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Executive Summary

E.1l

E.2

E.3

E.4

E.5

E.6

E.7

Local stakeholders asséted funding for a study of the Furness rail line, for which this is
the final report. Background concerns included recent service reductions, and uncertainty
regarding service patterns as other lines in the North West of England are electrified. On the
other hand, the line is becoming more important economically, especially after several
significant inward commercial/manufacturing investments.

The main purposes of the line are twofold: to carry local traffic, and to provide a fixed link
to the regiond centre of Manchester and its airpor thorough examination of the Furness
Line through stakeholder liaison, surveys of users andusams, and timetable analysis
shows some very significant failings in the level of service provided. Put simply,rteetcu
service is not fit for purpose, failing frequency, capacity and through service requirements.
We have been appalled to discover that significant existing markets are not being
addressed, leading to major losses of traffic and social benefit.

Thecurrent problems are expected to escalate within the next few years, so urgent action is
necessary. Significant increases in local population and employment are expected; for
instance, agreed ongoing industrial developments for major employers at Ulaevgilb

lead to a 16% increase in jobs in the next few yeaand those people will need some way

of getting to work.

We understand constraints on both the level of financial support available from Central
Government, and the number of diesel multipleit trains in existence. However, the
shortfall in service provision is so great here that there is an overwhelming case for
immediate action whilst other improvementswe have addressed in a staged fashion, in
order to reflect the time needed to overcamthe constraintsGiven the time horizons of
railway planning, this report necessarily considers service changes up to the year 2030.

The first (and immediate)requirement is for a standardisation of the existing service
pattern, which has been temparily disrupted as electrification and service development
has affectedother services. This may cost almost nothindput has been shown to be a
major deterrent to occasional travellers arginconvenient to regular passengers.

The second imperatévis to fill in gaps in the peak service, relative to the current timetable
in which there is only one down/Westbound train in thdé@8ur morning peak. Thisccident

of history is simply preventing many potential passengémm traveling at all, with
significant problems both for them and major employers such as Siemens. It is lajpa
step in making the rail service relevant to local people.

Analysis of trip patterns shows that the only -biffe destination worth serving with
frequent train serices to/from the Furness line is Manchester Airport, via the city centre
and Preston. Manchester Airport is not only important for outward tourist and inward
business traffic, but has a wider value for the business community in linking the area to
international markets and investmenReinstating the Zhourly frequency service to the

5



E.8

E9

E.10

E.11

E.12

airport is also therefore urgentimited through services to London and/or the Cumbrian
Coast malsobe valuable for some passengers, although connections for the lattéd cou
be significantly improved if train services both on that line and the Furness were simply
regularised.

To provide a partial remedy for the recent cuts in the Manchester service, we offer a
possible quick solution for First TransPennine to reinstat@e weekend (FridayMonday)
through trains to Manchester Airport. This would assist a significant group of passengers. It
would also demonstrate the rail industry's good faith and provid@ssurance that local
fears of an agenda to downgrade the Fesa line into a branch railway are unjustified.

There is considerable weekend tourist/leisure traffic in the area, and minor service
amendments toenable a greater proportion dhis to travel by railshould be considered.
Furthermore, igven the amoumt of weekly commutingnto the area, the major employers
should consider working together to assess the feasibility of extra trains on Fridays &
Sundays which might run direct to other destinations e.g. Yorkshire via Hellifield.

Despitereductions n rural bus service levels, connectivity to the line by public transport
can be improvedMinor measures (such as marketing)ght be supplemented bgervice
changes, largely in thBarrowarea where a Town Had| station ¢ Furness Hospital service
(possbly extended to Furness Abbey) would seem to have méit more pressing
importance is the need to work with employers in Ulverston in providing shuttle bus
services to/from the station to coincide with shift pattern$t should also be noted that
difficulties in ensuring good bus: train connections are significantly reduced with higher rail
service frequencies, which of course have other benefits.

Various railway planning arguments may be adduced for improving Furness line rail
services, includingapacity, frequency, length of the traffic day, punctuality, operational
flexibility and electrification. The relative value of access time and waiting time in the
current context means that frequency is the most important attribute. All stations on the
line should have an hourly servigeven if that means, in the shetérm, slight increases in
journey times for passengers travelling longer distandést argument is underpinned by
ongoing housing developments aroutite smallerstations such as RoosadKents Bank.
Current capacity problems result mostly from recent minor service reductions which need
to be reversed, especially as demand continues to grow.

In addition, there are wider economic arguments for improving these rail services, in terms
of the ability of local people to access jobs, the value added to local business, and the
linkage of the area to Manchester and the rest of the world (crucial for sustained inward
investment). The current train service quality inhibits local businesstamdst interests

from promoting the Furness area, which has potentialynificant (negative) economic
impacts.vdz f AGeé Aa Itfta2 AyONBlFraiay3ate FritAay3d
services, and redressing that is critical if the railway otopete effectively against the car.
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E.13 Increases in frequency and greater linkage to destinations South of Lancaster are also going
to be needed, in order to address the needs of users within a few yAltough Furness
line traffic on its own doesat justify it, linking the Furness line to tlextra Manchesterg
Lancaster serviceurrently being considered by othevgould provide a gjnificant service
improvement whilst increasing net revenuéhis is recommended in the medittearm (3-5
years).

E.X4 Because working hours vary, and there is not a single employment centre on which train
times can be focussed, a two trains per hour service will also be required in these
timescales, in order to satisfy commuting and other demarfidsin operators shoultaise
more closely with the largest employers, in order to ensure that train services match
G2N] SNAEQ ySSRao

E.15 In the longetterm (510 years), further increases in demand, plus the importance of
frequency on an hourly service, mean that the thwourly service to/from Manchester
Airport will need to be considered to be anditionto the basichourly service, not in place
of alternate trains.That would, however, enable them to omit more local stops in the
Furness line, thereby regaining their origiriatent as a semiast interurban service.
Flexibility in the franchise process is essential, if these services are to be introduced at an
appropriate time.

E.16 The existing hourly service frequency does not, on its own, justify electrification of the
Furness Line, which is expected to cost up to £200m. However, a shortage of diesel trains,
the need for operational flexibilityfuture service increasegnd the benefits of extensions
to the electrified network in terms of generating operating cost savify diesel trains
OdzZNNBy it & NHzy yAy3a Gdzy RSNJ (KS ould icdiBidlyé Be Y S| vy
considered inthe longerterm. This supports the view that Network Rail should be
undertaking this work in their Control Period 6 (2624).

E.17 In cortlusion, this report summarises the case for various service improvements, and makes
recommendations for a staged approach timetable development, the mediunterm
impact of which is expected to be broadly cost/revenue neutral.
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Introduction

A nunber of changes in the rail industry are concerning the Furness Line Community Rail
Partnership (CRP) and its stakeholders (including train operators and local authorities).
These changes include ongoing service changes and a programme of electrificationswh
underway but which does not include the Furness Line. As the specifications for the new
(2016) franchises for both the Northern and TPE rail franchises are to be finalised in the
Summer, this was seen as an apposite time to consider properly ttemt rail service
options, for inclusion into that specification. This report has been prepared by the Railway
Consultancy Ltd in response to a tender issued by the Furness Line CRP.

The CRP has a number of stakeholders, and the following havebcaet to the funding

for this study:

Cumbria County Council;

Lancashire County Council;

First TransPennine Express;

Direct Rail Services;

Barrowin-Furness Borough Council;

Ulverston Town Council;

Sellafield Ltd:;

Grangeover-Sands Town Council;

South Lakland District Council;

Carnforth Town Council.

Other supporters of the CRP more generally include Northern, Networl&RadvelWatch
North West However, this report, whilst taking into account consideration of the views of
the various stakeholders, hasought to be independent of all of them, whilst also
recognising in its analysis and conclusions the cost pressures that currently exist both on
railway and wider Government budgets.

This report is organised as follows. Section 2 includes backgtoutids study, including

data and summaries of previous report. Section 3 describes the extensive data collection
undertaken for this study, including stakeholder liaison;street surveys, o#train surveys

and focus groups. Section 4 analyses currentfaiite demand, whilst section 5 examines
issues associated with public transport links to/from the stations. Section 6 describes,
analyses and compares potential train service options designed to satisfy the needs and
aspirations of users and stakeholdemwhilst section 7 contains our conclusions and
recommendations.



2 Background and Previous Research

Location and Demand

2.1 The Furness line runs along the North side of Morecambe Bay and along the South
Cumbrian Coast, between Carnforth and Barrovindtudes two notable viaducts crossing
the estuaries of the rivers Kent and Leven, which mean that the railway is notably shorter
(hence quicker) than the competing A590 to key destinations. The line continues beyond
Barrow as the Cumbrian Coast line, omieth we recently completed a similar study
(Railway Consultancy, 2014).

2.2 Although the line is effectively a branch line off the West Coast Main Line between London
and Scotland, it is quite busy, with Barrow and Ulverston attracting the most tripFébte
2.1). Even the quietest stations excedmblethe 10,000 passengers per annum (ppa) level
which has been suggested as a threshold for continuing value for money.

Station Annual Patronage
Carnforth* 196, 470
Silverdale 45,818
Arnside 110,032
GrangeoverSands 148,196
Kents Bank 21,186
Cark & Cartmel 60,588
Ulverston 273,042
Dalton 52,636
Roose 38,240
Barrowin-Furness” 604,356

Table 2.1 Demand at Furness Line Stations, 2013

*. including demand to/from line to Skipton; #: includingrdand to/from Cumbrian Coast line; circa
500,000 passengers per annum via the Furness line

(Source: analysis for ORR, 2014. Data includes both entries and exits, but not interchange at either
Carnforth or Barrow)

Services

2.3 The current service plan is based that introduced by British R&egional Railways North
West when Manchester Airport station opened in 1993, with approximdtelyrly services
running alternately as a#itations locals to Lancaster (now operated by Northern) and-semi
fast Manchestetrains (now operated by TPEalling on the Furness section at Carnforth,
Grange, Ulverston and Barrow and (besawf linecapacity cosgraints in Manchester)
running coupled with other trains south of Preston

2.4 Up to 2013 the service evolved oveketllears in two main ways

1 The Department folfransport is considering the transfer of these services to Northern with implied
truncation at Lancastersee refranchising consultatior(source:
https://www.gov.uk/government/consultations/futureof-northern-andtranspennineexpressrail-
franchises



2.5

2.6

b)

2.7

2.8

29

2.10

Some Manchester trains had stops added on the Furness section in response to stakeholder
requests to improve the service at local statiohrs.particular, most trains call at Arnside,
enabling cossbay traffic to/from Grange;

Thedetailed timings of Manchester trains changed to allow for other service changes south
of Lancaster, and after First TransPennine Express (FTPE) took over the Manghester
Scotland trains it became the standard arrangementnfarst ofthese to run coupledvith

the Barrow trains south of Preston. Both services were operated-tgr lass 185 diesel
trains.

From December 2013, service developmenprogramme specified by the Department for
Transport in 2011 was introducedhis wascompleted in May 204 This called for an
increased Manchester Scotland service to be operated by Class 350 electric trains, and for
Class 185 diesels thus released to baltecated to provide a new LiverpogINewcastle
service and generally to provide extra capacity BMPE's crod2ennine routes.

This affected the ManchesterBarrow service twofold

The 185 diesels and 350 electrics are cuntrently operationally compatible, so the Barrow
trains could no longecouple with the Scottish trains;

Electrifi@tion of the Scottish service did not release sufficient 185s to meet the DfT
requirements on the crosBennine routes.

Issue a) was solved by coupling the Barrow trains with Manchedéaickpool trains south
of Prestong albeit at the expense of @lver journey times because the Blackpool trains
make more stops than the erstwhile diesel Scottish service.

Issue b) was solved by reducing the number of 185s allocated to the Barrow line, which
meant that insufficient were now available to continudet two-hourly Manchester
frequency which had operated for the previo@6 years. Thus several FPTE trains on the
Furness section have simply become local trains to Preston or Lancaster, so for much of the
day passengers for Manchester (luggdagen if forthe airport) have to change onto or

from Scottish trains¢ which due to FTPE's success in growing this matket be
unpleasantly crowded.

It is important to understand that all the changes described above have come about due to
changes elsewheremathe railway and to priorities chosen by the Department for Transport.
They have not been to meet the needs of the Furness line. While not profitable in the full
commercial senséfew train services arevhich is why they are subsidiSeITPE considers
that the number of passengers carried overall by the former -hoarly Barrow g
Manchester service justified its operation. Given this, and that (to our knowledge) there has
been no systematic analysis of demand on the line (until this report), it is therefoite
plausible that the timetable now operated does not match the needs of existing passengers.

One consequence of the December 2013 timetable chgwiéch resulted in a reduction in
the number of trainy is that the morning peak service nowngbines commuter and
educational traffic onto the same train, causing crowding. Alsb eYA y 3 2F ¢t 9 Q&
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f SAadz2NB¢ RS LI Nondf9BR0toTO8II Yreated deii® @vercrowding on the
following Northern 1@9 from Barrow, which warmed of a singlecar unitand which
resulted in many instances of passengers actually being left behind. This was rectified in the
May 2014 timetable by introducing a twear unit.

2.11 However the rolling stock cascade which Northern had to devise to implenhamige has
resulted in the reintroduction of a Pacer unit to both the Furness and Cumbrian Coast
(Barrow ¢ Carlisle) lineg; a type of train longsince removed from these lines as being
unsuitable for the length of journes made on these routes. Alsan@ worryingly) Northern
have told us that their rolling stock position is so tight that this change could only be made
by taking a unit from the PrestonOrmskirk service; they are now having to watlls very
closely for overcrowding and the implication nile that the allocation of units may have
to be reversed before too long.

2.12 The multiplicity of services now running on the West Coast main line means that it is no
longer possible to organise good connections for all train pairs to/from the Furimess |
Although the majority (observations by the CRP suggest perhaps 80%) of advertised
connections are maintained, and those which are not normally involve severe lateness of
the incoming train (for which maintaining the connection would disproportionately
disadvantage other travelleysthere are still justY A 8 a8 SR W02 y ycarOdad dy a Q 6K
uncertainty and be a disincentive to travel

Route

2.13 The Furness lineurrently hassOmph/A40mphspeed limits despitehaving recently enjoyed
significant invesnent, by way of repair of key viaducts across the Riweent and_even.
However, there remain some severe speed restrictiahgunctions, as well as a general
restriction to 40mph West of Ulverston in respect of disused mine workigerder to
refled concerns (particularly amongst business users) aboutterghd journey tines, this
issue needs to be addressed in the near futufes well as Carnforth Station Junction
(15mph) and Salthouse J5Mmph), where restrictions might be sed when the linesi next
re-laid, a particular problem arisest Carnforth South Junction: the 15mph restriction here
should be increased at least to match the braking curve of traiiswould also increase
WCML capacity. ¥@r time, the railwayshould aim for a consistédine speed of at least
75mph to Ulverston, and 40mph West thereof.

Aspirations
2.14 The current route and timetable limitations potentially restrict the existing service only to
suit the existing passengers, who are only a small proportion of the matketever, the
line is not achieving its potential and, in some cagespectacularly failing to address local
needs.A number of stakeholders have aspirations for train services on the line, whether
this be the reinstatement of recent levels of servioefor more expansive growth. Details
of the views2 ¥ a4 LISOAFTAO aidl1SK2f RSNAQ @ASga | NB 3
aspirations reflect:
1 requirements to (re)achieve some basic level of service, especially in terms of frequency;

11



2.15

E ]

a desire to supporeconomic growth for both business and tourism through links to key
regional transport interchanges, including Manchester Piccadilly and Manchester Airport;
a concern to ensure that adequate capacity is provided in the future, as traffic levels rise.

However, it must be recognised that the Furness line has a wide range of constraints which
make development difficult and/or expensive. These constraints include:

infrastructure (e.g. curvature & viaducts) limiting line speeds and (for the time being, at
least) precluding the operation of electric trains;

connections with other services (at Barrow, Carnforth and Lancaster);

a (national) shortage of diesel rolling stock;

demand levels being adequate, but insufficient to make train service operation piefitab

12



3 Data Collection

3.1 Stakeholder Liaison
3.1 The Furness Line CRP group itself contains input from a number of local organisations and

companies, including train operators TPE, Northern & DRS, and Cumbria & Lancashire
County Councils. However, thaye alsosupported by key businesses in the area (e.g. GSK,
Siemens and Sellafield) and local councils (e.g. Barrow Town Council). This section reflects
individual discussions held with these organisations, in order to understand their concerns,
viewpointsand aspirations.

N

The following stakeholders have been interviewed
BAE Systems (Barrow)

Glaxo Smith Kline (GSK) (Ulverston)
Siemens Subsea (Ulverston)
Furness Enterprise

Barrow Borough Council

South Lakeland District Council
Cumbria Tourism

Furnessine Action Group

Direct Rail Services

John Woodcock, MP

Sellafield Ltd.

Centrica

Lancashire County Council

First TransPennine Express (FTPE)
Northern Rail (Northern)

3.3 Interviews and other research to date have revealed key points relating to
Social ad economic deprivation

Road access

The importance of industry

Industrial development

The importance of Manchester

Tourism strategy

Shortcomings of the existing service

A fifteen year vision for rail

= =4 4 4 -4 —a -2 -2

Cumbria County Council

3.4 Cumbria CC has already proddctheir vision for the line (Cumbria CC, 2014) and our
report seeks to quantify and detail the issues they raise at an aspirational level. Their key
priorities are:

T maintenance of direct services to Manchester Airport;

1 stations to be adopted by the locebmmunity;

13



3.5

3.6

future investment in the line, including:
0 electrification;
0 complete resignalling of the entire Coast route between Carlisle, Barrow &
Carnforth

The Local Enterprise Partnership has recently producedyedOplan (Cumbria LEP, 2014)
whichspecifically mentions rail issues as underpinning key economic growth objectives. Rail
services are important to sustaining business in providing uncongesteglougadt access to

the West of the County, whilst through trains to Manchester are seen to bential in
attracting business to the area in the first place. More subtly, local transport conditions (e.g.
in Ulverston) provide the context in which rail improvements are an opportunity.

Groups of local authorities continue to press the case fdrservice improvements in the
North of England, as a contributor to the rebalancing of the national economy, and a
reduction in local unemployment blackspots by linking them to more prosperous centres
(e.g. Industrial Communities Alliance, 2014). Elécation of the Furness line is amongst
their specific proposals.

Social and economic deprivation

3.7

3.8

Barrow in particular suffers from the social and economic deprivation which remains
common in many areas which suffered from the structural changes inUtkeeconomy
during the 1980s.

In a population of 70,000 (Barrow town 60,000 plus 10,000 in Askam and Dalton) the
borough council reports 3.5% unemployment (the highest in Cumbria and the-wext),
5,500 households with income under £10,000 and 6,660ple in their 40s who are long
term unemployed. Furness Enterprise adds that 40% of Barrow's population have no
qualifications, and sumgp Barrow as a twier economy.

Road access

3.9

The main road giving access to Furness is the A590. This runduination 36 on the M6 to
Barrow, on a zigag course to avoid the estuaries of the Kent and Leven rivers. By contrast
the railway crosses these estuaries (on bridges refurbished at a cost of £26m as recently as
2006 and 2011pnd is therefore much more mdict at just 29 miles to Barrow from its
junction with the West Coast Main Line at Carnforth. The equivalent distance by road (from
M6 Jct. 35 near Carnforth) is 41 miles. Whilst the A590 has some dual carriageway sections,
much of it is single carriagewayd congested at peak times. It is reported to get blocked in
winter by snow and ice and in summer by accidents, making rail the only reliable all
weather service. There are no plans for road improvements and strong indications that
major upgrading wouldface political resistanceas well as environmental objections
(significant sections of the road pass through the Lake District National Park)

% Some of these lonterm employed will not appear in the unemployment figures, as people may be
described as lonterm sick and hence unavailable for work

14
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Figure 3.1.Map showing rail and road routes through Furnes#590 road (yellow) and rail

(brown & black)
Souce: Cumbria LEP

The Importance of Industry and Industrial development

3.10

3.11

3.12

3.13

3.14

As well as being an important tourist area as part of the Lake District, Furness is an
important industrial location. Furness Enterprise reports that manufacturing accounts for
25 per cent of jobsg more than in tourism and greater in value. The investment plans of
major companies will increase this proportion.

Industrial developments now being plannedf which submarine building at Barrow and
nuclear based industries arourkllafield will be of national significanewill create many

new wellpaid skilled jobs in the area. Some new staff will live locally, creating new
multiplier demand for services such as education, health, retail and professional services.
Others will conmute ¢ either daily from within Furness or the Lancaster area, or weekly
from further afield. This will create new demand for transport. Failure to provide for this
satisfactorily risks stifling this economic growth.

The nuclear reprocessing and asigted industries around Sellafield, although located in
West Cumbria rather than Furness, are accessed through Barrow via the Furness rail line.
Plans for expansion in this areae expected tdoring new demands on the Furness route
which will at least ratch those in Furness itself.

Some of the details of these plans and company commentssereut in the following
paragraphs.

Siemens Subs€8.75 miles soutkeast of Ulverston station) manufacture plugs and sockets

for underwater installathns. They currently employ 420 attds will increase to 500 in the
next year. This will double to 1,000 when a new building is completed between 2017 and
2020. Planning permission is being sought, for which South Lakeland District Council is
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3.15

3.16

reported as leing supportivebut will not allow a prerata increase in car parking and will
require a green transport plan.

Manufacturing staff work 0730600 and office staff 08@1630, but both finish early on
Fridays at 1300 and 133@spectively A small nurher of staff work shifts 1662400 and
22000700 and this will increase over the next 12 years. Siemens might consider joint
sponsorship with GSK to provideareduse bicyclesit Ulverston station.

Glaxo Smith Kline (GSK}.5 miles soutkeast of Werston station) manufactuse

3.17

3.18

3.19

3.20

biopharmaceuticals. They currently employ 250 staff plug@®@naintenance contractors at

any one time. From 2015 to 2021 a £350m investment in a new plant will see employed
staff increase to 500 and maintenance contractord #9-140. After 2021 employment will
continue to grow, probably doubling to 1,000 over2® years (2036 to 2041).

In addition to the above permanent employment, construction of the new plant will entail a
peak of 450 jobs between 2015 and 2017. Ehesorkers are likely to commute from
Barrow, Lancaster and Preston.

Staff currently commute daily or weekly from Lancaster, Preston, Manchester and
Newcastle areas. The expansion will increase this, because there will not be sufficient land
locally b house all new workers (nor the associated schools and doctors etc.). Lancaster is
likely to be a popular location, as GSK staff can commute to Ulverston and their families can
commute southwards, whilst staff who do live locally will generate movemewatds
Lancaster, e.g. for education and major shopping. The new workforce will be younger, high
salaried, with high expectations and will look for green trayslons

Present working hours are 08aA®00 or 09061800 for 150 staff plus 50 contraecsy plus at
any one time 20 per shift 7 days per week 0-A8M0 and 190@700. Future shift patterns
may change and may need transport in unsocial hours. If there are good andseéllail
services, GSK would be willing to look with Siemens at provaistputtle bus from
Ulverston station such shuttle bus services are recommended within the draft travel plan
already produced for GSK (Arup, 2014).

BAE System@ mile from Barrow station) are currently building 7 nuclear powered Astute

3.21

class submanies for the Royal Navy and are designing the successor to the Trident nuclear
deterrent submarines. They currently employ 6,000 staff (from a low of 3,000 in 2004).
They await a government decision in 2016 to build the Trident successors, which will
incresse employment to 8,000+ until the 203Cand may lead to changes in shift patterns
Beyond that there is the prospect of work until the 2060s to build successors to the Astute
class.

In advance of the government decision on the Trident successonwBAtEis year (2014)

start an 8year £300m programme to expand the site requiring 1,000 construction workers.
BAE is working on career training and development for local young people, but this will only
address their mature age profile which results frone decline of traditional shipbuilding
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3.23

over recent decades. This, plus intense competition for labour with Siemens, GSK and the
Sellafield sites, will mean that their existing daily and weekly commuting csta latter
generating 95% weekday occupanof Barrow's hotel accommodatioq will have to
increase more than in proportion to fill the 2,000 extra jobs for the Trident successors. Daily
commuting by car is already a major issue for the company in terms of providing sufficient
carparking space. Ab of note is that some weekly commuters work Mondayhursday

only, and the company consider it will be necessary to continue this arrangement to attract
sufficient new staff.

As examples of the unsuitability of present train services on the Fsiines, BAe Systems
advise that they have 55 trainees who attend college in Blackpool one day per week 0900
1900 or 2000, for whom they use hire cars because train tignaften with two changeg

mean very early starts and very late arrivals back ho@e.top of this they report a
significant number of employees who travel to London each day, many of whom drive to
Oxenholme, and many employees who travel to and from the USA requiring frequent
services between Barrow and Manchester Airport and back.

Centrica Ltdoperates a gas terminal at Barrow, which is also a base for ships servicing gas

3.24

3.25

rigs in the Irish Sea. This base is also used by companies servicing some 600 wind turbines
off the Barrow coast. Senior Centrica staff in the Furness areal traglely around the UK,
notably to their head office in Windsor and to their oil and gas interests in Aberdeen.

Visits to Aberdeen tend to be by flying from Manchester Airgromostly accessed by car
because of the poor train service. However thepioved train service as a result of
electrifying the Manchesteg Scotland route (in combination with the Virgin service from
Birmingham) gives a fast hourly service from Lancaster to Edinburgh and this, combined
with Transport Scotland's plans to acceter&dinburghg Aberdeen trains, gives good
potential for using rail from Furness if the latter's service were to provide good and reliable
connections. A train service reaching Aberdeen by 1000 hrs and departing around 1700 hrs
with a five hour journey wold be competitive with air. However, the quality of facilities on
trains is also important to this, with reliable Wi(faster and more reliable than rail sfiiis

at present), ample power points and tables that can accommodate moder#iofap
computers.

Centrica employs around 100 staff in Furness, many of whom commute weekly from the
North-East, leaving at lunch time on Fridays and to be back by 0900 on Mondays. They also
have 100 or so contractors, many of whom come into Manchester Airport fromdBeevia.

These are supplemented by 2@0300 additional contractors during annual maintenance
periods (generally August or September), most of whom also fly into Manchester. Again, the
poor train service means that journeys to and from Manchester Airpatgenerally by taxi

or hire car.

Sellafield area developments

3.26

Moorside Nuclear Power Station (NUGEM)s is a ew nuclear power stationw(ith 3 or 4

reactors) to be built \Wst of Sellafield ithe Beckermet / Egremont area. The development
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3.27

3.28

of new power stations at Moorside seems to be progressingwatid this will clearly add
something to the trend growth in demand for the Furness Line, which functions as one of
only two access routes to the Cumbrian Coast. Planning permissimw being soght.
Groundworkis construction to start 2018with the first reactor in service 2024"in 2025,

3'%in 2026. Construction works will includenew dock to bring in nuclear reactorssthese

are too big for land transportHowever, the dck will be tenporary and willbe demolished
whenthe power stationis complete.

The staff implications of this are significant. At present, there 3600 peple working
daily at SellafieldAn extra6,000will be needed during the period ®UGEN constructign
with 1,000- 1,200 permanent power station joka the longterm. New housing will be
built in the area, butmostly in Workington, Whitehaven and Millorfi.e. not on the
doorstep). Moreover,this will beinsufficient for the construction workforce.

A rew nuclear decommissioning facility (Sellafieddy requireanadditional 800 1200 jobs

]

3.29

3.30

3.31

but this needs to be seen in a broader context, much of which is not yet settled. In general
terms, Sellafield Ltd. wants to reduce reliance on road transportdnnebination of:

Moving staff to other offices away from Sellafield and closer to where they live

Car sharing

Increased use of buses and trains

Apart from a new office for 1,000 staff opening shortly in Whitehaven, this work is only at
an early phnning stage and detail will not be decided until this autumn at the earliest.
Sellafield's development plans comprise many different projects and trying to work out how
many staff will be needed and where they will work is very complex. All that canidatsa
the moment is that major construction work should start in 2016 and will ramp up over
several years.

So far as existing staff are concerned, most daily commuting staff live to the North. Some
live to the south, but few further away than Barr@e the LancasterBarrow route is of no
current relevance. However, some staff live further afield and commute on a weekly basis,
going home on Friday and returning to the Sellafield area on Sunday evening or Monday
morning.

3.32

Drigg¢ new encapsulatioproject(Low Level Waste DepositoryLWD)Vaults capped with
London clay brought from London or Oxfordshame to be used for nuclear storageAn
imminent start to a 74year contract forthe continuous construction of new vaults
expected This wil require200- 300 people per dgyand haveestricted access for HGVSs.

All these projects will involve some degree of daily and weekly commgtingddition to
existing commuting to Sellafieltt. becomes clear that there will be insufficient redng in
West Cumbria, so inward commuting will be required to fill job vacancies, thereby creating
potential demand for rail travel to and from work.

3 Seehttp://www.cumbria24.com/business/201406/30/counewelcomesdealssecurenuclear
developmeniwestcumbria
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3.33

3.34

As this report closes for press our attention has been drawn toVilest Cumbria Mining
Companywhich is in the early stages of a project to-establish coal mining in the
Whitehaven area. The company is investing £14.7m in a study to examine whether coking
coal could be extracted, on the basis that 3 million tonnes per annum might be mined from
a resewe of an estimated 750 million tonnes. If successful, this could see seven train loads
of coal per day being taken from the mine to a coking plant and then be shipped (by sea or
by train) elsewhere in the UK and Europe.

Whilst this would be of more dict relevance to the Cumbrian Coast Line than to the
Furness Line, it could have a bearing on the economics of electrifying both lines. Also,
additional jobs around Whitehaven would add to the employment pressures of the various
projects at nearby Sellalld and therefore to the possible use of the Furness Line for weekly
commuting into the area.

The Importance of Manchester

3.35

3.36

3.37

3.38

Many industrial companies in Furness are global, either in terms of ownership or through
exporting their outputs. This means thaenior staff and visiting business partners need
good transport links with Manchester Airport as the international airport for the area. This
need was recognised many years ago, when the opening of Manchester Airport station in
1993 led to a recasting & rail services by British Rail and introduction of regular {two
hourly) limited stop direct trains between the airport and BarrmaFurness.

However recent changes within the rail industry have resulted in these services being
substantially reducedand most of those which remain have had their journey times
extended by adding additional stops to provide a local service. There are fears that future
rail industry plang; particularly the consequences of electrification of almost all services
into Manchester from theNorth plus new services from thigast via the new Ordsall Lane
curve- will result in further deterioration on the dieselperated Furness line.

All stakeholders have emphasised the importance of frequent,-bigility and direct liks

to Manchester¢ both to the citycentre as the regional seat of government, science and
universities, business services, culture, entertainment, sport and major shop@ngd to

the airport for overseas business links and holiday flights.

The equal importance of citicentre and airport is stressed, because indications have been
received from the rail industry that direct services to Manchester might continue, but be
diverted from their present route to the airport via Manchester Piccadilly toniaate
instead at Manchester Victoria. Whilst such a solution might suit the rail industry, it is clear
that it would not meet the needs of users.

Tourism strategy

3.39

Cumbria Tourism (CT§ a private and public sector partnership with a membership which

represents 2,600 visitedlependent businesses, the Cumbria Local Enterprise Partnership
(LEP), Cumbria County Council, the Lake District National Park Authority and the District
Councils.

19



3.40

341

= =4 -4 —a -—a -1

342

The tourism strategy for Cumbria is to increase demand fromerseas (through
Manchester Airport), and to switch domestic tourists from a heavy reliance on their own
cars to use of public and other sustainable transport. CT wishes rail to contribute to two
strategic aims in respect of the domestic and overseas nsrke

In the domestic market over 85% of day and staying visitors come by their own car. This is
regarded as unsustainable and CT looks to rail to play a role in reducing this proportion. The
Furness line is regarded as fairly reliable, but some traiasvery crowded and very old.

The lines (Furness and Cumbria Coast) provide a fantastic scenic ride but passengers would
appreciate greater comfort. TPE is good by préstendards, but for a Q5 year franchise

both this and Northern should be bettd?articular needs are:

more legroom(see Figure 3.2);

more luggage space

seats to line up with windows

more bike space

faster (poor compared with caytrain should be quicker than ca@nd

good links with the West Coast Main Line at both ends (imcdsier and Carlisle)

All these points, which at the moment compare poorly with trains in tourist areas of
Switzerland and Germgnwould create a shift in consumer choi¢&eneral improvements

in quality are also seen as necessary, in addressifigétury expectations of standards

for goods and services, thereby enabling the railway to compete effectively with the car.

Figure 3.2Unacceptable leqg roomNorthern Class 153

Such improvements on the Furness lp&hich can provide access to theke District as
well as serving a worthy tourist area in its own rightould support and be supported by
the introduction of new facilities such as bike hire and electric bikes, new cycle routes and

electric car hire. These developments are already inynR Ay GKS aD2 [ ]
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programme - a £6.9million initiative, funded by the Department of Transport (see
http://www.cumbriatourism.org/sustainabldéourism/golakestravel.asp.

Figure 33(a). Electric bike and (b) Charging Point

3.43 Local points concerning the Furness line include the potential of GrawveyeSands and
Ulverston as feeders to the Lake District for walkers and cyclists. GomegS&ands
developed as a seaide resort in the 19 century based on railway visitors (from Yorkshire
as well as Lancashire) but is perhaps not maximising its use of the railway now.

3.44 Morecambe Bay itself is a visitor destination with its own brand identity. CTd=yast can
sell parts of Barrow (e.g. Furness Abbey and the Dock Museum) as a tourist destination on
the back of Morecambe Bay. A new Morecambe Bay cycle route from Fleetwood to Barrow
is being developed. Many people would wish to use just part of théef@o a good train
service on the parallel railway, with adequate bike provision would be important.

&
.

-

Figure 3.4. Limited and Conflicted Cyglac®- TPE Class 185
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3.45 There is a contrast with practice from even elsewhere in Britain: similar sepezated
by ScotRail have greater provision for such traffic (compare Figuteand. 3.9, although
this may be as a result of greater Government support.

Figure 3.5Six bike spaces3 each side of gangwayScotRail Class 156

3.46 The Furnessrie provides access to the Cumbrian Coast line. Thieseourist locations
such asMuncaster Castle, Silecroft and theveaglass & Eskdale Railway (eife scenic

YAYALFGdzNBE adGSFY NIAfgle G2 GKS F22G 2F 9y3f

(3,209ft)) ¢ all part of the Lake District National Park.

347 So far as growth in tourism is concerned, CT regards the domestic market as fairly static and
it does not seek to increase its own share at the expense of other parts of the UK. Therefore
the aimis to increase demand from overseas. With partners it is therefore seeks to tap
growing markets from countries such as Russia, China and India, and to this end it aims to
secure direct flights to Manchester. This in turn would require direct trains fre@ratrport.

3.48 Setting tourism in a broader context, CT point out that the LaletriEti tourist season is
longgrunning (from February hatferm to November halterm), that roads in the area are
already congested, and that the forthcoming workforce deeof the substantial new
industrial developments in Furness and West Cumbria must be met bgg#ile A590 road
from the M6 will be at capacity.

3.49 The shortcomings of the existing service from a tourism perspective may be seen to
include:

1 poor-quaity old trains appropriate for local journeys at best;

1 cramped legoom and insufficient space for luggage and cycles;

1 overcrowding, in terms of capacity utilisation in -pffak periods(to meet passengei@
expectations);

i poor train condition and cleanlirss;

i too few through trains to Manchester Airport;

i insufficient length of the traffic day to trains to/from Manchester Airport;

1 poor and/or unreliable connections with trains to/from London, encouraging use of car or

taxi to/from Oxenholme.
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There is early a cost of increased quality, bDRS staté that locahauled operation wa

only more expensive than DMbperationby 510%.They also noted that there is currently

a shortage of DMUSs, thatlk Il or similaicoaches could be relatively cheaply refgti@dfor

a 20-25 year life and that Diving Brake Trailers can provide 20+ cycle spaces and saloon
and toilet spaceto meet disability regulationsWhat must be understood is that the
cramped condition of today'€lassl53 and 156 trains will not attractar users to rail, be

they local residents or tourists, and will become increasingly unattractive to existing users.
Even 185s will be of questionable adequacy by the 2020s, particularly as regards luggage
and cycle space.

In summary, it is clear thahe tourism agenda is not being supported by the current
quantity and quality of rail service on the Furness line (or, for that matter, the Cumbrian
Coast line).

Rail industry and associated stakeholders

3.52

First TransPennine Express, Northern RaredD Rail Services, the Furness Line Action
Group and Lancashire County Council (Rail Projects Office) have provided technical and
other useful information about the Furness Line, its train services and possible
developments of relevance. This informatibas been utilised in this report as appropriate.

A fifteen year vision for rail

3.53

354

3.55

Refranchising of TPE and Northern services will occur in 2016. The Department for
Transport (DfT) is looking at seven to ten year franchises with possible one yeaiensen
This potentially takes us to 2027.

Introducing new timetables and rolling stock can take two or more years from the start of a
new franchise, so it is important that policies for the 2016 franchises must be capable of
meeting demand; both quantitative and qualitativeq as far ahead as 2030. Broadly this
means that, in order to be useful for the DfT as well as stakeholders, this report should take
at least al5-year vision for rail.

However just looking at the period up to 2020 it is clgaat the developments already
taking place call for a substantial improvement in both the quantity and quality of
passenger rail services. As people taking up the many new jobs in the area will look at
transport facilitiesbeforedeciding where to liverad how to travel, it is important that the
improved services called for in this report are in place before they arrive. Once people
commit themselves to travelling by, it will be much more difficult to persuade them to use
rail.

Conclusions of Stakeholdddiscussion

3.56

Daily commuting occurs in both directiomdong the line, ands expected to increase
significantly. Pak servicewill therefore soonneed to be 2 tphin orderto meet disparate
work start/finish times, as well as providing sufficient aapty. Inthe longerterm, there
may be case for 2 tph locals all dathis is what is expected now in the&h East and i is

not obvious why the North &t should be any different. As well as providing a good level
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3.59

3.60

3.61

3.62

of service which will encourage Eigeople to move away from dependency on the private
car, it will support tourism by enabling people to change their plans at short nQtiest
least in the event that the weather turns bad.

Direct Manchester (city and airport) limitexfop servies every 2 hours should be
reinstated and hourly paths providedto accommodate growth by030. The traffic day
should be extended by new earligains to and late trains from the airport, to connect

with early and late flights.

Early and late aimprt trains should includgrequest) stops at all Furneskne stations to
facilitate business travellers going direct from / to home rather than via their offices. This
will also facilitate London train connections if local sersiaesonly hourly at thee times.

Bespoke trainshould be providedor the significant number ofveekly commuters; into

the Furnessarea onSunday afternoons and eveningsnd from Furnesson Thursday
evenings and Friday afternoons / eveningke pecise timings and desiations stould be
discussed with employerand might include:

(a) direct trains to Yorkshire via Hellifield (preferably with reinstatemena direct link at
Carnforth) and/or

(b) directtrains (i.e avoiding Barrow) tbrom the Sellafield area if nundrs are sufficient.

Note that this latter would also require opening of the Cumbrian Coast line on Sundays, an
issue raised in our earlier report on that line (RCL, 2014).

There mightbe a case for all these trains to be operated as private charfersa mini

franchise) outside the Northern / TPE franchjsesorderto allow frequent adjustment$o

meet changing needs. The majemployers need toundertake an assessment ofaff

numbers and locations, in ordeo identify likely numbers of weeklyommmuters,and the

times they should runand to make a finanal contribution. The CRP amul/ Furness
Enterprise should broker the creation of an employers' group for this, tasd consider
how such services might be financed; weuld welcome supportinghis processandnote

that DRS is available as a local train operator

All trains should be attonditioned, have decent legom, luggage space, cycle space, light
and airy interiors, seats aligned with windows, high qualitfiwpower points forall seats

and tables big enough for modern lap=tops.. This points to a reversal of the 1980s Teasury
RNRAOSY daH F2NJ oé {LINAYGSNI LRfAO&E gKagdkK A
a policythat was never applied in the Soutladt. If new tains are too expensive, solutions
might even be provided by refurbished Mk Il stock and / or later by Mk 11l or MK IV stock
released by IEP. Pusglull loco haulage with DBT or DVT would mean rolling stock issues can
be separated fromthe issue of diesel electric whilst and trains can be progressively
lengthened as demand increases.

Q¢

Stakeholders will need to work actively with train operators in ordesupport some of the
proposedactions. A separate note is being prepared to support local aetmaito influence

24



3.2
3.63

3.64

3.65

3.66

decisionmakers, when considering not only transport issues but the wider economic
development of the region.

On-Train Counts and Surveys
A series of simultaneous d@main counts and surveys were undertaken dh-70" and 13"

- 15" May. These covered a range of trains operated both by Northern and TPE, and
between early and late in the day, together with a few on Saturday morning. The count data
is set out in section 6.1 (in a discussion of train capacity) whilst the refult® surveys

are set out below. A copy of the survey form is to be found in Appendix A.

Development of the schedule for surveying immediately highlighted some of the problems

with the current train service. The split of services between two trgierators with

different train types and stopping patterns is exacerbating crowding problems, as the
NBflGAGBS oFflyO0Sa 2F RSYFYR IyR OFLIOAGE | NJ
were operated by singlear Class 153s, which provided inadequatpacity. Recent
WFARREAYIQ GgAGK GAYSGFrofS &d2LIIAY IHastFPEG SNY &
services) is not an elegant solution, spreading demand across trains whilst losing any
readilyyunderstandable train service pattern which might raatke railway appear more

attractive.

Passenger Age
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Figure 3.6a) Gender and (b) Age of Furness Line Passengers

Analysis of survey responses indicates an approximately even gender split, but more young
adults than might have beerxpected, perhaps reflecting national trends towafast car
ownership at an older age. Elderly people may also be more willing to use the line as it is
easier with a senior citizen pass and removes the hassle of driving.

Of the 647 responses to thguestion about access to the station, and the 607 to egress, it
was clear that the majority of passengers walk to and from the stations. Car modes make up
27% of the access share with a further 11% arriving by taxi (a natitngtiiyfigure). No
passenges chose to travel by bus on exiting the rail network, perhaps driven by a
reputation for poor connectivity. This problem is being exacerbatedrigoinggovernment
budgetdriven cuts to local bus services.
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Furness Line Access/Egress Mode
100%
90% m Coach
0% Tube/Tram
70% W P&R
60% © Plane
50% M Cycle
A0% B Bus
30% M Taxi
20% W Car
10% m K&R
0% m walk
Access Egress

Figure 3.7 Access and Egress to Furness Lisi#o8s

3.67 In terms of journey purpose, the Furness line has a relatively low proportion of commuters
and a high proportion of discretionary travel: over half the trips recorded related to Visiting
Friends & Relatives (VFR), leisure or holiday purpddes.is not entirely unsurprising, in
reflecting the nature of South Cumbria, but it is important in that it demonstrates relatively
high levels of offpeak demand, compared to demand in peak periods.

personal Journey Purpose
business, 30, education, 54,
5% 8%
shopping, 41,
holiday, 44, 7% 27 business, 52,

8%

VFR, 137,21%

Figure 3.8Furness Line Journey Purposes

3.68 Refkcting the dominance of discretionary travel, there are few frequent travellers on the
line ¢ but a rather larger number of infrequent ones, which has implications for signage,
information provision, and service simplicity and stability. These sentimeatsupported
by figures on ticket types, where almost 34 of trips are on conventional return tickets
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(Anytime, Offpeak or Advance), with single tickets making up almost all the rest. We

recorded only 6% of journeys on season tickets.

Journey Frequency
25%
20%
15%
10% -
5% - . I
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Figure 3.9Furnes Line Journey Frequency
Ticket Type 0";;';"' &
Weekly, 12,2% Annual, 22, 3%

Figure 3.10Furness Line Ticket Type

3.69 A quantitative analysis of trip patterns (in terms of origins and destinations) is set out in

3.70

section 4.

The comments made by respondertan be summarised as follows: Transpgh8i Q a

0N Aya
are noticeably preferred, with passengers finding the newer trains more comfortable and

Of SI ySN®»
¢t 9Qa
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YySHSNI NBt t Ay3 Zdubged thaktie NortheinZolidgStBoK, (i 2

with three people requesting ctrain power sockets and three wanting-vion the latter.
Another six people also wished that there was a trolley refreshment service on the Furness
line. It was noted that staff were friendljgut 17 people complained about the cost and
thought it should be cheaper to travel on this line as well as further afield.
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3.71 Although many passengers use the line infrequently, others are dependent upondt &.¢& S
hourly train servicewasone of theS | a2y a L Y2@S KSNB wi2 NB{GANS

3.72 The issue of only one vehicle on some services was raised, supported by more general
comments about overcrowding. Both Northern and TPE were seen as poor at providing
information when delays occuwhilst ensuring ravel to final destinations by reducing or
enabling connections was mentioned in different forms by many respondents

3.73 There were many requests for more services stopping at the local stations, as follows:

5 Cark

4 Dalton

3 Roose

3 Silverdale
2 Kents Bank

3.3 Barrow Town Centre Surveys

3.74 A survey was undertaken at the Barrow Indoor Market on a Friday lunchtifnilg9); this
was intended to capture some nemil users. However, the clientele of the area were
generally of older generations amvdere bus users, as the bus network in the local Barrow
area provides a better service than elsewhere on the Furness line. Nevertheless, some
useful comments were
& LA To@eicrowded the3 dzk NR  OF y Qi A 3 hadeSroulieAgltiing ficket fory R & 2
2y 6L NR OGNFY @St (2 /IFINIAAtS 2N [ 2YyR2Y ®¢
aTheNorthern train is like a cattle truck compared to TPE. Alright othegwvise
G¢KS &SNIA OS-bit the wirdlinbiity s & hajoR @@ R

3.75 The above comments show a perception amongst thoseliledy to use the Furness Line
that it is unreliable and there is room to improtiee service. Similar to the atmain surveys
there is the common feeling that it is preferable to travel in the newer TPE rolling stock over
the Northern trains. Again thessue of through evening trains from Manchester was
KAIKf AIKGSR $AGK 2yS LI aaSy3aSN) adzaasSadaay3a i
Barrow later in evening, no connection from airport trains so have to wait for first train in
0KS Y2NYyAy3IEoD

3.4 Focus Graps

3.76 Lead consultant MarAnne Rankin devised and delivered a variety of research methods in
order to capture the views of local residents, commuters and visitors to the area served by
The Furness Line. This research included both users andsess 6 the service in Barrow
in-Furness, Ulverston, GrangeerSands and Carnforth.

3.77 The purpose of this research was to understand issues such as:
| What rail possible trips are being made and how often

T What service attributes are most important

1 Are thereany explicit reasons for not using the rail service
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A moredetailed description of the research and responses to it is set out in Appendix B, but
a summary follows herewith:

Methodology

3.78 Locationbased research was carried out off,910", 11" June ®14. The number of
participants is given in brackets:

Focus groups in Barrow and Grange (22)

Employee survey at Barrow Town Council (16)

Street survey in Ulverston (15)

Engagement with U3A members at their Ulverston meeting (18)
Employee survey at SiemeimsUIverston (53)

Street survey in Carnforth (10)

Visitors to the area (27)

Contributors by phone (7)

In total 168 took part in this research.

= =4 -4 —a -8 -8 - -2
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Summary of Findings

. Would like to :
Total interviewed Use train to use train to U;e train for
get to work commute leisure
FOCUS GROUPS (2122 retired)
22| 1] | 17]
BARROW TOWN COUNCIL
16 2| 4] 8|
ULVERSTON STREET SURVEY
15 | 5 | | 10|
ULVERSTON U3A (all retired)
18| | | 9|
SIEMENS
53 | 3 | 21| 26 |
CARNFORTH STREET SURVEY
10| 4| | 8 |
VISITORS TO THE AREA
27 16
TELEPHONEONTRIBUTORS
7 2 6
TOTAL
168 17 25 100

Use of the Furness Line
3.79 On the positive side participants feel that:

1
1

= =4 4 -4 A -a -2

It is a valuable and essential service for many people living in, and visiting South Cumbria

It is essential for non car dews especially as the bus service does not go to all places
served by The Furness Line

It is good for leisure purposes when timetabling is less of an issue

It is used by manio get to and from Manchesterigoort

It is used by many for connecting to the imaetworks at Lancaster and Manchester
Many schoolchildren travel to and from school on the service

It is good in the snow when road conditions are poor

The TransPennine Express service trains and staff are of a good quality

It is popular with people gog out for leisure purposes who want to be able to enjoy a
drink without having to worry about being over the limit

It is popular with holidaymakers going to The Haven static caravan holiday park at
Flookburgh served by Cark station
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1 It is popular with cyddits, groups of walkers, birdwatchers
1 It is popular with those attending the-@ay horse racing events at Cartmel

1 There is definitely an appetite to use the Furness Line if the service was improved

3.80 However all of the following currently impact on pdo® Qa | Ol dzZt £ dzaS 2F AldY
1 Cuts to services on The Furness Line have had an impact on the willingness of some people
to use the service and at certain times there are long gaps between trains which are
considered unacceptable.

1 The timetable is irregular and ¢ine is no clear pattern to the times of trains making it
difficult for people to easily hold the timetable in their memory and many find it easier to
use the car.

1 It is the case that the timing of trains is not cenient for office hours, making it impo#ise
for many to use the train to go to and from work.

1 Similarly it is the case that many would like to use the train to use the train to go to
concerts/events but often the last train leaves before the end of the concert/event, making
this impossible.

1 Insufficient rolling stock is having a big impact on passenger comfort and causing
overcrowding. Insufficient carriages mean that sometimes people are left standing at
stations and although the train operating companies must know when this overcrowding
occus, additional coaches are not provided at these times.

1 On occasions, direct trains turn out not to be direct, and passengers can unexpectedly be
required to change trains. Since many travelling beyond Lancaster and Manchester are
travelling with suitcasesthe requirement to change can mean crossing the line via
staircases with heavy luggage. This unpredictability means people are less inclined to take
the train for longer distance travel. It can also have a considerable impact on disabled
LIS 2 LI S Once whenyravélliRgoy train.

1 The majority of participants have used The Furness Line to travel to Manchester Airport by
train, but are now concerned about the reliability of the rail/air link. The fact that the train
goes right into Manchester Airport excellent, but if the service is not reliable, some are
increasingly inclined to take a taxi.

1 The disparity between the service provided by TransPennine Express and Northern is
considered to be unacceptable. The TransPennine Express customer servidy, afuali
NREffAy3a aG201 FyR OfSIytAySaa Aa WFF NJ &adzLISN

| The cost of rail travel has escalated in recent years and many find it is cheaper to drive.

| Buses are the preferred option by some, because they are more reliable. Also people of
pensiorable age can travel by bus for free.

| Each train is only supposed to take two cycles. This has a considerable impact on cyclists in
this area and limits their ability to take the train between stations to avoid cycling on the
A590 which they find busy ambtentially dangerous. ScotRail trains from Glasgow to Fort
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3.81

3.82

3.83

3.84

3.85

3.86

3.87

3.88

3.89

3.90

William, and presumably on other lines, also use class 156 units which are used on The
Furness Line. ScotRail use a suspension system which can take half a dozen cycles which
store cycles much mereconomically in space.

People with mobility impairments are having great difficulty in being able to board
TransPennine and Northern trains because of either not being permitted to ride up a ramp
onto the train in a small scooter, or not being permittedoboard at all.

The issues above have a considerable impact on the use of the Furness Line by those
commuting to work. Examples identified during this element of the research include
Siemens in Ulverston, with 420 employees who are not all ables¢otive Furness Line to
O2YYdziS 06SOFdzaS GNIAYy GAYSa R2yQl YIFIGOK &AKAT

The same applies to many employees in smaller businesses such as shops and¢cargsing
homes. Many younger people do not have their own transport, and bus routes may not
sewve their place of work. Unless able to work flexible hours, and suitable train times
enabling this, limited transport availability could be impacting on employment in the area.
A mile from Cark there is a reasonable number of small industrial units. Sopleyees
cycle to Barrow station, take their cycle on the train and cycle to work.

Congestion on trains impacts on groups of people travelling together e.g. birdwatchers,
walkers, University of the Third Age (U3A) member. They can find it impogsibtard a
train due to overcrowding caused by too few carriages.

School, college and university students travelling to Lancaster university from stations along
The Furness Line, can easily fill a train, and there have been occasions when sditresl chil
have been left on a platform because they were unable to fit on the train.

Buses do not serve all places served by trains and a humber of bus routes are under threat
which places further restrictions on public transport in the area.

Peoplelook at the train service as a valuable lifeline, but its unreliability is making them feel
vulnerable and in some instances, isolated.

Although many have used the train to get to Manchestaport, this is not promoted
sufficiently.

Trainsare very useful when it snows, particularly from a commuter point of view.

There are concerns that accurate data is not being collected about the number of people
using the smaller stations i.e. Roose, Kents Bank and Cark.

Quotes from respondés include:
b2 (K2dzAKG wKlFaeé 3I2yS Ay G2 K2g¢ LIS2LX S dzas
hours/shift start and finish times. And last trains are often too early and therefore prevent

LIS2LX S FTNRY dz@Ay3 (NI}Aya G2 32 G2 O02yOSNIa
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G ¢ KS D2 @SN WiEsfitg huge sums of money in HS2 whilst our service is just
GAGKSNAY3 2y GKS OAYSoé

GLF (KSe R2y QG St SOGNRTFEe G(GKA&A fAYS GKSNB 4A
all have to change at Lancaster. As we get older that could &g impact on our
OK2A0S 2F (NI @St o¢

G2 KFd R2Sa AG GF1S G2 SyO02dzN) 3IS | GNYXYAy 2LIS
¢CKSNBQa | NBFf RSYFYR FT2NJ I N}Af &ASNWBAOS (K
3SG X YAAKYl akK 2(FA GaNI AWR Zdzy0zy SMNBIRM YOl & GEA

G¢NIAYy &ASNWBAOS
AYyGSNBLE FyR 7T
NI Ayaodé

2F F YSaazr Kla 324
SNJ aidldAazya AdQa S@S

G¢NFyat SYyyayS A& shdpbide & goad sendce. Noftheiin justivéht 2 RR
G6KS Y2ySe o6dzi R2y QG OFNB Fo62dai GKS aSNWAOSo
Aa oKFEG YIFGGSNBE ¢

GLT GKSNB 6l a I o0SGGSNI aSNBAOS (2 GKS YAy2N
massivel Y ONB | 84S Ay GKS ydzyYoSNI 2F LIS2L)X S dzaiy3a i
L GNI @St FTANRG Oflaa 2y ¢NryatSyyaAyS 9ELINS
b2NIKSNYy R2Sa y20 2FFSNI FANRG OflLaa Fa |y 2

aL tA@S Ay DNIYy3aAS I yR g2 Nuldusgthetrailiitt2 gogt L O2 Y
were less. | can get aday bus ticket for £20.50. No discount for buying train tickets by
the week or month. | need a fully flexible tickét.

GL KIEEH NI e SQill MdR expshiive fo {is@ the train thandove’ d é
GENI VAt SYYAYS KI @S yAOS NRf{tAyYy3d aG201¢ vdaAS

Northern trains should have been scrapped 20 years ago. Everything about Northern
GNFAyad A& NB@2fdAy3ae LGQA GKS . FNAHFAY .l asSy
forthelLJr 34 Sy IS NBE ¢

G¢KSNB IINB 2FiSy OlFyOoSttlriaArAz2yad 5AaLxXlte o2l
YAydziSa t1FGSNE 2yS FTAYRa GKIFIG AGQa y20 O02YA
GCKSNBQa | G20lrtfte RAFTFSNBYyG dGAYSGlIofS SOSN
on thatbasis. Now you have to look carefully and study the timetable and the train times

Y@ 2N YFEe y20 62N)] F2N @2dzd ¢22 YdzOK fA{1S |

4 As against an Anytime return of £8.60 (£4.30 per trip), weekly and annual season tickets reduce the per
trip cost t0£3.87 and £3.22 respectively. Publicising the existence of weekly, monthly and annual season
tickets therefore appears to be worthwhile.

5 This comment reflects a poor understanding of actual fares and car usage costs, which the train operators
should addess through advertising.
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GL ¢2ddZ R FyR O2dA R 02YYdziS RIAf& o608 0GNIAYy o
Oy Qi FFF2NR (2 GF1S GKS GNIAY Ay SAGKSNI NB.
R2 ®¢

aL 06221SR | FTANRG Ofraa aSrd odzi ¢6KSYy L o2t
service to standard and there were people like me, getting dmfwst class tickets, and

y2G 6S8Ay3 Fots G2 3S4 + &SI (o¢

GENFyat SYyaysS KI-anist, syidotd Snd d@ufBat]ANyftBerniréirs O |
aK2dzZ R KIS 0SSy aON}LIISR Hn &SEFENAR 320 90@S
the Bargain Basenyeli NJ Af 2LISNI GAy3 O2YLI yeéx ol NBFAY

GLQY 3J2Ay3aA 2y | OeldtAay3d K2ftARIF& (2 {O020fFyR
ROl yOS (2 3SG (GKS 0Sad LINROSI odzi 6S 62yQi
wilbeabf (G2 GNJ} @St (23SHKSN» LGIQa AYLRRaaAaofsS

L ¢62NJ] Ay | OFNB K2YS Ay VYSyida .lFyl®o® L dz&aAS
no longer stops at Kents Bank, so | have to go all the way to Grange and then take a bus

back to Kents Bank. This has considerably lengthened my journey time. If | got the earlier

train, which does stop at Kents Bank, | would get to Kents Bank an hour and a half earlier

than | need to. And seven out of the past twelve times | have been thkifprthern

train (either 10.09am or 12.10pm) to Kents Bank they have been cancelled and been

replaced bya bus. This makes me late for work as it has to go to the other small stations

where the train has not stopped. You can wait for 35 minutes footded (2 (0 dzNY  dzLJDé

a! FSg &SEFENBR |32 gKAtad ¢S ogSNB adleiay3a +a |
Grange by train. We waited and waited but the train did not come. A local man on the

platform said this was not uncommon. Although our return journeyunaventful, we

felt reluctant to use the service again for fear of being stranded. This was a few years ago

YR K2LISTFdzA fe& GKS GNIAya FINB y2g6 Y2NB NBf AL

GL KFE@S 0SSy Ay RAFE23dz2S 6A0GK ¢NIyatSyyaysS |
travelling with my scooter to GrangaverSands to visit my parents. Neither company has

been at all helpful and although Northern have now backed down and said they will help

me to load my scooter, | have no confidence in setting off independently in order to

attempt the journey. TransPennine have so far told me that they cannot take my scooter,

SPSyYy (K2daAK L RStAOSNIGSte 02dzaKid 2yS GKI @

G¢CKSNBQa y2 GAO1SG 2FFAOS G /FN] FYyR @OSNE
fares andhis is the same in respect of other small stations. Therefore a lot of passenger

figures are wrong as they are not capturing usage by passengers from the small stations.

' YRSNEGFOSYSYG 2F ydzYoSNBE Aa | @S NEBused SNA 2 dza
(KS aYFftSN) adriAz2ya odai GKA&E A& y2a0 GKS OF
AYVF2NXYE GA2Y 0E
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4  Current and Future Demand

4.1 Current Demand
4.1 Although it has acknowledged weaknesges 1 KS NI} Af Ay RdzZAGNEB QA GAO0]

provides a startingpoint for analysing existing levels of demand, in terms of detailed origins

and destinations. We have derived a trip matrix for trips within the line (see Table 4.1) but
current crowding levels on some of the services operated by Northethisrine are such

that conductors are not able to collect all the fares, and it would be quite possible for real
demand levels to be 10% greater than shown, especially to/from the smaller stations.

4.2 The line also has some characteristics which makeise somewhat different from other
lines. First, the level of offpeak traffic is already relatively high, compared to peak demands;
this potentially makes service provision more eeffective. Secondly, the skilled nature of
industrial work in the Barm area means that there is a considerable amount of dong
distance weekly commuting into the area. Friday evening, and Sunday evening/Monday
Y2NYAYy3d RSYFYR YAIKG GKSNBF2NBE 41 NNFyd YAy2N
in order to satisfy these deamds.

Roose |Dalton |UlverstorjCark Kents Ba|Grange |Arnside |SilverdalgCarnforth

2,550 33,408 6,730 879 5,607 2,400 319 3,874

Roose 363 1,403 7,137 679 175 826 350 53 199
Dalton 2,550 1,403 3,694 1,195 263 597 401 224 918
Ulverston 33,408 7,137 3,693 7,551 1,286 8,703 3,605 866 3,268
Cark 6,731 679 1,195 7,552 163 1,981 1,050 246 672
Kents Bank 879 175 263 1,286 163 753 1,055 317 280
Grange 5,607 826 597 8,703 1,981 753 9,251 1,857 5,670
Arnside 2,400 350 401 3,605 1,050 1,055 9,251 1,027 3,098

Silverdale 320 53 224 866 246 317 1,857 1,027
Carnforth 3,874 199 918 3,268 672 280 5,670 3,098

Table 4.1. Estimated Trip Matrix of Trips Within the Furness Line
(source: analysis of LENNON data for the financial year-20)L3

4.3 An analysis of the flows by area show, unsurprisingly, that with@local travel is the most
common, with Bncaster the next most important origin/destination. Manchester is easily
the largest next traffic generator/attractor, for which the provision of through services
would be warranted, especially when one remembers that these services would also call at
Preston, which is ranked"4in terms of Furness line traffic.

4.4 The London area features relatively strongly, with about 1000 single trips per week, which is
no doubt why Alliance Rail has been examining the potential for through trains. However,
one sinde train a day could potentially attract half of this demand. Yorkshire destinations

6C2NJ AyadlyO8s Al SEOf dRSAa (N} OS5t 2y aw2@SNE (AO1SGa
season tickets, and that the origin and destination of tickets genuinely reflect the journeys made (but

passengers may use ftiple tickets per journey (especially when buying cheap but tiestricted Advance

tickets) or not undertake all the journey for which their ticket is valid (e.g. they may be picked up short of

their destination)), whilst of course those passengers thavg without a ticket are not included at all. Given

the level of difficulty faced by conductors in undertaking both retail and despatch duties, this latter number

may not be negligible.
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feature next, accessed either via Carnforth, Preston, or Manchester; we would take this as a
reminder that connections at Carnforth into/out of the lewequency service a/from
Leeds need to be protected.

4.5 However, overall, there is no obvious other destination for trains from the Furness line
except Manchester. The Cumbrian Coast market is smaller than might have been imagined,
although we note that regularisation tith the Cumbrian Coast service (as recommended
in our previous report) and of this line would substantially improve matters by providing
standardised c. Xninute connections.

Trips Furness Line to:

Furness Line 513,276] 38% |Eastern Scotland 6,078 0%
Lancaster 296,391 22% |[South West Scotland 8,287 1%
Cumbrian Coast (inc Carligle)28,335| 2% |Rest of Scotland 2,956 0%
Manchester 168,166/ 12% |Wales 3,192 0%
Preston 86,761 6% |North East 5,513 0%
Central London 47,004 3% |Yorkshire 35,933] 3%
Greater London 2,537 0% |East Midlands 4,837 0%
East 5,624 0% [South West England 6,881 1%
Liverpool 23,849 2% |South East England 13,841 1%
Other North West 84,430 6% |West Midlands 11,172 1%
TOTAL 1,355,153

Table 4.2. Key Regional Traffic Flows to/from the Furness Line

Relative imprtance of stations

4.6 The service hierarchy as originally intended in the 1994 service proposals wastiartwo
one: Barrow, Ulverston, Grange, Carnforth and the rest. However, as noted above, capacity
pressures have led to extra stops at some of theeotstations, so we now have a second
tier of Dalton, Cark & Cartmel, and Arnside, leaving the three quietest (Roose, Kents Bank
and Silverdale) in the bottom tier. The second tier stations are, however, relatively busy, so
their omission in TPE servicesnmterial most TPE services now call at Arnsitde
addition, traffic growth from new housing developmer{e.g. at Roosé suggests that it
should be betterserved, in a way which has not apparently been picked up by TOC
planners. Moreover, generalisedst theory (see, for instance, Harris & Godward, 1992
p.11) shows us that waiting time is proportionately more important for sh@s$ opposed
to longdistance, journeys.

4.7 This leads one to wonder whetheso long as the local service is only faaurly, i KS W& SY A
FradQ ylradaNBE 2F ¢t 9 ASNWBAOSA Aa | a-Fdlafid otas
to reduce journey times (and therefore stimulate demand) for the -eménd travel
market. However, the policy reduces frequency at the intermiedistations, thereby
making rail travel less attractive for them. The optimum solution depends on the relative
numbers of passengers involved, and the relative importance of the impacts on journey
time.

7 FNNAAS b D 9 D2RgINRZT 9 2 o6G@lEssop.attlyyAiy3d thaasdy3
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4.8

4.9

The maximum time saving on this line from hawsegnifast trains is 8 minutes (whiaimly
applies for passengers to/from Barrow). The key disbenefit for local passengers from having
a 2hourly, as opposed to an hourly, service is the difference in the waiting time
(approximately 33.78.8.75=15 minutes)However, waiting time is disliked by passengers
about twice as much as the time spent in trains, so the value to local passengers is 30
minutes. In fact, the value to local passengers is even greater, as passengers respond
proportionately to changes inegeralised cost, so a saving of 10 minutes in a short journey
is more important than a saving of 10 minutes in a longer journey. We are also aware that
survey respondents indicatedrile walks/needing to be dropped off or get taxis, just to
access statiom which they lived near, so the time saving disadvantages of-fasimi
operation can be very significant. Overall, shiidtance passengers are therefore more
responsive to changes in frequency than lahigtance passengers, as has been well
understood bythe PTEs over the last 30 years in rail planning elsewhere in the North.

We have therefore undertaken indicative analysis by examining the generalised cost of a
sample of journeys which match station entries on the line, typical destinations, journey
purposes and (behavioural) values of time. The effective taffles whether

1 f 2RAIBSINIY OS RSYIFYR F y YAYAa O6YFLEO A& Y2NB
Our calculations show that provision of a more regular bustallions service would leat

the following changes:

Demand (trips) +1%

Revenue (Em p.a.) -0.1%

Time Savings (Em p.a.) 0.04%

On the basis that the time savings number is insufficiently different from zero to be
meaningful, we can nevertheless see that demand would rise slightlyangorresponding

tiny reduction in revenue. Note that this would still imply that Government support per
passenger would fall. In reality, results from the focus groups suggest that the irregularity of
service has a greater impact than the simple modgliof average times would imply, as

2 |

LRGSYGAFE LI 24Sy3ISNEQ dzy OSNIF AyGe | o28dzi GKS

We have therefore ignored the tiny reduction in revenue.

Relative timing of travel
4.10 The relative remoteness of West Cumbriand the proportion of people working in

specialised industries (e.g. nuclear, shipbuilding, wamths) mean thatthere is a
significant amount ofveely travelinto the area on Sunday afternoons/evenings and of

it on Friday afternoons/evenings (alsolittle on Thursday evenisp This isof course,n
addition to the touristtype traffic which includesnward Fridayto-Sunday weekend and
Saturdayto-Saturday holiday travel. As other train service levels in the area (e.g. TPE
to/from Scotland) alreagl vary in these periods, we would urge train operators to consider

8 This is supported by evidence from section C4 of the PDFH (the Passenger Demand Forecasting Handbook,
the summary of market research managed by ATOC and carried out on a continuous basis by the train
operating companies working together witlonsultants and academics), which indicates an additional

benefit of regularity equivalenttop YAy dzi SaQ GN)} @St GAYSSZ ¥F2hmhara SNIAOSa
intervals.
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4.2

411

4.3

serving these markets betteEven marginal improvements, such as an extra train portion
working through to/from Barrow, could provide valuable benefit.

Growth Trends

Network Railrecently published their strategy for providing capacity for regional rail
services in urban areas, which provides some indication of expected demand, even if this is
not strictly appropriate to the less urban nature of this line. Using scenario plarthieyg,
identified likely demand increases of between 8 and 49% by 2023 i.e. within the next
franchise period. These demand increases are associated with a range of exogenous
demand factors (such as overall GDP, population quantity and distribution, andl petr
prices) and expectations about endogenous factors (those within the control of the railway,
such as typical levels of service quality). They average out at about 3% p.a. cumulative.
However, the loss of rural bus services in this area will increasereataove trend, so this
figure would seem conservative.

Specific Developments

Employment

412

]

4.13

As elicited during the stakeholder liaison process, this line appears likely to benefit from a
range of significant extra impetuses to growth:

New power stathns at Moorside (Sellafield);

Development of Siemens and GSK sites at Ulverston;

Barrow industrial development, including BAE Systems and tourism

These will affect rail demand by direct modal shift from car for local trips, and increased
long-distance (ad international) trips for business and leisure (e.g. via Manchester Airport).
The scale of these should not be undstimated: GSK plan to increase their workforce
from 250 to 550 by 2021, and Siemens theirs from 420 to 500 this year and to 1000 by
2019 whilst BAe expect the number of their employees to increase by 13 (from 6000 to
8000) in the next few years.

Analysis ofhese changes in the light die 2011 Census and updated Nomis database held
by ONSJemonstrates(see Table 4.3 ow increasd population and/or traveto-work will

be needed, in order to supply the labour for these jobs. The scale of the new employment
means that rail is welblaced to deliver this. Indeed, it must do so: planning policies and
site-specific restrictions (e.dhe unavailability of capark space at the factories) will force
these passengers onto rail.

9awS3IA2ylt ! NDBDly alNySdG {ddReés bSis2N] whAftsz hoi
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4.15

Residents in Residents in | Jobs, 2013 New jobs in
employment, employment, current
2011 2013 developments
Barrow 30,564 28,400 27,700 +2000
South Lakeland 52,700 46,500
Ulverston 5,311 +880

Table 4.3. Forthcominglajor Changes in Employment in the Furness Area
(Sources: Census data/NOMIS; local authority plans)

Employment at Ulverstolis expected to rise by 16% within the next five yeajising a
larger latent increase in demandecausgas explained in section 3.4) not all of tharrent
potential passengers are able to use rail because of existing crowding or the lack of
provision of services at the time they actually need to trakébreover, as explained in
paragraph 3.53, improved commuter services (especially westbound) need to be in place
before developments are completed, otherwise people will commute by car and it will then
be much more difficult to persuade them to switch to rail. Thiagple of establishing new
public transport facilities in advance of need has been proved highly successful in London
Docklands.

Further South, Lancashire CC notes that there are significant employment increases planned
in Preston (which has the send-highest level of iflbound commuting in the North West,

after Manchester). Developments are particularly expected in the docks area, for which
improved bus stop facilities are currently being constructed at Preston station. The
University of Central lngashire is also close to the station, and is expected to grow
significantly in the next 10 years, whilst more students are now living at home on cost
grounds.

Population

4.16

4.17

Significant housing developments are planned in the vicinity of the line indimng years.
Roose stationis alreadycentred on major recent housing developments, bhbas very
limited car parking or facilities. 962 new housesre completed in Barrowin the period
200313, of which a substantial proportionwas in this area. The pojected need is for
another 967 new units needed by 2018 and a further 1344 by 28@8, again, several
hundred are expected near Roose statfbn

Several sites have been identified for further major new housing developments in Barrow
and ae locatednear Furness Abbeyo the North of the town. We note that there is a
potential station site at Furness Abbéy servethe Sixth Form College, the Abbey as a
tourist attraction,other schools andhe hospital (albeit ashuttle buswould be neededo

the latter ¢ see section 5.1 belayv

Barrow Borough Couil: Strategic Housing Land Availability Assessment Review, 2013
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4.18 Substantial allocations for housing laatk also notedn the recentlyapproved Local Plan
for South Lakelandas summarised in Tabde4. They also support the case for more stops
at local stations such as Kents Batikone assumed two persons per new dwelling unit,
population increases of 15% over the next 10 years look inevitable.

population In planning or| By 2015 | By 2025
construction
Grange 4000 150 506
- of which Kents Bank 250
Allithwaite* 700 99
Cark &Flookburgh 1800 71
Ulverston 12,000 291+ 881

Table 4.4 New Housing Developments in South Lakel&arkirness
*Allithwaite is within 1615Y A y dziiafk af ®ents Bank statipr: by 2018
Source: 8uth Lakeland District Council, Local Plan Land Aitotsa2013)

Summary

4.19 With both employment and population realistically expected to grow by 15% or more in the
next 510 years (based on committed developmenigtent demand on the~urnesdine
must be expectedo rise byat least this amount. Furthhdncreases would be expected from
addressing current service deficiencies, whileyy subsequentimprovements to the train
servicewould addyet further patronage.
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5 Connectivity

5.1 Bus Connections
5.1 The brief included a requirement to consider howrkess line rail services might connect

better with local bus services, to serve residents and visitors alike., achyt cuts in the
subsidy available from Cumbria CC to support local buses means that very few are likely to
remain from 2015. The 5554hcaster¢ Keswick), 6 (BarrowUIverston) and X6 (Barroav
Kendal) are inteurban routes which in part compete with the railway and are likely to
remain, as commercial routes (although evening services aomilkénd in September 2014,

with the last bufrom Barrow at 17:10)However, doubt must remain over the future of the

532 Grange locaDther locations are examined in turn below.

Barrow

5.2 Buses within Barrow are operated by Stagecoach on a commercial basibuskdi operate
five routes. The nwvork is centred on the Town Hall where all routes connect. Weekday
daytime frequencies range from 12 mites down to 30 mintes in theevening whilst
Sunday frequencies are generally hourly. TwanrfiBute frequency routes pass near the
station, so passeagers from the other three must change buses at the Town Hall

5.3 However, rither of the station routes actually enters the station forecourt, the bus stops
being 3¢ 5 minutes away. Diversion of these routes into the station would cost an
additional busand drivers on each route because they operate on tight timetables with
minimal layovers at each end. Also, far more passengers makingtation journeys would
incur longer journey times than rail passengers would benefit.

5.4 As Stagecoach is well knovior its commercial acumen, i likely thatthe lack of a proper
service for the station (where a bus stop and shelter now lies unused) is an indicator that
any dedicated service would have to be subsidised. If any stakeholders wish to consider
joiningtogether to fund a station bus service, we would recommend investigation of a dual
route to the Town Halin one direction and to Furness General Hospitalthe other. We
estimate one vehicle should be able to operate this circuit in just under thirtyutesn
enabling a 3@ninute frequency. Alternatively the route might be extended to the Furness
Abbey area this is presently remote from the bus network, but this would require two
buses or a reductiom frequencyto hourly.

5.5 A service to Furness Geaak Hospital may be of interest to the University Hospitals of
Morecambe Bay NHS Foundation Trust (MBH), whose main hospitals are in Lancaster,
Kendal and Barrow. In common with many secondary care health trusts, MBH are reported
to be looking at increasedpecialisation within their groups so as to reduce costs and
improve patient outcomes. Such a policy would increase the number of patients (and their
visitors) travelling for treatment and thus the demand for improved rail and connecting bus
servicesg by a group whohave aboveaverage mobility problemsAs Lancaster hospital is
2yt e mMn YAydziSaQ gl f 1 T Niasedforkdne &f this tiaki@ vy~ (G K S
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5.6

5.7

We recommend that the CRP take the lead to investigate the desire for a dedmsdohk
for Barrow stationg including integration into rail timetable publicity and integrated fares
such a PlusBus.

Shuttle bus links for BAE Systems and any other interested employers should be their
responsibility, but there might be scope forsmurce sharing between these and a public
daytime dedicated station bus link. BAE Systems told us of their interest in encouraging rail
commuting and that they have serious car parking problems for their existing staff, let alone
the planned increases. Hawer as rail commuting into Barrow requires extra trains, it is
important that the employers demonstrate that they have serious intent. The CRP and / or
Furness Enterprise should take the initiative to secure action by BAE Systems and to interest
other emgoyers in the area.

Dalton

5.8

Dalton is served by the 6 and X6 trunk routes. These pass the station, but the bus stops are
not close. As at Barrow there is a disused bus stop and shelter in the station forecourt,
which sends a certain message. As then@ X6 both parallel the railway and the journey
times are only 12 minutes to Ulverston and 16 minutes to Barrow, there seems little
purpose in ceordination.

Ulverston

5.9

5.10

Some bus routes pass the station approach road, in one direction only en routel fiocem

the bus focal point in Victoria Road. Routes to Coniston (X12) and to Haverthwaite (6 and
X6) might offer some scope for rail-oedination. The X12 is Cumbria -6@@sidised but
might survive commercially in some form. The CRP may wish to takedth¢o investigate

what, if anything, might be done.

Shuttle buses for factory commuting must be the responsibility of the employers. GSK and
Siemens have indicated their interest in this area. As this is tied to the introduction of
additional trairs, it is important that they demonstrate that that tiidhave serious intent.

The CRP and / or Furness Enterprise should take the initiative to secure action and interest
other employers in the area (seection5.2 below).

GrangeoverSands

5.11

Grangestation is served by Stagecoach trunk route X6 which provides an important link
with Kendal¢ the administrative centre for South Lakeland and an attractive tourist
destination. The daytime service is commetgiaperated on an hourly frequency. The
efficiency imperative in the UK bus industry for operators to maximise vehicle and driver
utilisation means it is almost impossible to-calinate train and bus times on commercial
bus routes. The only way of avoiding unreasowddhg interchange waits is fdhe train
service to operatanore frequently e.gevery halthour. Interestingly, this seems to be the
conclusion reached quite separately in the worktfoe Cornish Growth Deal announced by
the Prime Minister on 8 July™. This includes funding for sidliag improvements to

11 See Modern Railways, August 2014, page 11
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operate halthourly local services on the Cornish main line, in addition to London through
trains. This is exactly amglous to the longer term proposals in this report.

5.12 Grange station is also served by Cumbria County Coumpbsged 532. This is a circular
service linking Grange witfinter-alia) Kents Bank, Flookburgh, Cark and Cartmel, iand
under threat of withdrawal. If it is withdrawn, the justification for improved local train
services at Kents Bank and Cark to hously even half-houry (which might be
recommenad anyway will be increased.

Silverdale

5.13 Silverdale station is remote from the village it servaad he two are connected by the
Silverdale Shuttle bus subsidised by Lancashire County Council. Timirggsoad@eated
with the trains, but as the railway timetable is very irregular there are sometimes some long
interchange waits. Lancashire CC advises that the service has survived cuts because it is
linked with statutory schools services. However it mayuiture be combined with their
Carnforth Connect service, in which case Carnforth would become the connstitran.
This would not affect passengers for the BSRture reserveat Leighton Mosswhich is
within easy walking distance of Silverdale station

Figure 5.1. Bus Interchange at Silverdale

5.2 Shuttle Buses
5.14 During the course of our work, we became aware that Siemens in Ulvasstomsidering

the introduction of a shuttle bus to/from the station. Their site (which employs about 420
people, but where significant expansion is planned) lies about 1km away, and parking is
increasingly becoming an issue. Some-gtaring occurs, but (as set out in section 3.4)
there appears to be considerable potential for increased use of rail. It is alsdlgotgst
arrangements could be made for any shuttle bus to serve the other major employers in the
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town, namely GSK, Tritech, Marl and Oxley. These companies should group together now to
develop ideas and demonstrate their commitment to the rail industhe TRP and / or
Furness Enterprise should broker the establishment of a suitable group.

5.15 However, the main problem lies in the unavailability of train service to match work
start/end times, as can be seen in the Table below, where entries in redighighl
unacceptable/impossible train times.

A.M. peak arrival times  [Shift start [Type of work|Shift end |P.M. peak departure times ‘
Westbound | Eastbound Westbound | Eastbound
06:24 07:07 07:30 Shop floor | 16:00 16:15 16:28
08:16 07:31 08:00 Office 16:30 16:42 17:37

5.16 Whilst understanding the cost issues associated with increasing the Peak Vehicle
Requirement on the line, this analysis highlights the fact that there idvau2 gap in the
Westbound service in the morning peak (actually, the positiodightl/ worse than this,
since the next Westbound train is a further 75 minutes later i.e. there is only really one
arrival in the peak dour period).This fatal flaw in the timetable appears to be an accident
of history, putting Furness line residentsda@mployers in an iniquitous position compared
to almost anywhere else in the country. Because of the disconnect in wider government,
developments are being suggested and approved for sites along the Furness line without
any real ability of investors ordal authorities to provide the supporting rail service, which
Ad LINRPOdaNBR ylaGAz2zylrfted LG A& RAFFAOdAAZ G (2
requiring developer contributions to offset planning gain are workable in a situation with
multiple benefigaries, and where the problem is the ongoing support of a publistd rail
service, rather than the need for a specific evf€investment.

5.17 The failure of the rail service specification to provide a peak service of hourly or betttr
be addressd in the next franchiseThe provision of a train service at work times might
reasonably be seen to be an obligatjamhen a railway line exists and there is at least one
trainload of passengers wanting to travilot only is tke currentservicebelow a gaerally
acceptable standard, but no fewer than 21 of t68 employees interviewed at Siemens
cited lack of an appropriatefiyme train as their key reason for not commuting by rail.
BecauseUlverstonis not at the maximum loading point on the route, thatufrently
suppressed) demand can be accommodated on all other trains. Shuttle buses at the station
at 07:15, 07:45, 16:05 and 16:35 would satisfy almost all the demand for rail tralfath
directions, although a subsequesgrvice would be preferabld, y 2 NRSNJ (2 WY 2 L) d:
working slightly late.

5.18 We note that the typical minibus used for employee shuttles carries onBOljeople, but
that the size of the workforce might require more than this number to be met from
particular trains. Multipé trips by the same bus would improve its efficiency and reduce
waiting times, but might be less convenient in terms of connections with the (relatively
infrequent) trains. A trad®ff with a larger vehicle may have to be considered.
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5.3 Airport Traffic
5.19 Since a number of survey respondents mentioned difficulties connecting to flights in and

out of Manchester Airport, we have undertaken some analysis of th@b® main
comments from stakeholders have related to lamaul flights¢ particularly to/from the
USA, Middle East and Far East.

5.20 Morning departures start with the 020 to Singapore, after which there are services to
Doha (Qatar) at 025, New York (EWR) at:Q9, Abu Dhabi at 025 and New York (JFK) at
09:50. With two-hour check in timeg which for business people may be a bit squeezable
these times point to value in the first train arriving nearer@@ rather than present Q47.
Such an arrival would also probably be OK for flights to Paris and Zurict4@f 88d just
possibly Dusseldb at 0815. However, other European flights are around007 which is
unrealistically early for civilised train connectionsFexness.

5.21 For evening arrivals, the latest loh@ul business type flight is from Dubai at 1910 (plus a
Moscow arrival aR2:35). All other late and overnight arrivals are holiday or charter flights,
until an arrival from Washington at €. It is not unreasonable for holiday makers to
choose their flights with some reference to train timeser accept the consequences ifen
book cheap flights with very late arrivals. Complaints about the last train at 2200 from
Airport (made by a few passengers in the suryeierefore really relate to delayed aircraft
arrivals, for which the railway cannot be expected to cater. Howesimstatement ofthe
pre-Dec 2013 2@0 departure, closinghe present gapbetween 19:00 and 22:00yould be
useful.

5.4 Naming and Directions
5.22 We notethat Carkstation is over two miles from Cartmel over unlit roads wathunsigned

footpath, and tha Cartmelvillageis much more easilyeached from Grangey taxi Cark
station is on the boundargf the villages ofCark and Flookburgfwhich are contiguous),
being about 6 minutesQwalk from the centre of eachWe therefore recommend that a
direction sgn to the station should be installed at the main road junction in Flookhurgh
and suggest thathte station should be renamed.
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6

Train Service Options

6.1 Issues ldentified

Markets

6.1 When planning a train service, it is important to understand the travarkets which one is
trying to serve, and what are their key needs. From an economic perspective, ensuring that
people can get to work is a key requirement for transport, but the current service does not
NBTFESOG GKAZAD LY 2NRIMIYERANYKNVAEAYISES QHA BS NDISS
possible, leading to overcrowding on some trains, and passengers simply not being
able/trying to use rail for work trips, because of inconvenient tigesr no trains at all.

Moreover, the timings of Westbounthorning peak trains seem to ignore the fact that
industrial employment hours in the North of England are earlier than the typical-0200
office hoursnormal in the Southso the timings of the one train in the peak are unhelpful.

6.2 In the offpeak pebds, especially on a line such as this, leisure traffic is important. Its needs
include sufficient capacity to carry the traffic (ideally, at some degree of congfort
overcrowding is not acceptable to offpeak passengers), capabilities to carry cyateargaa
where cycling is popular, a lack of unnecessary interchange, a basic level of frequency
(which we would contend, in populated areas such as this, is hourly) and some regularity of
service. In all these facets, the existing service is found wanénd, the issues are
discussed separately in the following paragraphs.

Capacity

6.3 Before recent service reductions, the existing train service, supplied jointly by Northern and
TPE, broadly provided a-car train to Lancaster every 2 hours and #aB tran to
al YyOKSAGSNI ! ANLER2NI Ay GKS AYyGSNBSyAy3a K2 dzZNA
hour ¢ somewhere in the region of 150 seats. On the other hand, the demand measured
from a combination of oftrain surveys carried out both specially for tisidy, and by the
f20Ff !'aSNRQ DNRdzLJ AY {dzYYSNJ HanmoX A& (G&LMAOI
As we have already seen in section 4, background growth over the next franchise period is
of the order of 30% (i.e. taking average loadifgstl 6 2dzi cn E mdo -T' Fy x>
specific demand adding further to that. Capacity will therefore, in due course, be a limiting
factor.

6.4 Of course, average demand is an inadequate determinant of capacity. In general, peakiness

is a particular prblem for the railway, with its fixed asset base. However, the Furness line is
blessed with significant offpeak traffic, such that the ratio of peak:offpeak demand is only
about 2:1. Real peakrowding (i.e. with more passengers than seats) has only been
observed on the 07:14 from Barrog and, even then, mostly involving only commuters
(many of then schoolchildren) from Carnfortbn the 18minute journey into Lancaster. The
detailed retiming of other trains might provide some relief to that particular feyt
although we note that this overcrowding has only occurred in the last couple of years,
before which individual departures at 07:00 and 07:20 separated the schoolchildren and
differing commuting marketéPreston & Lancaster).
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6.5

6.6

6.7

6.8

6.9

In the evening, the @01 from Lancaster will be crowded in the very near future, on any
normal assumptions about traffic growth. However, levels of crowding are not at the level
commonly experienced or even expected in urban areas during weekday peaks.

Significant¢ and completely unacceptable crowding was, however, experienced on the

10:09 from Barrow. This train, formed of a singée Class 153 unit, followed a large gap in

the service (created by the retiming of the previous TPE service) and also coincidéuewith
WYNXNRNYAYIQ fSAad2NBE RSLI NI dzNB LISF{d 'a 2F (KS
be formed of two carriages, so the problem has largely been dissipated (but see para. 2.5).

¢KS fSaazy G2 oS fSINYyiG 7T NEPnustidsidar the Bnoek KI G OF
on effects on Northern.

The other category of crowding reported by stakeholders related to the provision of
inadequate capacity for specific events, such as festivals or organised walks in Morecambe

Bay. This is a problem movédespread in the railway industry: a lack of resources means

that there are insufficient spares to be able to provide extra capacity forafinevents.

Moreover, the levels of fare paid, and length of passenger journey compared to train
mileage, often meya G KI G | y-& dzaid8ONGE QW O'NBRs RwoghivhileO 2 Y Y S NI
either. Although they can provide significant goodwill for the railway industry, it is unclear
whether and how an operator such as Northern is expected to provide for them, without

support fom commercial, event or local authority sponsors.

Of course, thaabulatedfigures relate to passengers only, and exclude other requirements

for space in a train e.g. luggage. The aspirations of some of the stakeholders here are in
conflict with eachother: for good reasons, the Tourist Board and National Park want more
space for bicycles, which of course take up space which could be used for passengers
themselves. Consideration of other ways of providing bicycle access is also needed, if excess
train capacity is not to be provided: one example of this could be the sort of sthisad

cycle hire facility available at Brockenhufistampshire) fulfilling the same function for the

New Forest.

Nevertheless, this discussion about luggage etc. daise lissues of the appropriateness of
rolling stock. The line has stations relatively close together, and attracts considerable
numbers of passengers with luggage. Trains with narrow doors at the ends of carriages (e.g.
Classes 153, 156 and 158) are therefnot entirely suitable, and have been witnessed as
causing delays from boarding and alighting. The Class 185s are -walebmed by
passengers as a higjuality train, and provide 1/3: 23 door spacing with reasonably wide
doors, generally being muchare suitable for the type of traffic on the line. Such factors
need to be considered for any new types of rolling stock which might be allocated to the
line; fortunately, any secontland electric trains displaced from the South East (e.g. Classes
317 or 3B) already have reasonable door width and spacing.
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UP TRAINS

Barrow Rolling Seating Ave of Max Recorded Max crowding
Dep Operator Stock Capacity Demand 2013/14 % Loading  from

¥ 04.35 TPE 185 181

¥ 05.32 TPE 185 181

¥ 06.15 TPE 185 181 78 43%

" 06.48 TPE 185 181

¥ 07.14 NR 156 150 173 115%  Carnforth
" 08.00 NR 2x153 150

" 08.50 TPE 185 181 103 57%

" 10.09 NR 153 75 83 111%  Grange
¥ 11.20 TPE 185 181 88 49%

¥ 12,10 NR 156 150

¥ 13.20 TPE 185 181 75 41%

" 14.40 TPE 185 181

" 15.18 NR 156 150 86 57%

" 16.10 NR 156 150

1721 TPE 185 181

" 18.03 NR 156 150 64 43%

¥ 20.10 TPE 185 181 39 22%

¥ 21.43 NR 156 150

average 88 60%
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DOWN TRAINS

Lancaster Rolling Seating Ave of Max Recorded Max crowding
Dep Operator Stock Capacity Demand 2013/14 % Loading  from

" 05.41 NR 156 150

¥ 07.36 TPE 185 181 66 36%
" 08.48 NR 156 150 40 27%
¥ 09.41 TPE 185 181 24 13%
" 10.25 NR 156 150 95 63%
" 11.23 NR 153 75 42 56%
" 1215 TPE 185 181 78 43%
" 13.34 TPE 185 181 72 40%
" 1421 NR 156 150 68 45%
¥ 1535 NR 2x 153 144 82 57%
" 16.01 TPE 185 181 158 87%
" 16.46 NR 156 150 109 73%
" 17.20 NR 156 150 85 57%
" 17.48 NR 156 150 83 55%
" 18.26 TPE 185 181

¥ 1859 TPE 185 181 79 44%
¥ 20.15 TPE 185 181

¥ 21.20 NR 153 75 33 44%
¥ 2203 TPE 185 181

" 23.27 TPE 185 181

average 74 49%

Table 6.1. 20132014 Furness Line Train Loading Data

610 ¢t 9Qa &ASNBAOSAE o0SiGegSSy {O020flyR FYyR al yOKSa
passengers to and from the Furness line. This is perhmpst of an issue where
Southbound passengers are required to join TPE services at Lancaster, and a complete
trainload of Furness line demand may want to board a train which is already quite full. This
suggests that options including more capacity Soditbamcaster have some extra value.

6.11 In summary, capacity arguments alone are not a compelling reason for immediateabene
increases in train servicédyond restitution of the 2010 servifebut do have to be borne
in mind when considering service ggbilities

Frequency

6.12 Rail passenger demand is significantly affected by train service frequency. However, the
relationship is not straightforward, since waiting time does not fall linearly with increasing
frequency (see Figure 6.1).
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6.13

6.14

6.15

6.16

Waiting
time

Frequency

Fiaure 6.1. Impact of Frequency on Waiting Time

At low frequencies, the time savings to passengers from increasing train service are very
substantial. Even with passengers trying to match their arrival at stations to specific trains,
research shows thathe average waiting time for a-Rourly service is over half an hour
whilst for an hourly service it is about 20 minutes. Whilst the major stations on the Furness
line have a broadWourly frequency, the smaller stations do not, and gaps of two hours
(and more) are common. For passengers specifically wanting destinations beyond Lancastet,
again the direct service is at besth@urly, and considerable economic benefit would be
realised through service frequency increases, economic benefit which woulddesaime
increase in the level of demand. As noted in section 4 above, even a regularisation of the
timetable, providing an hourly but adtations service is estimated to stimulate demand, for

no reduction in revenue.

Increased frequency also reducdse need to attempt to time trains to meet specific

markets (e.g. commuting arrivals per 0900 at multiple destinations), as different trains can

LIN2E BARS G(GKS WARSFfQ GAYSA F2NJ RAFFSNBYy G 3INPR
critical gap in theWestbound service in the morning (e.g. departing Lancaster at around

06:35, arriving at Ulverston & Barrow at 07:15 and 07:40 respectively).

Leisure traffic also has its peaks during the day, with the G900 timeslot popular with
departing shgpers, daytrippers and returning holidaymakers. It is therefore very
disappointing that the current timetable has a gap between the 08:50 and 10:09 departures
from Barrow, and we would strongly recommend that TPE resumes use of its slot at 09:20
from Barow, as this serves more customers. However, the additiomaining peaktrain

into Barrow suggestedbovewould of course be available to take up the current 08:50 slot.

This should lead to a more general longemm aim of providing halhourly serices in the
peaks, in both directions. This would use significant resource which wouldahd¢ast
initially) be justified in the inteipeak, but vehicles would instead be available to address
interchange issues (see below).
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Through Service

6.17 Consi@rable research exists to demonstrate that passengers dislike having to change trains,
and that this disbenefit tends to be larger for ldssquent older leisure travellers (of whom
there are considerable proportions on the Furness line, as shown inose8t?). Table
B4.10 of the PDFH indicates that the disbenefit of changing is equivalent to about 25
YAYydziSaQ 2F SldA@lrtSyd GNIF @St GAYSI F2NJ 22 dzh
passengers travelling on to Preston or Manchester).

6.18 Bah stakeholders and survey respondents indicated that access to Manchester and its
Airport is vital in terms of feeling connected to the rest of the world, and reducing the
perceived isolation of the Furness area. Moreover, it is difficult to see howrthgd of the
area for inward business investment would be possible to sell without a direct service to
Airport.

6.19 Interchange is also potentially an issue with respect to trips to/from the Cumbrian Coast
line. The key issue here is that, whilst a hahdfypassengers make through journeys across
Barrow every hour, the total level of demand per train on Cumbrian Coast can usually be
catered for by a onear train, whilst the Furness line requires two. It wostimetimesbe
possible for Furness line sezes to be operated by 2x Class 153 formations, with only a
single car continuing on round the Coast, although this could be complicated to organise
could create problems for reliabilityand fails some of the tourist agenda requirements
(such as space fduggage) However, improved through services to deal with forthcoming
increases in demand (including business traffic) could also be worthwhile: a daily through
train from further afield (e.g. as has been proposed by Alliance Rail) could be valuable, but
reasonable (and maintained) hourly connections at Barrow, with the occasional through
local service should be sufficient.

6.20 Because of the numbers of passengers involved, connections at Lancaster are of greater
importance than those at Barrow. Howevée historic position of ensuring connections
with the one hourly AngkScottish service is now irrelevant. Put simply, it is impossible to
connect well with trains to/from London, Birminghaamd Manchester (all of which are
likely to vary with forthcomig WCML/H3changes) in both directions, so exact timings are
more difficult to justify. Train service planning should therefore concentrate on avoiding
justmissed or ovetight booked connections, in favour of connections of (sayj130
minutes.

6.21 However, many passengers do want destinations of to or via Preston, so extending offpeak
services to/from Preston could be valuable to stimulate offpeak traffic. This enables simpler
access to key destinations such as Liverpool, Blackpool and Blackburrdifitxteervices
to/from Preston has the added benefit of always enabling sgagform interchange at
Lancaster with mainline services to/from the Sauthossing from the Nortfacing bays to
the Southbound mainline platform can take up to 8 minutes if gisire lift

6.22 There are few trains on the Carnfortt Leeds line, but it remains quicker and more
convenient for Furness passengers accessing Yorkshire than travelling via Manchester.
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6.23

6.24

Regularising the service on that line, and improving the connectib@arnforth, would be
helpful both for leisure passengers, and for improving connectivity for business trips
to/from key centres such as Leeds. Some of the existing connections are tight and either not
advertised or not held, which leads to unnecessagpnvenience and loss of patronage on

a route with lots of spare capacity.

In areas which lack through trains to London it is common to find stakeholders requesting
that such be introduced, particularly where (as in the case of the Furness Linejesuickes

used to be provided. Sometimes such requests seem to be couched more in terms of the
status believed to conferred by having a direct link to London than by any detailed
assessment of the likely number of users. We were therefore surpgised we think it to

their credit¢ that in interviews for this study Furness stakeholders did not ask for through
trains to London. Rather, they spoke with regret of poor and unreliable connections at
Lancaster or Preston forcing them to drive for up to an htwand pay high parking
charges gt Oxenholme. Remedies suggested were better connections at Lancaster or
Preston ¢ particularly shorter waits and greater reliability when returning north in the
evenings; or more London trains to call at Oxenholme.

Despite these expressions of no confidence by business people in using the current Furness
Line train service as a means of accessing London trains, analysis of trips made by Furness
Linepassengers shows that London (and destinations via London) raitksstrongly (see

section 4). Given the dislike of interchange, it can be inferred that provision of some
through services could well attract people from their cafse it raitheading to Oxenholme

(if sufficient casparking capacity is available) driving all the way.

Length of the Traffic Day

6.25

6.26

Because both Northern and TPE have traincrew depots at Barrow, and trains are stabled
there overnight, last traingo Barrow, and first traindrom Barrow are not generally a
problem. However, air traffictdManchester Airport is almost a Z2#bur operation, and this
means that services to/from the Furness line are less generous than it might appear: the
last departure from the airport is at 22:00 and the first one at 06:18, so evening arrivals can
require anovernight hotel stay at the airport before returning home by train. Southbound,
the first and last trains from Barrow to the airport arrive at 07:46 and 23:17 (the latter with

a long wait at Preston), so again hotel stays were reported by passengersr&giog them

to travel by car.

However, we note that there is some willingness for passengers to stay at airports
overnight, particularly for outbound holidaymakers, although less so for those returning, or
on business trips. i@&nthe duration of cleckin procedure, and the number of early (pre
0800) air departuresihether passengers would really travel by train at these extremities of
the traffic day is questionabldVe contend that he real question is whether through rail
services should be praded to meet the haldozen key longlistance scheduled flights
departing between 0900 and 1000. ARE repodthat surveys of passengers on the 04:35

ex Barrow showed loads of 16 passengers or fewer (averaging only 7), whilst overnight
periods are neededor the maintenance of both rail infrastructure and rolling stpele
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therefore conclude thait is not economic for the rail industry to provide a longer traffic day
for these serviceat present

6.27 On the other hand, & also note that, for traffic &yond Barrow, a longer traffic day on
weekdays and (in particular) on Sundays on the Cumbrian Coast as recommended in our
report on that line (Railway Coméancy, 2014) would also help increasse ofthe Furness
line.

Punctualityand Reliability

6.28 Although train service performance has risen over the last decade, it has now somewhat
plateaued and train operators need to undertake greater analysis, in order to see how
further improvements can be achieved. Clearly, the interworking of trains both \uigh t
Cumbrian Coast and (more particularly) with the West Coast Main Line and the busy
corridor through Manchester mean that kneok delays may occur.

6.29 However, Northern services seem to have been subject to cancellation as a residirof
staffing a rolling stock problems (e.g. on the day of one of the meetings for this project,
15" April), which is a particular problem on loweequency services. Increasing passenger
numbers were also observed to be leading to delays en route as conductorsibattel|
tickets between closelgpaced stations. For instance, on™May, the 07:36 and 11:20
trains from Barrow were both delayed by about two minutes in total for this reason.
Provision of ticket machines at stations would provide a direct benefttgdrain service.

6.30 The West Coast Main Line between Lancaster and Carlisle climbs Shap summit, and
weatherrelated problems (e.g. high winds, flooding) cause occasional closures during the
Winter. In these circumstances, many rail services from $uaith are terminated at
Preston, leaving Furness line passengers (as well as those to/from Lancaster) without
service. Proposals which maintain services from the South through to B&viaodermere
therefore provide a degree of extra reliability in thesenditions, although encouraging
train operators to run as far as Lancaster in such situations is also helpful.

Electrification

6.31 Some of the options put forward by stakeholders, or suggested by the rail industry as ways
of satisfying articulated needsd aspirations, require electrification of the line between
Barrow and Lancaster. This is clearly a-tramal element of capital expenditure. Whilst
Y2NBE RSOGFAfSR SyaAySSNAy3A-ofVyHYRAHZRSQA AY IEEBRN
needed here, in ordeto understand the relative magnitude of the cexffectiveness of
options. The capital cost of electrifying one kilometre of single track existing route is of the
order of £550,000 to £650,000 (Atkins, 2087)We have doublehecked this against
specificcost figures in Franklin & Andrews (2003), taking into account the number of
overbridges and thehree short tunnels on the line. As a rough guide the total cost of

12 Although there has been cost inflation since 2007, Network Rail has also made significant progress in
reducing the pewunit costs of electrificabn, not least because it is pursuing a rolling programme of such
works, which bring cost savings. We have assumed that these factors balance out.
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double track electrification of the Furness line is in the region of £140m to £200m at
current prices.

6.32 The main economic rationale for electrification is the ongoing reduction in train operating
costs when changing from diesel to electric rolling stock (see Table 6.2 below). However,
improvements in acceleration can improve running timegi¢h has an effect on demand)
and potentially (but not on the Furness line) also on line capacity. Of course, there are
environmental benefits with the reduction in carbon emissions, and other benefits in terms
of the flexibility of the source of energiput these tend to be of only secondary value.
Savings have been adduced on the basis of 1.15m vehicle miles p.a., and on the assumption
that there are three trains (say 8 carriages) working the line at any one time.

Typical Operating Costs of | Typical value | Typical value | Annual Saving

diesel and kctric passenger for diesel for electric to Furness line
vehicles vehicles (£) vehicles (£) (Em)
Maintenance cost/vehicle milg 0.60 0.40 0.23
Fuel cost per vehicle mile 0.47 0.26 0.24
Lease cost per vehicle @. 110,000 90,000 0.16
Track wear and tear cost pern 0.01

vehicle mile 0.098 0.09

Table 6.2. Cost Savings Associated with Electrification
Sourca:. ATOCVariable Track Access Charge rates

6.33 As can readily be seen through an examination of only alsitimear cost recovery, the
direct benefits of electrification would need to be of the order of £4m p.a. if equipment
lasted 40 years and total capital expenditure were around £160m. As can be seen from the
above, however, the direct cost savings from ggEasger operation are only about £0.64m
LIPIF & | 26 SOSNE (GKSNBFAfAtE @ D25 ABNAIGTFIAYE FiAA(2 y2 Fa O
savings resulting from a change from diesel to electric operation are also accrued along the
rest of the line of route e.girom Manchester to Carnforth. As the distance Manchester
Airport ¢ Carnforth (68 miles) is approximately twice as far as CarnfpBlarrow, but the
service frequency only half {@urly vice hourly), the costaving benefits of electrification
might rea®nably be doubled. To this should be added revenue increases resulting from a
reduction in journey times of a few minutes.

6.34 There is also a train length issue to be considered. Most of the electric trains which might
be cascaded from the South of Emgll are typically formed of 4 cars, compared to the 2
and 3car formations typically used on the Furness line at present. In order to the avoid
unnecessary operating cost of the fourth vehicle, it would be possible to remove trailer cars
from any trainses$ transferred in, and run-8ar formations of (for instance) Class 317 or
319, if it was felt that the capacity of acar train really was not neededHowever, this
must not be allowed unnecessarily to reduce the quality (e.qg. toilets, windows aligtied wi
seats) and (luggage, cycle, 4®pm) space requirements identified by stakeholders as
necessary to develop the leisure market.
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6.35

6.36

6.37

Nevertheless, it is clear that the financial arguments for electrifying the line are relatively

weak at present, whiclis not entirely unexpected, given that the current train service is

only hourly. Unfortunately, the case for electrification is not supported much by freight: not

2yfe Aad UGUKSNB NBfFdiA@Ste tAGGES FNBABKG GNIF
locomotives with both electric and diesel capability reduces the benefit that electrification
YAIKG ONARAYy3IY G(GKS&S (MRAAYEOD o2dfdi Y025l SIFRAINIFGd F

Direct Rail Services (DRS) has drawn our attention to ideiag loleveloped by the rail
freight industry for the Furness and Cumbrian Coast Lines to be electrified as an alternative
and diversionary route for the West Coast Main Line between Carnforth and Carlisle.
However this would mean clearing the route for Wdduge to take large containers and
would be very costly particularly through the Whitehaven area. This could, therefore, only
be a very longerm project with only a low likelihood of coming to fruition within the 2030
time frame of this report.

In the meantime, freight demand will likely increase to serve the new construction in the
Sellafield area (e.g. the NUGEN project at Moorside) but DRS considers that this would be
within the capacity of diesel locomotives. Thus, although there might be aratipg and
maintenance cost benefit of using electric locomotives, this alone would not justify
electrification.

Operational flexibility

6.38

= =4 -4 -

6.39

6.40

Arguments about operational flexibility normally favour diesel traction, as it is not limited to

the electrifiedy SG g2 NJ] @ |1 26 SOSNE (GKS Odz2NNBy (i OANDdzY:
indicate the opposite. There is currently a lack of available diesel rolling stock (exemplified

08 GKS NBOSYylG 2LISyAy3 2F (KS Ga¢2RY2NRSYy OdzNIK
is being driven by:

increasinglystringent environmental regulations on diesel engines;

a rolling programme of electrification;

the riskaverse behaviour of rolling stock leasing companies; and

delays in decisions about new electric trains, leadinf®®t  @a Ay (GKS WOl a0l R
of diesel trains.

This problem is only going to get worse. Rail demand continues to rise across Britain,
including on many lines which will continue to remain diegetrated in the foreseeable

future. The railway ¢t £ 2 LISN} GSa Fo2dzi onn Wt OSNX NJ Af
over 30 years old, fail modern accessibility criteria (e.g. they are notfstepand, despite

possible reengining, will need to be replaced soon for mechanical reasons, asideafigm
considerations of being outdated for commercial purposes.

A cascade of older electric trains onto the diesel network will begin to take place over the
YySEG FS6 &eSIHNBRZ 6KAOK gAfft OfSINIé& KS$§Ld Ly
185s (which currently run to Barrow) and their electric Class 350s (which operate
Manchester¢ Scotland services) might lveorth exploring further However, an expected
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EMU cascade in 2017 resulting from the introduction of a planned new fleet of-Gityer
trains for Manchester, Scotland and the elecfied TransPennine routes might provide a
better opportunity of catering for secondary lines which require through services on to an
electrified network. Middlesbrough and Scarborough are other exampdtevant to the
TransPennine franchise, and the need for combined electric and diesel working will spread
around the country as main line electrification is extendEkis practice was used on British
Rail Southern Region for more than twenty years fitim late 1960s, and has been in use
with modern trains in Denmark since 1998e question remains for the Furness line as to
whether these possiblesolutions are sufficiently robust to guarantee the appropriate
quantity and quality of rolling stock needexer the coming decade. There is a case for
arguing that only electrification will provide that guarantee.

6.2 Options for Addressing those Issues

6.41 Recent growth in the train services offered on the rail network of North West England
means that thereare a wide range of options for changes which might affect the Furness
line. However, with demand forecast to increase (as we have already seen in section 4), the
starting point must be that a broadlyourly service is the absolute minimum level of
servicewhich is appropriate for the line. Moreover, given the proportion of traffic from the
fAYyS G6KAOK 32S8a W2FFEAYySQ G2 RSalGAylGAZ2ya ¢
through services is essential. A number of scenarios which might provideehisesiefore
explored below.

6.42 Continuation of existing arrangementalternate Northern slow & TPE sefast services):
¢CKAA Aa Fy |YoAddz2dza |t GSNYFGAGBST 6SOFdzasS G
recently, with fewer through services to Mehester. Resumption of the strictbiternate
arrangement running at regular hourly intervals would seem to be a minimum

6.43 Fillingin of service gapsthe significant gap in the down service in the morning peak has
been identified as a major obstadie rail use (e.g. by Siemens employees), as the only train
in the 3hour peak period is simply not convenientimed for many journeys to workl he
sensible way of addressing this would be to provide an additional return journey between
Lancaster (ideafl Prestong see following paragraph) and Barrow in each peak, fitting the
needs of the major employers in one direction, and providing valuable leiatgeted
shoulderpeak service in the other directiorin the longefterm, this enhanced service
frequercy (2tph) will need to be rolled ouicrossthe traffic day, to servahe needs of
increasing numbers of passengers who are not focussed on any individual destimation
single set of working times

6.44 Service extensions to PrestdPreston provides aange of further conactions (e.g. to
Blackpool and Liverpophot available at Lancaster, whilst being a significant traffic centre
in its own right. It is, of course, already served by trains between Furness and Manchester
and we recommend that these b6 A 1 2 NBR (G2 F2NXSN) f S@GStad | 2¢
services beyond Lancaster to Preston in offpeak periods might be worthwhile, if it were
possible to use the marginal time of extra rolling stock whose primary purpose was to
increase capacity or frequey on the Furness line in the peaksd if the use of 75mph
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rolling stock was not too much of a constraifibe significant increases in likely demand to
Prestonnoted in section 4.3 above, together with opportunities for improving rolling stock
utilisation by linking with trains terminating from the South (e.g. Ormskirkpailht to a
justification forrunningmore trains to Prestonyhether peakor off-peak.

6.45 Restitution of recent servicerom 1994 onwards, the Barrow line had-adurly frequercy
service to Manchester. Standardising this again would have some benefit, in terms of
passenger understanding, and in removing excess gaps: at present, there is only one down
TPE service departing from Lancaster between 13:34 and 18:26, for instaniathbithe
combination of the 07:00 and 07:20 departures from Barrow has caused problems of
capacity which will only intensify in the future.

6.46 Specific Weekend Extrasfe have already noted that there are significant numbers of staff
and contractorsvho lodge in the area during the week and return home at weekends. Our
stakeholder research indicates this demand will increase significantly with the new
industrial developments, that many such people live in Yorkshire and the {Rastq
which are illserved by train from Furnessand that demand is reasonably concentrated
over Thursday evenings, Friday afternoons, late Sundayiry®nand early Monday
mornings.

6.47 In general, we wouldiot recommendmajor changes to franchised services to deal witls
type of traffic. Howeverwe note that TPE uses a number of Class 185 on Augitiish
trains over the weekendst might be possible to amend Class 185 maintenance diagrams
and/or to subleaseClass 350s from London Midlafwhose rolling stock neexdare much
more concentrated on weekday$or some weekend service improvements which could
provide a few more through trairt® the Furness line.

6.48 It would be possible for major employers to contract for special trains outside the normal
franchisingframework. The costs of running such trains might be partially defrayed by
offering raitbased shorbreak packages for visitors to come into Furness and filling the
accommodation used by the workers during the week. Also, the availability of such trains
(particularly on Sunday mornings and afternopmmight be useful for the franchise
operators to cope with crowds for large events such as Morecambe Bay walks and Cartmel
Races. If demand from the Cumbrian Coast area is sufficient, some trains might aperate
the direct line between Askam and Dalton and thus avoid the {woresuming deviation
through Barrow.

6.49 Diesel shuttle service to/from Lancast€his fails the requirement for some through service
beyond the branctand has the added disadvantage thhae 2-car trains currently available
for Northern do not provide the physical capacity requisedthe Furness line

6.50 Electric shuttle service to/from LancastérK A & aGAtft FrFrAfta GKS WiKN2
but at least electrification wouldreble the provision of rolling stock with greater capacity
(e.g. whether newbuild or cascaded, such as Class 319s transferred from the Southern
region).
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6.51 Diesel Manchester Barrow serviceA group of stakeholders (train operators, Network Rail,
TfGMetc.) looking at optimising the use of the Northern Hudvebeen examining half
hourly service from Manchester to LancastBremand has been rising steeply on the
improved Manchester; Scotland service, and a fast second train to Lancaster coulddelp t
balance load and capacity. Network Railipgrading the line to 100mph South of Euxton
Junction, which might enable a running time of 50 minutes from Lancaster to Manchester
Piccadilly (which, with 50 minutes from Barrow, would give a-rh@fute Barrow
Manchester time). @e possibility for supplementinghe existing TPE Manchester
Scotland servicevould clearly bea Manchester¢ Barrow service, for whichhe obvious
rolling stock(in terms of it physical performance and matching demamdjld be the Giss
185s already running on this routelowever,it is not clear whether sufficient of them will
be available: with an entb-end running time olup to 2 hours, the service would need a
minimum of 5 trainsets in service (say 6 with a maintenance spare).

6.52 It should also be noted that the link to Manchester Airport is important to the local
business community and for inward tourism, so a service to Manchester Vi¢tarihas
been suggestedyvould very much be seen as a second bebut might be accefable if
provided in addition to the ourly Airport service (see below)

6.53 Electric Mancheste¢ Barrow serviceThis would of course require electrification of the
Furness line, but could then in theory enable reversion to the Furness line beingtexpe
by portions of Manchesteg Scotland TPE services. However, continued demand growth on
the latter has led to TPE having to provide 8 carriages just for the Augltish traffic,
which would necessitate platform lengthening at several stationsug@icg Manchester
Oxford Road and Salford Crescent) if extra carriages for Furness line destinations were also
added to the train. As Selective Door Opening would probably not be regarded as
satisfactory at such busy stations, it is not clear that elegoition working is an option.
An electric Manchester Lancaste Barrow service has therefore been examined.

6.54 Mixedtraction Manchester¢ Barrow servicefor the proposed Manchester Lancaster
service, 2cars may be sufficient for some traigsat least in the early years so could be
worked by 185s and extended to Barrow. However, for (line or passenger) capacity reasons,
some trains may need more than one unit on the southern section, so it would be sensible
¢ as discussed abowefor 185s to becapable of coupling with the planned new fleet of
TransPennine ‘intercity’ trains.

6.55 Separate local & regional servic€mne of the disadvantages of the existing service is that it
does not quite suit any of the constituent markets for travel. Soomall journeys are
hampered by the poor frequency (e.g. large gaps in the service at Cark and Silverdale were
specifically mentioned by respondents), whilst the business market is critical of the slow
endto-end speed, and passengers desire through sentwddanchester and Manchester
Airport for a range of business and holiday purposes for which interchange is deeply
unattractive. Moreover, some offpeak passengers are currently suffering overcrowding
through a lack of capacity.
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6.56 One solution to this wuld therefore be to provide an hourly alhy local service (which
might be operated by Northernand an overlaid twehourly interurban/regional service
to/from Manchester Airport (which might be operated by TPE); this latter could also be
faster. Idea¥y, it should be timed so thahe joint serviceofferes halfhourly departuresn
0KS LISF] K2dzZNEX G2 NBfASGHS LINBaadaNBE 2y OF LI (
worth of capacity every hour plus a further 3 cars in alternate hours, givingahdbB.5
OFNRa ¢2NIK oaleé& wuwpn aSIHGao LISN K2deN#h) ¢ KAZ
althoughthere is a separate appraisa$ to whether the faster intearban services on the
line should be formed of diesel or electric stock.

Through Sevices to London
6.57 Given that the Furness Line is not electrified, and to achieve acceptable journey times and

find paths on the West Coast Main Line south of Preston, the only trains capable of
providing such a service would be thec& 125 mph tiling SupeiVoyagers operated by
Virgin One unit taking 3hrs 30 miRs8 hrs 45 mins could provide two round trips per day,
say from Barrow at 0600 and 1430, and from Londoa.H200 and (with the unit swapped

with another for maintenance purposes) at 1&00. As Lancaster, Preston, Wigan and
Warrington would continue to be served by the normal LonddBcotland trains, some or

all of the Barrow trains might instead usefully call at Hartford (near Northgiahother

area now deprived of its London serviceEmworth(for ‘'one change' connections to the
south wes) and Nuneaton(likewise for the East Midlands and East AnglZoupling with
another train (e.g. from Chester) might be sensible to make best use of line capacity at the
southern end of the line. ®the Furness Line itself the trains should serve the main stations
¢ Carnforth, Grang®verSands, Ulverston and Barrow. However to minimise the time
passengers need to spend driving during early morning and late evening, the 0600 from
Barrow could be aanged to call to pickip at any station on request the previous evening,
and the 1700 from London to sdbwn on request to the Conductar in both cases for
long-distance passengers only.

6.58 We recommend that Virgin be asked to investigate theses aes\vor possible introduction
onaninital20 &Sk NJ adzaS A4 2NJ t2aS Aid¢ oraira |a LI
recast on which work is now in progregdternatively, it might be possible to negotiate for
Alliance Rail (or another opeaccessoperator) to run these trains at no cost to the
Government.In either case, calling restrictions (e.g. pigk only Southbound, satown
only Northbound) might have to be imposed, in order to avoid revenue abstraction issues.

6.3 Quantification of Preferred Options
6.59 Any appraisal of train service changes needs to take into account multiple criteria such as:
T expected changes in demand hence revenue;

1 expected changes in operating costs;

| the capital expenditure required to achieve the desired outcome;
T the feasibility of operating the desired service; and, of course,

1 to what extent the stated objectives are being met.
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Base Assumptions

6.60

6.61

6.62

Data from TOC Annual Reports & Accounts as reported in the TAS Rail Monitor database
shows that, in 20113, averagdrain operating costs per mile were £19.94 and £20.69 for
Northern & TPE respectively. Across the mix of trains and train lengths operated by the two
TOCs, we would expect these to represent roughly the costs associated withraC2ass

156 and a ar dass 185.

It is 34.75 miles from Barrow to Lancaster, and a further 21 miles to Preston, but
electrification is only needed for the 28.75 miles from Barrow to Carnforth.

Once the effects oéngineering worksChristmas and other Bank Holiday® daken into
account, a year is assumed to consist of 251 weekday, 52 Saturday and 60 Sunday operating
day equivalents. Probably a day of each is lost in demand terms across the Christmas
period, whilst weekend engineering closures also depress demanévgoat. With total
weekend demand similar to that of a typical weekday, we have assumed 312 equivalent
weekdays per year, in terms of passenger demand. Current service levels are as shown in
Table 6.3, and equate to about 212,000 and 243,000 train mileiNdothern and TPE
respectively. The total cost of those is therefore estimated to be about £4.25m and £5m p.a.
respectively.

Weekdays

Saturdays

Sundays

Northern

TPE

Northern

TPE

Northern

TPE

Eastbound

8

10

6

10

2(+1)

5(+1)

Westbound

10

10

8

10

2

6

Table 6.3. Current Train Service Frequencies on the Furness Line

Do nothing
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objectives, let alone the more visionary ones. For instance, the existing tifeeslihe

AGFiA2Yy4 LINE GA RA Y 3

service which is appropriate for the area. Crowding is becoming an issue, despite the
current service failing to meet the needs of a significant numbgpatential users at all.

Lack of through trains to Manchester (Piccadilly and Airport) is already providing a limited
deterrent to some passengers but (more importantly) a competitive disadvantage to
businesses in the Furness area, and those seekingddsde 2 L) G KS | NBIF S02y2Y)
Y2UKAY3IQ 2LWGA2Y A& GKSNBEF2NB AyOf dzZRSR az2f St ¢
options.

Fillingin of service gaps

6.64

It is recognised that provision of a further peak resource would be relatively exgensi
Average costs are not appropriate in assessing this option, which might reasonably be seen
to require an additional ar train plus three sets of traincrélv The former (including

130ne to serve each peak, with one spare
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6.65

6.66

6.67

leasing, maintenance & fuelling) would be expected to cost c. £500kyhitst the latter
cost around £300k p.a. (once employment overheads are taken into account) and there
could be another £100k of other costs.

On the other hand, the demand impacts are significant. Our analysis indicates that a further
7000 trips wold be made from existing customer groups (who would also benefit from
about £70,000 of time savings p.a.), but (more importantly) this extra trainset opens up
new markets. Scaling up even only half of the 21 potentiallyusailg Siemens staff of 53
interviewed into the 1000+ employed in Ulverston, suggests a market of ¥2 * (2153) * 1000,
or 200extra returntrips per day. If these people spent £5 per day on (return) fares for 240
working days per year, revenues would be c. £250k filomse peak passengeralone™. In
addition to this,there is of course a GSK factowarby, with similar revenue potential.

In terms oftime saving, a pefperson saving of only 10 minutes per daguld be valued at

200 x 10 minutes x £6/hour x 240 day£48,00Q but there could be much bigger benefits

to society e.g. if any of these people were otherwise unable to take up jobs, for a lack of
acces¥. This emphasises the point that the current service is failing to address very
significant existing traffic flows, whicheaonly expected to grow: the problem might even

be one of insufficient capacity. It is certainly the case that addition of this extra resource
would provide greater benefit:cost than the average Northern service, and it is therefore
strongly recommendedalthough liaison wi local employersabout connecting shuttle
buses is also a requisite if this is to be as commerdaltgessful as it can be.

As noted above, we also recommend the use of this trainset to make another trip in the
shoulderpeak diection e.g. 08:50 or 09:20 from Barrow. The marginal cost of this would be
very low (e.g. no additional traincrew), but the benefits potentially greater than the extra
fuel and maintenance costs.

Service Extensions to Preston
6.68 Small increases in demd and revenue, together with small overall time savings, can be

achieved through the extension of some services to Preston, especially in the shoulders of
the peak, where leisure travel is important. However, the full cost of a daily extra return trip
from Lancaster to Preston is of the order of 21 miles x £20 x 2 directions x 363 = £300,000,
so it is important that only marginal extra trips (whose cost might be % of that) are made.
Two extra marginal return trips costing £150,0¢/e been assumed.

14 We have taken a nominal figure of £350k, to reflect revenues fi@nother passengers who might find
this train convenient (e.g. UlverstayBarrow) and (b) passengers using its other workings (we note
elsewhere the benefit of returning the set to Lanaasto help address the 09:30 timetable gap). This would
make the extra service broadly similar, in terms of Government support per passenger, to the Northern
average, although the peak trainloads would be significant in terms of social benefits providedas
congestion relief.

>We have therefore assumed a time saving benefit of £120,000Hmaever, we have not calculated a
Benefit:Cost ratio, because it is very difficult to do so for one extra train without engaging in detailed
calculations for spefic individual passengers, which is subject to data protection issues.
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Restiution of previous service

6.69 It is quite difficult to assess the costs and benefits of this, because it is not clear that
average costs apply (organising trains to run at specific times may cost more or less than the
average). We have therefore assuntbat the effective cost of this option is the difference
in operating cost of two more round trips per day between Lancaster and Barrow between
the TPE cost and the Northern cost, plus the absolute cost of two TPE return journeys
between Preston and Landas This comes to 75p x 2 trips x 2 directions x 34.75 miles x
363 days (= £38,000 p.a.) and £20.75 x 2 x 2 x 21 miles x 363 (= £633,000 p.a.) respectively.
However, the direct benefit from standardising the intervals of through trains to
Manchester woulde expected to be increases in demand and revenue of about 4% and 3%
respectively (together with time savings of about 4%), but comments from the focus groups
AYRAOIFGS GKIFIG GKS OdzNNByd GAYSGLFotS KFEa AydN
minds. The calculated benefit is therefore expected to be an wedémate.

Diesel shuttle service to/from Lancaster

6.70 19 daily services each way formed only of-ea Northern DMU will fail the required level
of capacity within the next few years, as lwas prejudicing through traffic and important
business and tourist links. Even if the services were bétrerd relative to passenger
needs (with the existing 04:35 ex Barrow, for instance, being run at a more helpful time), we
expect that at least onenore return trip would be necessafy 363 days of an extra train
service run for 34.75 miles @ £20/train mile is c. £500k. It would be cheaper to run
Northern, as opposed to TPE, services, by about 75p/train mile, for c. 10 trainSM@md
5 trains perSunday, or about £170k p.a. However, even if the service were standardised as
noted above, this would lead to a reduction in revenue of about £0.7mlha Department
for Transport would therefore bevorse offby relegating the service to be a branch dheyt
so this option is strongly rejected.

Electric shuttle service to/from Lancaster

6.71 Whilst retaining the interchange disadvantages of the previous option, longer electric trains
would obviate the need for peak strengthening, whilst faster accelmmatiould save a few
YAYydziSaQ 22dzNYySe& GAYSd a2NB2@SNE AF (GKS 2LISN
diesel ones of equivalent length, acar electric set will cost about 10% less to run than a 2
car diesel one. That saving is estimated at 890,p.a.

Hourly diesel service to Manchester

6.72 Traffic on the Furness line cannot, on its own, financially support a through hourly service
to Manchester, which of course provides significant benefits to other flows (e.g. Langaster
Manchester) whichare somewhat outside the scope of this report. However, we estimate
the value to the Furness Line of such a service to be of the order of £900k p.a. (it adds
about 9% to patronage on the line), so this would contribute towards such a sewie.
would encairage all those involved in service optioneering for the Northern Hub to see if
their aspirations can be made to match those here: running hourly from the Furness line to

16 Loads on the 16:01 from Lancaster are already greater than those which could be accommodated on a 2
car Northern trainset
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Manchester would be a significant improvement in service. Nevertheless, one caveat is
appropriate: any services operating to/from Manchester Victoria would not provide the key
direct link needed to the Airport (for connections both to air services and, in due course,
HS2). Operation of alternate Northern services to Victoria and TPE finhert might be a
reasonable aspiration in the mediutarm (3-5 years).

Hourly electric service tdanchester

6.73 As noted above, electric services are relatively cheaper to operate per vehicle, would
probably be of 3 cars (not two, thereby obviatirfgetneed for some peak strengthening)
and have slightly better acceleration (hence increased demand)ssap less line capacity
and have better operational economics overdjl but of course are dependent upon
electrification in the first placelf new ekctric stock were built for regional services in the
North-West, something modelled on thecar (23 metre) Class 380s used in Scotland might
be appropriate.

Separate local & regional servicediesel
6.74 The costs of extra train mileage of (say) 9 stasi regional services per day each way over
the line are of the order of £20.75train mile x 34.75 miles x 2 directions x 9 trains x 363
days, or about £4.7m p.a. At current levels of demand, increasing the train service in this
way is therefore not judied. With about 80 passengers per train, trains are, at present,
2yfe o2dzi cm: f2FRSRXI odzi 2yteée lo2dzi nmg: 27
for the rest of the British railway networkand they do not all wish to travel in the same
direction. We have already seen that an hourly service to Manchester is expected to add
Fo2dzi dg» G2 RSYFYR 2y GKS tAyS ol Gz2art 27F F

6.75 However, as demand increases, capacity becomes an argument as much as providing
through services. Tmailoadings 30% higher imply an average of 100 passengers/train but
the busier trains would, by definition, have more. Provision of extra capacity in some
fashion (beyond the alternating-@ar Northern and 3car TPE service) would be necessary.
Atthat stag > Ay i NP Rdz® SWE (il&. haldysddad and twhourly semifast
Manchester) could help considerably, by contributing to capacity relief and reducing
journey times as well as just avoiding interchangbe key question is when that stagelwil
be reached to a level at which the Benefit:Cost ratio would justify it.

Separate local & regional serviagslectric

6.76 The advantage of electrifying the line is that operating costs fall so (once the capital
expenditure of electrification itself haseen undertaken), the threshold value at which
running more services becomes worthwhile is reduceéalues for this option have been
assumed to be the same as for the diesel option, plus the relative benefit of the electric, as
opposed to the diesel, shilé to Lancaster.

6.4 Electrification

6.77 The timing of electrification works needs to consider the use of electrification resources
elsewhere, and also of other works on the Furness Line. We note that Network Rail is
currently planning to install ETG&vél 2 on the Cumbrian Coast line in 2019, which would

63



6.5

6.78

6.79

6.80

6.81

substantially enable train service improvements there, but we do nohgegeany date for
resignalling of the Furness Line. However, since a key driver of resignalling is the number of
existing signdloxes, we would expect the Furness Line to be resignalled later, possibly
during Control Period 6This would be particularly sensible sincetlas stage, providing
separate local and regionalervices at the same time as electrification during Control
Period 6 (20192024) seems to match the likely levels of demand.

Wider Economi@enefits

The analysis thus far has only included time savings as an indicagmondmic value,

althoughthe DT recognises other benefits, which might be quantiffeal specific option

were to be taken forward. However, we note that time savings are by far the largest non

revenue benefit. Our experience on other regional rail projects in Britain is that road
decongestion/accident reduction and environmental benedite approximately 4% and 1%
respectively of the time saving value. At this relatively early stage in the analysis, we have
0KSNBET2NE | RRSR pz -Gid20 i ASvaS(H AaYF RS/ 22T | (aK Sa SW FoASN,

More recent rail service planning work has u$ualso made reference to othemacro

economic benefd ® a! 33If 2YSNI GA2Y SO2y2YASaé¢ KI PSS 0
a0KSYSasx Ay HKAOK o0SySF¥ada OlFly o6S RSNAOSR

Y | d/eifféctive density of businesses. However, is less clear that these would be

significant here, given the smaller nature of Barrow/Ulverston and their greater distance

from regional centres such as ManchesterK S 5 S LI NI YSyYy G F2NJ ¢ NI ya Lk
extra benefits of up to 10% of the time $ags might be attributable to reflect reductions in

imperfect competition.

There are certainly also benefits when improved public transport enables workers to access
employment opportunities otherwise unavailable and/or when employers have a wider

labour pool to choose fromin general it is relatively difficult to proe that improved rail

services ee the determinant of thatg but i K S -FUA3flfLAy3Q ySSRSR G2 &aSN
site and others in Ulverstois a specific eeption It will enable enployers to select from a

wider range of potential staff, and it may enable people to apply for jobs not otherwise
accessible to themDepartment for Transport guidance suggests that the benefits of this
increased labour market participation might be 20%tloé value of the time savinga

benefit we have applied only to options filling in that peak service gap

Possibly the easiest macezonomic link to makeonceptuallyin the context of the Furness

line is the importance of train services to Manstex Airport as providing the key link to

GKS aNBald 2F GKS gistaddatiRdabbusingss dnwironmeyt,OilNgart & A y 3 f
investment to places not directly connected to a major airport is difficult, and the retention

(if not expansion) of major empyers in the Furness area is critical to its future
development.However, it is very difficult to quantify this, without knowing the relative
importance of the different factors which have persuaded bthip companies to

announce recent investments in tifirness area.
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6.6 Summaryand Funding
6.82 Indicative values for deand, revenue, operating codime saving and Benefit:Cost ratt6

for the current year are shown in Table 6.4 below. Regularising the service makes the
railway usable for more passengetbereby increasing its value to the local community.
Marginal extensions to Preston are not worthwhile in general, but specific shopés
journeys could be; and clearly any empty train running over this section should be run in
service Filling in he service gaps has a huge benefit to the local economy, whilst reinstating
the 1994 service (which might be regarded as a moral obligation anyway) has relatively low
net cost especially as the Furness economy is expandipgrating the service as a dis
shuttle only has clear net disbenefits, which are reduced (but not eliminated) upon
electrification (which gives some journey time savings). Hourly services to Manchester are
worth investigating further, if considered as etalend extensions of the pposed
Manchesterc Lancaster service.

683 93Sy AT 2yS YIRS (KS lFaadzYLlirzy GKIG O2ada |
of specific developments on the Furness line) both rose at the same rate of ¢.3% p.a., there
are changes in the relativealation of options in the future. This is because, as demand
grows, the number of train services requiring capacity enhancement increases in some
scenarios but not others. In particular, train services based only on the operatiomcanf 2
diesel sets in@asingly require peak strengthening.

6.84 However, this is an area of uncertaintyhich means that it must be possible to adjust the
timing of train service responses to the appropriate tinhethe franchises run to their
maximum term¢ 2027 ¢ then given that there is a 2or 3-year lead time for significant
service or rolling stock changes we need to plan now for possible increases in demand as far
ahead as 2030. This is not only a matter of passenger numbers, but also of quality,
spaciousness and fatiiks on board the traing particularly if business and tourist visitors
and local residents are to be attracted out of their cars. As precise prediction is impossible,
it is important that the franchise contracts include agreed formulae for serviceqaatity
improvements so that once the need for these is identified they are not delayed by
protracted financial negotiationdVe urge the Department for Transport to retain flexibility
in the forthcoming franchises to enable this to occur: mattesii have become critical
before the end of the franchise which is to start in 2016, exacerbated by the uncertainty
over the durationof the franchise.

6.85 ¢ KS yRPRIKAYIAQ 2LIA2y Aa TFANYie NB2SOOUSR KSNE
stakeholder needs. @pation of shuttle services to/from Lancaster is also clearly shown to
have significant disbenefits; a diesglerated versionwould be expected tdeave the
railway financially worseff. At present, extensions to Preston cannot be universally
recommended but the case for them will improve over time, and train operators are
encouraged to keep them in mind when planning services.

7 Calculated here as (time savings & other benefits)/(capital cost+operating cost i revenue)
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6.86 On the other hand, everal of the options presented in Table 6.4 appear to be financially
positive, and therefore shouldebprogressed as soon as possibd@rking with others as
appropriate Three others (regularising the existing service, filimgervice gaps and
restoring 2hourly-frequency services to Manchester Airppatre clearly valuable, and have

substantial suppd from stakeholders, but would require extra service support. This raises

0KS AaadzsS 2F GKS FdzyRIoAfAde 2F GKSaS aSNIBAC

on trying to reduce the financial support for the Northern and TPE franchises.

6.87 The funding situation which has arisen here has done so because of a disconnect in the
Government processPlanning processes have allowed (even encouraged) businesses to

invest in an area with otherwisiémited job opportunities, without taking consideraticof

iKS NIAfgleaQa FoAftAdGe G2 Syl of Shee&&onlgal TF

limited numberof outcomes to thisEither:

(a) Government recognises the national importance of Sellafield, BAe, Siemens and GSK,

and therefore providesxra support for rail services, in order to enable workers for these
companies to go to work; and/or

(b) those employers have to contribute to the extra service provision, providing

supplementary funding for the railway; or
(c) Britain does not enjoy theebefits of electricity/submarines/pharmaceuticals etc. and
their related jobs.

6.88 The third outcome has a large and significantly negative impact on the country, and cannot

be recommended. The second could be seen as iniquitous: a company adding $00 job

the City of London, served by 10 rail/tube lines, would not be expected to make any
contribution to transport, since the effect would be marginal; on the other hand, it is

precisely because the significant inward investments to the Furness areazotamarginal

that they are valuablg yet the investors might see themselves as being taxed additionally.

Given their limited budgets, it is not obvious which other stakehold@rs. local
authorities)would have the ability to fund any rail service support

6.89 This leaves the first outcome. Government support needs to be increased for rail services in
this area, in order to fulfil what might be seen as a basic right: the ability of a worker to go

to work on public transport. When services are (at bestirty, it is not realistic to force

people to wait for the next train if theirs is full; similarly, if existing railway schedules (for
historic reasons) do not meet work start/finish times for thousands of workers, that is the

fault of previous rail admistrations and not the workers. We are therefore of the view that

Government must fund an immediate but limited increase in service provision here. Filling

in the key service gaps, plus restitution of thé@urly service to Manchester Airport, is

expectedto cost of the order of £1m p.a. in net extra support. However, we note that there

is a net financial gain of a similar amount if the Manchesteancaster service proposed by

others is extended to/from Barrow. The package we present as our medium term
recommendation can therefore be seen to have roundly no net cost to the Exchequer and

therefore we hope will be politicallgicceptable.
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Table 6.4ndicative Option Summanyat Current Values

OFff FTAIdzNBA | NB NB NotditHaa®ptiong impeve ovef @ie, iveyi Batkgrauhdidangagdigrowth
Option Trains/day | Operating | Demand Revenue | Net cost Time Indicative | Comments
each way | cost (trips p.a.) | (Ekp.a.) | (Ekp.a) savings | Ben:Cost
(Ek p.a.) (Ek p.a.) | ratio

Do nothing 19 0 0 0 0 0 n/a Fdls employment, capacity,
frequency& through service
requirements

Regularisation of existing 19 0 9000 0 0 0 Support per passenger falisiore

service, all stations valuable in future as traffic at
WavYltft SNQ adl GAaz2

Marginal extensios to 19 150 12000 70 -80 20 0.3 Particularly valuable for leisure

Preston traffic in shoulders of peaks

Fillingin of gaps 21 9007 55000 350 <600 >120 Huge latent demand not being
carried;complementaryshuttle bus
to/from Ulverston factories

Restitutian of 1994 19 670 25000 400 270 900 3.8 Unsure of rolling stock availability ir]

service 2-hourly to short term

Manchester Airport

Diesel shuttle to 20 330 -40000 -750 -1080 -250 -0.25 Demonstrates value of through trair|

Lancaster only

Electric shuttled 20 -90 -25000 -450 -360 100 0.3 Electric trains cheaper to operate

Lancaster only

Hourly diesel to 21 0 55000 780 900 2400 Fin +ve | Income from other flows &ther

Manchester supportassumed tgay fordiesel
service 8Suth of Lanaster

Hourly electric® 21 0 70000 1080 1200 2700 Fin +ve | Assumes electric service S of

Manchester Lan@asteralready paid for

Hourly shuttle plus 2 27 670 75000 1300 630 3800 Fin +ve | Assumes service S of Lancaster

hourly to Manchester

already paid for
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7.5

7.6

7.7

Conclusions and Reoamendations

General Conclusions

The forthcoming award of new franchises for the Northern and TransPennine Express rail
services affords the opportunity to reassess the markets for travel on the Furness line, to
ensure that maximum demand is beisgrved and that rail is as cesffective as possible.

This does not appear to have been undertaken since rail privatisation in T&&tstudy

has conducted extensive fieldwork and stakeholder liaison, in order to support its analysis
and findings. It @o looks forward to examine what level of service would be appropriate as
electrification plans for the region develop.

The current service pattern fails to meet the needs of many user groups (e.g. commuters,
business, local leisure trips and holidagkers). Despite trend growth in demand, recent
reductions in servicegimposed as a consequence of changes on other routeske
generated problems of crowding, long waits, unsuitability of train timings, and enforced
interchange. Through trains are valae highly. Restitution of the recent (e.g. 2010)
timetable with 2-hourly services to Manchester Airpagtherefore the absolute minimum
requirement for any new franchise.

Gaps in the service simply prevent some passengers from travellingcatoalinstance, a
significant number of potential travellers habeenpersonaly identified as not being able

to travel to/from work at the Siemens plant at Ulverstomhilst others will no doubt be
facing similar problems at the other factorieBheseservicegaps need to be filled, in order
F2N) GKS NIXAfglre G2 NBOGFIAYy A0a NBf S@digOS
especially the case, given the large increases in demand associated with current factory
expansions.

Frequent and significanthanges to the timetable are causing hesitancy amongst potential
leisure users, leading them to use the car instead.

An analysis of the trips made by Furness Line users shows that it is unlikely to be
worthwhile providing frequent direct services toflafe destinations except Manchester,
although occasional through workings to the Cumbrian Coast and/or London could be
valuable for some passengers.

The withdrawal of some Manchester Airport trains has already led to passengers forsaking
the train far such journeys, which are otherwise ideal for rail. This has a komoakpact on
business, for whom the link to Manchester Airport is of strategic importance (e.g. in
encouraging inward investment).

Demand is forecast to increase more quickly ttamd growth, as a number of significant
new developments (e.g. new power stations at Moorside on the Cumbrian Coagtdine,
submarine contracts in Barroiactory expansions in Ulverston) come on stream. Unless
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7.8

7.9

7.10

7.11

7.12

7.2
7.13

the service is restored to its recent ldyvand supplemented with the filling of obvious gaps,
local people will find it increasingly difficult to access employment. This problem is
exacerbated by reductions in local bus networks.

Residential development has occurred at several stationsentlyr not served by all trains.

Our analysis shows that the benefits of skippping these stations to save time do not
outweigh the disbenefits of huge waits and excessive access time to the railway at what
were the smaller stations.

We acknowledgeressures on funding for train services in the Northern region. However,
the increasingrate of leaving passengers behind on Hnequency services is not
acceptable. Provision of a more standardised timetable serving all markets is likely to be the
most ost-effectivesolutionin the shortterm.

Services to Manchester can, in theory, be provided by either stdoe trains or those
which work as portions of other service¥/e recommend that diesel Class 185s are
configured to work with the plannedier-city TransPennine electric trairen the core
route between Manchester and Preston/Lancaster, but increasing demand may mean that
train lengths become a problenkinking some, if not all, Furness line services it
proposed extra Manchester, Lanaster servicetherefore appears to be a sensible
development in the mediurterm.

As demand continues to rise, the service will need to be split, in order to meet market
needs. In the longeterm, a regular hourly local service calling at all statinasds to be
supplemented byfaster regional services to Manchester AirpoHowever, in the medium

term, we have developed a package of service improvements which appear to be broadly
net costneutral. Extra profit from linking Furness line services ® ghoposed Manchester

¢ Lancaster service balances out the costs required to support the increased number of
journeys to work expected to be made by rail.

The case for electrification is not proven @onventioral costbenefit grounds in the
immediae future, but strengthens as train service levels rise and more run to/from
Manchester once again. The largest factor in favour of electrification may simply be the
increasing unavailability of appropriate diesel rolling stock to operate on the line.

Immediate Recommendationgneed not await refranchising)

The current timetable contains a number of minor irritants which are not easily explained
but which cause some passengers undue disbenefit. For instance, the key up morning peak
commuter train 07:15 from Barrow to Lancaster) does not call at Roose or Kents Bank,
even though the train is not used previously in the day (and could therefore leave a few
minutes earlier without any impact on resources). The largepeeson time savings for
passenges at Roose and Kents Bank are expected to cancel out any disbenefit fromlonger
distance passengers from the extra stops. The train should call at all stations.
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