






1. Solway Park,








CARLISLE,








Cumbria,








CA2 6TH.







O/ref: CKP/CUMB/resp1296







4th December 1996



Dear Mr. Robertson,


KESWICK - PENRITH RAILWAY, PRE-FEASIBILITY STUDY

I have received a copy of this report and had a chance to study the contents. I find that although there have been some changes, many of the comments I made on the draft issue appear not to have been incorporated. 

Interestingly there are some changes which appear to raise contradictions to the summary opinions and suggest flaws in the logic which has arrived at them.

Using the paragraph numbers of the final report, I would comment as follows:-

2.1.4.
This appears to support my argument that the A66 is not really a "parallel route" for 




traffic origin or destination at Keswick. My 
own judgment was that the A66 is 


geographically parallel but in traffic volume terms represents only around 60% of 

the total. 



At some times of day, rail users at Keswick are better served by buses via 


Windermere, despite the longer journey time, than via Penrith so there is an 


artificial skewing of access route.

2.2.1.
It could easily be argued that the 53,000 single way journeys in the Keswick/Bowness 




corridor contains a significant number who would have preferred to make 


Keswick their 
primary destination (by rail) but have settled in Windermere rather 

than drag luggage through an additional (non-guaranteed) mode transfer.



They then visit Keswick on a "day trip" basis.

2.3.3.
Buses are irregular and often fail to connect with trains at Penrith - the situation is 




actually getting worse by the year. 



Buses to and from Windermere are on an hourly pattern although the first and last 

service times are no better. 



Ordinary travellers distrust a journey option which involves connections between 

different modes and independent operators and the situation at Penrith justifies 


this view. 

2.5.2.
Reduction of A591 traffic as suggested in 2.2.1. is presented as a detriment to the 




Oxenholme - Windermere service. A choice of destination by rail (Windermere 


and Keswick) 
can actually be used to stimulate traffic and 
encourage repeat visits, 

multi-destination tours etc. without clogging up the roads. 




The A591 has enough problems, especially at Ambleside. 



There is a fundamental fault in the logic of the report's analysis if it can only 


predict a traffic level 20% of that to Windermere. 


Simple comparison of actual visitor numbers suggests that they should be much 


closer.

2.7.

It is simply not possible for most people to get to Keswick by bus. The total long 

distance bus/coach provision to Keswick AND Windermere is less than 50,000 


seats per annum serving both destinations and other points South. 




Provision from the East Coast and Scotland is extremely poor and inconvenient 


(even National Express acknowledge this !).



Coach tours are the most likely source of "bus" visitors and there are many 


segments of the population who will avoid them by choice.



The visitors to Keswick therefore only represent a number of discrete elements of 

the population with many groups excluded.

2.7.3.
This still assumes that the A66 is a direct parallel for all traffic. 



(i) 
Many visitors from the South by road will have opted to "travel up through 


the Lakes". Penrith is seen on a map as a long detour with no obvious 



attraction to a 
visitor to "the Lakes".



(ii)
Comparing rail routes, the Windermere branch has no potential for end to 


end traffic as there is no population, 
employment, shopping, education or 


specific attraction at Oxenholme. The Keswick-Penrith line has all these 





features as well as being long and scenic enough to become an attraction in 


itself for a "ride out" for someone staying at either end. 



(iii)
Keswick is very isolated in Public Transport terms as the bus service to 





Penrith is infrequent, starts late and 
finishes early. 



Acces to the rail network via Windermere is no better due to the 





extra journey time (see notes later).

3.5.3.
The authors have failed to recognise that the West Somerset is only comparable in terms 

of length as a "heritage" line but a poor example as a transport link. If the line 


from Keswick was constructed to mimic the West Somerset, its



Eastern terminus would be at Blencow – totally useless as a means of access to the 

Lake District. 



The West Somerset is also seasonal, runs at 
weekends and selected days only - no 

use for travel to work. Only effective as an amusement. 



A better comparison among "heritage" lines might be the Severn Valley which 


connects with 
the National Network (albeit local services 
only) at Kidderminster 

and is now seriously 
considering daily "commuter" services.



It currently carries something in the region of 250,000 passengers per annum, 


again on a part time basis.

3.6.

Park and Ride needs to be developed carefully.



Penrith is a difficult choice to justify, but this would depend on the difficulty of 


getting into Keswick by car. Other sites along the rail corridor could fit the bill - 


Threlkeld Quarry is an obvious choice and has the added benefit



of "something to do" at the location (Mining Museum, walks to St.Johns, 


Blencathra), the possibility of being developed without visual intrusion and the 


railway adjacent for onward transit. A Threlkeld-Keswick shuttle could be



superimposed on the hourly service pattern with minimal additional construction.

3.6.1.
Park and Ride represents additional traffic.



The mode of onward transport needs to be one which the general public will take 

seriously. People are more convinced by the presence of a 
railway station than a 


bus stop.

4.2.6.
The status of Windermere as a superior public



transport hub is only relevant to the South and Central Lakes, Keswick is the 


natural focus for the North Lakes.




This imbalance of transport provision has arisen because the operating centres of 

the long distance service providers are South of Cumbria - economies are made by 

serving both Windermere and Keswick on the same bus/coach route and treating 

Penrith as a stop on Anglo- Scottish services. "Internal" Lake District 




bus services have only recntly begun to explore destinations off the "A" road 


network in the North following successes further South. 




Caldbeck and the Northern Fells have no regular services at all, but do attract 


visitors.

4.3.

The argument in the report amounts to "Keswick doesn't warrant a railway 


because it hasn't got one now".



It is inevitable that more people arrive in Windermere by Public Transport 


because there is a wider spread of mode and origin of services to and from it. 



Keswick is restricted to being a secondary destination for non-car users as it 


requires a (non-bookable) change of mode or relies on capacity not taken up by 


Windermere users.   



The resident population is put at a greater disadvantage by an enforced transfer to 

a remote railhead and marginal access to long distance bus and coach routes. 



Keswick is a natural focus for the Central Lakes, West Cumbria, Penrith/Eden and 

Carlisle/North Cumbria.

4.3.3.
West Cumbria is at a severe disadvantage in terms of long distance Public Transport, as 




described above for Keswick. 



(i)
National Express serves Whitehaven via services which also call at 



Windermere and Keswick - Whitehaven is thus even more cut




off than Keswick and could be described as 
a "third class" destination. 



This link is also the entry route for visitors from Scotland, coming South 



and doubling back! 



(ii)
Buses from the East of England are 
sparse and arrive via Penrith and 



Keswick.




All National Express routes feed into the Preston-Lancaster-Windermere-



Keswick- Whitehaven service.



(iii)Rail access to Whitehaven and Workington is via Barrow or Carlisle and for 



many 
parts of the UK represents a long detour either way. Early morning 


and late night 
connections do not exist.



(iv) The X5 bus link to Penrith for access to the National Rail Network is helpful 


but lacks early morning or late night connections. 


Most traffic to and from West Cumbria is thus by car throughout. Non-car-owners 

are forced to rely on lifts or taxis to and from Penrith or Carlisle for many long 


distance journeys.

A railhead at Keswick with good connections in and out of all services at Penrith would 
offer West Cumbria a much better deal. 



(a)
Using the X5 between Workington and Keswick then the train would 



reduce 
 journey times and would probably cost the 
user less as long 



distance fares are generally zoned on the Railway - Penrith




and Carlisle (and Keswick) would usually be in the same fare bracket.



(b)
Driving from Workington or Whitehaven to a railhead at Keswick rather 



than Penrith would save nearly 40 car miles and a gallon of fuel on each 



return journey.




(c)
Taxis between Keswick and Penrith cost £22 each way - residents most 



needing access to Public Transport are therefore denied access by cost and 


have to rely on the goodwill of family or friends or stay away extra nights 


(again at extra cost) if reliant on bus connections!



(d)
From West Cumbria taxis are probably not even considered - the most 



likely course of action is to spend an extra day travelling each way if 



relying on Public Transport.

4.3.4.
Principal Hotels who lease the Keswick Station buildings have publicly expressed 


support for the railway. Bus and Coach access outside the Leisure Pool is already 

available and would be immediately visible to the arriving passenger - providing 

comfort and eliminating doubt. 
car parking space for the Public at this side 


of the station is available and currently underused.

4.5.3.
This tends to suggest that given a totally free choice, Keswick would attract about 2/3 of 

the numbers of visitors to Windermere. I suspect that the true picture might be that 

they are almost equally attractive - but for very different reasons. 


The report's figures are derived from current transport arrangements which are 


biased towards the South and reflect destination journeys only. As explained 


above if the destination is Windermere this is often an enforced choice.

4.5.8.
Concentrating all traffic on Windermere will merely exaggerate the existing problems on 

the A591 and probably lead to stagnation for all areas North of Windermere as 


congestion becomes a deterrent.
Reinstating the railway from Keswick to Penrith would help with 




(i)
Reducing traffic congestion in Keswick by allowing visitors to 






arrive without cars and reducing residents' dependence on them to 



get out to other areas,




(ii)
Reducing through traffic on the A591,




(iii)
Reducing peak loadings on the A66 - in the Summers of 1995 and 



1996 there were several weekends when traffic trying to get on to 




the A66 at Junction 40 tailed back on to the M6 itself causing a 




serious hazard.- the Police now leave signs warning of traffic 




queues on the M6 at 
junction 40 for most of the Summer ! 


4.7.1.
Slapestones is far enough out of Penrith to warrant its own station and could quite easily



be provided with one. This development is 
obviously targetting car traffic from 


the M6 but could equally act as a wet weather attraction for rail-borne visitors 


staying in Keswick or Penrith. 


It could generate some Park and Ride traffic if carefully marketed. 

4.7.2.
Whinfell appears to be a problem, unless the marketing for it provides a collection service



from and to Penrith station and develops rail package deals. Otherwise its main 


effect will be to increase traffic problems on the A66 and add to parking problems 

in Penrith as visitors start to explore the area.

5.3.4.
This strengthens the case for an existing Train Operating Company to take on the route,    


    
rather than being totally independent. My analyses in 1995 point to Regional 


Railways  North West or North East as likely candidates.



Cross Country might be a possibility as they develop multiple unit services 


(Manchester airport to Edinburgh is their first example).

5.4.

Refer again to my analysis of revenue apportionment. Regional Railways North 


East are currently excluded from this area by Franchise boundaries but this will 


change - see 5.5.2.

8.2.1.
Comments on 2.7.6., 4.2.6. and 4.3.3. apply

8.2.3.
Perhaps the stagnation described in 4.5.8. above has already set in - Keswick is suffering



badly compared to other parts of Cumbria.

8.2.4.
Operation of the railway would create direct employment. The scheme I have proposed 


would 
create five or six "Duty Manager" positions on the line itself, require about 

ten traincrew (plus relief) in addition to existing provision 
in Cumbria and support 

a small number of  positions in routine maintenance.



Traincrew would probably be based at either Carlisle or Preston (based on current 

operations) but the Duty Manager and maintenance jobs would accrue to the line 

corridor or close by (perhaps some in West 
Cumbria). These are all skilled 


positions which would attract salaries in the range £20- 25,000 per annum  


(traincrew restructuring packages are currently being negotiated offering salaries 

around £23,000).



A total of around 20 permanent, well paid  direct jobs are thus created which will 

have direct and indirect benefit to the areas 
concerned.



The construction phase would be quite short but useful in terms of temporary 


employment.

8.2.5.
The positive attitude of Principal Hotels must be a good indicator as they would appear to 

be likely to suffer the most inconvenience of any business - noise and intrusion 


immediately adjacent to their premises. Other businesses stand to gain from any 


influx of visitors and the increased mobility (without traffic congestion) of the 


resident population. 



Public opinion appears to be very positive in Keswick judging by the reaction to 


my talk hosted by the National Trust, letters in the local papers and mail received. 



There is some (understandable) hostility from a small number of landowners and 

positive support from others.

9.6.2.
A carefully managed railway setting is acknowledged as an excellent wildlife habitat



and would be less disturbed than by many of the possible alternative usues of the 

land such as agriculture, footpath or cycleway.

10.1.
Comparison with the A66 is less than a full 
appreciation of the potential for traffic on



the line (see 2.5.2. to 2.7.3. above). 





The analysis used in the report relies on abstraction from existing car traffic and 


does not assess the potential market. 



Similar arguments applied to commercial premises would mean that supermarkets 

and retail developments could never be justified - in reality they generate business 

simply by their existence as well as sharing that patronage already on offer. 



The current (lack of) transport provision for Keswick makes it virtually 



inaccessible to the 20-30% of households nationally who do not have access to 


cars and severely disadvantages a substantial part of the resident population.


These are not generally "poor" people, only 
restricted in their choice of transport 

mode. 


Using my estimate that road traffic to/from Keswick is only 60% via the A66 


raises the patronage of the "Best Case" to 113,000. 



The traffic generation effect of opening up to non-car-users (taken at a low figure 

of 20% of households) increases this further to 142,000 (in the same range as 


current traffic on the Oxenholme to Windermere line).



The "attraction" value would manifest itself in use by visitors already in the area 


shuttling between Keswick and Penrith or riding to take in the scenery (which is 


far better from the railway than the A66). 


The Settle and Carlisle route is the obvious comparison. I would not dare to 


suggest that 500,000 journeys per annum would be generated, but a significant 


number, say 100,000, would bring the annual total up towards 250,000 - a 


contribution of around 10 people per return trip.



This is approaching the levels predicted by my own analyses and those of others 


quoted in my reports, which started from very different views of the market but 


culminated in similar 
totals.



The possible development of Park and Ride (from any site) and the serving of 


intermediate venues such as Slapestones or Threlkeld have not been included in 


the figures above.



Simply having a line connected to the West 
Coast Main Line at Penrith would 


generate awareness among InterCity travellers whether or 
not they read national 

Timetables. 





Existence in the National timetables would show the Lake District "opening up" 


and promote interest among potential users and tour operators, without positive 


marketing effort.



Hotels and other attractions able to advertise accessibility by road and rail would 

broaden their customer base at no extra cost.



Residents of Keswick would no longer need to feel "cut off" - this would have 


positive implications for businesses looking to establish themselves in the area.



West Cumbria becomes more accessible with a shorter hop from a Lake District 


holiday base.

10.3.
The additional costs indicated for the "Best 
Case" model seem excessive and no 



justification has been included in the report. The most likely scenario is that some 

existing services would alter their destination to Keswick, 
representing marginal 

cost differences which could be positive or negative.

10.5.
There has been an underlying assumption that the line can only function as either a public



transport link or a visitor attraction.





Keswick to Penrith is capable of fulfilling both roles simultaneously and in 


partnership with other facilities to develop a car-free holiday market.



The "heritage" line examples chosen for comparison are all isolated from the 


National railway network, operate on a part time basis and are effectively reliant 


on use as an amusement, serving little useful function.



The drawbacks identified would also apply to occasional operation of steam trains 

over an otherwise "conventional" route such as I have proposed and would need 


careful consideration. 

10.6.
The concept of Park and Ride from Penrith was put forward by a consultant to the 


National Park and Stagecoach Cumberland, not me. 




See 3.6. above for discussion.

10.7.
This proves that Keswick is already poorly served by Public Transport to and from areas



outside the Lake District.

10.11.
Direct employment of around 20 people operating the line plus a potential for up to 36 


indirect (based on the report's traffic predictions) relying on visitor spending is 


certainly significant - representing about 20% of the  unemployed total in the 


Keswick travel to work area (269 quoted for January 1996) ! 



Whilst not all jobs would accrue to Keswick or automatically reduce the 



unemployed total, even half of this (a 10% potential reduction) must 



warrant serious consideration.

10.12.
Quite obviously I cannot agree with this conclusion or support the suggestion that 




Windermere could or should be further developed as the Lake District Railhead. 


This merely puts further pressure on the A591 and leaves Keswick



as a second class destination. 



The unemployment trends quoted in the report suggest that stagnation has already 

set in and traffic congestion on the A591 and A66 will exacerbate the situation.



There is a visible need even now for the additional capacity and alternative means 

of access that the railway can provide. 

To demonstrate what the Railway between Keswick and Penrith can achieve in terms of regional access, the following table compares journey times by different modes and routes to Preston - taken as a hub for rail and road routes to most parts of England and Wales. 
The rail service from Keswick is assumed to be the hourly shuttle service to Penrith with no through workings.

Developments could see the number of connections and hence journey times reduced still further.

Public transport connections are allowed 10 minutes with minimal waiting time. The figure in brackets is the number of changes required.

Road journeys assume 60mph on Motorways, 45mph otherwise.

MODE(S)





   ORIGIN

(Destination Preston)

KESWICK

WORKINGTON

Drive via Barrow


n/a


2h30

Drive via Windermere

1h50


2h20

Drive via Penrith


1h45


2h10

Bus to Windermere

Rail Windermere-Preston

2h35 (1)

3h35 (2)


Bus to Penrith

Rail Penrith-Preston


1h55
(1) 

2h45 (1)

Rail via Barrow


n/a


3h20 (1)

Rail via Carlisle


n/a


2h25 (1)

Bus to Keswick 








Rail from Keswick


1h40 (1)

2h40 (2)

For local journeys the savings are even more significant - Keswick to Penrith reduces from 40 minutes by bus to 25 minutes by rail (37% time saving). 
Workington to Penrith is only marginally reduced due to the change of mode at Keswick.

The real benefits are in bringing access to the National Rail Network back into Keswick and the reduced dependency on road journeys between Keswick and Penrith as outlined in 4.3.3. above.

Yours faithfully,

Eur.Ing. Cedric A. Martindale,

B.Sc.Hons., C.Eng., M.I.Mech.E.

To:
Mr. M. Robertson,

Public Transport Officer,

Highways and Transportation Division,

Cumbria County Council,

Citadel Chambers,

CARLISLE,

CA3 8SG

