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Executive Summary

The Transport (Scotland) Act 2005 created the framework for Regional Transport Partnerships
(RTPs), effectively recognising the need for cross-boundary transport strategy, planning and
delivery. This was intended to address the long-running issue whereby, following the abolition
of regional government, there was a gap between national and local transport planning,
leading to inefficiencies at the regional level. The guidance for the development of a Regional
Transport Strategy (RTS) states, in summary, that the RTP must seek to identify the present
and future transport needs of the region, practical means of addressing these needs, and set
out how transport in the region will be provided, developed, improved and operated so as to:
promote safety; enhance social and economic well-being,; promote sustainability; conserve
and enhance the environment; promote social inclusion and equal opportunities; improve
access to healthcare; and foster integration between modes and with cross-boundary routes.

The Highlands and Islands Regional Transport Partnership (HITRANS) is the statutory RTP
for much of the Highlands and Islands covering the entire council areas of Comhairle nan
Eilean Siar, Moray Council, Orkney Islands Council, The Highland Council and much of Argyll
and Bute Council (Helensburgh and Lomond excepted, which are covered by Strathclyde
Partnership for Transport, SPT). HITRANS, working with local authority partners, is seeking to
produce a new RTS for the development of transport in the region over the next circa 20 years
with the aim of delivering a transport system that reduces inequalities, takes climate action,
helps deliver inclusive economic growth, and improves the health and wellbeing of
people in the region.

This document represents the first step in developing a new RTS for the HITRANS region.
The purpose of it is to make the ‘case for change’ and set the scene for the subsequent
development of the Strategy. The key output is a set of evidenced and logically derived
Strategy Objectives aligned with the outcomes set out above. It should be noted that the
report does not develop or appraise options, nor does it develop the RTS itself — this
comes in subsequent stages once the ‘case for change’ is established and agreed.

What are the main demographic and spatial issues in the region?

The HITRANS region is unique within the UK. Its general remoteness from major
population centres is one of its defining features. However, it is also diverse, containing a
mixture of islands, remote mainland, rural and urban areas. The area includes the fast-
growing city of Inverness; other major settlements such as Elgin, Nairn and Oban; island
‘capitals’ such as Kirkwall and Stornoway; larger islands with their own service centre (e.g.,
Lewis, Mull, Orkney Mainland etc); and remote islands with populations of fewer than 100
people.

The area is large, accounting for around 50% of Scotland's land mass. It includes long
indented coastlines as well as mountainous areas. It also has several dozen inhabited islands.
These physical features act as barriers to the movement of people and goods. Routes can be
slow and / or circuitous, increasing the time and cost of travel.

Key demographic and spatial considerations are as follows:
= The HITRANS region has a higher proportion of older age groups and a lower

proportion of working age adults compared to Scotland as a whole. This is typical of
rural areas across the country and implies a greater demand for access to health and
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care services in particular. There are areas within the region where this is particularly
pronounced.

= Highland, Moray and Orkney saw significant in-migration in the decade prior to the
COVID-19 pandemic, a trend which accelerated with changing working patterns post-
pandemic (although the permanence of this effect remains to be established). Transport
links are likely to be a factor in determining the future pattern of in-migration across the
region and will be important in retaining those moving into the area in the longer-term.

= The population of the region is projected to drop in the medium-term and its age
profile will increase, with fewer young and working age people and more people of
pensionable age. This will increase the need to access health and social care services
and also generate labour market issues, potentially with insufficient workers to fill posts
in certain areas. The geography of the HITRANS region effectively precludes ‘in
commuting’ to fill these posts in some areas. The provision of improved connectivity
within and to / from the region is important in retaining young people and attracting in-
migrants.

= Over half of the HITRANS region’s population is classed as ‘remote’ or ‘very
remote’ whilst around a quarter live in larger settlements (10,000+). The region is
therefore very diverse and the RTS needs to address the needs of some of Scotland’s
most geographically remote communities through to those living in the city of Inverness.

= Inverness is the primary employment, retail and service centre for much of the
HITRANS region, albeit there are several regionally important service centres such as
Lochgilphead and Kirkwall.

What are the primary socio-economic characteristics of the region?

Geography is again a defining factor in shaping the economy of the HITRANS region, as
noted below:

= Reflecting the rural nature of much of the region, car ownership rates are higher than
the Scotland average. This implies a high degree of car dependence for many and the
requirement to own and run a car (‘forced’ car ownership) will undoubtedly have a
significant negative impact on some households’ finances. Moreover, some households
will require a second car if the primary car is away from the property for most or all of
some days.

= Despite its size, the region is home to less than 10% of Scotland’s population. The
small scale of the local market means that many businesses have a strong outward
focus, selling goods and services outside of the region, ranging from whisky to textiles.
Moreover, the area is well-endowed with natural resources such as timber and has a
significant primary sector, particularly in terms of agriculture, forestry and fishing. This
means that transport links with other parts of Scotland and beyond are as important
as those within the region itself. Moreover, the HITRANS region is unique in rural
Scotland in terms of high volumes of inbound seasonal tourism travel, particularly
post-COVID-19.

= The region sees less in the way of extremes of wealth and deprivation than other
parts of Scotland. Nevertheless, there are areas with pockets of multiple deprivation
in Dunoon, Rothesay, Alness, Balintore, Inverness, Oban and Wick.

= Large parts of rural HITRANS have some of the highest rates of second home
ownership in the country. These houses are likely to generate many mostly car-based
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trips to and from the area either through the owners’ use or as holiday lets. Car-based
tourism is a major contributor to traffic in the region.

= Even prior to the pandemic, working from home was more common in the region
compared to the rest of the country. The travel-to-work areas generally show high
degrees of self-containment. Inverness is the focus of in-commuting, with nearly 12,000
living outside the area and travelling to work there.

= Providing access to healthcare is already a key issue and will become increasingly
important as the population profile is projected to age and there is a trend towards service
centralisation. This is an issue across many communities in the region (even in large
settlements such as Wick) but those in some island and very remote mainland locations
face particular difficulties.

What is the national policy context?

The RTS acts as the conduit between national transport policy and the local aspirations of the
constituent HITRANS authorities. The new RTS must therefore reflect the prevailing national
policy context, most notably the new National Transport Strategy 2 (NTS2) and its four
‘priorities’ of: (i) reduces inequalities; (ii) takes climate action; (iii) helps deliver
inclusive economic growth; and (iv) improves our health and wellbeing. Two key points
of substance emerge from NTS2 with respect to this RTS:

= |n accordance with the NTS2 Sustainable Travel Hierarchy, options and themes
promoted through the Strategy, and any which will emerge from it, should prioritise active
travel and accessible public transport connections whilst at the same time
discouraging short, single car occupant journeys.

= The NTS2 Sustainable Investment Hierarchy dictates that investment in new
infrastructure should only be considered once a wider package of options to reduce the
need to travel; reduce the need to travel unsustainably; optimise use of existing
infrastructure; and influence travel behaviour or manage demand have been explored.

The approach adopted in the NTS2 is focused on delivering Scotland’s legal commitment to
deliver net zero greenhouse gas emissions by 2045, but in a manner that reduces
inequalities, improves public health and supports a strong and resilient economy. The
commitment to net zero allied with NTS2 has in turn generated a number of policies which the
RTS will need to take cognisance of, including:

= The recommendations of the Strategic Transport Projects Review 2 (STPR2), which is
effectively the delivery plan for NTS2 with respect to nationally funded strategic
infrastructure. Of relevance to the HITRANS region is the desire to increase active travel
provision, reduce the movement of freight on roads and redesign travel to some island
communities.

= The policy to reduce car kilometres by 20% by 2030. Regional targets have not yet
been set but there is an acknowledgement that urban and rural targets and approaches
may vary.

= The adopted National Planning Framework 4 (NPF4) sets out plans to increase
connectivity through the development of new 20-minute neighbourhoods and

10
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improvement of strategic connections between all modes of transport, adhering to
the ‘Place Principle’? as far as possible.

= The HITRANS region covers most of Scotland’s islands and the RTS should therefore
reflect and where appropriate challenge the National Islands Plan and provide inputs to
future iterations of the Plan.

What are the transport problems in the HITRANS region?

The ‘Case for Change’ sets out at some length the transport problems in the HITRANS region
— these can be summarised as follows:

= Journey times for trips between settlements within the HITRANS region and to / from the
region to elsewhere in Scotland are long and characterised by low average speeds.
This is true of road, rail and bus and impacts on the productivity and economic
competitiveness of the region.

= Journey time reliability by road is also relatively poor, affected by vehicle platooning,
inclement weather and limited daylight hours in winter. This is a particular issue for road
freight, which is often moving high-value and time sensitive products to end customers or
forwarding depots, which makes journey time reliability essential.

= Reliability more generally is becoming a major issue on almost all ferry networks in
the region, with ageing vessels and port infrastructure breaking down more frequently.
These issues compound the underlying reliability challenges caused by inclement
weather.

= Public transport frequency is also generally very low and, in most cases, operates
over a shorter day than would be found elsewhere in Scotland. This acts to limit
access to opportunities and can lead to the need for expensive overnight stays,
particularly for those travelling from and to island communities. Even in Inverness, the
first direct trains of the day from the Central Belt do not arrive until late morning / early
afternoon (10:28 from Glasgow Queen Street and 12:01 from Edinburgh Waverley).
Similarly, the use of much of the bus fleet to fulfil school bus contracts means that many
timetabled bus services are off-peak, which is clearly ill-suited to traditional working
patterns and limits time at destination.

= The long travel distances, and in some cases the need to combine an overland trip
with a ferry or air service, make the average journey more expensive than elsewhere
in Scotland. For ferry travel, this is compounded by differential tariff structures
(passenger, car and freight) between networks and even on some islands within the
same network.

= Some roads within the HITRANS region also suffer from a poor road safety record.
Even on trunk and major A-roads, the network is almost exclusively single
carriageway or single track, often over difficult terrain with few overtaking
opportunities and limited lighting. Several major roads such as the trunk A96
Inverness — Aberdeen and A82 Inverness — Glasgow via Fort William also run through
several settlements along their route, making walking, wheeling and cycling less safe
and attractive.

" The ‘Place Principle’ requires that all those responsible for providing services and looking after assets in a place
need to work and plan together, and with local communities, to improve the lives of people, support inclusive and
sustainable economic growth and create more successful places. National Planning Framework 4 (Scottish
Government, 2022), p. 154.

11
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= Transport resilience is also a major issue in the region. The road and railway
networks are subject to extremes of weather (e.g., snow, flooding etc) and
geological instability in some locations. In the event of road closures, with few
alternative routes, this can lead to very long diversions and can have major negative
impacts on the emergency services (e.g., if an ambulance or fire appliance is located
on the ‘wrong side’ of an accident) and in terms of service delivery, such as social care,
district nursing etc. The ferry networks around the region are also generally operated
on fine margins, with few spare vessels to cover for increasingly frequent breakdowns,
particularly during refit / drydock periods, which themselves are becoming longer.

= With Inverness acting as the major regional centre to a widely dispersed hinterland,
this generates significant vehicle kilometres and a demand for parking in the city.
Moreover, for those travelling from the remotest settlements, journey times are long and
services can be infrequent and expensive, particularly given fuel price differentials in
more remote areas.

= Many of the settlements in the HITRANS region are rural, and the region includes some
of Scotland’s most remote communities. The impact of this is fourfold: (i) labour
markets are limited in size and in most cases largely self-contained within discrete
travel-to-work areas — this can lead to labour shortages and challenges in matching
skills to jobs; (ii) there is a reliance on the transport network to connect people to
services (e.g., retail) and vice versa (e.g., social care), but the limitations of the network
make such journeys long and expensive; (iii) very low travel volumes make the
delivery of transport services expensive and, with respect to bus services, subject to
short notice reduction and withdrawal; and (iv) the scope of active travel journeys
between settlements is limited.

= Connected to the above point is the issue of transport poverty, where low service
frequency and / or short operating days can act to limit the ability to access essential
services. Indeed, in some areas, the are no scheduled public transport services at all,
leading to ‘forced car ownership’. This can be a ‘push’ factor in out-migration in
communities which are already fragile.

= The above challenges are compounded by the extreme winter-summer differentials in
travel in the Highlands and Islands. In the summer months, the network overall has to
accommodate daytrippers, staying visitors, motorhomes and cruise passengers, whilst
traffic has to be managed at ‘honeypot’ locations such as Skara Brae. A particular
feature of tourism in the region is that much of it is drawn towards where the transport
infrastructure is least well-placed to support it, e.g., the North Coast 500; the islands,
where visitors can consume a significant amount of ferry vehicle capacity; and ‘honeypot’
locations such as Glenfinnan and the Fairy Pools on Skye.

= A consequence of low population density and public transport frequency is that the
region derives a proportionally lower benefit from national policies and funding
streams, e.g., the National Concessionary Travel Scheme — this is a clear inequality.
Moreover, there are inequalities between areas within the region associated with
anomalies in historic funding and delivery arrangements, the existence of which
have little evidential basis. For example, all ferry services in the Clyde and Hebrides
Ferry Services (CHFS) network are entirely funded by the Scottish Government, whereas
the additional cost of local authority funded ferry services over and above the Grant Aided
Expenditure (GAE) settlement from the Scottish Government must be met largely by local
authorities from their own resources.

= The very different nature of the supply of and demand for transport in the HITRANS
region also raises a question as to how national government policy aspirations
should be delivered. For example, for some essential journeys, there is no realistic
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alternative but to use the private car, which presents a challenge in terms of delivering
the 2045 net zero commitment and the proposed 20% reduction in vehicle kilometres by
2030.

= Despite the transport challenges, the HITRANS region is in many respects thriving like
never before. Long-term population decline has been checked (although forecast
population loss and ageing remains an issue); there are significant concentrations in
growth industries such as renewables and tourism; and the region is also at the forefront
of piloting renewable fuels, the use of hydrogen fuel cells on the Orkney Ferries’ vessel
MV Shapinsay for example. Continued development and growth is however
dependent on the provision of fast, reliable, safe and resilient connections between
communities in the region and between the HITRANS region and elsewhere in
Scotland.

What are the Strategy Objectives?

The Strategy Objectives define what HITRANS is trying to achieve through the RTS — they
have been developed using a rigorous and systematic process and are a reflection of:

= The transport problems identified above

= The policy environment within which the resolution of these problems must sit

It should be noted that the order in which the Strategy Objectives are presented does not
imply a prioritisation, neither will they be weighted in the appraisal. The proposed Strategy
Objectives are therefore:

Strategy Objective 1 - To make a just transition to a post-carbon and more
environmentally sustainable transport network.

Why? — Scotland has a target to achieve net zero carbon emissions of all greenhouse gases
by 2045 and transport is a key sector in terms of such emissions. Our transport networks and
services must adapt to fulfil this target in a fair and equitable way whilst also being developed
in as environmentally sustainable a way as possible. The process must also recognise the
needs of all groups through a ‘Just Transition’.

Strategy Objective 2 - To transform and provide safe and accessible connections
between and within our city, towns and villages, to enable walking, wheeling and
cycling for all.

Why? — to allow everyone to walk, wheel and cycle more, leading to more local living patterns,
greater inclusion, affordable transport, healthier lifestyles, and reduced car use — the latter
leading to reduced emissions / noise etc and improved road safety.

Strategy Objective 3 - To widen access to public and shared transport and improve
connectivity within and from / to the region.

Why? — to give people new travel choices, allowing them to: (i) use accessible and affordable
public or shared transport options to make journeys they previously could not make; or (ii) to
use public or shared transport instead of the car - this leading to lower levels of car use and
reduced emissions / noise etc., as well as improved road safety. This objective is also
important in encouraging inclusive economic growth by widening labour markets and providing
improved accessibility to employment opportunities by public transport.
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Strategy Objective 4 - To improve the quality and integration of public and shared
transport within and from / to the region.

Why? — to make public and shared transport more attractive and competitive with car-based
travel and to ensure the accessibility needs of all groups are accommodated. This will improve
the travel experience for existing public transport users and encourage people to use public or
shared transport instead of the car, leading to lower levels of car use and reduced emissions /
noise etc, improved road safety and will support the social benefits associated with shared
transport.

Strategy Objective 5 - To ensure reliable, resilient, affordable and sustainable
connectivity for all from / to our island, peninsular and remote communities.

Why? — some of our island and peninsular communities have suffered from pronounced
connectivity difficulties in recent years. This has wide-ranging impacts on these communities
and this objective recognises the need to tackle this issue, in tandem with Strategic Objective
4. Meeting this objective will provide the foundation for the long-term sustainability and
success of these vulnerable communities, including through helping meet the needs of people
with protected characteristics and by tackling socio-economic disadvantage.

Strategy Objective 6 — To improve the efficiency, safety and resilience of our transport
networks for people and freight, and adapt to the impacts of climate change.

Why? — our transport systems must be safe and able to adapt to changing demands (e.g.,
tourism patterns, trade) and be resilient in the face of climate change. This objective is
important in allowing the society and economy of the HITRANS region to prosper and to
reduce inequalities of outcomes associated with socio-economic disadvantage.
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1

1.1

1.2

1.2.1

Infroduction

Overview

The Transport (Scotland) Act 2005 created the framework for Regional Transport Partnerships
(RTPs), effectively recognising the need for cross-boundary transport strategy, planning and
delivery. This was intended to address the long-running issue whereby, following the abolition
of regional government, there was a gap between national and local transport planning,
leading to inefficiencies at the regional level. The guidance for the development of a Regional
Transport Strategy (RTS) states, in summary, that the RTP must seek to identify the present
and future transport needs of the region, practical means of addressing these needs, and set
out how transport in the region will be provided, developed, improved and operated so as to:
promote safety; enhance social and economic well-being; promote sustainability; conserve
and enhance the environment; promote social inclusion and equal opportunities; improve
access to healthcare; and foster integration between modes and with cross-boundary routes.

The Highlands and Islands Regional Transport Partnership (HITRANS) is the statutory RTP
for much of the Highlands and Islands covering the entire council areas of Comhairle nan
Eilean Siar, Moray Council, Orkney Islands Council, The Highland Council and much of Argyll
and Bute Council (Helensburgh and Loch Lomond excepted, which are covered by
Strathclyde Partnership for Transport, SPT).

The current HITRANS RTS was first published in 2008 and was refreshed in 2017, although
the refresh was never formally adopted due to changes in the wider policy environment. The
Transport (Scotland) Act 2005 states that RTPs should keep their RTS under review and
modify or create a new one as necessary. Given wider socio-economic changes and the
evolving policy environment, there is a recognition that a new RTS is now required. HITRANS
has therefore commissioned Stantec UK Ltd in partnership with Ecus Ltd and Eyland Skyn to
produce this new RTS.

The new RTS will set the strategic framework for the development of transport in the
HITRANS region over the next circa 20 years with the aim of delivering a transport system that
reduces inequalities, takes climate action, helps deliver inclusive economic growth, and
improves the health and wellbeing of people in the region.

This document represents the first step in developing a new RTS for the HITRANS region.
The purpose of it is to make the ‘case for change’ and set the scene for the subsequent
development of the Strategy. As well as a clear expression of the context in which the RTS
must sit, the key output is a set of evidenced and logically derived Strategy Objectives.

The report does not develop or appraise options, nor does it develop the RTS itself — this
comes in subsequent stages once the ‘case for change’ is established and agreed.

Case for Change Report
This report consists of five further chapters as follows:

= Chapter 2 provides a profile of the region, covering its population and economy.

= Chapter 3 sets out the national policy context within which the RTS sits.
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1.3

1.3.1

1.3.2

1.3.3

= Chapter 4 provides an analysis of transport in the HITRANS region, taking each mode of
travel in turn and focussing on the range of transport problems which the RTS will seek to
address.

= Chapter 5 sets out the range of technological and behavioural changes which may affect
the transport sector over the life of the RTS, and therefore which must be taken into
account in its development.

= Chapter 6 then builds on the findings of the preceding chapters and sets out a structured
approach to the development of Strategy Obijectives.

Case for Change Engagement

As the ‘case for change’ provides the basis for the RTS overall, it was important to consult on
its content with stakeholders and the public at large. To this end, the ‘Case for Change’
Report, Strategic Environmental Assessment, Equalities Duties Report and Island
Communities Impact Assessment were put out to consultation between 27t March and 9t
May 2023. This took the form of: an online-based consultation using ArcStory Map (with
paper-based versions available at the HITRANS office) summarising the ‘case for change’;
publication of the four draft reports which collectively make-up the ‘case for change’; and a
short online survey.

In total, 202 responses to the survey were received, with 181 respondents identifying as a
member of the public and 21 as an organisation. The survey results were analysed and have
been used to inform the final package of documents which form the ‘case for change’.

The engagement process validated the findings of the ‘Case for Change’ and accompanying

impact assessment reports, with broad support for the RTS Strategy Objectives upon which
the RTS itself will be based.
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2

2.1

211

2.2

2.21

The HITRANS Region - Background and Context

Overview

The HITRANS region is unique within the UK. Its general remoteness from major population
centres is one of its defining features. However, it is also diverse, containing a mixture of
islands, remote mainland, rural and urban areas. The area includes the fast-growing city of
Inverness; other major settlements such as Elgin, Nairn and Oban; island ‘capitals’ such as
Kirkwall and Stornoway; larger islands with their own service centre (e.g., Lewis, Mull, Orkney
Mainland); and remote islands with populations of fewer than 100 people.

The area is large, accounting for around half of Scotland's land mass. It includes long
indented coastlines as well as mountainous areas. It also has several dozen inhabited islands.
These physical features act as barriers to the movement of people and goods. Routes can be
slow and / or circuitous, increasing the time and cost of travel.

Despite its size, the region is home to less than 10% of Scotland’s population. The small scale
of the local market means that many businesses have a strong outward focus, selling goods
and services outside the area, ranging from whisky to textiles. Moreover, the area is well-
endowed with natural resources such as timber and has a significant primary sector. This
means that transport links with other parts of Scotland and beyond are as important as those
within the area itself. Moreover, the HITRANS region is unique in rural Scotland in terms of
high volumes of inbound seasonal tourism travel (particularly post-COVID-19) which puts
pressure on the limited capacity transport network.

Travel-to-Work Areas

In some of the analysis which follows, the Office for National Statistics (ONS) defined Travel-
to-Work Areas (TTWA)? have been used to provide sub local-authority level information.
These TTWAs are defined as broadly self-contained labour markets, of which there are 18
across the region. These are:

= Alness and Invergordon

= Aviemore and Grantown-on-Spey

= Broadford and Kyle of Lochalsh

= Campbeltown

= Dunoon and Rothesay

= Elgin

= Fort William

= Golspie and Brora

= |nverness

= Lochgilphead

= Mull and Islay

2 https://ons.maps.arcgis.com/apps/MapSeries/index.html?appid=397ccae5d5c7472e87cf0ca766386¢cc2
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= Oban

= Orkney Islands
= Portree

= Thurso

= Ullapool

= Western Isles
= Wick

2.2.2 The figure below shows these TTWAs, together with the main localities in the region
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Figure 2.1: HITRANS TTWAs and localities populations (Source: ONS)

2.2.3 The concentration of the largest settlements around the Inner Moray Firth and the Cromarty
Firth is very clear from this graphic. However, even with this higher overall concentration, the
only localities with a population of greater than 10,000 are Inverness (47,290), Elgin (24,760)

and Forres (10,100).
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2.31

2.3.2

233

234

Demographics

Population

The figure below shows the HITRANS local authorities’ populations in 2021.3

Orkney lIslands, 22,270

~ Argylland Bute,
Na h-Eileanan 60,110
Siar, 26,720

Moray, 95,820

Highland, 235,830
y

Figure 2.2: HITRANS local authorities’ populations (Source: NRS mid-year population estimates)

The estimated total population of the region in 2021 was 440,750 (8% of the Scottish total),
54% of whom lived in The Highland Council area. Some 11% of HITRANS residents live in the
island groups of the Outer Hebrides (Na H-Eileanan) and Orkney.

In terms of TTWASs, population is heavily concentrated in the Inverness and Elgin TTWAs and
these two areas account for over 50% of the total HITRANS region population. All other
TTWAs have populations of around 20,000 or less.

Population age profile

The age profile of an area has an influence on travel patterns and the demand for travel by
mode. The chart below shows the breakdown of the HITRANS population by age (Argyll &
Bute data are only available at full local authority level).

3 Estimate of HITRANS part of Argyll and Bute (70%)
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Figure 2.3: HITRANS local authorities population age profile (Source: NRS mid-year population estimates)

The figure shows that the Argyll and Bute local authority area most closely mirrors the
Scotland average (although this may be skewed somewhat by the Helensburgh and Lomond
areas of the authority, which are in the SPT area). The other four local authorities have an
older age profile than Scotland as a whole, with notably lower proportions of those aged 18-45
and higher proportions of those aged 65+. This perhaps reflects young people moving to the
bigger cities for education / work then potentially returning later in life. In-migration may also
be concentrated amongst older groups who make a lifestyle choice to move to rural Scotland.
This age pattern has implications for transport connectivity to health facilities (and for the
delivery of healthcare at home) and other services important to older age groups.

This age profile also differs markedly by TTWA as shown in the table below. Red, amber and
green shadings* indicate less and more ‘favourable’ demographics, in terms of an ageing
population.®

4 The scale used is: (i) Green = equal to or better than the Scottish average; (i) Amber = within four percentage
points of the Scottish average (i.e., lower than the Scottish average in % under-16 and %16-65 and higher than
the Scottish average in %65+); and (iii) outwith four percentage points of the Scottish average (again, lower than
the Scottish average in % under-16 and %16-65 and higher than the Scottish average in %65+).

5 It should be noted that for certain areas, and particularly the most rural areas, there will be significant averaging
effects within the data that do not account for local characteristics. For example, on some of the islands in
Orkney, the proportion of the population aged 65 or over is much higher than the Orcadian average, which will
disproportionately reflect Orkney ‘mainland’ residents.
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Table 2.1: Age profile by TTWAS (Source: ONS TTWA data)

Travel-to-Work Area % Under-16 % 16-65 % 65+
Alness and Invergordon 19% 60% 21%
Aviemore and Grantown-on-Spey 15% 62% 23%
Broadford and Kyle of Lochalsh 13% 61% 25%
Campbeltown 16% 58% 27%
Dunoon and Rothesay 14% 56% 30%
Elgin 17% 62% 21%
Fort William 16% 62% 22%
Golspie and Brora 13% 57% 30%
Inverness 17% 63% 20%
Lochgilphead 15% 60% 25%
Mull and Islay 15% 58% 27%
Oban 16% 63% 21%
Orkney Islands 16% 61% 23%
Portree 16% 61% 24%
Thurso 16% 61% 22%
Ullapool 12% 61% 28%
Western Isles 16% 59% 25%
Wick 17% 61% 22%
Scottish average 19% 63% 18%

2.3.7 There is a wide variation in the TTWA age profiles when compared to the Scottish average,
but the key point is that the HITRANS region overall generally has less favourable
demographics than Scotland overall. The more urban areas - Inverness, Elgin, Alness and
Invergordon, and Oban most closely resemble the national picture, whilst Dunoon and
Rothesay, Golspie and Brora, and Ullapool are the most different, with the most extreme
ageing populations. All areas however have a higher proportion of 65+ compared to the
Scottish average.

Implications for the RTS: The population of the HITRANS region has a higher proportion
of older age groups and a lower proportion of working age adults compared to

Scotland as a whole. This is typical of more rural areas across the country and implies
a greater demand for access to health and care services in particular. There are
areas within the region where this is particularly pronounced.

2.3.8 The population trend in any area is a mixture of births, deaths and net migration. Across the
HITRANS region, since between mid-2010 and mid-2019 (pre-COVID-19 pandemic), there

6 Note, not all figures sum to 100% due to rounding.
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2.3.9

2.310

was a net in-migration of over 10,000 people.” As shown in the figure below, this is particularly
pronounced in The Highland Council area. Over this period, the Argyll and Bute (local
authority area) saw net out-migration and the trend in Na h-Eileanan Siar was flat. In general,
across this period, and prior to COVID-19, net in-migration was increasing.
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Figure 2.4: HITRANS local authorities’ net migration 2010-2019 (Source: ONS migration statistics)

As population in the area has been broadly flat between 2010 and 2019, this implies that the
number of deaths has been greater than the number of births in the area, with net in-migration
maintaining the population level. Although not shown here, it is likely that much of the net in-
migration will be amongst older cohorts, and in particular lifestyle in-migrants, which can
further skew the demographic profile of the region.

It should be noted that demand for property and associated in-migration to the HITRANS
region increased as a result of the COVID-19 pandemic. The weakening of the link between
home and workplace combined with the demand for private (i.e., gardens) and / or increased
outdoor spaces led to a surge in demand for rural properties8, and in some instances this will
have been amongst younger cohorts who would previously have found it difficult to relocate
without changing jobs. The permanence of this effect remains to be established.

7

https://www.ons.gov.uk/peoplepopulationandcommunity/populationandmigration/migrationwithintheuk/datasets/loc

alareamigrationindicatorsunitedkingdom

8 For example, see - https://www.pressandjournal.co.uk/fp/news/highlands-islands/30224 11/highland-housing/
and https://www.struttandparker.com/knowledge-and-research/demand-for-rural-scottish-property-as-housing-

market-opens-up
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Implications for the RTS: Highland, Moray and Orkney witnessed significant in-migration
in the decade prior to the COVID-19 pandemic, a trend which accelerated with
changing working paftterns post-pandemic (although the permanence of this effect

remains fo be established). Transport links are likely to be a factor in determining the
pattern of in-migration across the region and will be important in retaining those
moving into the area in the longer-term.

2.3.11 The figure below shows the long-term population trend across the constituent HITRANS local
authorities, indexed to 1981.°
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Figure 2.5: HITRANS long-term population trend (1981 to 2021, 1981=100) (Source: NRS mid-year population estimates)

2.3.12 There are very distinct trends amongst the HITRANS local authorities. Highland, Moray and
Orkney have generally grown over this period, with population growth accelerating after the
turn of the century. Na h-Eileanan Siar saw a steep decline between 1981 and 2001 before
stabilising and fluctuating since then. Argyll and Bute has been more stable at + 5% from 1981
levels over this period.

2.3.13 The most recent sub-national population projections are the 2018-based local authority
projections from National Records of Scotland (NRS).'° Despite recent population growth and
net in-migration, the NRS population projections suggest that population will decrease by
around 5% by 2043 in the HITRANS region, set against an increase for Scotland overall. Itis

9 NRS mid-year population estimates

10 https://www.nrscotland.gov.uk/statistics-and-data/statistics/statistics-by-theme/population/population-
projections/sub-national-population-projections/2018-based
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2314

2.3.15

noted though that these projections pre-date COVID-19 and any redistribution of population
from urban to rural areas implied by this. For context, these projections are shown in the figure
below for each of the HITRANS local authority areas.
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Figure 2.6: HITRANS long-term population estimates indexed (2018=100) (Source: NRS population estimates)

These projections suggest particular drops in Na h-Eileanan Siar and Argyll and Bute with
much lower reductions in the other areas. If realised, this would compound the long-term
population decline in these areas. The more recent 2020-based projections are only available
at the Scotland level and these now suggest that, nationally, population will grow until 2028
then decline by 1.8% from 2020 levels (unlike the 2018-based projections which saw
continuous growth).

Scotland’s population is also ageing, i.e., the proportion of the total population in older age
groups is increasing. "' As shown below, using the 2018-based projections, in all of the
HITRANS local authorities, the number of children and working age adults is projected to
decline, whilst the number of people of pensionable age will increase, most so in Highland,
Moray and Orkney.

" https://www.nrscotland.gov.uk/files//statistics/population-projections/sub-national-pp-18/pop-proj-principal-2018-

report.pdf
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Figure 2.7: Forecast change in population by age group 2018-2043 (Source: NRS population estimates)

2.3.16 After a period where long-term population decline in the region had been checked, and in
some cases reversed, headcount is again forecast to decline. Overall, the number of children
and working age adults are projected to reduce from 72.5k to 58.6k, and 268k to 232k
respectively, whilst those aged 65+ will increase from 100k to 131k (a net loss of circa 19k
residents). If this projection materialises, there will clearly be significantly increased demand
for health and social care, the delivery of which can be problematic in more rural areas and
island communities in particular. The reduction in working age population would also be
problematic for the regional economy and the delivery of services across the region, especially
given the geography and the implied very limited scope for in-commuting. Again, it is worth
noting that there will be significant variations within local authority areas.

2.3.17 Geographic remoteness and the limitations of the transport connections in the region are
longstanding and have over many years contributed to the challenge of retaining population in
the region, particularly young people. Indeed, research by HIE in 2018 found that the
availability and cost of transport is a barrier to young people living, working and studying in the
Highlands and Islands.?

2 Enabling Our Next Generation — Young People and the Highlands and Islands: Maximising Opportunities,
Executive Summary (HIE, 2018), pp. 4-12.
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Implications for the RTS: The population of the region is projected to reduce in the
medium term and its age profile will increase, with fewer young and working age
people and more people of pensionable age. This will increase the need to access
health and social care services and also generate labour market issues, potentially

with insufficient workers 1o fill posts in certain areas. The geography of the HITRANS
region effectively precludes ‘in commuting’ to fill these posts. The provision of
improved connectivity within and to / from the region is important in retaining young
people and attracting in-migrants, and the RTS should reflect this.

2.3.18 The HITRANS region comprises a diverse mix of urban and rural areas. The figure below
shows the region using the Scottish Government’s eight-way urban-rural classification'? in
shades of blue for the most urban areas to shades of green for the most rural areas.
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Figure 2.8: Eight level Urban — Rural Classification (Source: Scottish Government)
2.3.19 The eight-way classification is as follows:

= (1) Large Urban Areas - settlements of 125,000 and over (none in the HITRANS region)
= (2) Other Urban Areas - settlements of 10,000 to 124,999

13 https://www.gov.scot/publications/scottish-government-urban-rural-classification-2020/pages/2/
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2.3.20

2.3.21

2.3.22

m  (3) Accessible Small Towns - settlements of 3,000 to 9,999, and within a 30-minute
drive time of a settlement of 10,000 or more

= (4) Remote Small Towns - settlements of 3,000 to 9,999, and with a drive time of over
30 minutes but less than or equal to 60 minutes to a settlement of 10,000 or more

= (5) Very Remote Small Towns — settlements of 3,000 to 9,999, and with a drive time of
over 60 minutes to a settlement of 10,000 or more

= (6) Accessible Rural Areas - areas with a population of less than 3,000, and within a
drive time of 30 minutes to a settlement of 10,000 or more

= (7) Remote Rural Areas - areas with a population of less than 3,000, and with a drive
time of over 30 minutes but less than or equal to 60 minutes to a settlement of 10,000 or
more

= (8) Very Remote Rural Areas - areas with a population of less than 3,000, and with a
drive time of over 60 minutes to a settlement of 10,000 or more

The proportion of the HITRANS population living in each of these area types is shown in the
pie chart below.

Large urban 0%

Very remote rural,

25% \

Remote rural, 10% _'

Accessible rural Very remote small
13% towns, 12%

Other urban, 27%

Accessible small
towns, 7%

\Remote small

towns, 5%

Figure 2.9: HITRANS population distribution by urban-rural classification (Source: Scottish Government)

By this definition, around half of the HITRANS population is ‘rural’, around a quarter live in
‘other urban areas’ (Inverness, Elgin and Forres), with the other quarter living in ‘small towns’
(3,000 to 10,000 people).

In terms of ‘accessibility’, 15% live in ‘remote areas’ (areas that have a drive time 30-60
minutes from a settlement with a population of 10,000 or more), and 37% are ‘very remote’
(areas that are a >60-minute drive time from a settlement with a population of 10,000 or
more). This means that over half the population are >30-minute drive to a town of 10,000 —
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2.3.23

2.3.24

this clearly poses challenges in terms of rural connectivity to services and opportunities and
implies a high degree of car dependency.

Implications for the RTS: Over half of the HITRANS region’s population is classed as
‘remote’ or ‘very remote’ whilst around a quarter live in larger settlements (10,000+).

The region is therefore very diverse and the RTS needs to address the needs of some of
Scotland’s most geographically remote communities through to those living in the city
of Inverness.

Car availability

Household car availability is one of the main determinants of travel behaviour. Car availability
by HITRANS local authority area, the HITRANS region, and Scotland taken from the 2011
Census is shown in the figure below (note that Census data are now over ten years old).

Scotland 42% 25% 6%

HITRANS 47% 29% 7%

Orkney Islands 43% 33% 1%

Na h-Eileanan Siar 55% 21% 8%

Moray 51% 27% 8%

Highland 48% 30% 7%

Argyll and Bute 38% 36% 4%
0% 20% 40% 60% 80% 100%

mNone mOne mTwo mThree or More

Figure 2.10: Household car availability by local authority (Source: 2011 Census)

Across the HITRANS region, 16% of households do not have access to a car. This is much
lower than the Scotland-wide figure (28%) since many more households in larger towns and
cities tend not to have access to a car. This implies a high degree of car dependency,
reflecting the rural nature of much of the area. Indeed, HIE has recently published research
which found that the vast majority of Highlands and Islands residents (87%) rely on a car or
van to get around to at least some extent, and this rises to 92% of residents in accessible or
remote rural locations.' High levels of car ownership combined with above average trip
lengths present a challenge that the RTS will have to wrestle with, given that the prevailing
national policy context is focused on reducing vehicle kilometres.

4 My Life in the Highlands Islands Research (HIE, 2022), p. 3.
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2.3.25 The chart below shows car ownership at the TTWA level.
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Figure 2.11: Car ownership at TTWA level (Source: 2011 Census)

2.3.26 The areas with high rates of zero-car households tend to be areas with higher levels of
deprivation (e.g., Alness and Invergordon, Campbeltown) and the more urban areas where car
ownership can be less essential for more people (e.g., Inverness, Oban), although all of these
areas still have lower rates of zero-car households than the national average. Wick, Thurso,
Lochgilphead and Broadford and Kyle have the highest proportions of 2+ car households.
Even in the most rural TTWAs, typically 15% to 20% of households do not have access to a
car. This must be problematic for many households given the relatively sparse public transport
network in many of these areas.

2.3.27 ltis also worth noting that due to the rural nature of much of the HITRANS region, one-car
owning households can encounter some of the issues associated with no-car households in
more urban areas. That is, if one household member takes the car for the day for e.g., travel-
to-work or for business purposes, the remaining household residents may have little to no
access to services or facilities during the hours in which the car is not at the property. This
contrasts with urban and peri-urban areas where public transport options are more widely
available and active travel journeys shorter.
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Implications for the RTS: Reflecting the rural nature of much of the region, car
ownership rates are higher than the Scotland average. This implies a high degree of
car dependence for many, and the requirement to own and run a car (‘forced’ car

ownership) will undoubtedly have a significant negative impact on some households’
finances. Moreover, some households will require a second car if the primary car is
away from the property for most or all of some days.

The Scottish Index of Multiple Deprivation (SIMD) is a relative measure of deprivation across
6,976 small areas (datazones) across Scotland.'® In this analysis, all datazones in Scotland
are allocated into deciles, with the first decile representing the most deprived and the tenth
decile the least deprived communities (all based on a broad range of metrics). High levels of
deprivation tend to be associated with poorer health, educational outcomes, and employment
levels / incomes. Transport can be a contributor to deprivation where poor public transport for
example can limit opportunities or impose high costs on households through ‘forced’ car
ownership.'® It should be noted that ‘deprivation’ in a rural setting often differs in nature to that
found in an urban setting — it is often more dispersed and focused on low incomes relative to
higher cost of living and poor connectivity to services.

The chart below shows the SIMD profile of all HITRANS datazones relative to Scotland. If the
HITRANS region mirrored the national picture, then 10% of HITRANS datazones would fall
into each decile. A negative figure indicates a lower proportion than the national picture and
vice versa:

5 SIMD looks at the extent to which an area is deprived across seven domains: income, employment, education,
health, access to services, crime and housing.

"6 |t should be noted that HITRANS and its constituent authorities have concerns around SIMD as a measure for
deprivation in remote and rural area, where deprivation is less spatially concentrated and where a combination of
remoteness and high costs of travel can contribute to deprivation in a manner which is not captured in SIMD.
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Figure 2.12: HITRANS datazones relation to Scotland overall (Source: SIMD)

2.3.30 It can therefore be seen that the HITRANS region has fewer extremes of deprivation
compared to Scotland. Datazones in the first-to-third and ninth-to-tenth deciles being under-
represented with the fourth-to-eighth deciles overrepresented. In this respect, the HITRANS
region is perhaps more egalitarian than Scotland as a whole. That said, the picture would
vary by individual ‘domain’ — in particular, the HITRANS region would show significant levels
of deprivation in the ‘Geographic Access to Services’ domain, but much lower levels of
deprivation in other domains such as ‘Employment’ and ‘Crime’.

2.3.31 There are of course variations across the area. The chart below shows the average SIMD
score for each of the 18 TTWAs in ascending order (with a low score indicating higher
levels of deprivation):
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Figure 2.13: Average SIMD score by TTWA (Source: SIMD)

The chart shows that Dunoon and Rothesay, Alness and Invergordon, and Wick have the
highest levels of deprivation, whilst Orkney, Aviemore and Grantown and Elgin have the
lowest levels of deprivation. In terms of decile one (the 10% most deprived communities), only
Dunoon and Rothesay (2), Alness and Invergordon (2), Inverness (8), Oban (1) and Wick (2)
have datazones in this category. Elgin has the highest proportion of decile 10 (least deprived)
datazones.

Cost of living / business

Whilst there are relatively few areas of multiple deprivation in the region overall, it is important
to note that there can be significant levels of ‘hidden’ deprivation associated with the high cost
of living and doing business. These high costs are set against average wages, which are
typically lower, particularly in islands and the most remote areas of the mainland, e.g., Wester
Ross, Ardnamurchan etc.

Recent research undertaken by the Scottish Government has found that 15% of people living
in rural Scotland (or 170,000 people) are in relative poverty. The research estimates that cost
of living is considerably higher in rural Scotland, with food, clothing, household goods,
housing, transport and household fuel bills being the main causes of this. Fuel poverty is a
particular issue, with a third of houses in remote rural Scotland estimated to be in extreme fuel
poverty, compared to only 11% of households in the rest of Scotland (and, again, it should be
noted that this research was carried out prior to the exponential increase in energy costs in
2022).17

7 Poverty in Rural Scotland: A review of evidence (Scottish Government, 2021), pp. 4-5.
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Research by HIE on the required minimum income standard for remote and rural Scotland
found that:

= The budgets that households need to achieve a minimum acceptable living standard in
remote rural Scotland are typically 10%-40% higher than elsewhere in the UK.

= For households living in the most remote island locations, too far from towns to make
regular shopping trips and those relying on heating oil in older homes, additional costs
can be even great than 40% (and this was well prior to the exponential increase in energy
costs in 2022).

= The three principal sources of this premium are:
o The higher prices that households must pay for food, clothes and household goods.
o Much higher household fuel bills, influenced by climate and fuel sources.
o The longer distances that people have to routinely travel, particularly to work.

Moreover, remote small settlements in the region can have additional costs associated with,
for example:

= Additional ferry costs for island-mainland and inter-island travel, particularly given the
commuter n