and Edinburgh.  Innovative and low cost inter-modal rolling stock and 

container options are available from rolling stock leasing companies, such as VTG, as well as 

container leasing companies.. 

 

Recommendation 4: Target Waste Transfer 
Aims: Facilitate transfer of recyclates from road to rail 
Timescale:  Early Action to achieve Medium Term Return 
Ownership:  Nestrans / NESRFDG / Local Authorities 
Partners: FOCs, Network Rail, Transport Scotland, Scottish Executive, SEPA 
Actions: 4.1 Bottom Up: Continue to liaise with waste management 

companies and establish commodity flows that would provide 
sufficient critical mass to justify rail services to meet the 
demand. 

4.2   Top Down: Engage with SEPA, waste services, Scottish 
Executive, neighbouring authorities to work to towards 
collaborative opportunities, and transport policies within Area 
Waste Plans, and National Guidance. 

4.3   Identify early potential flows, and facilitate transition from road 
haulage to freight haulage.  . 

Cost: Low  
Benefit: High 

 

9.2.5 Seek to Influence Public Sector Procurement Policies 

Initiating reviews of environmental practice in procurement/waste policy was supported by 92% 

favour from the workshop.  This could be extended to requiring a proportion of purchases/waste 

to be transported by a sustainable mode of transport, particularly as an option to reduce the 

“Carbon Footprint” of the organisation.  The matrix of procurement/disposal procedures and 

responsibilities needs examining for synergies.  This concept could be extended more widely to 

include other public sector bodies and the military that contract a considerable quantity of 

goods. 

Recommendation 5: Influence Public Sector Procurement Policies 
Aims: Influence transfer from road to rail 
Timescale:  Medium 
Ownership:  Nestrans / NESRFDG / Local Authorities 
Partners: FOCs 
Actions: 5.1 Engagement route with public sector bodies could most clearly 

be achieved through existing networks, such as Community 
Planning Partnerships, or through Sustainability Working 
Groups, to identify organisations most receptive to change. 

5.2  Ongoing support required to assist in implementing changes in 
policy and practice. 

Cost: Low  
Benefit: Medium 
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9.3 Operations 

9.3.1 Support Rail Development in North East Scotland 

Significant emphasis is being placed on the development of North East Scotland’s rail network, 

including the Aberdeen CrossRail project, and also the implementation of an hourly Aberdeen 

to Inverness service.  This is on top of the current gauge enhancement project currently being 

implemented, and the recent announcement of re-opening of Laurencekirk Station.  Investment 

in the rail infrastructure of North East Scotland can benefit the whole rail industry, and well 

designed schemes provide opportunities to increase capacity, and increased operational 

flexibility, for both freight and passenger sectors. 

Nestrans continues to take the lead in promoting these schemes, with delivery the responsibility 

of Network Rail and Transport Scotland.   

 

Recommendation 6: Support Rail Development in North East Scotland 
Aims: Building up local rail freight capacity and operational flexibility 
Timescale:  Medium / Ongoing 
Ownership:  Nestrans, Local Authorities 
Partners: Network Rail / Transport Scotland 
Actions: 6.1 Continue to support local rail development at policy and 

scheme levels. 
Cost: Low  
Benefit: High 

 

9.3.2 Continue to Ensure Local Rail Freight is Accommodated with other Demands 

There is potential to deliver a step-change in rail freight from the North East Scotland.  If this 

opportunity is to be realised, care needs to be taken during the development of the local rail 

network that these opportunities for rail freight are maintained.  Aberdeen CrossRail fully 

includes for hourly freight paths to Raiths Farm from the south, and one path every four to 

Elgin.  However, issues such as accommodating movements to and from Craiginches, 

Waterloo Quay, and potentially a future terminal at Port Elphinstone, as well as Raiths Farm all 

need to be considered at appropriate stages of scheme development, so as not to prematurely 

constrain local rail freight potential. 

The sites north of Aberdeen are fed from a single line so there is a need to ensure there are 

enough train paths and passing loops or alternatively the route is double tracked at least part of 

the way. The workshop feedback suggested that everyone agreed there should be some 

double tracking with 43% saying it should be the whole way to Inverness. 

The Scottish RUS refers to Aberdeen CrossRail, identifying the additional passenger traffic 

between Stonehaven and Inverurie. This is a scheme identified as under discussion with 

promoters and which their implications need to be taken account of in the RUS. On page 80 the 

upgrading of the Aberdeen to Inverness route for an hourly passenger service is referred to as 

an option to be considered as part of the strategy. The RUS needs to take account of the 

impact of all these schemes on freight and passenger traffic path availability between 

Stonehaven and Inverness to ensure that the needs of all promoters can be met. 

 

Recommendation 7: Continue to Ensure Rail Freight is Accommodated 
Aims: Building up local rail freight capacity and operational flexibility 
Timescale:  Medium / Ongoing 
Ownership:  Nestrans, Local Authorities 
Partners: Network Rail / Transport Scotland 
Actions: 7.1 Continue to ensure appropriate attention is placed on the detail 

of potential future rail freight movements during scheme 
development. 

Cost: Low  
Benefit: High 
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9.3.3 Support Rail Development on Routes to Central Belt 

Rail freight development is affected as much by local rail infrastructure, as by infrastructure on 

other parts of the network, outwith the study area.  The single track section of track south of 

Montrose is one example of this, as is supporting gauge enhancement on alternative potential 

“diversionary” routes for Aberdeen – Central Belt traffic. 

Through appropriate national forums and consultation exercises, Nestrans has opportunities to 

lobby for the development of such facilities.  For example, the Scottish RUS refers to the gauge 

enhancement between Mossend and Elgin on page 51, highlighting additional freight traffic 

between Aberdeen and Dyce Raiths Farm and Aberdeen and Elgin. It is also worth referring to 

the recommendation that a bi-directional loop is installed at Montrose to overcome some of the 

current capacity constraints caused by the single line section to Usan. This is expected to be 

implemented in 2007. 

It is important that train paths should be matched to customer needs. There are instances 

where trains running to the Central Belt miss the connection for services to England.  70% of 

people at the workshop believed that there was a need to run an overnight service to the 

Central Belt and back again in the same night; in line with those runs done by road hauliers. 

 

Recommendation 8: Support Rail Development on Routes to Central Belt 
Aims: Building up local rail freight capacity and operational flexibility 
Timescale:  Medium / Ongoing 
Ownership:  Nestrans  
Partners: Network Rail / Transport Scotland 
Actions: 8.1  Continue to support rail network development on routes 

between Aberdeen and Central Belt. 
Cost: Low  
Benefit: Medium 

 

9.3.4 Support Terminal Development in Central Belt 

The National Transport Strategy’s Freight Action Plan places particular attention on the 

potential development of multi-modal freight terminals in the central belt, although specific 

details are scant.  Given that much potential rail freight related to North East Scotland would 

benefit from a link into a central belt hub for onward connections, efficient and effective freight 

terminals in the central belt are also an important requirement for North East Scotland rail 

freight.   

Through appropriate national forums and consultation exercises, Nestrans has opportunities to 

lobby for the development of such facilities. 

Recommendation 9: Support Terminal Development in Central Belt 
Aims: Building up local rail freight capacity and operational flexibility 
Timescale:  Medium / Ongoing 
Ownership:  Nestrans  
Partners: Network Rail / Transport Scotland 
Actions: 9.1 Continue to support rail freight terminal development within 

Central Belt. 
Cost: Low  
Benefit: Medium 

 

9.3.5 Continue to Explore Opportunities for Rail Freight Innovation 

Aberdeenshire Council, in particular, has been an active partner in numerous European 

Transport Projects, including SustAccess.  These programmes can provide opportunities to 

implement schemes that may not be brought forward by the rail freight market.   

An idea considered within the rail freight workshop was consideration of providing initial support 

for a multi-user freight train. This train could possibly be sponsored by an intermediary made up 

of a number of organisations. Naturally any development should consider protecting existing 

operator’s traffic / customers. There were several companies at the workshop that are prepared 

to offer trial loads to the rail industry to show what they can do and prove they can be reliable. 
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This could be a very beneficial thing if the rail freight industry cooperates.  Whilst the councils 

are not going to be able to fund rail freight services, they are in a position to facilitate meetings 

of interested parties and assist in applications for funding from Transport Scotland and other 

agencies.  

It is known that the structure of the road haulage industry in the UK will not easily allow a model 

such as HUPAC in Switzerland, to be established.  When members of the Road Haulage 

Association (RHA) in North East Scotland were previously consulted to give their opinion on 

introducing an intermediary group such as HUPAC, all members responded negatively that they 

would not be prepared to take part in such an organisation. Some of the main Scottish road 

haulage companies involved in rail transport also showed no interest in forming a UK wide 

organisation.  

An independent, not – for – profit organisation could be formed to act as intermediary between 

the freight operating companies and the customer base in North East Scotland.  Ideally this 

would involve all council areas in North East Scotland, and be open to operating in Angus, 

Dundee, and Perth and Kinross.  Such an organisation would require funding in order to 

succeed, at least for an initial period of up to five years.  This intermediary would act as a 

“groupage” agent, gathering the traffic together to form full train loads. 

 

Best Practice  

HUPAC provide multi-modal services, in which logistics companies have a significant stake.  

European Bulls is an open access consortium led by Austrian member LTE. The Rail freight 

alliance offers high quality, market orientated rail services. The product offer currently covers 

Austria, Germany, Italy, Spain and the Czech Republic but is expected to grow.  

 

Recommendation 10: Continue to Explore Opportunities for Rail Freight Innovation 
Aims: Building up local rail freight services 
Timescale:  Medium / Long 
Ownership:  Nestrans / Local Authorities 
Partners: Transport Scotland 
Actions: 10.1 Encourage companies to offer trial loads to the rail industry  

10.2 Facilitate meetings of interested parties 
10.3 Assist in applications for funding from Transport Scotland / 
Europe 

Cost: Low  
Benefit: Medium 

 

9.4 Terminals 

9.4.1 Proactively Support the Switch from Guild Street to Replacement Terminals 

The local rail freight industry will shortly undergo significant changes to operational practices, 

with a move from Guild Street, to increased usage at Craiginches (up and down), and a new 

terminal at Raiths Farm.  This will mean changes to lorry haulage patterns, and potential land 

use changes adjacent to Craiginches terminal. 

The local authorities should be aware of this change, and through liaison with operators and 

haulage companies, and seek to assist with any problems that may arise in the short term.  It is 

important for rail freight in North East Scotland that progress is not disrupted by a poorly 

executed move of operations – which could overshadow the benefits of gauge enhancement 

It is essential to ensure the current rail freight sites are not closed without an alternative site 

being available. This is necessary to ensure continuity of supply and received unanimous 

support from the workshop.  Closure of Guild Street is related to a Network Rail “Network 

Change” procedure. 
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Recommendation 11: Support the Switch from Guild Street to Replacement Terminals 
Aims: Maintain existing rail freight levels 
Timescale:  Short 
Ownership:  Nestrans / Local Authorities 
Partners: FOCs, Rail Freight Users 
Actions: 11.1 Liaise with FOCs / haulage companies in the short term to 

proactively manage any potential problems / issues arising 
from transfer from Guild St. 

Cost: Low  
Benefit: Medium 

 

9.4.2 Appraisal of Single Multi User Terminal Against Alternative Options 

The analysis set out in the this report suggests that the amount of “medium probability” rail 

freight traffic arising after gauge enhancement could exceed existing rail freight capacity in 

North East Scotland, without further enhancement to terminal handling capacity. 

Clearly, there are uncertainties in the short term regarding how the rail freight suppliers, and the 

wider market will react to gauge enhancement, as well as longer term trends which could also 

support rail freight (higher fuel bills, road user charging etc).  However, the analysis does 

suggest that there is a medium term choice of investing / extending existing / proposed terminal 

capacity, against appraisal of a larger, multi-user, rail freight terminal, designed to maximise 

operational efficiency. 

The time for such an appraisal is not now – it is in a few years time when there can be more 

certainty regarding how the market is reacting at a local and national level, base flows are 

being maintained, and what additional flows are actually being achieved.  However, it is felt that 

such an appraisal is worthwhile to give confidence to delivering the correct long term 

investment strategy.   

Recommendation 12: Appraisal of Single Multi-User Terminal 
Aims: Select most appropriate long term terminal strategy 
Timescale:  Medium 
Ownership:  Nestrans / Local Authorities 
Partners: FOCs, Network Rail, Transport Scotland 
Actions: 12.1 In the short term, monitor changes arising following gauge 

enhancement and also new terminals. 
12.2 In the medium term, if necessary, undertake a specific 

appraisal on options for long term terminal capacity in North 
East Scotland. 

Cost: Low 
Benefit: High/Medium  

 

9.4.3 Development of Options at Port Elphinstone, Raiths Farm, Craiginches and Waterloo Quay 

The analysis set out in the this report suggests that the amount of “medium probability” rail 

freight traffic arising after gauge enhancement could exceed existing rail freight capacity in 

North East Scotland, without further enhancement to terminal handling capacity.  However, 

poor planning and site layout can prevent rail access and make modal shift hard to achieve.  

At the Port Elphinstone site there is room to develop a number of loading options at both ends 

of the site.  New signalling would be required to eliminate the need for trains to travel via 

Inverurie.  This site has particular potential to be based around export of finished paper, import 

of raw material from Waterloo Quay, and for inter-modal containers. 

Craiginches can also seen as a good option (in the short term) because there are two sets of 

sidings on the up and down lines. The upline is being used by Freightliner for Lafarge cement 

traffic, and the down line is disused. Both sites have adequate road access.  Use of the upside 

yard would require agreements with Freightliner and Lafarge (unless Freightliner were 

interested in operating the traffic). In terms of the downside there are some 6 monthly 

renewable leases, which could be acquired to improve access, loading facilities and provide 

storage for containers.   
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Waterloo Quay is particularly valuable as it is adjacent to the quay at Aberdeen Harbour, and 

currently has loading facilities for calcium carbonate.  Potential “medium probability” flows are 

also related to Aberdeen Harbour, including scrap metal export, and import of materials for the 

paper industry.  It is understood that proposals are being prepared to further develop Waterloo 

Quay. 

Raiths Farm is considered to have room to expand, over and above current proposals, and 

could include specialist loading and unloading equipment for recyclates – dependent on the 

volume and nature of rail freight flows. 

Recommendation 13: Development of Options at Individual Terminals 
Aims: Select most appropriate long term terminal strategy 
Timescale:  Medium 
Ownership:  Nestrans / Local Authorities 
Partners: FOCs, Network Rail, Transport Scotland 
Actions: 13.1.  In the short term, monitor changes arising following gauge 

enhancement and also new terminals. 
13.2 In the medium term, review options for the development of 

specific sites, in order to cater for new or potential flows, having 
regard for overall terminal handing capacity. 

Cost: Low 
Benefit: High / Medium  

 

9.4.4 Dyce Airport – Raiths Farm Terminal 

Wider options are being considered for rail connections to Dyce Airport.  The new freight 

terminal at Raiths Farm is also adjacent to the airport.  This potentially provides opportunities in 

the longer term to consider air freight and rail freight connections.   

Recommendation 14: Air Freight / Rail Freight Connections at Dyce / Raiths Farm 
Aims: Select most appropriate long term terminal strategy 
Timescale:  Medium 
Ownership:  Nestrans / Local Authorities 
Partners: FOCs, Network Rail, Transport Scotland, BAA 
Actions: 14.1 In the medium / long term, review potential for encouraging air 

freight/ rail freight connections at Raiths Farm. 
Cost: Low 
Priority: Low 

 

9.5 Summary of Outcomes 

There are now clear opportunities for the development of rail freight to and from Aberdeen.  

The gauge enhancement project will open up the route to and from Aberdeen to new and larger 

rolling stock and container combinations.  National, regional and local policy is strongly 

supportive of rail freight development, with grants available from the Scottish Executive.  Wider 

issues, such as high fuel prices, road congestion, pressures to reduce carbon emissions, and 

goods increasingly being transported for longer distances from import/export ports, all support 

rail freight growth. 

There is considered to be a significant amount of rail freight potential.  Our work has found that 

there is the potential for a significant increase in rail freight to and from Aberdeen.  The 

potential number of containers amounts to 27,188 per annum.  The potential volume of bulk 

tonnage is 430,370 tonnes per annum.   

The potential new services could require up to seven train paths each way per day each way 

on the route south from Aberdeen.  The potential demand could also require up to seven train 

paths each way per day between Aberdeen and Raiths Farm, and up to five train paths each 

way per day between Raiths Farm and Port Elphinstone.  Between Port Elphinstone and Elgin, 

up to 2 train paths each way per day could be required.  Our estimates correspond with 

separate work undertaken by the Rail Freight Group / Freight Transport Association, and used 

within Network Rail’s Freight Route Utilisation Strategy. 
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However, this demand could exceed the capacity of local rail freight terminals, and the number 

of rail paths allocated on certain sections of the local rail network.  This is particularly between 

Aberdeen Station and Raiths Farm, and north of Raiths Farm if Port Elphinstone is developed 

into a freight terminal.  The combination of constraints arising from terminal capacity, and 

freight path capacity will require either consideration of additional infrastructure, or prioritisation 

the use of the available network / terminal capacity. 

Furthermore, the development of a number of smaller rail freight terminals may miss the 

opportunity to achieve efficiencies that could be obtained from the establishment of a larger 

terminal.  With a larger terminal, there is the potential for cost efficiencies arising from: 

� sharing operational overheads;  

� achieving higher utilisation of installed equipment; and  

� the installation of more efficient loading/unloading equipment, and layouts.   

 

The collation of all rail freight activity in one location increases opportunities for efficient train 

load consolidation.  There could also be subsequent opportunities for the development of 

additional freight handling facilities at such a location.  This is more likely with a concentration 

of freight activity in a single location, as opposed to rail freight activity dispersed over several 

locations. 

It is recognised that the rail freight sector is principally market-led, and that local authorities and 

regional transport partnerships have no powers, other than as stakeholders.  However, given 

that the promotion of rail freight is recognised as a key policy objective locally, regionally and 

nationally, fourteen recommendations have been drawn up suggesting specific interventions 

that can be taken in forward in partnership with the rail industry.  A summary of all 

recommendations is provided in Table 9.1. 
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Table 9.1 – Summary of Recommendations 

Area  Recommendation Code Action Cost Benefit Partners 

1.1 Early discussion with press offices / public relations to develop concept. 

1. Publicity Strategy 
1.2 

Implementation of publicity strategy following gauge enhancement, and new 

terminals. 

Low 

 

Medium 

 

NES, NEF, 

FOC, TS, 

NR, Users 

2.1 
Consolidation of relevant information with partners 

2.2 
Design, Proofing, Publication, Distribution 2.  Brochure and Web 

Site 

2.3 
Negotiations with Transport Scotland regarding web-site development 

Low Medium NES, NEF, 

TS, FOC, 

NR 

3.  Continued Dialogue 

with Existing and 

Potential Users 

3.1 

Continued provision for dialogue with existing / potential users Low High NES, NEF 

4.1 

Bottom Up: Continue to liaise with waste management companies and establish 

commodity flows that would provide sufficient critical mass to justify rail services to 

meet the demand.. 

4.2 

Top Down: Engage with SEPA, waste services, Scottish Executive, neighbouring 

authorities to work to towards collaborative opportunities, and transport policies 

within Area Waste Plans, and National Guidance. 

4.  Target Waste Transfer 

4.3 
Identify early potential flows, and facilitate transition from road haulage to freight 

haulage.   

Low High NES, NEF, 

LAS 

FOC, NR, 

TS, SE, 

SEPA 

M
a
rk
e
ti
n
g
 

Key: Costs: Low (< £50,000) Medium (> £50,000) 

Partners: NES= Nestrans, NEF=NESRFDG, LAS = Local Authorities FOC= Freight Operating Companies, NR = Network Rail, TS=Transport Scotland, 

SE=Scottish Executive, SEPA= Scottish Environmental Protection Agency Users = Existing Rail Freight Users 
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Table 9.1 – Summary of Recommendations (Continued) 

Area Recommendation Code Action Cost Benefit Partners 

5.1 

Engagement route with public sector bodies could most clearly be achieved through 

existing networks, such as Community Planning Partnerships, or through 

Sustainability Working Groups, to identify organisations most receptive to change. 

 
5.  Influence Public 

Sector Procurement 

Policies 
5.2 Ongoing support required to assist in implementing changes in policy and practice 

Low Medium NES, NEF, 

LAS 

FOCs 

6.  Support Rail 

Development in 

North East Scotland 

6.1 

Continue to support local rail development at policy and scheme levels. Low High NES, NR, 

TS 

7.  Continue to Ensure 

Rail Freight is 

Accommodated 

7.1 

Continue to ensure appropriate attention is placed on the detail of potential future 

rail freight movements during scheme development. 

Low High NES, NR, 

TS 

8.  Support Rail 

Development on 

Routes to Central 

Belt 

8.1 

Continue to support rail network development on routes between Aberdeen and 

Central Belt 

Low Medium NES, NR, 

TS 

9.  Support Terminal 

Development in 

Central Belt 

9.1 

Continue to support rail freight terminal development within Central Belt. Low Medium NES, NR, 

TS 

10.1 
Encourage companies to offer trial loads to the rail industry  

 

10.2 
Facilitate meetings of interested parties 

O
p
e
ra
ti
o
n
s
 

10.  Continue to Explore 

Opportunities for 

Rail Freight 

Innovation 

10.3 Assist in applications for funding from Transport Scotland / Europe 

Low Medium NES, LAS, 

TS 

Key: Costs: Low (< £50,000) Medium (> £50,000) 

Partners: NES= Nestrans, NEF=NESRFDG, LAS = Local Authorities FOC= Freight Operating Companies, NR = Network Rail, TS=Transport Scotland, SE=Scottish 

Executive, SEPA= Scottish Environmental Protection Agency Users = Existing Rail Freight Users 
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Table 9.1 – Summary of Recommendations (Continued) 

Area Recommendation Code Action Cost Benefit Partners 

11.  Support the Switch 

from Guild Street to 

Replacement 

Terminals 

11.1 

Liaise with FOCs / haulage companies in the short term to proactively manage any 

potential problems / issues arising from transfer from Guild St. 

Low Medium NES, LAS 

FOC, 

Users 

12.1 
In the short term, monitor changes arising following gauge enhancement and also 

new terminals 

High 

12.  Appraisal of Single 

Multi-User Terminal 

Against Alternative 

Options 12.2 

In the medium term, if necessary, undertake a specific appraisal on options for long 

term terminal capacity in North East Scotland. 

Low 

Medium 

NES, LAS 

FOCs, NR, 

TS 

13.1 
In the short term, monitor changes arising following gauge enhancement and also 

new terminals. 

High 
13. Development of 

Options at Individual 

Terminals 13.2 
In the medium term, review options for the development of specific sites, in order to 

cater for new or potential flows, having regard for overall terminal handing capacity. 

Low 

Medium 

NES, LAS 

FOCs, NR, 

TS 

T
e
rm

in
a
ls
 

14.  Air Freight / Rail 

Freight Connections 

at Dyce / Raiths 

Farm 

14.1 

In the medium / long term, review potential for encouraging air freight/ rail freight 

connections at Raiths Farm. 

Low 

 

Low NES, LAS 

FOCs, NR, 

TS, BAA 

Key: Costs: Low (< £50,000) Medium (> £50,000) 

Partners: NES= Nestrans, NEF=NESRFDG, LAS = Local Authorities FOC= Freight Operating Companies, NR = Network Rail, TS=Transport Scotland, SE=Scottish 

Executive, SEPA= Scottish Environmental Protection Agency Users = Existing Rail Freight Users 
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National Overview of Transport Industry in Scotland 

The most important issue facing the transport industry in Scotland is how to remain competitive 

in the light of the future trends in global supply chains. It is essential to have a good, modern 

transport infrastructure to help industry face these challenges. Rail and water have a part to 

play in offering alternative solutions to just considering road transport. 

London and the South East of England’s population is predicted to continue growing whereas 

Scotland's population is predicted to age and fall or at best remain static. The challenge for 

freight will be to allow Scottish manufacturers to serve the centres of demand rapidly, and for 

imports (which are regularly de-canted in South East England) to reach Scotland quickly. It is 

important that industry remains viable and able to compete in international markets. European 

industry is already drifting south and east towards Poland, Czech Republic, etc. and unless 

there are high speed transport links to trade centres like Southern England, Germany and Italy, 

Scotland could be marginalised. 

Freight products can be moved in Scotland by roads, ports, railways, airports and pipelines.  

These modes of transportation have been developed, through government policy and private 

enterprise, to differing degrees.  Scotland is mainly rural with the main urban centres located in 

the Central Belt and as a consequence it has its own characteristics that differ from other 

countries.  However, Scotland has several trade links that expand to Europe and the rest of the 

world.  Indeed, there has been an increase in foreign companies using Scotland as a land 

bridge to deliver goods to various countries.   

Therefore, when establishing the basis for the freight demands on a strategic transport network 
it is necessary to balance the needs of the public and the needs of any freight companies who 
use the several different modes of transporting freight in Scotland.  The following section 
outlines the range of perceived problems and then analyses the current actions that are already 
underway.   

 Economic, Geographic and Demographic Trends 

The globalisation of production has seen the decline of UK manufacturing (particularly for 

consumer markets) and the growth of automotive and containerised imports, particularly from 

the Far East.  This is commonly known as the ‘Chinese Factor’ and indeed China’s GDP grew 

9.5% in 2004.  Similarly, more traffic can be expected to flow to and from the new European 

Union Members, both as producers and consumers.  Nowadays, Europe is increasingly seen 

as a single entity within the global market.  Production within the European Union is also being 

concentrated and due to cheap labour and other economic factors this concentration seems to 

be relocating eastwards towards Central Europe.   

The challenge for freight movers as populations in Scotland’s key markets grow will be to allow 

Scottish manufacturers to serve this region efficiently.  Scotland's population is predicted to age 

and fall, or at best remain static. It is important that industry remains viable and able to compete 

in international markets. Industry is already drifting south and east (towards Poland, Czech 

Republic, etc) unless there are high speed transport links to trade centers like Southern 

England, Germany and Italy, and air freight links to the world then Scotland could be 

marginalised. 

The powerhouse Central Belt of Scotland therefore requires faster links with South East 

England and the Continent. It is interesting that Koln, Brussels, Paris and even Lyon are nearer 

London in journey time than Aberdeen. In addition, the outlying areas of Scotland, such as the 

Orkneys and the Highlands, need to have efficient and sustainable lifelines services.   

Appendix A – Overview of Scottish 

Freight 
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 Employment and Impressions Within the Freight Industry 

The freight industry plays a vital role in the economy of Scotland.  According to the Freight 

Logistics Profile complied by ‘Futureskills Scotland’, it was concluded that 122,353 Scottish 

Citizens worked in the Transport & Communications industry sector.  This is a total of 5.3% of 

all Scottish Employment.  Of this statistic there are 55,000 citizens employed by approximately 

4,400 freight logistics employers.  This is approximately 2% of the total workforce.  The results 

found that the majority of freight logistics sector jobs are full time and occupied by males and 

that around one third of employees are process, plant and machine operatives.  The average 

weekly wage of a freight logistic worker in Scotland currently stands at £350 per week, which is 

11% lower than the Scottish average.  Many of these workers are extremely poor at ‘soft skills’ 

and rely on the freight and logistics sector in order to maintain a satisfactory level of living.   

Freight transport plays a central role in the viability of a country’s economy.  However, despite 

the significance of the freight and logistics industry in Scotland, the industry has a poor image 

that must be addressed through innovative marketing that would create a positive public image 

of the sector.  Education and raising awareness about the importance of the freight industry 

would create a more positive view about the industry within Scotland.  There is a real need to 

attract people into the freight industry, particularly women, as the current status of the industry 

is extremely polarised.  Attraction can be created by raising the awareness of the industry and 

by educating the public of the importance of freight within Scotland. 

Overview of Roles of Road, Water and Air Freight in Scotland  

Road Transport 

The road infrastructure of Scotland is imperative to the successful movement of goods at 

present.  The importance of HGV’s can be illustrated by the fact that 82% of freight tonnage in 

the UK is currently transported on roads.  Key routes like the M8, M90, A9, A74 and A75 are 

vital to the Scottish Economy.   

There have been several issues impacting on the Scottish road freight industry, the increasingly 

high price of diesel fuel, the introduction of the working time directive affecting mobile transport 

workers and the skills shortage.  The new Working Time Directive is a big problem for hauliers, 

such as those in the timber industry.  In some instances timber transportation companies have 

witnessed a 20% drop in productivity and an increase in their haulage rates. 

 Sea Freight  

There are several significant ports in Scotland, for example the Aberdeen Harbour Board 

boasts the highest number of vessel movements per day in the UK. Grangemouth is expanding 

with new services and some of these are being linked into the rail network.  There are currently 

two schemes in Scotland to establish a new container shipment and transhipment capacity.  

These are Hunterston and Scapa Flow.  Indeed, demand is forecast to more than double in the 

Northern European containerport market between 2001-2015 and there is likely to be a need 

for significant additional containerport capacity to serve the import/export markets.  Therefore, 

with the right management the Scottish ports could thrive in this new market.   

Another major issue related to the development of sea freight is that some of the basic port 

infrastructure across Scotland is in need of repair.  However, as we learnt whilst carrying out 

the North Channel Partnership Report on the road infrastructure surrounding Loch Ryan, the 

ports of Stranraer and Cairnryan are combining to create a new port at Cairnryan.  This 

investment may be replicated across Scotland. Road and rail access to the ports is critical to 

the success of a port. Stranraer/Cairnryan is a case in point where there is no freight on the 

railway to the port and the roads (A75/A77) are not of a similar standard to roads serving 

competing ports in England.  

With regards to short sea shipping for freight between Scotland, Ireland and Continental 

Europe, these trade routes could be utilised by the use of the new generation of fast 

conventional ferries.  An example is the SuperFast ferry between Rosyth and Zeebrugge in 

Belgium. The concept of "Motorways of the Sea" has been promoted at European level as a 

way of encouraging freight to move by water and short sea shipping rather than by road. This 

has been supported by funding for certain projects including the Marco Polo scheme. There has 

been a dramatic rise in container tonnage using feeder vessels to take the boxes from the 
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international ports like Rotterdam and Antwerp to smaller ports nearer their final destination. 

The increased speed of newer vessels means that journey time by sea is coming down. 

 Air Freight 

The UK airfreight sector has experienced sustained growth in the decade to 2004. In terms of 

freight lifted, nationally, the sector currently lifts in excess of two million tonnes per annum, the 

figure for 2004 was 2.37 million tonnes. As far as Scottish Airports are concerned the top six 

airports in handling freight in 2004 were as follows in descending order, Prestwick 34,102 

tonnes, Edinburgh 27,376 tonnes, Glasgow 8,122 tonnes, Aberdeen 3,762 tonnes, Inverness 

1,393 tonnes and Stornoway 772 tonnes. The total of these amounts to 75,527 tonnes which is 

3% of the UK total. There are some differences in the location and type of service that is 

handled at the six airports.  A freight forwarder at Aberdeen airport recently stated that 93% of 

air freight in the UK is transported by road. Belly freight on passenger aircraft has just about 

stopped because of the need for fast turnarounds due to “low cost” operators. The majority of 

Prestwick and Glasgow’s tonnage are on scheduled flights overseas whereas most of 

Aberdeen’s is on chartered flights from the UK.  All of Stornoway and Inverness’s tonnage is on 

scheduled flights within the UK whereas Edinburgh’s tonnage is mainly on charter flights 

overseas. Edinburgh and Inverness have been growing fast over the last four years while 

Prestwick had been growing fast to become the biggest freight airport in Scotland but has 

actually lost tonnage since 2001.  The message is that air freight has a market but it is quite 

volatile and subject to frequent changes in the market place. The most regular tends to be that 

of post and parcel deliveries. 

 Rail Freight 

Scotland has two main strategic rail freight routes to England – the West Coast Main Line 

(WCML) and the East Coast Main Line (ECML). The WCML is important as it provides the main 

freight transport link between Scotland and the Channel Tunnel as well as the link between the 

Freightliner hub at Crewe and its Coatbridge terminal and the Daventry inter-modal terminal 

and Glasgow. The ECML links Edinburgh with the NE of England, Yorkshire and London.  The 

total track length of the railway network in Scotland is about 5,500 kilometres.  Within Scotland 

a significant amount of coal flows from Ayrshire to England and there are freight movements on 

the three main northerly routes from the Central Belt to Fort William, Inverness and Aberdeen.  

In 2003-04 there were 118 freight only terminals/sidings recorded according to the Scottish 

Transports Statistics 2005.   

It has been estimated that over 90% of freight on Scotland’s roads is transported within 

Scotland and hence the majority of freight is local in nature. Whilst it is believed that rail freight 

may be economically viable for some parts of Scotland, in reality the majority of intra-Scotland 

flows are likely to be over too short distances to make rail transport feasible (i.e. trips within the 

Central Belt). The viability versus distance argument is of course commodity specific because 

some bulk flows e.g. coal can be economic over journeys as short as ten miles. It is believed 

that one of the key target markets is for inter-modal freight transport and this should be the 

wider UK (England and Wales) and Continental European market. It is worth noting that a large 

freight movement occurs from England into the Central Belt, (e.g. supermarket goods) for trans-

shipping for onward delivery within Scotland.  

Summaries of current freight in Scotland is presented in Tables A.1 and A.2 

Potential Future Products for Rail in North East Scotland 

A range of commodities are currently transported by rail in Scotland.  Coal dominates rail freight 

in Scotland, as around 75% of Scottish rail freight tonne kilometres are based on the transfer of 

this fuel.  This coal is sourced from both domestic open cast mines in Ayrshire and imported 

through terminals such as Hunterston, and then transferred to various coal-fired power stations 

in Scotland (Longannet and Cockenzie) and England. 

However, there is also a significant variety of other commodities moving by rail, including 

timber, cement, aggregates, minerals, oil, mail and parcels, containers and inter-modal, steel, 
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cars and waste.  As an illustration of the fact that rail freight is capable of offering new 

opportunities to industry we have included a selection of some of the newer Scottish services 

that have started operation in the last three years by product type.   

Food and Drink Retail 

This type of product used to be carried by rail up to about the 1960s in great volumes but the 

change in supply chains promoted by the emerging supermarkets changed this. Also rail was 

not seen as reliable enough to allow essential foodstuffs to go by train. After several decades of 

this product almost entirely going by road there is scope for new product flows to commence 

using inter-modal trains. Part of the reasons are increased road congestion, better reliability on 

the railways since privatisation, and new technology with swap-body rail wagons that can go by 

rail.  Supermarkets can be ideal rail customers because they demand reliability. They have low 

flexibility demand (other than Christmas peak). Each shop has very limited storage space, and 

so must have frequent deliveries.   

It is the larger supermarkets that tend to dominate the food and drink retail distribution sector. 

Many have regional distribution centres (RDCs) in Scotland.  The known RDCs in Scotland are: 

� Sainsbury – East Kilbride;  

� Morrisons – Bellshill;  

� Asda - Grangemouth;  

� Somerfield – Pitrievie, Dunfermline;  

� Coop – Harthill;  

� Tesco – Livingston;  

� Booker –Livingston; 

� Farmfoods, - Livingston; and 

� Others (Lidl, Spar, Mace, etc) all in M8 corridor.  

Inbound goods are typically goods from England, delivered to central belt destinations.  English 

Hauliers are reluctant to drive north of Bellshill / M8, due to driving hours restrictions, truck 

utilisation, and difficulty of obtaining back loads.   

The return loads are empty cages / pallets / display material, packaging or recycling, spoilt or 

damaged goods or customer returns, and increasingly goods from suppliers.   

Examples: Several food and drinks retailers, such as Asda, Tesco and Marks & Spencer now 

use rail for distribution of their wines, beers and food from Daventry or further south, to 

Mossend to supply certain Scottish and Northern Irish stores. In April 2004 DRS in conjunction 

with the Malcolm Group and Asda started a daily inter-modal service from Grangemouth to 

Aberdeen.  This service runs to a timetable with excellent punctuality running at 94% on time 

which is better than many passenger trains. One of the principal local freight operators, Craibs, 

contracts to handle the deliveries around Aberdeen and fill part of the train.  

DRS launched a daily inter-modal service in November 2004 between Grangemouth and 

Elderslie near Paisley. This train is significant in that it is over a journey of just 41 miles each 

way, a distance not usually economic for rail. But such is the reliability of rail compared to the 

unreliability of journey times on the road system around Glasgow that the service has proved 

successful. 

In 2006 Eddie Stobart, Britain’s best known road haulier, started shifting Tesco containers by 

rail (saving some 260 lorry journeys a week), between Grangemouth and Daventry.  DRS 

currently operate the service. 

Express Parcels  

The parcels sector has a mix of short and long distance distribution, as well as a mix of size 

and weight of parcels. This suggests that there should be a mix of distribution modes used. In 

terms of rail, the long distance traffic within the UK could provide many more opportunities for 

parcels to travel by rail.  However, both the Post Office, and DHL, having previously recently 

run services by rail freight, have now reverted (or are reverting) to road haulage. 
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Deep Sea Containers  

It has been identified by NESRFDG that over 33,000 deep sea containers come into North East 

Scotland per annum.  The shipping lines or the freight forwarders carry out the routing, based 

primarily on cost.  It is noted that 9’6” boxes will increasingly replace 8’6” boxes.  The gauge 

enhancement project is important to enable these larger sized containers to be transferred to 

and from the North East. 

There are no container parks north of Grangemouth or Coatbridge. Nearly all containers 

arriving in North East Scotland are transferred empty to these places, and containers for 

loading are brought empty from there.  

Example: Craibs and Searoute of Aberdeen use the present “Malcolms” train for some boxes 

to Grangemouth. Forth Ports (owners of Grangemouth Harbour) are to invest £25 million over 

the next two years to greatly expand their container handling facility there. They see the growth 

of feeder services from Rotterdam, Antwerp etc to be the future.   

Military  

The military are big movers of freight. Much is MoD or NAAFI contracted and is a difficult 

market to penetrate.  This is because the logistics contracts are let on a nation-wide, long term, 

competitive basis.  Recently, the contract has been let to Purple Logistics in a five year deal 

commencing in 2006  A large proportion is related to consumable goods – food, drink etc, 

rather than specific military equipment.  There are significant flows to North East Scotland 

related to RAF and Army bases in Moray. 

Waste & Recyclates  

This is a rapidly growing traffic, but it is very fragmented, with many small players and usually it 

is a one way flow, requiring specialised rolling stock.  The waste flows in the UK, such as 

Edinburgh Powderhall to Oxwellmains, Dunbar, with domestic waste, are on long term 

contracts, with dedicated flows, trains and containers. This also applies to East London flows, 

and Manchester to Scunthorpe. Typically, significant transfer requires local authorities to 

specify rail, underwrite the equipment, and set up a long term flow.  

Oil, Gas and Chemicals 

The petro-chemical industry still uses road freight for the majority of its distribution, and yet 

there is great potential to use rail, due again to the bulk nature of commodities, and the 

relatively long stem mileage of many journeys. Another benefit of rail is that of safety 

concerning hazardous chemicals, as accidents concerning rail freight are less common than on 

road, and this becomes an even more important factor for chemicals distribution.  Oil 

distribution is frequently done by pipeline but the use of a fixed link does not give the industry 

the flexibility it sometimes needs. For example the interruption to oil supplies as a result of the 

Buncefield oil terminal explosion illustrates the point.  

Example: Total Oil has entered into a new agreement with EWS to deliver oil by rail and this 

has enabled the operator to order some brand new rail tankers.  After an absence of ten years 

EWS has started to deliver oil weekly to the Lairg terminal.   

Aggregates / Minerals 

The weight and bulky nature of aggregates makes it ideal for rail distribution, although this is 

countered by the low value and local nature of aggregate distribution. However there are 

certain specialist aggregates/minerals that do justify transport over longer distances.  

Example: China clay is brought up to Irvine from Cornwall twice a week in special tank 

wagons.  Lafarge transport cement by train from Oxwellmains to Aberdeen and Inverness. 

Omya runs minerals by rail from Waterloo Quay at Aberdeen to Irvine and have plans to 

increase the traffic over the next five years. 

Automotive 

The automotive industry has become much less locally orientated in terms of suppliers, with 

many manufacturers choosing one supplier for a certain part, which needs to be delivered to a 

number of car plants across Europe. There is great potential to put what are often heavy 

stillaged products onto rail. Even distribution within the UK itself can lend itself to rail 

distribution. As well as parts, the finished cars also need to be transported, and rail is used for 
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this on the continent on a large scale. While there are no local car manufacturers in North East 

Scotland, there is still opportunity to transport finished cars into North East Scotland by rail.  

Example: Freightliner has started running a new automotive service of imported cars runs from 

Avonmouth to Mossend in Scotland using covered wagons. 

Agricultural and Forest Products 

Due to its heavy and bulky nature agricultural produce such as grain, animal feed, fertiliser and 

timber are suitable for rail distribution.  

The fact that forest products tend to be stored for periods of time, and so does not require a 

‘just-in-time’ service, also makes it a good rail product. However, recent reductions in timber 

prices means that long hauls are not economic – and local processing is favoured.   

The end products of paper and paper pulp also are bulky in nature and lend themselves to rail 

movement. 

Example: The Kronospan chipboard factory at Chirk in North Wales takes timber from Scotland 

via Mossend to Warrington on the “timberliner” train. There have been several trials with the 

use of a Freight Multiple Unit which has the attraction of being lightweight and potentially 

suitable for less than conventional train load quantities of produce. Following its original trial 

with containers the more recent trial has been for the timber industry moving round logs.  

Pipes / Steel 

These very heavy products are ideal for rail distribution, as high volumes can be transported at 

once, which is often needed where steel or pipes in particular is needed for the construction 

industry. Whereas road transport would be subject to weight restrictions which would of course 

increase the number of individual movements required, rail could deliver an entire order with 

one trainload.  

Example: EWS run steel pipes originating from Teesside to the Inverness area for the North 

Sea oil trade and there are regular Corus pipes between Hartlepool and Laurencekirk.   

General Cargo and Oilfield Development Traffic  

This traffic demands short lead time response, rapid transit and variable destination. For this to 

be attracted to rail, (apart from price of course) there needs to be regular trains running to and 

from Aberdeen to mesh in with network services at, for example, Mossend / Coatbridge / 

Grangemouth, to then serve many destinations in the UK the next day. 
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Table A.1 - Goods lifted to and from Scotland by origin & destination - Million Tonnes 

England 

Origin / 
Destination 

North 
East 

North 
West 

Yorks & 
Humber 

East 
Mid 

West 
Mid 

East London 
South 
East 

South 
West 

Wales Scotland All 

             

2 5 2 1 1 1 0 1 0 0 152 164 
Outbound 

1% 3% 1% 1% 1% 1% 0% 1% 0% 0% 93% 100% 

             

3 6 3 1 1 1 0 1 0 0 152 169 
Inbound 

2% 4% 2% 1% 1% 1% 0% 1% 0% 0% 90% 100% 

source: Department for Transport - Road freight statistics 2005 

 

Table A.2 - Goods lifted to and from Scotland by origin & destination - Million Tonne Kilometres 

England 

Origin / 
Destination 

North 
East 

North 
West 

Yorks & 
Humber 

East 
Mid 

West 
Mid 

East London 
South 
East 

South 
West 

Wales Scotland All 

             

481 1307 764 442 290 364 213 400 93 142 8353 12868 
Outbound 

4% 10% 6% 3% 2% 3% 2% 3% 1% 1% 65% 100% 

             

800 1773 1340 552 424 554 148 365 230 231 8353 14780 
Inbound 

5% 12% 9% 4% 3% 4% 1% 2% 2% 2% 57% 100% 

source: Department for Transport - Road freight statistics 2005 
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Demand Analysis, Terminals, and Trains 
Table B.1 – Existing Traffic 
Table B.2 – Existing + High Probability 
Table B.3 – Existing + High Probability + Medium Probability 
Table B.4 – Existing + High Probability + Medium Probability + Low Probability 
 
Freight Path and Terminal Capacities 
Figure B.1 - Train Paths and Terminals - Existing Scenario 
Figure B.2 - Train Paths and Terminals – Existing + High Probability Scenario 
Figure B.3 - Train Paths and Terminals – Existing + High + Medium Probability Scenario 
Figure B.4 - Train Paths and Terminals – Existing + High + Medium + Low Probability Scenario 
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Table B.1 – Existing Traffic 
Train Paths and Possible Terminals Traffic Rolling Stock Inbound – Into Aberdeen Outbound – Ex Aberdeen 

Amount M T W Th F S Su 

EWS/DHL Parcels Parcel Wagons 4 wagons daily  
9,000 tonnes pa Bulk  

Empty 1 train per day AS AS AS AS AS   

Lafarge Cement - 
Oxwellmains 

Cement Wagons 40,000 tonnes pa Bulk Empty 2 trains per week CU  CU     

Pipe Wagons Varies Empty EWS Enterprise - 
Mossend Mineral Wagons Empty Existing Omya Calcium Carbonate 

45,000 tonnes pa Bulk 

5 trains per week   R R R R R  

GBRF Mud Oil - 
Harwich 

Mud Oil Wagons 20,000 tonnes pa Bulk 
Aberdeen Harbour - Export 

Empty 1 train per week WQ       

DRS Inter-modal - 
Grangemouth 

Containers  ASDA / WH Malcolm / Craibs 
7,280 containers pa 

 Daily train CD CD CD CD CD CD CD 

 
Local Transfer – 
Waterloo Quay – 
Raiths  

Mineral Wagons Empty  Omya Calcium Carbonate 
45,000 tonnes pa Bulk 
Aberdeen Harbour - Import 

Local 1 train per day  R-
WQ 

R-
WQ 

R-
WQ 

R-
WQ 

R-
WQ 

 

 
 Totals – South of  

Aberdeen 
4 3 4 3 3 2 1 

 
Existing Traffic =       
 
AS Aberdeen Station 
CD Craiginches Down 
CU Craiginches Up 
R Raiths Farm 
WQ Waterloo Quay 
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Table B.2 – Existing + High Probability 
Train Paths and Possible Terminals Traffic Rolling Stock Inbound - Into Aberdeen Outbound – Ex Aberdeen 

Amount M T W Th F S Su 

Lafarge Cement – 
Oxwellmains 

Cement Wagons 40,000 tonnes pa Bulk Empty 2 trains per week CU  CU     

Pipe Wagons Varies Empty 

Mineral Wagons Empty Existing Omya Calcium Carbonate 
45,000 tonnes pa Bulk 

EWS Enterprise – 
Mossend 

Mineral Wagons Empty New Omya Calcium Carbonate 
Bulk 45,000 tonnes pa Bulk 

5 trains per week   R R R R R  

GBRF Mud Oil – 
Harwich 

Mud Oil Wagons 20,000 tonnes pa Bulk 
Aberdeen Harbour - Export 

Empty 1 train per week WQ       

DRS Inter-modal – 
Grangemouth 

Containers  ASDA / WH Malcolm / Craibs 
7,280 containers pa 

 Daily train CD CD CD CD CD CD CD 

Curtain-siders  Paper Products 
4,200 curtain-siders pa 

Inter-modal -  
Paper / Food and Drink 
Distribution Curtain-siders 

 
Drinks  
1,900 curtain-siders pa 

Manufactured Food Export 
280 curtain-siders pa 

5 trains per week R R R R R   

Containers Import/Export Containers 
1,000 containers pa 

Import/Export Containers 
1,000 containers pa 

Deep Sea Boxes – 
import/export, typically 
via English Ports 
 

Containers  Export Machinery 
20 containers pa 

1 train per week      CU   

 
Mineral Wagons Empty  Existing Omya Calcium Carbonate 

Bulk 45,000 tonnes pa Bulk 
Aberdeen Harbour - Import 

Local Transfer – 
Waterloo Quay – Raiths 

Mineral Wagons Empty New Omya Calcium Carbonate 
Bulk 45,000 tonnes pa Bulk 
Aberdeen Harbour - Import 

Local 1 train per day  R-
WQ 

R-
WQ 

R-
WQ 

R-
WQ 

R-
WQ 

 

 
 Totals – South of 

Aberdeen 
4 3 4 3 4 2 1 

 
Existing Traffic =     
 
High Probability Traffic =    
 
CD Craiginches Down 
CU Craiginches Up 
R Raiths Farm 
WQ Waterloo Quay 
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Table B.3 – Existing + High Probability + Medium Probability 
Train Paths and Possible Terminals Traffic Rolling Stock Inbound - Into Aberdeen Outbound – Ex Aberdeen 

Amount M T W Th F S Su 

Lafarge Cement – 
Oxwellmains 

Cement Wagons 40,000 tonnes pa Bulk Empty 2 trains per week CU  CU     

Pipe Wagons Varies Empty 

Mineral Wagons Empty Existing Omya Calcium Carbonate 
45,000 tonnes pa Bulk 

EWS Enterprise – 
Mossend 

Mineral Wagons Empty New Omya Calcium Carbonate 
45,000 tonnes pa Bulk 

5 trains per week   R R R R R  

GBRF Mud Oil – 
Harwich 

Mud Oil Wagons 20,000 tonnes pa Bulk 
Aberdeen Harbour - Export 

Empty 1 train per week WQ       

DRS Inter-modal – 
Grangemouth 

Containers  ASDA / WH Malcolm / Craibs 
7,280 containers pa 

 Daily train CD CD CD CD CD CD CD 

Curtain-siders  Paper products 
4,200 curtain-siders pa 

Curtain-siders Drinks  
1,900 curtain-siders pa 

Manufactured food export 
280 curtain-siders pa 

Curtain-siders Non-Food Retail 
1,500 curtain-siders pa 

Manufactured food export 
500 curtain-siders pa 

Containers / 
Curtain-siders 

Salmon Feed 
35,000 tonnes pa Bulk 
1,400 containers pa  
Aberdeen Harbour - Export 

 

Inter-modal - 
Central Belt Hub 

Containers Manufacturing Materials  
650 tonnes pa Bulk 
26 containers pa  

 

5 trains per week R R R R R   

Containers Import/Export Containers 
1,000 containers pa 

Import/Export Containers 
1,000 containers pa 

Containers  Export Machinery 
20 containers pa 

Containers Import/Export 
2,600 containers pa 

Import/Export 
2,600 containers pa 
Includes 300 containers of frozen 
pelagic fish for European / Asian 
export, originally landed at 
Peterhead / Fraserburgh / 
Aberdeen Harbours prior to 
processing 

Deep Sea Boxes – 
import/export, typically 
via English Ports 
 

Containers   Offshore Equipment for Export 
10,000 tonnes pa Bulk 
400 containers pa 

4 trains per week   CU/
CD 

CU/
CD 

CU/
CD 

CU/
CD 

  

Fridge Boxes ASDA  
3,600 fridge boxes pa 

Chilled/Frozen Food  
2,700 fridge boxes pa 
Includes some fish produce landed 
at Peterhead / Fraserburgh / 
Aberdeen Harbours prior to 
processing. 

Inter-modal - 
Grangemouth 
 

Curtain-siders ASDA 
3,400 curtain-siders pa 

Manufactured food export 
75 curtain-siders pa 

Daily train X X X X X X X 
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Table B.3 – Existing + High Probability + Medium Probability (continued)  
Train Paths Traffic Rolling Stock Inbound – Into Aberdeen Outbound – Ex Aberdeen 

Amount M T W Th F S Su 

North West England Curtain-siders Fertiliser 
25,000 tonnes pa 
1,000 curtain-siders pa 

Recyclates 
25,000 tonnes pa Bulk 
1,000 curtain-siders pa 

1 train per week  X      

Recyclates – Glasgow / 
North West England / 
Wales 

Open Top Boxes Inbound empty Recyclates 
36,720 tonnes pa Bulk 

2 trains per week R   X    

 
Mineral Wagons Empty  Existing Omya Calcium Carbonate 

45,000 tonnes pa Bulk 
Aberdeen Harbour – Import 

Local Transfer – 
Waterloo Quay – Raiths 

Mineral Wagons Empty  New Omya Calcium Carbonate 
45,000 tonnes pa Bulk 
Aberdeen Harbour – Import 

Local 1 train per day  R-
WQ 

R-
WQ 

R-
WQ 

R-
WQ 

R-
WQ 

 

Local Transfer -  
Scrap Metal –  
Elgin – Waterloo Quay 

Open Top Boxes Scrap Metal  
28,000 tonnes pa Bulk 
Aberdeen Harbour - Export 

Outbound empty Local 1 train per 
week 
Elgin – Waterloo 
Quay 

  X     

Pulp Tanks Empty Pulp 
120,000 tonnes pa Bulk 
Aberdeen Harbour – Import 

Local Transfer –  
International Paper – 
Waterloo Quay to Port 
Elphinstone Chalk Tanks Empty Chalk 

55,000 tonnes pa Bulk 
Aberdeen Harbour - Import 

Local 1 train per day  
Waterloo Quay- Port 
Elphinstone 

X X X X X   

 
 Totals – South of 

Aberdeen 
6 6 6 6 5 3 2 

 
Existing Traffic =     
 
High Probability Traffic =    
 
Medium Probability Traffic =   
 
CD Craiginches Down 
CU Craiginches Up 
R Raiths Farm 
WQ Waterloo Quay 
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Table B.4 – Existing + High Probability + Medium Probability + Low Probability  
Train Paths Traffic Rolling Stock Inbound - Into Aberdeen Outbound – Ex Aberdeen 

Amount M T W Th F S Su 

Lafarge Cement – 
Oxwellmains 

Cement Wagons 40,000 tonnes pa Bulk Empty 2 trains per week CU  CU     

Pipe Wagons Varies Empty 

Mineral Wagons Empty Existing OMYA Calcium 
Carbonate 
45,000 tonnes pa Bulk 

EWS Enterprise – 
Mossend 

Mineral Wagons Empty New OMYA Calcium Carbonate 
45,000 tonnes pa Bulk 

5 trains per week   R R R R R  

GBRF Mud Oil – 
Harwich 

Mud Oil Wagons 20,000 tonnes pa Bulk 
Aberdeen Harbour - Export 

Empty 1 train per week WQ       

DRS Inter-modal – 
Grangemouth 

Containers  ASDA / WH Malcolm / Craibs 
7,280 containers pa 

 Daily train CD CD CD CD CD CD CD 

Curtain-siders  Paper products 
4,200 curtain-siders pa 

Curtain-siders Drinks  
1,900 curtain-siders pa 

Manufactured food export 
280 curtain-siders pa 

Curtain-siders Non-Food Retail 
1,500 curtain-siders pa 

Manufactured food export 
500 curtain-siders pa 

Containers / Curtain-
siders 

Salmon Feed 
35,000 tonnes pa Bulk 
1,400 containers pa 

 

Containers Manufacturing Materials 
650 tonnes pa Bulk 
26 containers pa 

 

Inter-modal - 
Central Belt Hub 

Containers Manufacturing Materials 
780 containers pa 

 

6 trains per week R R R R R R  

Containers Import/Export Containers 
1,000 containers pa 

Import/Export Containers 
1,000 containers pa 

Containers  Export Machinery 
20 containers pa 

Containers Import/Export 
2,600 containers pa 

Import/Export 
2,600 containers pa 
Includes 300 containers of frozen 
pelagic fish for export to Europe 
/Asia, originally landed at 
Peterhead / Fraserburgh / 
Aberdeen Harbours prior to 
processing 

Deep Sea Boxes – 
typically via English 
Ports  

Containers   Offshore Equipment for Export 
10,000 tonnes pa Bulk 
400 containers pa 

4 trains per week   CU/
CD 

CU/
CD 

CU/
CD 

CU/
CD 
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Table B.4 – Existing + High Probability + Medium Probability + Low Probability (Continued) 
Train Paths Traffic Rolling Stock Inbound - Into Aberdeen Outbound – Ex Aberdeen 

Amount M T W Th F S Su 

Fridge Boxes ASDA  
3,600 fridge boxes pa 

Chilled/Frozen Food  
2,700 fridge boxes pa 
Includes some fish produce landed 
at Peterhead / Fraserburgh / 
Aberdeen Harbours prior to 
processing. 

Fridge Boxes  Chilled/Frozen Food  
800 fridge boxes pa 

Inter-modal - 
Grangemouth 

Curtain-siders ASDA 
3,400 curtain-siders pa 

Manufactured food export 
75 curtain-siders pa 

Daily train X X X X X X X 

Curtain-siders Animal Feed 
25,000 tonnes pa Bulk 
1,000 curtain-siders pa 

Recyclates 
25,000 tonnes pa Bulk 
1,000 curtain-siders pa 

North West England 

Curtain-siders  Fridges for de-gassing 
183 curtain-siders pa 

1 train per week  X      

Recylates – Glasgow / 
North West England / 
Wales 

Open Top Boxes Inbound empty Recyclates 
36,720 tonnes pa Bulk 

2 trains per week R   X    

Curtain-siders 
 

Non-Food 
500 curtain-siders pa 

Baled Recyclates 
150 curtain-siders pa 

Inter-modal 

Curtain-siders Military Non Ordnance 
2,000 curtain-siders pa 

Manufactured food / drink export 
1,000 curtain-siders pa 

3 trains per week   X X X   

Animal Feed  Feed Boxes Animal Feed 
50,000 tonnes pa Bulk 

Empty 2 trains per week X    X   

 
Mineral Wagons Empty  Existing Omya Calcium Carbonate 

45,000 tonnes pa Bulk 
Aberdeen Harbour - Import 

Local Transfer – 
Waterloo Quay – Guild 
Street 

Mineral Wagons Empty  New Omya Calcium Carbonate 
45,000 tonnes pa Bulk 
Aberdeen Harbour - Import 

Local 1 train per day  R-
WQ 

R-
WQ 

R-
WQ 

R-
WQ 

R-
WQ 

 

Local Transfer -  
Scrap Metal –  
Elgin – Waterloo Quay 

Open Top Boxes 28,000 tonnes pa Bulk 
 

Outbound empty Local 1 train per 
week 
Elgin – Waterloo 
Quay 

  X     

Pulp Tanks Empty 120,000 tonnes pa Bulk 
Aberdeen Harbour – Import 

Local Transfer - 
International Paper – 
Waterloo Quay to Port 
Elphinstone 

Chalk Tanks Empty 55,000 tonnes pa Bulk 
Aberdeen Harbour - Import 

Local 1 train per day  
Waterloo Quay- Port 
Elphinstone 

X X X X x   

 
 Totals – South of 

Aberdeen 
7 6 7 7 7 4 2 

 
Key – See Over 
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Key 
 
Existing Traffic =     
 
High Probability Traffic =    
 
Medium Probability Traffic =   
 
Low Probability Traffic=    
 
CD Craiginches Down 
CU Craiginches Up 
R Raiths Farm 
WQ Waterloo Quay 
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Figure B.1 - Train Paths and Terminals - Existing Scenario 

  
 
 
 
 
 

Craiginches Up 
and Down 

(3 trains per day) 
Aberdeen Station 

Kittybrewster 
Junction 

Waterloo 
Quay 

Waterloo Quay 
(1 train per day) 

Raiths Farm 
(3 trains per day) 

Port 
Elphinstone 

Elgin 

1 path per hour 1 path every 4 hours 1 path per hour 

Key: 
EWS Parcels  
Freightliner Cement 
EWS Enterprise / Omya 
DRS ASDA 
 
Terminal / Path within capacity 
Terminal / Path beyond capacity 
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Figure B.2 - Train Paths and Terminals – Existing + High Probability Scenario 

 
 

Craiginches Up 
and Down  

(3 trains per day) Aberdeen Station 
Kittybrewster 

Junction 

Waterloo Quay 
(1 train per day) 

Raiths Farm 
(3 trains per day) Port 

Elphinstone 
Elgin 

1 path per hour 1 path every 4 hours 1 path per hour 

Key: 
Freightliner Cement 
EWS Enterprise / Omya 
DRS ASDA 
Inter-Modal (Paper/Drinks/Food) 
 
Terminal / Path within capacity 
Terminal / Path beyond capacity 
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Figure B.3 - Train Paths and Terminals – Existing + High + Medium Probability Scenario 

 

Craiginches Up 
and Down  

(3 trains per day) Aberdeen Station 
Kittybrewster 

Junction 

Waterloo Quay 
(1 train per day) 

Raiths Farm 
(3 trains per day) Port 

Elphinstone 
Elgin 

1 path per hour 1 path every 4 hours 1 path per hour 

Key: 
Freightliner Cement 
EWS Enterprise / Omya 
DRS ASDA 
Inter-Modal (Paper/Drinks/Food) 
Import/Export Containers 
Inter-Modal (Fridge Boxes) 
Elgin-Waterloo Quay Scrap Metal 
Waterloo Quay – Port Elphinstone 
 
Terminal / Path within capacity 
Terminal / Path beyond capacity 
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Figure B.4 - Train Paths and Terminals – Existing + High + Medium + Low Probability Scenario 

Craiginches Up 
and Down  

(3 trains per day) 
Aberdeen Station 

Kittybrewster 
Junction 

Waterloo Quay 
(1 train per day) 

Raiths Farm 
(3 trains per day) Port 

Elphinstone 
Elgin 

1 path per hour 1 path every 4 hours 1 path per hour 

Key: 
Freightliner Cement 
EWS Enterprise / Omya 
DRS ASDA 
Inter-Modal (Paper/Drinks/Food) 
Import/Export Containers 
Inter-Modal (Fridge Boxes) 
Elgin-Waterloo Quay Scrap Metal 
Waterloo Quay – Port Elphinstone 
Inter-Modal (Military/Recyclates/Food) 
 
Terminal / Path within capacity 
Terminal / Path beyond capacity 



 

 
 

Appendix C – European Best Practice 
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Introduction 

This appendix provides an overview of a number of options derived from examples of Best 

Practice in rail freight operations throughout the UK and Europe. These are divided into 

Demand and Marketing, Operational, and Terminals activities. 

Demand and Marketing  

Marketing Rail Services - HUPAC 

HUPAC of Switzerland is an excellent ‘Best Practice’ example of where an intermediary has 

developed a successful freight operation which is continuing to grow by attracting inter-modal 

traffic.  The Swiss company contract with the freight operating companies for traction and also 

to manage the terminals, provide wagons and load trains.  Their shareholding is comprised 

predominantly of road hauliers at 72%; who thus have an incentive to use rail in which they also 

share the profits.  The company has 94 shareholders, 72% are road hauliers and 28% railway 

companies. They grew their traffic by 15.9% in 2005, to record 519,160 consignments shifted. 

These consignments would otherwise have gone by road.   

Their growth was hampered by a lack of terminal capacity in northern Italy so they opened a 

new depot in September 2005, with 12 lines under cranes and 7 lines for shunting. This has 

resulted in a growth of 17.5% in the first sixth months of 2006, compared to the same period in 

2005,and no less than 33.4% compared to 2004.  They own or lease 4,019 wagons.  Their 

main flows are Germany to Italy, plus increasingly Rotterdam / Antwerp / Amsterdam / 

Zeebrugge to Italy and Eastern Europe.  

HUPAC is a successful, profitable company. This allows it to invest in its infrastructure, open 

new depots, increase its wagon fleet (500 more in 2005) and invest in technology to continually 

update its computer systems. This gives it the ability to attract more business and reduce costs. 

They offer a “one stop shop” from door to door. Their reliability and tracking systems give 

confidence to their customers. The road haulage shareholders have a vested interest in 

generating traffic for them, and do not see any conflict of interest or competition in using rail for 

the trunk haul on trains that carry their competitor’s traffic a well. They handle containers /swap 

bodies, semi trailers, and complete lorries. The use of putting trailers and trucks on trains is 

constantly diminishing as it does not make economic sense and instead the use of swap bodies 

(i.e. containers adapted for inland use and so not restricted to ISO norms) is growing by 17% 

per annum across Europe. Deep sea container traffic globally is increasing by about 15% per 

annum too. These are the traffics of the future.  

Their Managing Director, Herr Berhard Kunz says “The modal shift is happening”.  Their 

success has grown from their “shuttle trains”. These fixed formation trains shuttle between set 

centres, with no intermediate shunting or delays. This gives excellent utilisation of the train, 

timetabled fast services that are attracting customers, with high reliability, and economic 

benefits. There are similar organisations in Germany (Komiverkehr) Italy (Cemat) Austria 

(Okombi) Poland, Czech Republic, Benelux, etc.  There are currently no equivalent 

organisations in the UK. 

 

 

 

 

 

Appendix C – European Best 

Practice 
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Marketing Rail Services – European Bulls 
European Bulls is an open access consortium led by Austrian member LTE. The rail freight 
alliance offers high quality, market orientated rail services. The product offer currently covers 
Austria, Germany, Italy, Spain and the Czech Republic but is expected to grow.  
 

Message for North East Scotland: 

Road Hauliers and logistics companies are making a success of marketing and running trains in 

Europe, using their logistics expertise.  They know their customers need good reliability and 

offer a door to door service for goods.  Collaboration, modern and efficient terminals, as well as 

investment in rolling stock are key elements of their success. 

Sweden Privatised Railway - 30% Market Share by Rail 

Rail freight in Sweden has almost a 30% market share compared to about 11% in the UK. This 

impressive market share exists despite 60 tonnes lorries (44 tonnes in Scotland) being allowed 

to run on the nation’s roads.  Sweden was one of the first countries to embrace the new EU rail 

directives, seek to promote competition and establish a privatised rail network. Although the 

previous state monopoly company (Green Cargo) still has around 70% of the freight traffic there 

are other successful businesses.  Interestingly even the equivalent of our Highways Agency 

runs its own trains to distribute road salt across the country.  

There are several similarities between Sweden and Scotland including geography with both 
countries feeling they are on the extremities of Europe, mountainous and forested regions and 
the northern part of the each country is sparsely populated with most living towards the south. 
Sweden’s population is 9 million, with 22 people/square km and 85% live in the southern half. 
Meanwhile Scotland has 5 million, with 64 people/square km and 70% live in the central 
lowlands.  In theory if Sweden can make a success of its railway which it does, both passenger 
and freight, then so could Scotland with three times the population density. 

Message for North East Scotland: 
Sweden is on the extremity of Europe but has a successful rail freight business with an inland 
transport market share of almost 30%. The country has positive, forward thinking ideas in 
wanting to promote competition, and was probably the first to make its rail network truly “open 
access”.   

Ikea and Green Cargo, Sweden 
Sweden is very active on sustainable transport and is actively looking for ways to move away 
from oil based transport. Sweden is researching a range of fuels including biofuel, ethanol and 
hydrogen based solutions. In the UK the Rail Freight Group say that rail freight is 8 times 
cleaner than road transport. The green lobby is getting stronger and many company board 
rooms are prepared to listen to green ideas, the most recent high profile announcements on 
“green initiatives” have been from Richard Branson concerning Virgin rail and air operations.  
 
The CEO of Ikea is very environmentally friendly and wanted to transport a sizeable proportion 
of the company goods by sustainable modes. Ikea Rail was formed and managers spent two or 
three years trying to get their own international train services established. They were ahead of 
their time and found it difficult breaking through barriers to entry particularly at international 
borders. These barriers include both structural and operational issues and are being addressed 
but require discussion and cooperation.  Green Cargo is the main Swedish Freight Operating 
Company and has been in collaboration with operators in four other countries and has 
established a website where business/shippers/freight forwarders can find out what levels of 
exhaust emissions a freight movement between two fixed points in Europe will make. It can be 
found on  www.ecotransit.org/greencargo . 

Vossloh/ General Motors – Engine technology 
The move to make cleaner engines is not just in the preserve of road vehicle manufacturers 
with the move to Euro 4 and Euro 5 engines.  Vossloh, the European diesel locomotive 
manufacturer, has developed a new exhaust particle filter which is reported to remove 99% of 
particulates with no drop in engine power. Also General Motors/EMD, the manufacturer of the 
very successful Class 66 diesel that has type approval to run in numerous European countries 
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ranging from Norway to Romania, has introduced a low emission variant that Freightliner and 
GB Rail Freight are now operating. 
 

Message for North East Scotland: 
Sweden has positive, forward thinking ideas in wanting to promote sustainable transport and 
move away from oil based transport. Green Cargo is working to promote the benefits of rail 
transport on the environment.  New and available technologies continue to improve 
environmental aspects of rail freight operation.  Organisations can work to reduce the impact 
freight movements have on the environment.  

Open Access and Customer Focused Competition 

Joint Venture - Rail4Chem  
German chemical manufacturer (BASF) decided it wanted to have control over its rail transport 
in the supply chain. Rail4Chem was subsequently developed, which is a joint venture set up 
between BASF, Bertschi, Hoyer and VTG to provide a reliable alternative to DB Railion, the 
German operator. Rail4Chem has been trading for five years and during that time has 
expanded operations into 11 countries and with just 150 employees they moved 3.6 billion 
tonne/km in 2005. This independent private company now offers services to other companies in 
other non-chemical sectors.  For example it has recently started an automotive block train 
between Belgium and Warsaw. The company now runs 300 trains a week in mainland Europe.  

Private Freight Train Operator - Euro Cargo Rail (EWS) 

In June 2005 France operated their first “open access” freight train.  This will provide choice 

and competition to SNCF Fret in the future. EWS is the first British Freight Operating Company 

to gain a licence to run trains in France and Germany. EWS Holdings Ltd (Euro Cargo Rail) 

started running its first contracted rail freight service in mainland Europe in May 2006. This 

service in northern France is for the movement of aggregates that were previously moved by 

road.  They have recently obtained a grain contract as well.  

In the UK, partly as a result of competition, EWS has launched 4 customer focused sectors.  

There are now 8 rail freight companies with licences to operate freight trains including EWS, 

Freightliner, GB Rail freight, DRS, Cotswold Rail, FM Rail and Fastline (a subsidiary of Jarvis 

Rail) and AMEC. 

Message for North East Scotland:  
Shippers want reliable, responsive logistics providers that offer cost effective services. The 
privatised railway has introduced a level of competition which is encouraging the Freight 
Operating Companies to be very customer focused. But in general they are risk averse and 
need contracted volumes before they will run a train.  

Collaboration Between Interested Parties (Port Of Antwerp)  
The Port of Antwerp has sponsored 6 new container services to Germany, France and Austria 
and 4 extended services. Antwerp Inter-modal Solutions (AIS) is a joint project between the port 
authority and the cargo handling companies PSA HNN and P&O ports with support from 
infrastructure manager Infrabel. The project has brought all the parties round a table to survey 
demand and concentrate volumes along rail corridors. Most services are open access trains. 
 

Message for North East Scotland:  
This is one example of collaboration between parties in order to provide an improved rail freight 
service, but also overcoming freight transport issues related to the Port of Antwerp. 

 

Terminals 

Roadways Container Logistics 

Roadways Container Logistics are the biggest container company in UK and the biggest 

operator of terminals. They have 9 bases, own 275 lorries (with up to 600 regular sub 

contractors), 1200 trailers and run one railhead at Manchester. Their service standard 

requirements are to deliver within 15 minutes of stated time, a rapid response, stock control, 

flexibility and reliability. Their constraints are lack of lead time, port congestion, road 

congestion, accidents, security and the WTD.  Location is important and the site must be near 
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key centres. Most of their customers are not near ports, being in the West Midlands, North 

West and Glasgow. They have opened a big new terminal by the A5 near Tamworth called 

BIFT (Birmingham Inter-modal Freight Terminal) with a capacity of up to 8 trains a day in and 

out. Roadways use a “hub and spoke” distribution system because they can use the cheapest 

and most environmentally friendly mode for the long haul (rail) and the most flexible for the 

“time sensitive” local haul (road). By doing this it makes the overall service more flexible and 

robust. 

Message for North East Scotland: 

Logistics companies can use a mix of trains and lorries to optimise a service whilst maintaining 

flexibility and robustness in the supply chain. The use of strategic regional terminals can assist 

with a smooth supply chain. 

Cost Effective Terminals (Sharpness)   

Victa Rail Freight has demonstrated how to get connected to the rail network cost effectively, 

helping to make rail freight easier.  They started small and practical, assessing potential volume 

and commodities, using lorry mounted cranes to tranship containers on a small scale rather 

than investing in expensive handling equipment. Swap bodies match with a 13.6 metre road 

trailer. The Sharpness example demonstrates where a disused rail line to the port is being 

brought back into use for the export of scrap metal after many years of dereliction at a very 

modest cost of £60,000.  This followed from discussions at a Gloucestershire Freight Quality 

Partnership meeting. It is planned to send 2 trains a week over a relatively short distance, 80 

miles from the Midlands. 75% Funding has come from the Local Authority Highways budget 

and 25% from the port. 

Cost Effective Terminals (Guardian Glass)  

A disused siding with a mainline connection was brought back into use and extended to provide 

a multi-modal solution to a new glass factory near Goole. This development received £1 million 

of Regional Development Agency funding and has secured at least five years of sand deliveries 

by rail from Kings Lynn.  

Message for North East Scotland:  
New/expanded existing terminals do not have to be massively costly developments that 
effectively do not offer viable rates of return. The use of second hand track and other cost 
saving measures in line with the likely level of business is suggested. 

Operational 

Operational Best Practice – EWS and Freightliner 

Rail freight efficiencies in terms of longer and heavier trains, modern high capacity rolling stock 

and flexible staff prepared to do more than just drive a train are giving the industry efficiency 

gains.  This better productivity is leading to more efficient services that can be priced more 

competitively. EWS has invested over £500m in 250 new locomotives, up to 2,500 new wagons 

and new information technology.  Freightliner have introduced new working practices and 

flexible shift patterns that lead to driver efficiencies. 

Message for North East Scotland:   
Operational best practice, new rolling stock, new working practices and technical improvements 
all are leading to industry efficiency gains.   

 

Ease of obtaining train paths that suit customer requirements - Freight Freeways 

In Europe "Freight Freeways" are currently being created.  The 2500 kms from The 

Netherlands to Italy will be covered at 50-60 km/h when the freeway becomes operative, 

compared to 30-40 km/h now. The ambition is to make freeways into "one stop shops", where 

one can purchase a single timetable slot from A to B even if the points are in different countries. 

The one stop shop also means that documents only have to be shown once and paperwork is 

minimized. Freeways are expected to be the end of inspections at borders; the one stop shop 

will sell track access as a commodity, which the buyer may use freely, regardless of the type of 

goods transported.  
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The job of the one stop shops:  

� Market capacity for freight trains on international routes, partly via Internet.  

� To react quickly to queries from rail companies who want to use the freeway, especially by 

furnishing information on: 

- Prices for the use of infrastructure in all countries concerned,  

- Additional services available,  

- The current status of the trains, and  

- Technical information on the rail lines and other facilities to be used.  

� To close agreements on use of infrastructure in the name of the infrastructure operator and 

to charge the user.  

Message for North East Scotland:   
Operational best practice can be achieved by getting through train paths and helping to remove 
barriers to using rail freight.  One Stop shops are likely to be the future of logistics 

Rolling Stock Solutions - VTG UK LTD 

VTG market a wide range of wagon solutions from chemical tankers to flats to bespoke waste 

containers.  Recycling waste is a growing area of concern in Western Europe and landfill is not 

acceptable any more.  Switzerland, Germany and Austria are far in advance of the UK in 

recycling waste. To complete the environmental benefit of this, they use rail for the transfer 

from industrial and domestic premises to the reprocessing plants, and the incineration / energy 

from waste plants.  

To reach the greatest number of locations, the “ACTS” system is used. In the UK this is 

marketed by VTG UK Ltd., of Worcester and Inter-modal Logistics Ltd. This system uses flat rail 

wagons that have turntables on them, that fit the various types of containers that are used for 

the various types of waste. All local authorities, and most private waste companies, use the 

“Roll-on-off” system of containers that have rollers on one end. They are hooked onto the 

lorries, or dropped onto the ground, using specially adapted lorries that are equipped with large 

hydraulic hooks, and ramps to hold the containers. The same equipment loads them onto or off 

the rail wagons in sidings anywhere, and at the recycling plants, or puts them onto the ground 

for loading at recycling centres. This thus requires no adaptation by the councils or the 

recycling industry to use rail. The container types include one with on-board compactors, to be 

used for door-to-door collections of “wheelie bins”. There are just seven wagons of this type in 

the UK which are old and not in good condition.  

One was recently brought to Aberdeen and demonstrated in Guild Street yard by NESRFDG, 

with the kind assistance of Shanks who provided the lorry, on the 29th of September 2005. This 

equipment could be used for recyclates in particular, as there are no reprocessing plants in 

North East Scotland.  As the recyclates are not time sensitive, it is normal on the Continent to 

see full trains of these containers. However, individual wagons are also seen in mixed freight 

trains, where remote areas are served.  

As yet no FOC is taking up the challenge of the waste and recyclates traffic on offer in the 

North East.  It would need the determination of a group of local authorities to make this happen. 

They would need to commit to using rail, and with the combined volumes therefore available, a 

rail service would then be viable. This traffic could attract grant assistance for the acquisition of 

the necessary wagons, containers and possibly handling equipment, as it is taking lorries off 

sensitive roads, and would be of environmental advantage.  

Message for North East Scotland: 

There are various types of rolling stock available to cater for a wide range of emerging traffic 

including waste. 
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Reliable Inter-modal Services 

In April 2004 DRS in conjunction with the Malcolm Group, Craibs and Asda started a daily inter-

modal service moving ambient grocery, general merchandise and clothing by rail from 

Grangemouth to Aberdeen. This service runs to a timetable with excellent punctuality running at 

94% on time which is better than many passenger trains. The logistics company, Craibs 

handles the containers and delivers the goods around Aberdeen. Slow moving ambient food 

lines, clothing and general merchandise for the Scottish stores come up from the Midlands 

each night on a Daventry to Grangemouth train. Asda are not averse to using rail more in the 

future if the logistics offering is right. 

DRS launched a daily inter-modal service in November 2004 between Grangemouth and 

Elderslie near Paisley. This train is significant in that it is over a journey of just 41 miles each 

way, a distance not usually economic for rail. But such is the reliability of rail compared to the 

unreliability of journey times on the road system Glasgow that the service has proved 

successful. 

Deep-sea inter-modal shipper, Kuehne & Nagel, have claimed that box movements by rail is 

now more reliable than road (rail freight 95% reliability, road 80/85%). (Kuehne & Nagel, 2005) 

Message for North East Scotland:  
Business pressures to provide timely and efficient delivery of goods will continue to increase in 
the foreseeable future. Logistics companies working in conjunction with rail Freight Operating 
Companies are now offering reliable, punctual and even daily freight services.  In some cases 
these operate 7 days a week. 

Gauge Enhancement (Felixstowe to WCML Destinations)  

Hutchinson Ports is a major international company based in Hong Kong with 39 ports in 19 

countries employing 170,000 staff. Hutchinson who own Felixstowe the biggest container port 

in UK (34% of national volume, 2004) have had their plans for Felixstowe South and Bathside 

Bay container ports approved by the Government. Of the containers arriving at Felixstowe in 

2004, onward movement market share was as follows: road 65%, rail 22% and transhipment to 

other vessels 13%. The number of container trains from Felixstowe has risen significantly from 

approximately 12 a day in 2002 with just one operator, to 25 a day in 2006 with three operators. 

There has been a marked growth in trains since the gauge enhancements (to W10 gauge) at 

Ipswich Tunnel and on the West Coast Main Line were completed in 2004. This work enables 

the 9’6” boxes to reach their destinations on standard flat wagons. In 2004 310,000 units were 

handled by rail an 11% increase on the previous year and operators ran 23 trains a day (about 

7,000 units a week). Until the 2004 gauge enhancement only 4% of high cube boxes went by 

rail but 40% of standard 40’ boxes went by rail. Therefore there was a latent demand for rail. 

Hutchinson estimates that by 2010 50% of boxes will be high cube. The SRA brokered a deal 

that if planning permission was given for port development then a requirement would be made 

for the port operator to contribute to the gauge enhancement upgrade of part of the rail network 

from Felixstowe to Doncaster to cope with the additional volume.  

Message for North East Scotland:  
The completion of the gauge enhancement scheme to bring Felixstowe to the West Coast main 
line destinations turned a latent demand into new services.  Gauge enhancement can lead to 
new rail services providing the interested parties work together. 

Rail as Part of a Supply Chain (Marks & Spencer) 

In 2000 Marks & Spencer didn’t have rail as part of its supply chain. M&S had to work hard on 

the business case and a big factor was payload, able to transport 1.8m high pallets on 

conventional covered rail wagons from 5 consolidation hubs in Europe (i.e. an extra layer 

compared to road). Each pallet weighs 1.25 tonnes and a 40 pallet rail wagon runs at a total 

weight of 63 tonnes. The Track Access and Company Neutral Grants helped the case for rail.  

By 2005 M&S have greater than 30% of their global transport of beers, wines and spirits by rail 

and 60% of their European trade.  They use the Channel Tunnel. The business case suggested 

that from Narbonne to DIRFT at Daventry the cost would be 76p/case on rail and 83p by road 

but overall there is little difference in cost. Return lorry journey from France costs £1,390 and 

takes two days each way but rail takes three days each way at the moment.   
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M&S also use Russells the mainly road based logistics company for an inter-modal rail service 

from Daventry to Scotland back-loading Scottish whisky to the Midlands terminal.  

Message for North East Scotland:  
It is important to reconsider supply chain configuration in the light of changes in the rail freight 
industry. It is possible to bring back into use old terminals and use second hand conventional 
rolling stock to keep costs down. 

Technological Advances  

Rail freight efficiencies are being made by the use of innovative Information Technology and 

other intelligent solutions. EWS currently operate a live inter-modal timetable which allows 

companies to view current opportunities for rail freight transportation and to make bookings up 

until the day before a train departs. EWS is also the first rail operator in Britain to have installed 

GPS technology to monitor the movement of services.   

At any time, EWS can track and trace the real-time running of any service. In addition, systems 

can be set so that the locomotive reports its position every five minutes. Using this information, 

EWS can provide customers with accurate reporting information in order that they know with 

certainty when the train is expected at their facility. GPS reporting is available to customers to 

view online. Freightliner has introduced a call centre for its inter-modal traffic and offers web 

based information systems. 

As GPS is becoming increasingly popular within road freight rail freight companies are also 

increasing starting to consider the use of satellite technology. Container tracking devices are 

already frequently in use and many companies provide devices for asset tracking while goods 

are on trains. These devices can allow operators to not only track their goods but also 

determine their condition.  

The Exel FMU Project, which won the SRA Innovative solutions competition in 2000, allowed 

cargo to be traced in transit using GPS through the use of Isotrak command and control 

technology.  

The rail industry is now investigating the use of satellite navigation technology to improve 

Britain's rail safety. Dynamic traffic management of railways using sat-nav would improve 

efficiency and safety on the railways and could, in theory, feed back in real time the positions of 

every train and item of rolling stock on the network to an accuracy of metres, or even 

centimetres. It could also tell controllers whether trains are running to timetable, and which 

services are running. IT firm SciSys conducted the recent satellite navigation trial with a 

national rail operator in southern England. In the US and Canada the railroad industry already 

uses a rail car and locomotive tracking system that employs radio tags on every freight car and 

locomotive. 

Message for North East Scotland: Technological advances can be used to make rail freight 
more customer focused and more attractive. 



 

 
 

Appendix D – Workshop Outcomes 
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Introduction and Format 

Overview 

To ensure future facilities are appropriate for local industry, a workshop was held on Monday 

2
nd
 October where over 50 people from a variety of organisations were invited with 23 

attendees (2 people responded via E-mail.)  

The attendees and the type of business they represented are detailed below: 

Attendees

0
1
2
3
4
5
6
7
8

T
ra
d
e
 A
s
s
o
c
ia
ti
o
n

B
u
s
in
e
s
s

C
o
n
s
u
lt
a
n
c
y
/A
c
a
d

e
m
ic
 I
n
s
ti
tu
ti
o
n

In
te
rm

o
d
a
l

L
o
g
is
ti
c
s

O
p
e
ra
to
r

L
o
c
a
l 
A
u
th
o
ri
ty
/

N
a
ti
o
n
a
l

G
o
v
e
rn
m
e
n
t

P
o
rt
 A
u
th
o
ri
ty

R
a
il
 F
re
ig
h
t

O
p
e
ra
to
r

R
o
a
d
 F
re
ig
h
t

O
p
e
ra
to
r

W
a
g
o
n
 H

ir
e

Type of Business

N
o
. 
P
e
o
p
le

 

 

The workshop was held at Aberdeenshire Council’s offices in Aberdeen; Woodhill House, 

Westburn Road, Aberdeen.  

The workshop featured some major speakers talking on European Rail freight best practice and 

how that worked for them and their business. The workshop gave successful examples of how 

innovation is being applied in business. 

Agenda 

� Welcome: Martin Ford (Aberdeenshire Council)  

� Policy: Diane Campion (Transport Scotland)  

� Terminals Best Practice: Chris Taylor (AECOM) 

� Marketing/Demand: Ron Smith (North East Scotland Rail Freight Development Group) 

� Rolling Stock Solutions: Ian Shaw (VTG ) 

� European Best Practice: Geoff Clarke (Faber Maunsell) 

� Terminals : Ian Ambrose (Faber Maunsell) 
 

Speakers 

Principal Speaker - Chris Taylor, AECOM 

A review of rail systems in North America and Bulgaria including operations and terminals.  The 

presentation was designed to stimulate ideas taken from international examples that could be 

applied to North East Scotland. 

Marketing - Ron Smith, North East Scotland Rail Freight Development Group 

This Swiss operator, HUPAC, is the market leader in Combined Transport.  It is a success 

because road hauliers own it with Rail companies being contracted to do the haulage. HUPAC 
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supplies wagons, terminals, software as a one-stop-shop.  The presentation was designed to 

promote ideas by this Swiss operator’s example. 

 

Operations/Rolling Stock - Ian Shaw, VTG Rail 

Various wagon solutions were reviewed including the wagon/container system (ACTS) that is 

mostly used for waste recycling traffic on the continent.  

European Best Practice, and Terminals 

Project team members Geoff Clarke and Ian Ambrose reviewed European Best Practice 

Examples and the potential terminal sites that could serve North East Scotland in the future. 

Workshop Consultation Feedback 

Messages from Post-it Notes 

The attendees were asked to write their concerns associated with the Demand and Marketing, 

Operations and Terminals associated within North East Scotland. 

The respondents concerns were grouped into the following categories: 

� Cost; 

� Service; 

� Reliability; 

� Network; and 

� Other. 

The following graph details the volume of concerns. 

Workshop Breakout Groups' Concerns Summary - Aberdeen
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Concerns about both the network and rail service received the greatest majority.  Samples of 

concerns were as follows. 

Cost 
 

“Need 'subsidy' to get a service going” 

“Funding for track” 

“Speculative investment by industry” 

“Wagon investment” 

Service 
 

“Flexibility of swap loads and curtain siders for different loads in each direction 

“Back loading versus empty wagons or containers” 

“Beware danger of fragmentation” 

“Identify appropriate locations to meet short and long term needs” 

“Road access through town centres not good” 

“Consortia of hauliers to co-operate” 

 “Work with Aberdeen Harbour Board Connectivity” 

“Frequency of services” 

Reliability 
 

“Timing for services critical” 

“Service reliability essential” 

“Train must run every day” 

“Speed” 

“Time sensitive products” 

“Timetable guarantee” 

“Delivery & reliability” 

Network 
 

“Gauge enhancement” 

“Open access” 

“Shared access terminals” 

“Terminal in Aberdeen; scope to advance & develop” 

“Out of gauge units will go” 

“A lot of equipment will go in future” 

“Low height flats - high cubes” 

“Dedicated” 

“Line capacity restrictions” 

  

Messages from Questionnaires 

Part of the Workshop involved breakout sessions.  The three breakout sessions each focussed 

on: 

1. Demand and Marketing 

2. Operations 

3. Terminals 

Each attendee cycled through each breakout group at half hour intervals and therefore had the 

opportunity to answer all the questions and discuss each topic.  After a facilitated discussion 

within each break out group, attendees were invited to individually complete a short 

questionnaire, related to the subject of the discussion. 
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Break Out Session 1 – Demand and Marketing  

Q1.  Why don’t Hauliers/Customers Consider Using Railways For Some of Their 

Consignments? 

The graph and table below details the potential problems and the rank of importance the 

attendees placed against them.  When plotted as totals, the result clearly shows that the 

perceived, or real attractiveness of road transport as a significant competitor to the rail industry, 

is limiting the use of Rail by hauliers and customers. 

 

Why don't hauliers/customers consider using railways for some of their 

consignments?
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Why don't hauliers/customers consider using railways for some of their consignments? 

Potential problems Most important 2nd most Important 3rd Most Important 

Road haulage too attractive 7 2 8 

Load size 2 2 1 

Rail's Image 2 5 4 

Road haulage speed 0 2 1 

Aberdeen train network 0 1 0 

Cost 4 1 0 

Rail Market Access 3 3 5 

Rail limited liability 0 2 1 

Security 0 0 1 

Blank 3 4 3 

Other 4 3 1 



Faber Maunsell   North East Scotland SustAccess Freight Study  116 

 

Q2.  Would transport providers/hauliers/shippers be prepared to share space on multi-

user trains? 

In answer to the above question, the result clearly indicated 22 (88%) of the respondents would 

be prepared to share space, with 14 of those in general agreement; providing any empty-space  

would not be penalised. 

Would transport providers/hauliers/shippers be prepared to share space on multi-

user trains?
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Q3.  Is There a Need to Run an Overnight Service to the Central Belt and Back Again? 

Road hauliers run an overnight service to the Central Belt and back again in the same night.  

The attendees were asked if a similar service would be required for rail, and if so, where it 

should run to. 

Is there a need to run an overnight service to the 

central belt and back again in the same night, as 

road hauliers achieve?

60%24%

16%

Yes

No

N/A

 
 

60% agreed that a service similar overnight service should be put into operation. Suggested 

locations included: 

� Grangemouth; 

� Blackgrange; 

� Mossend; 

� Elgin; 

� Coatbridge; or 

� SE England/Channel Tunnel. 
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All but one of the rail freight related respondents agreed to the service to the Central Belt.  

However, the inter-modal logistics operator believed it to be not competitive. 

 
 

Q4.  Does your Company Handle Regular Flows of Reasonable Volumes of Traffic from 

One or Various Customers to a Single Destination? 

46% of attendees’ companies handled regular flows of traffic from one or various customers to 

a single destination.   

 

Does Your Company handle regular flows of 

reasonable volumes of traffic from one or various 

customers to a single destination?

46%

54%

Yes

No

 
 

Of those 46% who did handle regular flows of traffic, a supplementary question was asked as to 

whether they would be willing to provide a consignment load to be carried by rail as an exercise 

in reliability testing. 100% agreed to the exercise with only 20% deciding against transferring 

regular flows of traffic to rail on a permanent basis afterwards. 

 

Would you be w illing to provide a consignment load 

to be carried by rail as an exercise in reliability 

testing?

46%

54%

Yes

N/A
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Breakout Session 2 – Operations 

Breakout 2 considered operational factors related to the rail market.   

Q1.  Should All Local Authorities Show a Lead and Reconsider Their Procurement 

Policies to Favour Rail Freight 

As rail is 8 times more efficient and environmentally friendly than rail, the attendees were asked 

whether local authorities should show a lead and reconsider their procurement policies.  The 

response was an overwhelming 92% in favour, with 4% failing to respond and 4% in 

disagreement.  The 4% represents a single vote by a trade association. 

 

Should all local authorities show a lead and 

reconsider their procurement policies in the light of 

favourable rail environmental factors ?

92%

4% 4%

Yes

No

No Comment

 
 

Q2.  Would 8 trains paths north of Aberdeen be sufficient for the needs of the Freight 

Industry?  Would 16 train paths south of Aberdeen be sufficient for the needs of the 

Freight Industry? 

 

In order to address the future of rail freight in Aberdeen, question 2 asked whether 8 paths were 

sufficient to sustain the freight industry travelling north, and whether 16 paths were sufficient 

heading south of Aberdeen. 

Would 8 train paths north of Aberdeen be 

sufficient for the needs of the freight industry in 

the foreseeable future?

53%

17%

30%
Yes

No

Don't know /Other
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Would 16 train paths south of Aberdeen be 

sufficient for the needs of the freight industry in 

the foreseeable future?

65%9%

26%
Yes

No

Don't know /Other

 
 

Q3.  Do you think that the gauge enhancement work will result in extra rail services? 

92% of the responses gathered indicated that the gauge enhancement will result in extra 

services. 

Do you think that the gauge enhancement work 

w ill result in extra rail services?

92%

4% 4%

Yes

No

Don't  know/Other

 
  

Q4.  Question 4 asked whether there are any examples of a rail operation where 

customer needs are not being met.   

The responses named the companies OMYA and Express parcels specifically, other comments 

related to timing issues and the insufficient number of services 
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Q5.  North of Aberdeen station there is discussion of whether or not to double track and 

by how far.  Question 5 asked whether there should be any change, and if so, whether 

that change should be to Dyce, Inverurie, Elgin or Inverness. 

43% favoured double tracking to Inverness, with all respondents agreeing the line should 

definitely have double tracking to some extent. 

 

How far north of Aberdeen station should the line be double 

tracked?
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Q6.  Is there any type of rail wagon that should be made available that is not currently on 

offer? 

8 respondents answered this question with the following types: 

� 3 calls for a small inter-modal wagon; 

� 4 calls for a low profile/liner wagon; and 

� One call for a multi purpose timber transporters. 
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Breakout Session 3- Terminals 

Q1.  How Should Connectivity with the Port of Aberdeen be Maintained 

Guild Street was the overwhelming choice for the method of connecting the Port of Aberdeen.  

50% of respondents agreed on the use of Guild Street, with only 9% preferring the use of 

Waterloo Quay. 

 

How Should Connectivity with the Port of Aberdeen be 

maintained?
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Q2.  All attendees agreed that it is essential to make a new site operational before and existing 

site is taken out of use. 

Q3.  The terminals that should be considered in more detail in study are: 

Which of the following sites should be considered in more detail as Freight Terminals to 

serve the needs of Aberdeen and Aberdeenshire in the 21st Century?
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Potential Site Location Grouped by Total Votes
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Q4.  It is generally the case that for terminals and rail services to be economically viable 

there needs to be sufficient volume to create the required “critical mass”. With the 

current plans for developments at several fragmented sites around Aberdeen what 

needs to be done to ensure terminal and freight operators can trade profitably? 

The answers given included the call for a merged solution: 

1. “Bring them together as far as practicable” 

2. “Needs to be a co-ordinated approach with an holistic view as to what can be delivered 

and whether there are any opportunities for growth at the different sites” 

A change to the port/service’s operation: 

1. “New container service” 

2. “Open access terminals operated by a third party” 

3. “Run timetabled open access train services” 

4. “All FOCs need to work together to make sufficient train loads” 

A call for finance: 

1. “Subsidy” 

A strong demand for a single hub rather than fragmented ports: 

1. “Use only Guild Street. Sea and Rail and Road Access” 

2. “Guidance required to ensure that one hub is built - not several poorly resourced sites” 

3. “I can't see it being a viable option in having several sites” 

4. “Ideally have one large terminal operated by independent third party” 

5. “Ensure rail/port link up - i.e. Guild Street” 
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Some comments highlighted a need for a change of focus: 

1. “Link to established industry” 

2. “Bigger picture for NE” 

3. “Joined up resources, private/public partnership” 

4. “Focus on specific market” 

Two comments called for the use of two different sites for two different purposes: 

1. “The 2 sites are for different uses: 

 Raiths Farm: Conventional 
 Craiginches: Inter-modal. Critical mass is already met.” 

2. “Build and consolidate one site in city - Guild Street, supported by a secondary, more 

expensive site at Port Elphinstone” 

 

Summary 

The workshop speaker’s presentations were successful at providing thought provoking points to 

demonstrate best practice.  The effects are clearly shown by the scope and informed nature of 

the responses enabling the Workshop to provide an invaluable contribution to future decisions 

in the Aberdeenshire region. 

In terms of Demand and Marketing, the workshop’s outcome clearly showed that the perception 

of 68% of the respondents showed that the greatest limitations to using the railways for some of 

their consignments (despite 88% being prepared to share space on multi user trains) was that 

road haulage offers a greater flexibility to meet customer’s needs, and provides a greater 

responsiveness to their customer’s business.   

Despite 100% of respondents agreeing to provide a consignment load by rail in an effort to 

prove rail’s reliability, only 20% would be prepared to permanently transfer that consignment to 

rail.  This highlights the significant gap in marketing and contestability that the rail industry must 

breach if it is to compete with Road Hauliers on a like-for-like basis. 

Operationally there was 92% of support demanding that the local authority should show a lead 

in their procurement policies to encourage the increased Environmental benefits with which a 

move to rail would boost. 

Majority agreement was also given to both the gauge enhancement work in Aberdeenshire and 

the construction of 8 paths north and 16 paths south of Aberdeen to encourage extra rail 

services. 43% of respondents favoured double tracking to Inverness from Aberdeen station. 

With regard to terminals; Guild Street was the overwhelming choice not only for the method of 

connecting the port of Aberdeen but also as the main terminal to serve the needs of Aberdeen 

and Aberdeenshire in the 21
st
 Century.  Despite two calls for two different sites for two different 

uses, the majority of respondents encouraged a strong single hub rather than fragmented sites. 

 

 


