
 

AIRDRIE-BATHGATE (AND LINKED IMPROVEMENTS) BILL COMMITTEE
  
PROMOTERS RESPONSE FOLLOWING ORAL EVIDENCE ON 4 
SEPTEMBER 2006  
  
The purpose of this paper is to provide the Committee with the Promoter's 
written response, following oral evidence presented to the Committee on 4 
September 2006. The Promoter has addressed the committee's request for 
further information below and has taken the opportunity to clarify some of the 
points which arose in evidence.  
 
 
The history of the decision to reinstate the rail link 
 
Much of the discussion was focused on the viability of alternative options to 
that of heavy rail. For this reason, it is worth tracking the history of the project 
and the process resulting in the current proposal.  
 
Fundamentally, the proposal to reinstate the rail line between Drumgelloch 
and Bathgate was one of the projects recommended in the Central Scotland 
Transport Corridor Studies (CSTCS) in 2002. These studies reported and 
considered three trunk road corridors in west central Scotland: the M74 
Completion Scheme; the A80 between Haggs and the Stepps bypass; and the 
A8 from Newhouse to Baillieston. In each corridor the study identified the 
problems and issues, considered objectives, examined options and appraised 
possible solutions. This follows Scottish Transport Appraisal Guidance 
(STAG). 
 
Looking at the A8 corridor specifically, the problem area was a section of all-
purpose two-lane dual carriageway lying between sections of full motorway. 
This part of the route was considered to be sub-standard in design, 
overloaded and – crucially – a constraint on further development in the 
corridor because of the level of congestion at peak periods. 
 
At an early stage in the study process, the team considered radical public 
transport options as an alternative to any upgrade of the road. The analysis 
demonstrated that these options did not address the fundamental problems of 
congestion and travel time unreliability on the A8, although some were shown 
to significantly improve public transport for existing users as well as people 
looking for an alternative place to work. 
 
Subsequent analysis and a full economic appraisal showed that an upgrade of 
the A8 to full motorway standard was justified – a scheme which is now 
progressing. While this solution significantly improves accessibility to jobs, 
education and other opportunities for those with access to a car, it widens the 
inequality between those with and without cars. This is particularly acute in 
east Glasgow and North Lanarkshire; areas which are already among the 
most disadvantaged areas in Scotland (based on the Scottish Index of 
Multiple Deprivation). 
 

 



 

At this point in the appraisal, the team reconsidered the public transport 
options developed previously to identify those which would: 

• complement the road scheme 
• redress the balance of advantage between those with and without a 

car. 
 
With this in mind, reinstatement of the rail line between Drumgelloch and 
Bathgate (with no additional intermediate stations), and the extension of the 
North Clyde electric service from Glasgow Queen Street to Edinburgh 
Waverley, was shown to significantly improve public transport accessibility for 
residents of high deprivation areas in east Glasgow, as well as giving West 
Lothian residents access to jobs in Glasgow. An additional benefit is the 
increased frequency of services between Bathgate and Edinburgh. 
 
The scheme was fully appraised and shown to be worthwhile in its own right 
with a benefit cost ratio (BCR) of almost 2.0. The direct benefits measured in 
the BCR included significantly shorter journey times by public transport for 
journeys from the edges of both major cities to the centre of the other, such as 
travelling from Easterhouse to Edinburgh Park, or Livingston to Glasgow. The 
accessibility benefits, which ultimately bring employment opportunities and 
encourage job creation, were in addition to this. 
 
As a result, the Transport Minister gave his support for the scheme with its 
inclusion in the package of measures announced in early 2003. 
 
 
Policy objectives and the need for rail 
 
One of the questions posed asked if all but one of the policy objectives listed 
in the Promoter’s Memorandum could be delivered by the use of buses. As 
per the response we gave orally, we disagree. To explain more fully, the 
difference between a bus service and a rail service can be summarised in the 
following table: 
 
Rail Service 
 

Bus Service 

Permanent feature in the 
community 

Deregulated service shown to be 
unsustainable on its own in this 
location 

Offers fast, reliable, punctual 
service as an alternative to the car 

Unable to offer fast, reliable and 
punctual alternative to car 

Not subject to road congestion 
issues 

Subject to road congestion issues 

Sustainable Unsustainable 
Attractive working environment Unsuitable for working during 

journeys 
Attractive to those seeking 
employment as it provides a high 
degree of certainty in terms of 
journey times 

Cannot offer high degree of certainty 
in terms of journey times 

 



 

Offers later running services 
providing opportunities for 
accessing leisure opportunities 

Not available at present from buses – 
suggests unsustainable 

 
Consistent with this, evidence from the local councils confirmed that bus 
services had been introduced previously but had failed to provide a 
sustainable means of public transport. 
 
 
Contributions from developers  
 
As the issue of developer contributions under section 75 of the Town & 
Country Planning (Scotland) Act 1997 was raised, it is worth clarifying that 
Network Rail as Promoter is not a planning authority and, as such, does not 
have the ability to enter or compel others into such arrangements. Network 
Rail, Transport Scotland, West Lothian Council and North Lanarkshire Council 
have discussed the question of seeking section 75 contributions from 
developers at a number of previous meetings and it will continue to form part 
of our agenda at future meetings. 
 
 
Inward commercial and industrial investment in the corridor 
 
During the session, the question was raised about whether Network Rail as 
Promoter had received any contact from potential inward investors who were 
keen to relocate or set up new businesses within the corridor. As Network Rail 
is the body responsible for the operation of the rail network, it is more likely 
that any such proposals would be addressed to the local councils or Scottish 
Enterprise rather than us. Instead, we interviewed a number of firms in detail 
about their expansion plans and what conditions would encourage growth. 
Around 36-37 of these firms said that the lack of public transport made 
recruitment of skilled staff a problem.  
 
 
Number of estimated jobs in Edinburgh and along the line of route 
 
Following the line of questioning about job creation and population growth, the  
impact in terms of absolute figures is around 900 additional jobs and 1,900 
additional residents in West Lothian. In North Lanarkshire, the forecast is to 
see an increase of 400 jobs and 1,000 residents. Significantly, for the Airdrie 
‘corridor’ of North Lanarkshire, these results suggest that the new line would 
play a role in reducing or reversing the projected decline in population in the 
area. A more detailed breakdown of the forecasts additional jobs is currently 
being investigated.  
 
 
Adoption of ‘equivalent measures’ to help communities develop 
 
As raised by the Committee, Annex A Q1 of our Further Questions written 
evidence outlines that certain ‘deprived communities’ would not develop as 

 



 

quickly as if the line was built – unless other equivalent measures were 
adopted. The ‘equivalent measures’ are those outlined in The history of the 
decision to reinstate the rail link above, namely: measures to complement the 
road scheme and redress the balance of advantage between those with and 
without a car. It should be noted, however, that the CSTCS did not identify 
another project which could provide the range of benefits generated by the 
Airdrie-Bathgate rail link, which will also improve public transport accessibility 
for residents of high deprivation areas in east Glasgow, give West Lothian 
residents access to jobs in Glasgow, and increase the frequency of services 
between Bathgate and Edinburgh. 
 
 
Lessening congestion on the M8 
 
It is worth emphasising what we said about road and rail working in tandem, 
although each is a separate undertaking with its own objectives. Network 
Rail’s policy objectives do not include the reduction of congestion on the M8, 
over which we have no control. We have been asked to produce a scheme 
which will assist elsewhere, which is not the same. The main driver for the 
Airdrie-Bathgate rail link is to ensure that the gap between car and non-car 
accessibility is not exacerbated by the new road construction. This is part of a 
wider package of measures in the A8 corridor which is addressing this 
congestion problem.  
 
However, as discussed at Monday’s session, in paragraph 268 of the 
Promoter’s Memorandum, we outline our recognition of the importance that 
the Scottish Executive places on tackling traffic congestion in central Scotland 
and stand firm to our belief that the rail link will offer a real public transport 
alternative to the M8, helping to reduce the rise in road congestion and 
subsequent environmental impacts. 
 
Following the opening of the line, there will be slightly less congestion in the 
system than would be the case if the line were not re-opened. This is 
evidenced by a small reduction in total vehicle hours and vehicle operating 
costs for car users across the network. There is also a small reduction in 
traffic on the M8. In the longer term, we would anticipate greater reductions as 
people adapt to new travel opportunities afforded by the line, with options to 
change where they live and work.  
 
 
Traffic congestion at stations along the line of route 
 
Following on from the discussions about congestion on the M8, it was mooted 
that congestion at stations would increase if the rail link were to re-open. We 
would like to reassure you in detail with regard to each station and the actions 
we propose: 
• At Airdrie Station, the proposal for an additional 28 spaces (in addition to 

the planned 16 extra spaces) does not sufficiently impact on the current 
situation to warrant specific traffic management works. 

 



 

• At (relocated) Drumgelloch, the adjacent affected junctions have been 
agreed with North Lanarkshire Council. Mitigation proposals include 
introducing traffic lights at Forrest Street, Towers Road and Connor Street 
staggered junction, as well as at Forrest Street into the park and ride 
station at Old Bore Road. A pelican crossing is to be provided on Forrest 
Street at a suitable location for the bus laybys. 

• Similarly, at Caldercruix, the affected junctions have also been agreed with 
North Lanarkshire Council. This includes providing a roundabout on the 
A89 to serve the station car park. 

• At Armadale, the affected junctions have been agreed with West Lothian 
Council. Existing adjacent junctions remain within capacity at the proposed 
station while new roundabout access on Station Road is proposed to serve 
the station park and ride.  

• At Bathgate, the affected junctions have also been agreed with West 
Lothian Council. As the existing roundabout at the Mill Road, South Bridge 
Street, Menzies Road and Glasgow Road junctions would be over-
capacity with the station park and ride proposals, traffic lights will be 
required. Similarly, traffic lights will also be provided at the access to the 
new station car park on Edinburgh Road. 

• At Livingston North, the proposals do not affect the existing traffic 
management arrangements. 

• At Uphall, the affected junctions have been agreed with West Lothian 
Council. The north park and ride car park is to be served by traffic lights on 
Station Road while the existing south car park already has traffic lights.  

 
Our attention was drawn by the Committee to our response to Q21 (original & 
supplementary). We would like to explain that these figures show an increase 
on the A801, brought about by people accessing the new line/stations. The 
total figure is an additional 50 car trips in the AM peak hour (+60 northbound, -
10 southbound). These flow changes are minor in the context of an 
uncongested road. 
 
Finally, it is worth outlining that the accepted trigger for the need for a 
transport impact assessment (TIA) for any development (by local authority 
transport departments) is a 10% increase in traffic. The figure of 8% 
mentioned by the Committee would not be considered to be significant and is 
below the threshold for a TIA requirement as this level of traffic increase 
would not result in congestion.  
 
 
End-to-end journeys  
 
As requested at the evidence-taking session, we are seeking to secure more 
details on specific figures travelling on end-to-end journeys. This information 
takes some time to assemble and we will have this with you as soon as we 
can.  
 
In the interim, it is worth pointing out that our business case analysis identifies 
additional patronage on the route as 12,678 at the time of opening (2011). At 

 



 

stations between Airdrie and Bathgate we estimate the following patronage 
levels: 
• Airdrie: 673 
• Drumgelloch: 498 
• Caldercruix: 262 
• Armadale: 1,770 
• Bathgate: 794 
 
This gives a total of 3,997 on the core route, leaving the balance of 8,681 trips 
outwith the core stations. 
 
 
Economic benefits  
 
Following on from Monday’s discussion about the benefit cost ratio (BCR), we 
believe it is worth mentioning the economic benefits associated with the 
scheme in more detail. These have been calculated in line with the Transport 
Economic Efficiency (TEE) element of the Scottish Transport Appraisal 
Guidance (STAG) which is the key reference document for the appraisal of 
transport projects, policies, studies, or schemes in Scotland, for which 
Scottish Executive funding or approval is required.  
 
In this case the BCR is 1.81, against a base line of 1.3, so the benefits of the 
scheme are well in excess of the cost to the public purse. This is regarded as 
the benchmark economic measure of value for money in terms of the use of 
public money. Objectively speaking, a value of 1.81 represents a particularly 
good BCR for a public transport proposal. The total benefits are calculated as 
£680m over the 60 year period. These benefits are, in the main, monetised 
time savings to users of public transport. This breaks down as follows: 
• travel time savings 89% 
• users’ own vehicle operating cost savings 1.5% (car users) 
• cheaper public transport travel 9.5% (fewer connections) 
 
In addition to the TEE benefits described above, the line has positive benefits 
in terms of EALI (Economic Activity and Location Impacts). These include the 
additional jobs brought into the area, and new opportunities for those living in 
designated 'deprived' communities. 
 
 
Pedestrian flow of the Edinburgh-Glasgow rail shuttle service 
 
As the Committee was interested in the projected impact on the E&G line, we 
would like to explain this more fully. An analysis of The Transport Model for 
Scotland (TMfS) forecasts suggests a reduction up to 50 passengers per train 
in the peak hour. This is approximately 12.5% of the capacity of each train 
currently working the route. 
 
One of the scheme’s policy objectives is to construct a rail link which will allow 
existing services on the Glasgow North electrics to operate as through 
services to Edinburgh, providing an alternative to the Edinburgh-Glasgow 

 



 

main line service and assisting in reducing congestion at peak times. To do 
this requires the provision of a fast, frequent and reliable train service. 
 
In particular, the route provides an alternative to the existing choice for 
passengers, including: 
• Journeys east and west through Queen Street Low Level which currently 

change at Queen Street High Level to access the Edinburgh-Glasgow 
main line service 

• Journeys from Bathgate, Livingston and surrounding areas to Glasgow 
which currently are made via park and ride at Linlithgow station 

• Journeys from Airdrie and the surrounding area to Edinburgh which 
currently are made via park and ride at Croy station. 

 
 
First Scotrail written submission on maintenance depot 
 
We can confirm that First Scotrail was a priority stakeholder throughout the 
design process. As a train operator, we recognise that it will wish to finalise 
the detail of the design of train diagrams and train crew rosters to suit the 
depot proposals. 
 
 
National importance of the scheme 
 
Following the line of questioning about the national importance of the scheme, 
we would like to emphasise its absolute alignment with national transport 
policy. As a snapshot, it meets the brief of the following documents: 
 
National Planning Framework This talks about ‘supporting cities’, 

‘spreading benefits’, ‘improving 
disadvantaged communities’ and 
‘sustainable transport’. This project 
provides all of these. It identifies the 
Executive's transport infrastructure 
commitments to 2010, with the 
reopening of the Airdrie-Bathgate 
railway a committed project. 

Scotland Planning Assessment This makes many references to the 
importance of providing the 
opportunity for commuters to use rail 
to access key city centres. It reads: 
“The Airdrie-Bathgate, Larkhall and 
Alloa proposals will offer new journey 
opportunities from residential areas to 
the principal employment and retail 
centres in Glasgow and Edinburgh.” 

Scotland's Transport: Delivering 
Improvements 

This highlights priority projects to 
reduce road vehicle usage and 
encourage sustainable transport 
choice, citing Airdrie-Bathgate rail link 

 



 

as one of the key projects flowing 
from the M8/A8 corridor study which 
will contribute towards these 
objectives. 

Scottish Executive’s White Paper: 
Scotland's Transport Future 

This identifies the delivery of new rail 
infrastructure as one of the most 
important elements of opening new 
opportunities to use public transport 
and reducing reliance on the private 
car. The proposed Airdrie-Bathgate 
rail link is specifically identified as one 
of the main rail projects, which will 
meet Scottish Executive transport 
policy objectives.  

 
 
New housing developments  
 
As requested, specific detail on housing developments along the line of route 
are as follows: 
• Stewart Milne Homes, Clarkston, Dunrobin Road (outline consent) 
• Drumbow Homes at Caldercruix Mill (detailed consent) 
• Housing at Caldercruix Farm (detailed consent) 
• MCA Homes, Limelands Development, Caldercruix (status unknown) 
• The Meadows, Drumbow Homes, Blackridge (detailed consent) 
• Manorlane, Airdrie Road, Blackridge (no consent) 
• Buchanan Homes, Westcraigs Road, Blackridge (outline consent) 
• Caledonia Homes, Factory Road, Bathgate (detailed consent) 
 
 
Funding commitment from Transport Scotland 
 
As requested, please find enclosed a copy of the letter from Transport 
Scotland confirming its position with respect to the funding of the project. 

 



 

 
 
 
 
 
 
 

 


