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Introduction 
 
1  SAPT is a strong supporter of the Airdrie-Bathgate Rail Bill as a priority in the 
integrated strategy being developed by the Scottish Executive and the statutory Regional 
Transport Partnerships.  It makes a positive contribution to all STAG objectives and has 
been included by SAPT in its response to the National Transport Strategy Consultation as 
a priority project for delivery not later than 2011 (see p 5 of SAPT response to NTS 
consultation, July 2006). 
 
2 SAPT sees no need for significant amendment of the Bill as presented and would hope 
that Bill procedures could be completed in advance of the target date of March 2007.  
This could assist completion of the project by 2010 rather than 2011.  However, the 
remainder of this evidence is concerned with ensuring that, in reporting on the Bill and its 
wider implications, the Committee draws attention to the need for parallel action 
programmes to maximise improvements in rail capacity, reliability, bus connections 
and integrated fares. Greater clarity and transparency on financial information is 
desirable and the Bill needs to be set in the context of other actions in the finalised NTS 
to strengthen national and regional strategy for sustainable, integrated and inclusive 
transport well-linked to land use planning and demand management policies.  
 
 
Rail Capacity and Reliability 
 
3 SAPT accepts that if rail services are running close to capacity this can have adverse 
affects on service reliability.  Yet the same problem exists on the road network and some 
reduction in peak rail reliability (now running at improved levels in Scotland) may be 
acceptable if road reliability and congestion delays are rising to a greater extent than on 
rail.  It is the relative performance of rail which is important and there is clear scope for 
rail performance improving compared to the road network across central Scotland. 
 
4 The Promoter’s Memorandum (Para 66) is over pessimistic in saying that there is no 
scope to improve rail capacity west from Airdrie and only limited scope for an extra 2 
trains per hour east from Newbridge.  There is scope for raising capacity by raising train 
lengths from the present 3 or 6 coaches to 4, 8 or 9 coaches while SAPT considers that 
the number of peak trains on the Airdrie-Glasgow section of route could be raised from 
the present 6 to 8 trains per hour with fairly minor adjustments to signalling and other 
services. 
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5 East from Newbridge, the Committee should also be aware that in the tie assessment of 
SAPT’s alternative proposals for Edinburgh Airport Rail Access (either omitting the 
Airport-Edinburgh Park link or developing a rail/tram/bus interchange hub at Gogar on 
the Fife line with an added curve towards the Falkirk line), it was agreed that such 
options would allow increased capacity and improved reliability on the Bathgate line.  
 
6  SAPT would submit that track capacity is less of a problem than the Promoter suggests 
but there is a need to secure commitments that, with rising rail use around both Glasgow 
and Edinburgh, adequate rolling stock is available to meet likely demand at and beyond 
the scheduled opening of the Airdrie-Bathgate link.  This link should not be achieved at 
the expense of extra overcrowding on other services.  The Scottish Executive must be 
seen to deliver on its aim of reducing present levels of rail overcrowding. By 2010, SAPT 
considers that no rail passengers should be required to stand for more than 15 minutes. 
This requires planning now for additional rolling stock.  
 
7 The Memo (Para 198) refers to current work by Corus on timetabling modelling.  It is 
desirable that the Committee should have more detail on the outcome of such work in 
relation to initial service patterns and possible later adjustment influenced by the actual 
pattern of usage.  The best use of rolling stock and high levels of reliability may require 
that, rather than extending through from Edinburgh to Helensburgh and/or Balloch (with 
few passengers doing the full trip since trip times will still be faster by changing at 
Glasgow Queen St), Bathgate line services should extend no further west than Dalmuir. 
This would avoid problems arising from the single track sections between Dalreoch and 
Balloch and between Craigendoran and Helensburgh.  Future options could also involve 
services from the Bathgate line through to Glasgow Airport or other destinations west 
and south of Glasgow (or good connections to and from such services at Glasgow 
Bellgrove).  Such changes could improve actual trip times to existing and potential 
centres of employment and other significant economic activity. 
 
8  SAPT supports the proposed skip-stop service between Airdrie and Bathgate with the 
intermediate stations served by alternate trains on the base quarter-hourly service.   On 
usage and housing forecasts, Armadale may merit peak services above 2 trains per hour 
but, with lower evening traffic, an all-stop half-hourly evening service may offer the best 
value after 7 pm Mondays to Fridays and on Sundays. 
 
 
Bus Connections and Integrated Fares 
 
9   The Memo places heavy emphasis (Para 35) on expanded park and ride along the 
route and has a much weaker reference to bus (and cycle/pedestrian) access to stations in 
Para 42.   This approach sits uneasily with the overall emphasis on more socially 
inclusive labour market (and other facility) access while, at some locations, park and ride 
can increase congestion on local roads though giving some relief on the M8.  While the 
park and ride proposals put forward are realistic, there is a need to make specific 
provision for high-quality connecting bus or taxibus services to Bathgate line stations 
offering good rail connections and easy interchange.  This will reduce the demand for 
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park and ride (where there are land constraints) while offering the quality of connections 
required to widen labour market and general facility access for the substantial numbers 
who do not have household cars available.  The Committee should seek specific 
proposals for bus connections as park of an inclusive corridor package, not least because 
considerable employment as well as housing in North Lanarkshire and Livingston/ 
Bathgate is not within easy walking distance of existing and proposed stations. 
 
10  Since bus links to stations are of limited value if connections are poor and integrated 
fares unavailable, integrated multi-modal and zonal Oystercard type fares should be 
introduced at or before the opening of the line.  At present, high local bus fares but low 
fares on longer bus routes are a significant obstacle to integrated public transport usage.  
Existing SPT multi-modal Zonecards are more costly than single mode tickets and of 
little value to part-time or other irregular users.  The SPT system also stops at the SPT 
boundary with integrated fares in east central Scotland being less well developed. 
Integrated transport requires fares as well as service integration across central Scotland 
(and, preferably, in all of Scotland).  The Committee should press this point as a vital 
feature in delivering a good quality of service, increased usage and better value in 
financial terms.  Integrated fares also offer added environmental, social and CO2 
reduction benefits.  The aim of CO2 reduction gives extra justification for Airdrie-
Edinburgh electrification as an early priority in extended rail electrification in Scotland. 
 
 
Financial Transparency 
 
11  Paras. 231 and 240 of the Explanatory Notes provide data on the capital and running 
costs of the project and on sources of funding.  The capital costs are £300m at 2006 
prices, funded by the Scottish Executive, with running costs of £9m covered by £4.9 m of 
fares income and a further £4.1m of annual public support but also a possible franchise 
contribution.   
 
12 There is a need to explain why this data differs from the CSTCS conclusion that fares 
income would be more than sufficient to cover additional train operating costs.  If 
infrastructure capital costs are treated as a Scottish Executive grant and subsequent 
maintenance covered by track access charges supported through franchise payments to 
First ScotRail, it is hard to see why annual public support of £4.9m (possibly falling with 
rising usage) should be required for train operations.  On the other hand, there should be 
some added provision towards the costs of good walking and cycle access to stations and 
towards the support of feeder bus and taxibus services operating from the first day of 
the reopened Edinburgh-Bathgate-Airdrie-Glasgow service. 
 
 
Airdrie-Bathgate ad Scottish Transport Strategy 
 
13  SAPT sees Airdrie-Bathgate as a desirable regional rather than national project. Due 
to longer trip times, it has always been made clear that the project is not intended to 
displace the need for significant cuts in existing best express times between Edinburgh 
and Glasgow and related onward Glasgow Crossrail links to the west and south, including 
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Glasgow and Prestwick Airports.  It is also evident that the alignment of the route and the 
need to separate high speed and local/regional services rule out the Airdrie-Bathgate line 
as a future route for high-speed rail within Scotland and to England. 
 
14  As indicated in the SAPT response to the NTS consultation, desirable and feasible 
priorities to 2011 need to be part of a package including, not only the Airdrie-Bathgate 
link, but also:- 
 
       - multi-modal fares integration and expanded rail rolling stock as an all-Scotland 
         priority complementing stronger measures of road demand management 
      - an expansion of smaller-scale but quick return rail and bus projects 
      - extended bus regulation 
      - an electrified link from Glasgow Airport/Ayrshire to Edinburgh via Shotts 
        (reversing at Glasgow Central station) and providing a faster link from 
        Glasgow Central and Motherwell/Ravenscraig to Edinburgh also of value in easing 
        pressure on the Queen St-Falkirk-Edinburgh express route. 
 
15  Following on from these developments, SAPT anticipates further expansion of 
Glasgow Crossrail, greater electrification and high-speed rail in the 2012-20 period  as 
part of an evolving strategy for sustainable transport.  However, the Airdrie- Bathgate 
project has the advantage of high immediate benefit and quick delivery.  It fills a glaring 
gap in what should be a quality rail corridor for regional movement and labour market 
access, complementing faster city to city services on other routes.  The aim should be to 
have this service in operation by 2010 rather than 2011. 
 
16  Looking at the specifics of this corridor, SAPT supports the view that nothing in the 
Bill should prejudice a future station at Newbridge (including tram interchange) and 
would also suggest that a station site continue to be reserved at Boghall east of Bathgate. 
Such a station would permit easier access from the west to high frequency buses or trams 
extending through Livingston employment and shopping zones and then via Uphall to 
Newbridge as proposed in the Capital Vision strategy published earlier this year by the 
City of Edinburgh Council. 
 
17 At the western end of the Airdrie-Bathgate route, SAPT also suggests that attention  
be given to providing direct rail connections from the route at Coatbridge both to the 
Gartcosh/Stepps/Robroyston Development Zone and to the Whifflet/Eurocentral/ 
Motherwell/Ravenscraig Zone.  At present, there are no direct connections between the 
east-west Airdrie-Glasgow line and north-south rail services in the Coatbridge area.  To 
improve connectivity to the Glasgow-Bathgate-Edinburgh line, it is highly desirable that 
railway land to the north and south of Coatbridge Sunnyside station should be 
safeguarded for future re-use by passenger services.  In particular, consideration 
should be given to extending an enhanced Glasgow-Stepps-Gartcosh local service to 
Coatbridge Sunnyside and onwards via Whifflet to Motherwell/Ravenscraig.  This would 
allow Coatbridge Sunnyside to become a significant interchange rather than lacking any 
link to other rail services. 


