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1. INTRODUCTION 
 
This paper reports on a Scottish Executive Research Study entitled ‘Ayrshire 
– Transport and the Economy, The Scope for Improving Connectivity between 
Ayrshire and the Central Belt’.   
 
It is recognised that Ayrshire has been less successful than other areas of 
Scotland in progressing from its traditional manufacturing-based industries 
into the service sectors and knowledge based economy more generally.  Poor 
connectivity within Ayrshire and between Ayrshire and the rest of Scotland/UK 
is frequently cited by local stakeholders as a constraint on the development of 
Ayrshire and hence on this transition.   
 
The National Planning Framework (NPF) and Ayrshire Joint Structure Plan 
2025 (AJSP) both emphasise the need for improved transport links if Ayrshire 
is to be economically successful.  In these and other documents, the themes 
on which the need for improved connectivity centred are as follows: 
 

• connectivity outwards towards Ireland and further afield from Glasgow 
Prestwick International Airport (GPIA) and the ports; 

• connectivity to the central belt and the national motorway network; 
• interconnectivity between and around the settlements of Ayrshire; and 
• the promotion of the idea of Ayrshire as a ‘gateway’. 

 
Ayrshire was perhaps unique in Scotland in being heavily industrialised, yet 
being located some distance from both of the main centres of population.  As 
traditional industries have declined, other previously industrial areas, such as 
Lanarkshire have perhaps been better placed, in terms of their geography 
(and financial situation), to attract the investment necessary to replace 
traditional industries.  
 
This ‘scoping study’ examined different options for investment in transport in 
Ayrshire, in terms of their potential impacts on the ‘re-positioning’ of Ayrshire.  
It also seeks to inform national and strategic planning policy for the area.  
 
The ‘Research Brief’ established the following clear aim of the study – ‘to 
identify the key features of the Ayrshire economy and identify what scope 
there may be for improving connectivity within and beyond Ayrshire which will 
support economic development and regeneration’. 
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2 TRANSPORT AND THE ECONOMYi

 
‘That there is a link between good infrastructure and the economy is taken as 
self evident by most businesses and professionals, but despite a mountain of 
academic analysis, the nature of the relationship remains somewhat opaque.  
The Standing Advisory Committee on Trunk Road Assessment’s (SACTRA) 
1999 Report, ‘Transport and the Economy’ looked at the issue in some detail 
but failed to establish any simple, clear rules.’ – (Taken from Local Transport 
Today (8/12/2005), from a report into the on-going Eddington Review which is 
examining the links between good transport and a strong economy). 
 
The above excerpt illustrates the difficulties faced in addressing the question 
of the links between improved transport and economic performance.  It is 
indeed self-evident that a modern economy requires effective communication 
links but the quantification of these effects has proved extremely difficult.  In 
addition, determining the economic impact of a single scheme in a country like 
the UK, which, even if significant, is generally making only a marginal change 
to a highly developed transport system, is problematic. 
 
2.1 Appraisal and Economic Impact 
 
There have been established appraisal methods for over 30 years which 
estimate the ‘benefits’ of a transport proposal by placing a value on reductions 
in travel times and savings in vehicle operating costs, from a social welfare 
perspective.  However, establishing statistical causal links between improved 
transport and economic performance (measured by eg GDP, productivity or 
employment) has proved elusive to researchers – ie how, if at all, do the travel 
time savings identified appear as other economic indicators ‘on the ground’.   
 
This question has led to an extensive literature addressing the question of the 
links between transport and economic development from an ex-post 
perspective (ie economic impact).  It is this literature which proves 
inconclusive.  In part, because of this lack of empirical evidence, appraisal 
methods which extend beyond social welfare into economic impacts have not, 
until recently, existed and the methods that are now being forwarded are 
largely theoretical.   
 
Early outputs from the Eddington Review have established the following list of 
‘microeconomic’ drivers by which transport may affect productivity: 
 

• mobility of people and goods; 
• enhancing agglomeration; 
• labour markets and migration; 
• boosting intra- and inter-regional trade and competition; 
• boosting international trade; and 
• enhancing the attractiveness of the UK for foreign investment.  

 
Undoubtedly the most authoritative work on the relationship between transport 
and the economy published in recent years is the SACTRA report of 1999.  
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The principal transmission mechanisms identified by SACTRA through which 
improved transport could lead to improved economic performance were: 
 

• reorganisation or rationalisation of production, distribution and land 
use; 

• effects on labour market catchment areas and hence on labour costs; 
• increases in output resulting from lower costs of production; 
• stimulation of inward investment; 
• unlocking inaccessible sites for development; and 
• triggering growth which in turn stimulates further growth. 

 
The literature that has examined the economic development impacts of 
transport suggests a strong theoretical relationship between transport and 
economic performance but provides limited empirical evidence to support this.  
In the UK context, there have actually been relatively few ex post studies 
which have sought to identify economic impacts in a rigorous, statistical 
manner.  It is of course very difficult to observe the effects of a change in 
transport within any economic system in isolation, given the myriad of other 
influences that impact on economic performance.  There is also no 
counterfactual with which to compare.  This lack of empirical evidence has 
influenced the way in which Government appraises ex-ante transport 
schemes.  
 
2.2 Breaking the question down 
 
It is helpful to consider the relationship between transport and economic 
development from a few distinct perspectives. 
 
National (UK) Level 
 
At the national level, appraisal methods currently use a measure of social 
welfare costs and benefits.  ‘Social welfare’ is the total well-being of society 
reflecting the total ‘utility’ of the people within that society.  Although the level 
of welfare is impossible to measure, it is plausible to assess the changes 
resulting from a project or policy.  Social cost-benefit analysis is based on 
assessments of welfare benefits and costs.  Social welfare benefits in a 
transport context arise primarily from reductions in travel time, vehicle 
operating costs and accidents (which are all converted into a monetary value).  
 
Until recently, this social welfare measure has been deemed a comprehensive 
measure of the value of a scheme to the national economy (ie GDP), given 
the key assumption of perfect competition, ie changes in transport costs 
resulting from a scheme are converted into wider economic effects, such as 
reduced wage costs or increased property values.  At a national level, further 
‘economic development’ benefits would not be accepted in an appraisal. 
 
However, new guidance was produced by the Department for Transport in 
July 2005 concerning ‘Transport, Wider Economic Benefits, and Impacts on 
GDP’.  ‘Wider’ economic benefits contribute to the impact of transport on 
productivity and GDP, and are caused by market imperfections in transport-
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using industries.  This new guidance suggests that although many of the 
welfare gains currently calculated during the appraisal of a transport scheme 
appear as increases in GDP, there can be substantial additional benefits to 
GDP which are not currently captured.  This marks a significant departure 
from conventional thinking, whereby the schemes are appraised perhaps in 
terms of both their Welfare and GDP impacts. 
 
The areas where wider ‘welfare’ benefits arise are: 
 

• agglomeration economies; 
• increased competition as a result of better transport; 
• increased outputs in imperfectly competitive markets; and 
• economic welfare benefits from improved labour supply. 
 

The areas where wider ‘GDP’ benefits arise are: 
 

• increased labour force participation; 
• people working longer hours; and 
• move to more productive jobs. 

 
The new methodology, which has been demonstrated to significantly increase 
the identified benefits of a scheme, is being piloted in submissions for the DfT 
Transport Innovation Fund (TIF), in England.  The DfT, via the TIF is currently 
asking Regional Development Agencies (RDAs) to compile lists of schemes 
that could qualify for TIF ‘national productivity funding’.  The DfT has specified 
that the type of schemes which may be eligible for funding include road or rail 
access to ports or airports and inter-urban connections that reduce business 
costs.  This gives a clear steer regarding the nature of the schemes which are 
envisaged to have the greatest effects on GDP.   
 
Table 1, below summarises the above discussion in terms of whether benefits 
are captured in welfare or GDP appraisal. 
 
Table 1 ‘Wider Economic Effects’ summary 
 

Benefits 
 

Welfare GDP 

Business travel time savings   
Commuting time savings   
Leisure time savings   
Increase in labour force participation   
People working longer   
Move to more productive jobs   
Agglomeration benefits   
Increased competition   
Imperfect competition   
Exchequer benefits of increased GDP   
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Regional Level 
 
Until relatively recently, the view of government was that a comprehensive 
calculation of the Welfare benefits of a proposed scheme gave an exhaustive 
measure of its value to the country.  Anything additional to these benefits was 
regarded as double-counting. 
 
In July 2003, the DfT published ‘Guidance on Preparing an Economic Impact 
Report (EIR)’.  The EIR fits within the NATA appraisal framework under the 
heading of ‘Economy: Wider Economic Impacts’.  It provides guidance on how 
to measure the economic impact, in the form of employment effects, of 
transport schemes.  However, a key element of the EIR is that it is primarily 
concerned with the effects of a scheme on the distribution of economic 
activity, and is only relevant if the scheme is affecting a pre-defined 
‘Regeneration Area’.  The EIR therefore recognised that schemes which 
addressed regional imbalance and assisted ‘Regeneration Areas’ were better 
than schemes which did not, given an equivalent cost-benefit ratio, ie re-
distributional effects were now viewed as a positive impact. 
 
In Scotland, the Executive published the Scottish Transport Appraisal 
Guidance (STAG) in 2003.  A new element of appraisal required by STAG is 
Economic Activity and Location Impacts (EALI) analysis.  The aim of EALI 
analysis is to describe the impacts of a transport investment on the economy, 
using income and/or employment as key measures.  It is recommended that 
the EALI analysis be presented in terms of: 
 

• the net impact at the Scotland level (beyond that calculated in the 
welfare based cost-benefit analysis); and  

• gross components, which distinguish impacts on particular areas 
and/or on particular groups in society. 

 
It is recognised however that ‘net’ impacts will occur in only a ‘very few’ cases 
(for the largest schemes), and in practice the analysis focuses on the local 
and distributional impacts of the scheme.  Unlike the EIR however, the 
analysis is not restricted to ‘regeneration areas’, but projects which impact 
positively on areas defined as socially excluded will be viewed favourably as 
they are supporting other Executive policies.   
 
2.3 Summary of Appraisal 
 
The evolution of the appraisal of the economic benefits of transport schemes 
occurred in three stages: 
 

• originally welfare benefits calculated from social cost-benefit analysis 
were regarded as comprehensive with anything else deemed double-
counting, assuming perfect competition in the economy; 

• it was then acknowledged that distributional effects can be of benefit to 
‘lagging’ areas; and 
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• most recently, a new view has emerged that schemes should also be 
appraised in terms of their impact on GDP explicitly, recognising that 
market imperfections give rise to additional benefits (both in GDP and 
welfare terms). 

 
 
3 A PROFILE OF AYRSHIRE 
 
Ayrshire is situated in the south-west of Scotland and consists of three 
separate unitary authorities – North Ayrshire, East Ayrshire and South 
Ayrshire.  Figure 1 shows the main settlements and boundaries of Ayrshire. 
 

 
Figure 1: Ayrshire and its main towns 

 
3.1  Historic Development 
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The principal urban centres and the bulk of the population of Ayrshire are 
concentrated in the centre of the region.  The core towns are Irvine, 
Kilmarnock and Ayr but there are also a number of important service 
centres and rural towns which all make a significant contribution to the 
economy.  Ayrshire is regarded as a scenic area with a picturesque 
coastline, unspoilt countryside and a number of pleasant towns. 
 
Ayrshire has a very distinct history but it can be argued that its association 
with Glasgow and its export link to the wider world have forged its 
economic profile.  The area had a number of industrial specialisms such as 
deep and opencast coal mining, textile manufacturing and munitions 
production.  In addition, Ayrshire is associated with the key primary 
industries of agriculture, fishing and forestry while tourism has also played 
an important role in the development of the region. 
 
Like many former industrial areas, Ayrshire began to suffer a decline in the 
1970s and 1980s.  The industrial base was beset by similar problems to 
those affecting the UK while there was an extensive period of 
rationalisation in the primary sector.  In addition, increasing car ownership 
and the advent of cheap foreign holidays provided fierce competition for 
the Ayrshire tourist industry.  While this decline mirrored that of the UK in 
general, Ayrshire has been unable to compensate for the loss of traditional 
industries with employment in new, high value-added sectors. 

 
3.2  Population and Economic Indicatorsii

 
The key difficulty currently facing Ayrshire is an adverse trend in its 
population growth.  Increased life expectancy coupled with a declining birth 
rate is leading to an unsustainable increase in the ‘dependency ratio’.  
That is, the ratio of economically active members of society to 
economically inactive members of society (the sick and retired) is 
declining.  In addition, Ayrshire currently has unfavourable demographics 
in terms of its working age population and this is compounded by the fact 
that the most skilled workers will tend to migrate to areas with a greater 
proportion of high value added jobs. 
 
In 2004, Ayrshire had an estimated population of 367,590 people 
distributed relatively evenly across the three wards (GROS, 2004).  Using 
2004 as the base year, it has been forecast that Ayrshire’s population will 
fall by 4,400 by 2014 and 13,000 by 2024, as illustrated by Figure 2 
(GROS 2004). 
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GROS 2004 Population Projections
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Figure 2: Ayrshire Population Projections 
 
Ayrshire experienced an improvement in its labour market performance 
between 1994 and 2004 with employment levels now comparable with the 
Scottish average, although earnings are still only 85% of the UK average.  
However, this improvement has perhaps masked underlying structural 
weaknesses in the Ayrshire labour market.  Ayrshire still has problems of high 
and long-term unemployment with youth unemployment being a particular 
problem.  In addition, the gender differential in employment levels has been 
widening while a 17% rise in part-time jobs has been offset by an 8% decline 
in full-time positions.  Furthermore, there is a problem of poor productivity and 
skills shortages (particularly ‘soft skills’ such as written and oral 
communication) meaning that many vacancies are difficult to fill.  These 
difficulties are compounded by a cultural inertia in many areas where 
unemployment is now seen as the norm.  There is a relatively low stock of 
VAT registered businesses in Ayrshire and new firm formation is poor, 
although this is somewhat offset by a good survival rate for new firms. 
 
Employment is forecast to fall by 800 people in Ayrshire between 2004 and 
2010.  Manufacturing is expected to continue to decline with only a modest 
growth in the service sector to offset this, as is illustrated in Figure 3: 
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Ayrshire Employment by Sector
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Figure 3: Employment Forecasts, Ayrshire 2004-2010 
 
As alluded to above, Ayrshire has a relatively unfavourable industrial 
structure.  The area has as yet failed to progress into the post-industrial era 
with a continued over-reliance on manufacturing and the public sector for 
employment.  High value added sectors such as finance and business 
services have failed to establish themselves, contributing only 8% of the total 
jobs in Ayrshire compared to 17% for Scotland as a whole.  On a more 
positive note, however, Ayrshire has a relatively good export performance and 
it can be argued that the remaining manufacturing base is characterised by 
the higher value-adding industries. 
 
A further problem affecting Ayrshire is its inability to attract private sector 
investment vis a vis Lanarkshire and other former industrial areas.  It is agued 
that peripherality (or at least the perception of peripherality) and skills 
shortages coupled with a lack suitable premises for firms has been at the 
heart of this. 
 
The combination of these difficulties has locked many areas of Ayrshire into a 
vicious circle of deprivation, as can be seen in the Scottish Index of Multiple 
Deprivation (SIMD) diagram of Ayrshire shown in Figure 4. 
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Figure 4: Ayrshire SIMD Rankings 
 
By means of a summary, the ‘Western Gateway’ document produced by the 
Ayrshire Economic Forum highlighted the following points relating to the 
Ayrshire economy 
 

• it has not yet created a firm place for itself in the knowledge economy 
of the 21st century, and is lagging behind Scotland as a whole in terms 
of economic growth and employment creation; 

• exports are still higher per capita but have recently grown much more 
slowly than the rest of Scotland; 

• business services, post-telecoms & financial services are all under-
represented in Ayrshire, textiles and other manufacturing are over 
represented; 

• employment levels have been declining in Ayrshire whilst increasing in 
Scotland in recent years; 

(c) PTRC and contributors 



• office-based industries (private sector) are significantly under-
represented; 

• fewer new business starts per capita than rest of Scotland; 
• GDP per head is significantly lower than rest of Scotland; 
• unemployment rates are consistently higher than the rest of Scotland, 

with localities suffering exceptionally high rates of unemployment; 
• significant skills gap exist in some areas. 

 
Since the ‘Western Gateway’ document was produced, progress has been 
made in some of these fields.  However, as a strategic statement of the 
problems of Ayrshire, it remains a relevant list. 
 
As noted in the introduction, the aim of this scoping study is to establish the 
potential role of transport in improving the economic performance of Ayrshire.  
As such, it appears prudent to outline the prospective role of improved 
transport in assisting regional economic development.  This can perhaps be 
summarised as: 
 

• it can support key AJSP aims, the foremost of which is a housing-led 
population stabilisation strategy; 

• it can assist indigenous and developing industries by reducing 
transport constraints and costs and improving reliability; 

• it can challenge the perception of peripherality which is currently a 
barrier to new investment in Ayrshire. 

 
However, it should be noted that there are many areas of policy in which 
transport has only a small role and, as such, improved transport cannot be 
seen as a panacea for Ayrshire’s economic difficulties. 
 
4. OVERVIEW OF TRANSPORT IN AYRSHIRE 
 
Ayrshire has a relatively well-developed road, rail, port and air network but 
there is nonetheless scope for additional transport investment, particularly in 
linking Ayrshire to its core markets, the Glasgow ‘City-Region’ and Edinburgh. 
 
4.1 The Road Network 
 
Ayrshire has an extensive trunk road network but many believe that upgrading 
certain key roads is a prerequisite in attracting investment.  The benchmark 
for this argument is the recently opened M77 between Glasgow and 
Kilmarnock.  It is claimed that the new motorway brought significant economic 
benefits, most notably inward migration.  As such, there is a strong conviction 
amongst many stakeholders that it is necessary to upgrade Ayrshire’s other 
principal trunk roads, including the A70 and A71 links to the M74, the A77 
between Kilmarnock and Stranraer and the A737 between Kilwinning and 
Glasgow.  Ayrshire’s principal road network is shown in Figure 5. 
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Figure 5: Ayrshire Principal Road Network 
 
4.2 The Rail Network 
 
Ayrshire’s rail network is concentrated along two corridors, the Glasgow 
Central–Ayr–Stranraer corridor and the Glasgow and South Western Railway 
(GSWR) corridor.  These two corridors are linked by sections of track between 
Barassie and Kilmarnock and Newton-on-Ayr and Mauchline (although this 
line is not signalised to passenger standards).  The Ayr line is of a good 
standard between Glasgow and Ayr but significant capacity problems exist on 
this line, most notably between Shields Junction and Paisley Gilmour Street 
(PGS).  There are also issues of on-train capacity and a lack of integration 
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with GPIA.  The GSWR suffers from a single-track layout between Barrhead 
and Kilmarnock, which restricts the passenger service between Kilamrnock 
and Glasgow Central to hourly.  In addition, capacity south of Kilmarnock is 
constrained by a section of single-track between Annan and Gretna and long 
distances between signals.  The Ayrshire rail network is illustrated in Figure 6.  
 

 
Figure 6: Ayrshire Local Rail Network 
 
Lastly, the adverse routing of freight in Ayrshire reduces network capacity and 
adds to freight firms’ journey times and costs.  Due to the configuration of 
junctions adjoining freight halts, freight trains must travel north and west 
before being able to go south and east. 
 
In all, it is clear that the rail network in Ayrshire is highly developed.  However, 
a number of constraints currently inhibit train movement across Ayrshire. 
 
4.3 External Connections 
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Ayrshire also has relatively good external connections.  GPIA provides budget 
flights to a number of European cities while a vehicle ferry runs from Troon-
Larne (in Northern Ireland) during the summer months.  Passenger ferries 
also serve the island communities of Arran and Cumbrae from Ardrossan and 
Largs respectively, while the port of Ayr is an important freight location.  
Lastly, and arguably most importantly, Hunterston provides a deepwater 
freight terminal capable of accommodating the largest vessels afloat and there 
are currently plans to convert this terminus into a container base. 
 
 
5. ACCESSIBILITY AND TRAVEL-TO-WORK ANALYSIS 
 
As part of the study, David Simmonds Consultancy carried out accessibility 
analysis on a 2002 base year using the Scottish Executive’s Transport 
Economic Land Use Model of Scotland (TELMoS). 
 
5.1 Accessibility Analysis 
 
The measures of accessibility used provide an accessibility value for each 
zone in the model for each travel purpose.  This value reflects the cost of 
travelling to all other zones in the modelled area, and the opportunities in each 
zone for that travel purpose (eg for travel to work).  The measure is a 
combination of the cost of travelling to each zone and the number of jobs in 
that zone. 
 
The measures of accessibility are the expected average generalised cost of 
going from each zone to work or for a meeting at another business given: 
 

• where the relevant ‘opportunities’ (jobs) are located; 
• the generalised cost of getting to them (by the specified modes); 
• the TELMoS parameters describing how sensitive people are to 

generalised cost in choosing where they work or do business. 
 
The formula used, together with the model parameters, ensures that: 
 

• adding jobs close to a zone will improve its accessibility more than 
adding jobs very far away; and 

• transport improvements will always result in an improvement in 
accessibility (unless they only affect very long journeys or serve zones 
which offer no opportunities). 

 
There are 1123 zones represented in TELMoS covering all of Scotland except 
the Highland and Moray areas.  An accessibility ‘score’ has been derived for 
each zone for the following measures: 
 

• personal access to employment (using car) to (i) manual and (ii) non-
manual jobs; 

• personal access to employment (using public transport) to (i) manual 
and (ii) non-manual jobs; 

• business travel; and 
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• goods movement 
 
For each measure of accessibility, zones were modelled and ranked in 
ascending order of accessibility.  In addition, the score for each zone was 
combined and then averaged in order to provide a score for each local 
authority, thus allowing relative accessibility to be demonstrated.  Tables 2 
and 3 display the average accessibility for each local authority – personal 
access to employment (non-manual), by car and public transport respectively. 
 
Table 2: Personal access to employment, car, non-manual by local authority 
 
Rank Local Authority Area Average ‘accessibility’ 

1 City of Glasgow 102 

2 Renfrewshire 109 

3 East Renfrewshire 110 

4 North Lanarkshire 112 

5 South Lanarkshire 113 

6 East Dunbartonshire 114 

7 City of Edinburgh 118 

8 West Dunbartonshire 122 

9 West Lothian 123 

10 Falkirk 126 

11 Midlothian 132 

12 East Ayrshire 144 

13 Stirling 145 

14 Clackmannan 146 

15 Inverclyde 150 

16 City of Aberdeen 156 

17 North Ayrshire 157 

18 East Lothian 160 

19 Fife 161 

20 City of Dundee 166 

21 Perthshire & Kinross 176 

22 South Ayrshire 181 

23 Angus 189 

24 Scottish Borders 211 

25 Aberdeenshire 215 

26 Dumfries & Galloway 230 

27 Argyll & Bute 257 
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Table 3: Personal access to employment, public transport, non-manual, by 
local authority 
 
Rank Local Authority Area Average ‘accessibility’ 

1 City of Edinburgh 189 

2 City of Glasgow 198 

3 City of Aberdeen 246 

4 West Dunbartonshire 254 

5 Renfrewshire 256 

6 City of Dundee 264 

7 East Dunbartonshire 270 

8 East Renfrewshire 271 

9 South Lanarkshire 275 

10 North Lanarkshire 287 

11 Midlothian 312 

12 Inverclyde 320 

13 Falkirk 325 

14 West Lothian 336 

15 Clackmannan 348 

16 North Ayrshire 359 

17 East Lothian 360 

18 Fife 360 

19 East Ayrshire 367 

20 Stirling 379 

21 Perthshire & Kinross 381 

22 South Ayrshire 402 

23 Angus 451 

24 Dumfries & Galloway 493 

25 Aberdeenshire 554 

26 The Borders 556 

27 Argyll & Bute 696 

 
Clearly, the three Ayrshire council areas have relatively poor accessibility to 
employment by both car and public transport, although the base year figures 
do not contain the M77.  For travel by car, the anticipated hierarchy of East, 
North and South Ayrshire exists in terms of decreasing accessibility.  
However, North Ayrshire is more accessible by public transport because of its 
better rail connections.  The business-to-business figures are very similar to 
the personal travel figures.  Notably, Ayrshire performs poorly against its main 
‘competitors’ for investment, such as South Lanarkshire. 
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Figures 7 and 8 show personal accessibility to jobs for both public transport 
and car at the zonal level: 
 

igure 7: Access to Employment (Public Transport) 

 
Figure 8: Access to employment (Car) 

 
F
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Figures 7 and 8 illustrate the accessibility ‘hierarchy’ that exists in Ayrshire. 
The north-west of East Ayrshire and the north-east of Ayrshire have the best 
accessibility to jobs by car.  There is then a second band covering the 
remainder of North Ayrshire, the north of South Ayrshire and the middle of 
East Ayrshire.  Areas to the south witness a gradual decline in their 
accessibility. 
 
The accessibility of Ayrshire can be seen by identifying the rank of the 
Ayrshire zones relative to all of the others.  This is shown in Table 4. 
 
Table 4: Zonal accessibility to employment (non-manual) car 
 

Model Zone 
Accessibility 

‘Rank’ Model Zone 
Accessibilit

‘Rank’

 

y 

Fenwick & District 719 Kilwinning 854

Stewarton 740 Troon 860

Kilmarnock - Hillhead 763 Irvine West 863

Dunlop 764 Prestwick 865

Kilmarnock 778 Catrine & Mauchline 884

Kilmarnock- Bellfield 779 Annbank 892

Kilmarnock North 782 Stevenson 893

Kilmaurs 785 Whitletts 917

Kilmarnock East 787 Ayr 948

Kilmarnock South 789 Saltcoats 956

Kilmarnock West 796 Largs 962

Crosshouse 803 Great Cumbrae Island 965

Kilmarnock, Riccarton 806 Ayr South 973

Newmilns and Darvel 808 Fairlie 976

Hurlford,Crookedholm 809 West Kilbride 997

Kilbirnie 810 Drongan & Ochiltree 999

Crookedholm 811 Cumnock & Muirkirk 1004

Irvine East 814 Wemyss Bay 1013

Kilmarnock, Shortlees 815 New Cumnock 1031

Kilmarnock - Grange 1817 Maybole 046

Dalry 832 Dalmellington, Patna 1050

Earlston 837 Girvan 1078

 Ballantrae 1107

 
Table 4 highlights the fact that Ayrshire suffers from relatively poor 
a h the most acce le ne, Fenwick and District, being 
ra f 1123 zones.iii
 

ccessibility wit ssib  zo
nked 719th out o

(c) PTRC and contributors 



5.2 Travel-to-work Analysis 
 
In terms of travel-to-work, SLIMS   153,700 Ayr  
residents were in employment.  Of these, 127,800 worked in Ayrshire and 
25,800 worked outside Ayrshire (17% nd 7,600 people worke  
Ayrshire but lived outside the area.  The travel-to-work patterns of Ayrshire 
re public transpo re igures 9 and 10. 
 

 
Figure 9: Travel-to-work destinations of Ayrshire residents (car) 
 

note that, for 2001, some shire

).  Arou d in

sidents for car and rt a  shown in F

(c) PTRC and contributors 



 
Figure 10: Travel-to-work destinations of Ayrshire residents (PT) 
 
6.4.5 The level of dispersed commuting to the Glasgow conurbation can 
clearly be seen, particularly in the ‘car’ map.  In contrast the public transport 
trips are much more concentrated in the centre of Glasgow. 
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6. CONSULTATION 
 
As part of the project, MVA undertook a series of consultations with Ayrshire
stakeholders which sought to investigate: 
 

• present day constraints imposed on business and economic activity as
a result of difficulties associated with transport or location; 

• key connectivity requirements for business; 
• suggestions for possible improvements to transport in Ayrshire, or

between Ayrshire and elsewhere, which would assist in local or 
regional economic development; and 

• the causal mechanisms by which improvements in transport provision 
assist economic performance, at the company, local or regional lev

 
A brief summary of the potential schemes raised and the indicative lev
support for these projects is outlined in Table 5. 
 
Table 5: Summary of consultations/schemes 
 
Scheme Total 

 

 

 

el. 

el of 

M77 Extension to Ayr 3 
A77 South of Ayr (Maybole and Whittlets Bypass) 4 
A737 Upgrade (including Dalry Bypass) 3 
A70 Upgrade to the M74 (Route Action Plan) 4 
A71 Upgrade to the M74 (Route Action Plan) 3 
A76 (including Mauchline Bypass) 1 
A78 Three Towns Bypass Extension to Fairlie 1 
A78 North of Hunterston 1 
  
Kilmarnock-Barrhead 30 minute frequency service 4 
General GSWR Upgrade (including Mauchline Link) 9 
GSWR Container Clearance Work 7 
Largs/Ardrossan South Beach Double Track 4 
Ayr-Glasgow Central 15 minute service frequency 4 
  
Support of Route Development Fund 1 
P&R Strategy 4 
Internal PT improvements including cheap transport 4 
New railway stations 4 

 
Table 5 highlights that the key road improvement desired by stakeholders is 

proved links to the M74 although support for the preferred alignment of this 
 split.  Of the 

im
upgrade (either along the A70 or A71 corridor) is relatively evenly

il schemes, there was overwhelming support for a general upgrade to the ra
GSWR. 
 
 
 
 
 

(c) PTRC and contributors 



7. STAG APPRAISAL 
 
The ‘long list’ of potential transport improvements that could be implemented 
in Ayrshire were established via a combination of the consultations and 

levant literature.  This list was focussed on those schemes with the greatest 
pot t
the WE
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 Kilmarnock to Dumfries improvements - inc Mauchline Bypass
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rdeer, Stevenston link to A78

 Kilmarnock improvements

ton link to A78

yr harbour access

oon harbour access, link to A78

77 improvements

71 Kilmarnock to M74 improvements

70 Ayr to M74 improvements

78 improvements, access to Hunterston

re
en ial impact on economic development.  Most of the schemes featured in 

STRANS JTS, summarised below in Table 6. 

le 6: Summary of WESTRANS plans 

WESTRANS Objectives
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hort Term, 1-5 years

Projects Underway

lasgow Airport Rail LinkG
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Proposed Studies

Glasgow to Kilma
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Stranraer / Kilmarnock / Carlisle rail capacity study
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A

Long Term, 10+ years

Proposed Studies
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Proposed Projects

Ayrshire to Edinburgh rail service improvements

Largs to Kilwinning improvements

Kilwinning P&R improvements

A76 Dumfries to

rdeer, StevensA
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7.1 TELMoS and Scheme Tests 

our ‘generic’ tests were specified and run in TELMoS.  These were: 

• 15 minutes notional reduction in PT between Glasgow and Ayr; 

 

 
TELMoS was used to give indicative forecasts of the effect of ‘generic’ 
changes in transport costs on regional economic indicators, (employment and 
GVA) and population, which is important given Ayrshire’s projected decrease 
in population. 
 
F
 

• 15 minutes notional reduction in PT between Glasgow and Kilmarnock; 
• 15 minutes notional reduction in road costs between Ayrshire and the 

M74; 
• 15 minutes notional reduction in road costs along the A737 corridor 

between Irvine and Glasgow. 
 

These changes were applied to selected zone pairs within TELMoS and the 
model was run to provide forecasts up to 2015.  Each test was compared to a 
Reference Case and the difference between the two is reported as being the 
impact of the test.  While the results of these tests are indicative, they do 
provide further context to the appraisal options outlined above. 

 
The percentage and absolute change in workplace employment for each test 
is illustrated in Figure 11. 
 

Figure  11: Effect of test series on workplace employment 
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Road schemes compare favourably to rail schemes in Figure 11, with an A737 
upgrade appearing to offer the greatest employment benefits.  North Ayrshire 
would be the primary benefactor of such a scheme, although East Ayrshire 
would suffer somewhat.  Improved links to the M74 also appear to offer 
considerable benefits to Ayrshire as a whole while both public transport 
schemes are forecast to increase total Ayrshire employment by around 1%. 
 
Figure 12 shows the effects of each scheme on absolute and sectoral GVA: 
 

 
Figure 12: Effect of test series on GVA 
 
Again, when considering GVA, the road schemes compare favourably to the 
public transport schemes.  The road schemes are forecast to increase GVA in 
Ayrshire by between £100m and £175m per annum by 2015 – 3%-4.5% 
higher than current levels.  Again, the A737 appears the most beneficial 
pgrade in terms of both absolute GVA and sectoral changes but the M74 link 
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also performs well. 
 
Figure 13 outlines the effect of each scheme on population, in both absolute 
and percentage terms. 

(c) PTRC and contributors 
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Figure 13: Effect of test series on population 
 
The percentage change effects on population in Ayrs
on employment of GVA, with the A737 
although this still amounts to a not insignificant 4
schemes benefit each Ayrshire council 
Ayrshire, which sees a small decline in the Ayr-Glasgow rail test. 
 
7.2 Planning Objectives/Appraisal Criteria 
 
Having completed the initial sifting 
series of planning objectives were defined by which al
schemes listed (20 in total) could be appraised and a r
planning criteria reflected the key them
Environment, Safety, Social Inclusion and Accessibility).  The criteria were: 
 

hire are much less than 
having the largest effect at 1.2%, 

000 people.  All of the 
area, the only exception being East 

and the context tests described above, a 
l of the potential 

anking produced.  The 
es of STAG (Economy, Integration, 

 in a housing led 
ving access from 

• to support key AJSP themes/objectives – assists
population stabilisation strategy through impro
Ayrshire to the Glasgow and other ‘City-Region’ employment 
opportunities and services; 

 
• to improve linkages between the three major towns and assist in 

developing their complementarity and integration as the Central 
Ayrshire Economic Development Zone; 
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• to assist indigenous and developing industries by removing identified 
transport constraints, reducing costs and journey times and improving 
reliability; 

 
• to counter the perception of Ayrshire as a peripheral location; 
 
• to ensure high quality access from Ayrshire to long-term growth and 

employment areas in the region – eg the ‘Clyde Gateway’ and ‘Clyde 
Waterfront’; 

 
• to improve accessibility of ‘lagging’ areas as identified in SIMD, with the 

aims of reducing social exclusion and improving affordable access to 
(primarily local) jobs, further education and health services; 

 
• to provide assistance to key Ayrshire growth sectors – to address the 

specific connectivity issues for Hunterston, GPIA, the ports of Ayr, 
Troon and Ardrossan; 

 
• to conserve Ayrshire’s natural and cultural heritage resources and 

enhance the environment; 
 

 benefits to the region as a whole; 
 

. CONCLUSION 

r has attempted to objectively analyse the economic 
and transport difficulties facing Ayrshire in 2006.  A combination of literature 
review and stakeholder consultation has highlighted the key issues regarding 
connectivity within Ayrshire and between Ayrshire and the rest of the country.  
It is clear from the evidence provided that Ayrshire has a number of significant 
economic problems that must be addressed if the region is to prosper in the 
future.  However, while this paper argues that there is no established 
relationship between transport investment and economic performance, it 
contends that new transport schemes could have beneficial effects in terms of 
economic performance.  In all, while transport cannot in itself provide a 
solution to Ayrshire’s problems, it has the potential to form part of a package 
of measures designed to stimulate its economic performance. 
 
The full report will be published shortly by the Scottish Executive. 

• to deliver economic development

• to address safety issues, particularly road safety issues on key A-
roads. 

 
Note:  As the results of the study have not been published yet, the 
conclusions of the appraisal process cannot yet be reported. 
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In conclusion, this pape
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