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1 INTRODUCTION. 

This report has been prepared by Destination Okehampton  for Okehampton Town Council for 

submission to Devon County Council .  The working group comprises  Town Councillors,  

members of the Chamber of Trade and interested members of the public.  The working group also  

invites contributions from experts in particular fields as advisors,  and councillors from other 

parishes, when issues affecting a wider area are discussed.  In writing this report we have worked  

with the Peninsula Rail Group, a pressure group who also want to see mainline trains linking  

Tavistock and Plymouth with Exeter. 

 

1.1 THE AIM OF THIS REPORT IS TO DEMONSTRATE THE VALUE OF THE LINE VIA OKEHAMPTON [ OPTION 2 ] NOT 

JUST AS A FAST COMPLEMENTARY ROUTE IN ADVERSE WEATHER CONDITIONS, BUT SERVING TO REGENERATE 

THE ECONOMY OF WEST DEVON, TORRIDGE AND NORTH CORNWALL   

 

For almost half a century large areas of West Devon, Torridge and North Cornwall have been  

without easy access to the national rail network. Currently, some 100,000 people have no main line 

rail service at all. With a limited and frequently narrow road network this has severely constrained  

both business and tourist development in the region.  The line which runs along the south coast  

through Dawlish, is totally weather dependent. When closed due to bad weather, high tides, and 

landslips, 750,000 people are cut off from main line services costing approximately £2million a day.

  

 

Since the closure of the routes serving the areas to the north and west of Dartmoor, there has been a 

lack of investment in the South West rail infrastructure, when compared with other areas of Britain. 

For example London currently spends £774 per head of population, the NW gets £337 but the SW  

(with the lowest population figure) just £212. To put this in perspective, the contingency  

fund for the HS2 is £7.5 billion, the Northern line reinstatement would cost £300-500 million. These

 costs include re-engineering of the line to make the journey time competitive with the Southern  

route ( See appendix 2). 
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2 REPORT FORMAT 

The report is divided into two parts, firstly a response to the Devon County Council / Network Rail  

Study group headings and secondly supporting evidence gathered through research and consultation 

with business and community leaders.  

 

2.1 DISRUPTION  

 

Network Rail pays the Train Operating Companies (TOCs Great Western, and Cross Country) 

money for each train stoppage where alternative transport is provided. This is called the Estimated 

Bus Mileage (EBM). It is the payment per mile of bus transport used. So for a coach service 

between Plymouth and Tiverton Parkway, it is around 60 miles multiplied by this figure per coach. 

More than one coach is needed per train, often 3 or 4 from Plymouth.  

The Northern line via Okehampton would save these being paid by Network Rail. It also takes 

longer than an hour for the trip so the likelihood is that 9-12 coaches will be needed. Each group of 

3 or 4 coaches takes 3 hours for the round trip. Cost per coach would be quite substantial. If the 

coastal line is closed for 18 hours then each group would have to do the trip 6 times. So 6 x 3 x 4 x 

120= £8640 per 18 hours. The Northern line would act as an alternative route for these journeys 

thus saving the Rail Companies costs. This therefore is a BENEFIT of the Northern line. Other costs 

for Newton Abbot and Totnes would be as they are now. It is recognized that there is an additional 

charge that Network Rail would have to pay for extra mileage on a diversion,  which is currently 

£2.1566 per mile and the Northern Route is 6 miles longer, making the extra cost £12.94 per train. 

Over one days’ operation this would represent approximately £950. That is a net benefit of over 

£8000 per day.  

In Emergency diversions the Section 8 payments amount to over £300k per day or £15,000 per 

hour. That is a conservative figure and a BENEFIT to the Northern line as well. 
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This is nowhere near the 135 coaches used daily when Dawlish and the Somerset levels were 

closed. These costs were £500 for each coach or £67,500. Each minute of delay costs about £250 to 

Network Rail. So if the line is out for a full working day the cost is approximately £280,000. 

 

Total rough costs are therefore in the order of £290k per day, but these could be conservative 

figures. Some of this money would also still have to be paid out. For example, road replacement 

Newton Abbot to Exeter, for the Dawlish portion. If more of the line is unavailable, costs would 

increase. With refined calculation this represents a saving  that the complementary Okehampton line 

can provide and therefore a Benefit under the BRC rules. 

2.2 ROUTES 

Benefits of additional routes to new areas served by new lines 

Interest in re-opening the existing part of the line from Okehampton to Exeter has resulted in  

surveys being carried out by Okehampton Town Council (2008) British and American Rail Services

 (2010) and Dartmoor Railway (2012).    

The British and American Rail Services survey undertaken in 2010 along the route of the former  

North Cornwall line showed 22-25% of people wanted to use the train to commute regularly to 

Exeter and beyond.  This finding was supported by a subsequent Dartmoor Railway survey carried  

out in 2012 for one season of the Sunday Rover train from Okehampton to Exeter. There were 1197 

 passengers and of those 29% were using the line to connect to onward rail travel from Exeter.  It is 

also worth noting that 50% were travelling to Exeter stations other than for connections.   

 

With the additional population of the new estates to the east of the town, this figure would be  

considerably more. Park and Ride Stations at Sourton or  Okehampton [East ]would facilitate  

passengers travelling from Bude, Launceston and from Torridge and West Devon. 

 

Tourism benefits  

Overseas visitors spent £552 million in Devon, Cornwall and Somerset in 2013. The extra 264,000  

foreign visitors to the peninsula meant their spending in the region was £72 million higher than in  

2012. (North Devon Journal May 20
th

 2014)  
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More foreign tourists could be tempted to visit the far South West this year after Britain’s overseas  

tourist board said it wanted to make the countryside the centrepiece of its next campaign. The flood-

hit Dawlish line in Devon was one of the iconic images of the winter floods, and its malaise  

broadcast across the world gave the impression the South West was closed for business. We have to 

show people that there is a viable alternative when the Dawlish line is closed and that the South  

West is open for business 365 days a year. 

Freight Potential of the Route  

An Exeter - Okehampton  - Plymouth route of 60mph for container traffic could be feasible. The 

value of rail freight is the number of vehicles taken off the road. Currently, China Clay and Nuclear 

fuel from Devonport are the main freight transport. This is imperative for the Admiralty as the 

Devonport rail link is a vital transport link. In fact, due to Plymouth’s naval significance, the 

railway is of  'NATIONAL STRATEGIC IMPORTANCE'. An alternate route for these would be 

beneficial both to the economy of the business and the railway. Freight traffic to Torridge and North 

Cornwall as well as West Devon would improve the road traffic flow in these areas. 

2.3 DISTANCE DECAY 

The Northern line obviates any service disruption to Plymouth. The incidences of storm and weather 

pattern changes present obvious concerns for the coastal stretch. Dawlish may now be strengthened 

but the entire coastal strip is vulnerable. 

2.4 AGGREGATION 

The reduction in productivity resulting from reduced economic aggregation as a result of increased 

travel time from disruption, slow line speeds/ journey times, and limited connectivity compared 

with PRTF aspirations for a better network. 

An available alternative complementary route would obviate any significant loss of travel time 

thereby enabling connectivity for continuing journeys [ Appendices 2 Table 1] 



 
6 

2.5 REPUTATION 

The effect resulting from a longer term erosion of confidence in the SW peninsula as a business 

location, outside and within the Peninsula, on businesses, visitors, and attraction to new residents. 

An available alternative complementary route would boost confidence in this entire area, not just the 

coastal zone. Business journeys both to and from the rest of the country would be facilitated as 

would visitor journeys. Lack of transport infrastructure handicaps this area of the West Country as 

regards new business, attracting new residents and enabling tourism growth. The Town Councils of 

Okehampton, Bude, Launceston, Holsworthy and surrounding Parish Councils support the 

reintroduction of the Northern line. 

2.6 BYPASSING EFFECT 

The adverse economic effects of current communities/ stations being bypassed by potential new 

lines. 

The Okehampton line would be complementary therefore all existing stations and communities 

would continue to be served. In the event of the coastal line being closed as it has been for over 60 

days in the past 12 months, the Okehampton line would continue to serve the communities in 

Plymouth and beyond. It would also enable passengers to travel to major cities eg. Bristol, London 

with minimum disruption. 

Timing Concerns   -   Some railway companies have concerns regarding the additional time a 

Northern Line would take travelling from Exeter to Plymouth. This is partially due to reversal times. 

It is understood that HST trains reversing at Gloucester are given, as per the published timetable, 7 

minutes for a reversal. ie. arriving at 19.01 and departing at 19.08. Both Exeter and Gloucester are 

part of the Network Rail Western Route. The upgrading of the line significantly reduces the overall 

journey time. The work to address these concerns is set out in detail in the Appendices 1 & 2. 
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3 SUPPORTING EVIDENCE FROM THE COMMUNITY 

As part of the local consultation process for this report the Okehampton Chamber of Trade was  

asked to survey its membership for their views on the lack of a railway which is part of the national 

 network. 

 

3.1 OKEHAMPTON CHAMBER OF TRADE MEMBERS COMMENTS 

From: Philip Davies <philip@okefordvets.co.uk> 

Date: 27 April 2014 19:20 
Subject: RE: Rail Resilience  
To: Okehampton chamber <okehamptonchamber@gmail.com> 
 
Vets and nurses from the practice regularly travel to courses outside the locality in order to fulfill  
their Continuing Professional Development obligations. Birmingham, Cheltenham, Swindon,  
Telford and London are common venues that have been used in the past year. Most of these are  
close to rail connections. A local station would make travel easier but I'm not sure it would always  
be cheaper. 
 
CPD obligation is 37.5 hours for vets and I think it is closer to 25 hours for nurses. 
 

 

From: Nigel K Wayne FCA <nigel.wayne@aims.co.uk> 

Date: 28 April 2014 18:42 
Subject: RE: Rail resilience -  
To: Okehampton Chamber of Trade <okehamptonchamber@gmail.com> 
 
My business is definitely held back by the lack of rail infrastructure.  I have a few clients in other  
parts of the country, London and the homecounties mainly.  I often get referrals from them, but the 
sheer impracticality of the travel times to visit these potential clients loses me these opportunities.  
To drive to an appointment in London would mean a whole day, plus fuel costs, plus parking,  
probably for a 2 hours meeting.  Even driving to Exeter adds 2 hours, fuel costs, parking costs. 

If there were a rail line from Okehampton, I would be able to work ‘en-route’ using mobile  
technology, instead of that travel time being lost unproductive time, I would instead be able to make
 use of the time, and the day becomes a viable opportunity.  Furthermore, the environment benefits
 from lower road usage. In my opinion my business would be larger than it is now, if the rail line  
existed, and I would be employing more people.  I have no doubt that I would be able to attract  
business to Okehampton which directly results in employment in the town, and as a by product  
relieves traffic congestion and pollution. 

_______________________________________________________________________________ 

mailto:philip@okefordvets.co.uk
mailto:okehamptonchamber@gmail.com
mailto:nigel.wayne@aims.co.uk
mailto:okehamptonchamber@gmail.com
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From: Charlotte Quickenden <charlotte@bowsoftware.co.uk> 
Date: 27 April 2014 14:08 
Subject: Re: Rail Resilience –  
To: Okehampton Chamber of Trade <okehamptonchamber@gmail.com> 
 
Bow Software is a micro business with two employees and a turnover of circa £120k per annum, 
 based at Okehampton Business Centre. 
 
It is a creative technology business which produces innovative software for external clients and is  
working on proprietary R & D innovative projects. The rail link Okehampton to Exeter and beyond is
 essential in helping us build on existing national connections as follows:-  

 In 2013 Bow won a £50K AHRC grant to develop a concept which looked at the future of 
the Book & Print industry, this work was short-listed by Exeter University for an Impact Award in  
November 2013. We are currently in the final stage of a £125K NESTA bid to continue that  
innovative project. This project is a collabaration with Exeter University, NESTA (London) B- side  
Arts Organisation (Bournemouth) and involves working alongside the British Library (London) and 
Kedleston Hall (Derbyshire). 
Last year we were also selected as 1 of 40 innovative companies to showcase our own R & D soft
ware project at Venturefest in Bristol, hosted by Science City Bristol. We are currently  
pursuing TSB funding to continue this project. If successful this will involve meeting with senior  
management from Waterstones and WHSmiths (London) 
In order to raise awareness of the above projects and showcase our work on a national stage,  
attend exhibitions and meet with collaboration partners the rail link to Bristol and London is vital to 
our business. In terms of our service work, 60 % of our service work is for clients based in Bristol  
and London. Furthermore with the planned development of the Opportunity Okehampton site  
where several new commercial zones are planned to start being developed in 2015, a reliable, high
 speed rail network will be invaluable to generating the area.  
 

 

Case study family living in south of Okehampton. 

Husband working in London so has an hour added to every journey each way and wife and 
children have to drive to Exeter to pick up and drop off so cost in time and travel costs. Wife 
works in Exeter and would commute by train if available.  
Mother travels across country and has to catch 5.45 a.m. train so leaving home at 4.45a.m. to 
get to meeting at 10 a.m. in London. Daughter needs to see health specialist in London so same 
effect of time as above, every time they have to take her to see her specialist. 

 

    Case Study of Okehampton Town Councillor, who regularly travels by bus and then train to  
Bristol.  Western Greyhound bus service has, as of 22

nd
 April, reduced the bus service. This  

means the 9.40 bus which goes through the villages en route to Exeter will be full well before it  

reaches Pathfinder Village where several elderly people rely on the bus to get into St Thomas to 

do shopping. They have no other bus service. If Okehampton had a train service there would be 

more seats for the rurally isolate who depend on the bus as their only transportation. It also  

means a quicker, smoother, less disrupted and stressful journey to Bristol. 

 

mailto:charlotte@bowsoftware.co.uk
mailto:okehamptonchamber@gmail.com
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From Mark and Lesley Poole          meadowleaguesthouse@tiscali.co.uk  

A number of our guests who arrive by public transport would prefer to come straight through to 

Okehampton by train, rather than having the performance of changing at St Davids to either bus 

or taxi. We also had a case of some cyclists who had to get off the train at Newton Abbott, instead 

of travelling on to Plymouth, then could not use the rail replacement service because they could 

not get the bikes on the bus.  

Obviously, Mark and I do feel that not only would our business benefit from a train service but 

the whole of Okehampton too. 

The Product Manager of a local factory travels regularly to Leeds to a major supermarket Headquarters 

for product evaluation meetings. A member of staff has to drive him to Exeter to catch the train. A local 

station would be more cost effective and timely than the current arrangements. 
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4 CONCLUSION  

This report has addressed the aim of demonstrating that a fast complementary line to the north of 

Dartmoor [known as Option II] will alleviate service disruption on the southern route, increase the 

passenger market share for train operating companies by adding new customers and regenerate the 

economy of West Devon, Torridge and North Cornwall. 

Each of the Network Rail study group headings have been examined with supporting evidence provided 

to show the clear benefits of the northern line.  The report demonstrates that the cost of disruption to 

services would be reduced to yield an estimated net benefit of £8000 per day saving on bus mileage costs. 

The route to the north would open up a new market of 100,000 potential passengers, establish a regular 

commuter client base for Plymouth and Exeter, increase inbound tourism and business / leisure travel.  

Concerns about distance decay can be overcome and service disruption to Plymouth and Cornwall 

removed with the construction of the northern route.   The report has carefully examined one of the most 

contentious issues in the debate, real travel times [Table 1, Appendix 2]. Statistical evidence shows that 

the fastest journey time achievable would be 51 minutes and 32 seconds between Exeter and Plymouth, 

via Okehampton.  Even with train reversal time added, journeys of less than one hour are achievable on 

the northern route. 

Reputation is important to the part of the S.W Peninsula not presently able to easily access national rail 

network.  The northern route would build confidence in the area enabling business growth.   The northern 

route is an important economic driver for attracting business, serving a growing population and the 

development of new tourism markets.   

The bypassing effect would be neutralized because the northern route would be complementary thus not 

affect existing stations or communities.   

The decision to open the complementary northern route should not be based on the desire for marginal 

time savings alone.  What must be considered is the long term benefit cost ratio of the line to the 

communities it would serve.  Evidence from consultations with Councils and business organizations 

indicate that northern route would generate employment and skills development, and facilitate the access 

of business to a wider market.   
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5 APPENDIX 1 

5.1 COST OF RE – INSTATEMENT OF THE LINE  

These costs can be broken down depending on a number of factors. Some of the main ones are given 

below:-  

1. The amount of development on the route and use of Compulsory Purchase Orders 

(CPO’s).  

2. Replacement of Infrastructure such as Bridges and Embankments  

3. The maximum speed of the service.  

4. The frequency of trains. If not double track, the number of passing places.  

5. The axle weight and Network Rail Route Availability (RA) of trains used.  

6. The curvature of the route  

7. Speed over junctions and points.  

8. Additional stations or infrastructure  

We can broadly speaking base our assumptions on 5 rail lines that have been rebuilt or are being rebuilt in 

Scotland and Wales as well as re -doubling a line between Swindon and Kemble.   

1. The Bathgate-Airdrie Route.  Cost £300million for 15miles new build, double track and 

electrified. Includes re-doubling of one additional single line section and electrification as 

far as Haymarket.  

2. The Borders Railway. Cost £300million for 30.5miles. Single track with third of length 

double track.  

3. The Ebbw Vale Railway. Local route largely single track. £32.6million for 18 miles. 3 

miles double track.  

4. The Swindon Kemble project. Re-doubling track cost of £45million for 12.5 miles.  

5. The proposed reopening of the Bere Alston to Tavistock Section.  Single track and cost 

proposed, including a contingency amount, around £26million.  
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Examples of re-establishing Railways 

From all the above information it can be seen that the cost per mile varies. Bathgate-Airdrie costs appear 

to be £20m per mile. Included in this cost is that of doubling a section of single track line, electrifying 

other portions and replacement of a cycle route. The line was originally built for 45mph speeds and non-

electrified so that bridges etc had to be modified. This is also reflected in the cost. See note (1). The line 

has opened and speeds are at least 80mph.  The cycle path NCN 75 was relocated at a cost of £7.6m for 

10 miles in length (2).    

The cost of £300million, taking into account some of this expenditure was for items outside of the amount 

for the 15 mile new section, is about £206.5million or £13.8million per mile which includes the cost of 

stations. (See Appendix A)  

The cost of the Borders Railway is around £10million per mile. (See Appendix A) This also includes a 

third of the line as double track.  Making the cost approx. £7.5million per mile. This cost also includes 7 

new stations, a 2.2 mile deviation (as we would wish at Coleford Junction), several roads have had to be 

moved, two ‘substantial’ new Viaducts as well as many Bridges being rebuilt (3.)   

The cost of the proposed line from Bere Alston is approximately £5million per mile (4.). However this is 

likely to be built to axle load RA4 which will require upgrading. It includes replacing a few bridges and 

an Embankment at Bere Alston though will be single track (5.)  

Additionally special mention must be made of Meldon Viaduct which is a scheduled monument. The 

likely cost to repair or replace this one structure would be in the order of £15-20m. It is 165m long and 

50m high. Modern techniques could reduce this if replaced or possible strengthening could be 

cheaper. Using all these figures it is possible to approximate costs.   

Approximate Costs 

The cost to build a high speed double track line (Bathgate-Airdrie) were approximately £13.3million per 

mile (not including the cost of cycle track relocation) in 2009. With inflation this is around £14million per 

mile now.  

Cost of relocation of cycle track about £0.75million per mile. With inflation, about £0.8million now. This 

may be less as for distance between Tavistock and Lydford the old GWR route could be used. But assume 

for 15 miles gives total cost of £12million.  

Costs to double existing line is about £4million per mile (Kemble-Swindon re doubling). Though if 

existing line was upgraded this can be increased to £10million.  

Cost to build single line of plain track is around £5million, but with passing loops would be £10million 

per mile on that stretch.  

Costs with new stations and 30% passing loops is £10million per mile.  
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5.2 OPTIONS FOR THE REINSTATEMENT OF THE EXETER TO PLYMOUTH VIA OKEHAMPTON ROUTE 

There are 52 miles of the line from Cowley Bridge Junction to St Budeaux Junction. The proposed 

railway line between Exeter and Plymouth via Okehampton and Tavistock has a ‘missing gap’ of 22.5 

miles between Meldon Quarry and Bere Alston. Plans are under way to restore the line to a new station 

with parking facilities on the outskirts of Tavistock. This will reduce this ‘gap’ to 15 miles. The entire 

line was originally a double track main line. Network Rail own the line from Exeter to Yeoford (approx. 

11.5 miles.), and from Plymouth to Bere Alston (approx. 10.5 miles). Additionally there is a line from 

Yeoford as far as Meldon (approx. 15miles owned by the quarry company.)  

There is not a great deal of incursion on the line. There has been some development in Tavistock 

(including West Devon District Council offices) and housing near the old Tavistock North Station, a 

small amount at Kelly College and a few other areas. Some CPOs would be needed but cost of these is 

included in other lines construction  

Some bridges are missing, most notably across the A390 , a further overbridge at Sourton Down and a 

missing bridge and embankment near Mary Tavy. Assumption is made that the line is opened to 

Tavistock as per current plan.  

A new station would be required at Sourton Down (or possibly at Okehampton East) for park and ride 

from A30 corridor. Also a possible Lydford station would need to be relocated to a new site near School 

Road. This could also obviate the need for Bridestowe to re-open as the new Lydford station would be 

appreciably nearer.  Consideration could be given to the  relocation of  Tavistock to the site of old 

Tavistock North Station, also the re-opening of  Brentor, North Tawton and Bow stations for local trains.  

These are similar requirements to The Borders railway and also Bathgate-Airdrie so these are included 

already in cost estimations. The level of cost now depends on the Service required. Below are a 

reasonable set of options based on frequency and these also enable the Tarka and Tamar Valley lines to 

operate.  

This will give a cost set out below:-  

Option 1    A service level of 1 Train per hour in each direction with single track for most of way.  

With 3 passing loops needed.    

1. Crediton to Coleford. Improve current 4 miles of parallel track making 4 mile dynamic 

loop.  

2.  Lydford  near the new  station site at School Road. 2 miles long  

3.  Bere Alston towards Bere Ferrers. 2 miles.  

This option would only allow diversionary trains at the expense of any local service. This would cost 

much more in terms of Section 4 and Section 8 payments when diversions in place (See Appendix). The 

Cycle track could run largely beside the line although would need a 2 mile diversion where the passing 

loop at Lydford (new) would be.   

COST: 
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1. Meldon Viaduct £20m  

2. Cycle track re-route £2m  

3. 15 miles of new track @£5m per mile is £75m.  

4. 2 new loops at Lydford (new) and Bere Alston additional 4 miles@£5m per mile 

is £20m.   

If the rest of line is NOT upgraded total is £117m.  

If the existing line is upgraded (37 miles) this would add £185m and produce a cost of £302m.  

 

Option 2   A service of 2 Trains per hour in each direction with 4 passing loops needed.  

1. Crediton-Coleford. As Option 1.  

2. Okehampton. At site of station and from Milepost 195.5. 2 miles.  

3. Mary Tavy (approximately). 2 miles.  

4.  Bere Alston. As Option 1.  

Local service and one long distance (Great Western or Crosscountry).  

COST: 

1. Meldon Viaduct £20m  

2. Cycle track diversion. £2m  

3. Additional loop increasing costs by £10m  

If rest of line NOT upgraded £127m  

If existing line upgraded (37 miles as new loops would be upgraded as part of cost) £392m.  

 

 

 

Option 3   Providing a service of 3 Trains per hour in each direction with 5 passing  loops  



 
15 

1. Crediton-Coleford.  As Option 1.  

2. Bow-North Tawton. 2 miles.  

3. Lydford (new). As Option1.  

4. Tavistock. 2 miles  

5. Bere Alston. As Option 1.  

Local service and full diversionary capabilities.   

COST:- 

1. Meldon Viaduct £20m  

2. Cycle track diversion 2m  

3. Additional loop increasing costs by a further £10m  

If rest of line NOT upgraded £137m  

 

If existing line upgraded (37 miles) £402m  

 

 

Option 4      Similar to  Option 3 but line built as Borders railway with 30% dual track and longer double 
track sections.  

1. Crediton-Coleford extended to Sampford Courtenay. Additional 10 miles maximising 

high speed nature of this length of line.  

2. Meldon-Lydford (new) 5.5 miles.  

3. Tavistock. As Option 3 but extend to 3 miles.  

4. Bere Alston loop extended to Bere Ferrers 3 miles  

Service more robust. 

COST of Option 4 
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1. Meldon Viaduct *£15-£20 million for the work on the viaduct and £40-£50k for a feasibility study 

2. Cycle track would need to be diverted over a longer distance 5 miles. Cost of that is £4m.   
3. £150m for 15 miles new line.  
4. 17.5 miles doubled. Cost £175m  

If rest of line is NOT upgraded £349.5m.  

If rest of line upgraded (19.5 miles) £447m  

Option  5    Dual track throughout except for a short single line section  from Okehampton to West of 

Meldon Viaduct.   

Cost:-  

1. Meldon Viaduct £20m  

2. Cycle track Diversion £10.5m  

3. Re doubling line from just after Cowley Bridge to Crediton  (5 miles) with   

upgrade to current line £37.5m  

4. Coleford-Okehampton  (14.5 miles) £108.75  

5. Okehampton to Meldon West (2 miles) £20m  

6. Meldon West of Viaduct-Tavistock ( 15 miles) £210m  

7. Tavistock-St Budeaux  (12 miles) £90m  

Total cost £496.75m  

5.3 SUMMARY OF POINTS TO CONSIDER WHEN RE INSTATING THE LINE 

All these options are cheaper than any other routes.  If built from nothing, costs would be 52 miles @ 

£14m per mile plus the cost of Meldon and cycle track redirection of £12m would give a total of £760m.  

Additionally to improve line speeds at Coleford Junction a short deviation would be helpful in increasing 

line speeds here significantly. Also remodelling the Junction in a range of ways would be of use. On the 

Borders Railway there is a new alignment of 2.2 miles.   

There was also a sharp curve near the old Lydford station. Whilst it is recognised this is now a nature 

reserve the railway had significant land here. Not least for the main route but also the former GWR 

branch to Launceston from Plymouth as well as a range of sidings.  

Lydford station was not conveniently sited near the village so it would be much better to rebuild at 

School Road in the village. This allows room to ease the curve thus increasing potential speeds here.  
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There used to be significant speed restrictions between Bridestowe and Plymouth. With continuously 

welded rail and modern technology these speeds can be increased. Even on the sharpest of curves speeds 

of 50mph (through Bere Alston) are possible and 55-60mph elsewhere easily achievable.   

However, it is important to consider Route Availablity (RA). The route from  Exeter to Meldon is 

currently classed as RA6.This allows an axle weight of 20.3tonnes.  However that from St Budeaux 

Junction to Bere Alston (and therefore likely extension to Tavistock) is RA4. All trains required to use 

this route fall within this limitation EXCEPT High Speed Trains (HST’s), which are RA5. This means 

that either the strength of the lines structures would have to be improved or there would need to be a 

speed restriction placed on these units. Strengthening does have cost implications but seems the best 

solution.  
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6 APPENDIX 2   

Time of Travel from Exeter [Cowley Bridge Junction] to Plymouth [St Budeaux, 

Victoria Road] 

One of the most contentious issues discussed with regard the provision of a complementary route is the 

alleged time taken to complete the journey.  Table 1 shows the times between the eleven track sections 

and the total journey time.   

Table 1   Line speeds for Exeter to Plymouth via Okehampton 

Section  Mile Posts Speed limit MPH Time in 

Section 

Total 

Time 

   

1 175 -179 95 / 40 at Cowley 
Bridge 

3.17 5.17    

2 179.5 - 183.5 100 max 2.28 7.45    

3 183.5 - 185 90  Coleford Diversion 1 8.45    

4 185 - 192 110 3.59 12.44    

5 192 -195 90 2.08 14.52    

6 195-200 65 4.54 19.46    

7 200 - 208 75 7.59 26.45    

8 208.5-214.5 65 6.13 32.58    

9 214.5 - 219.5 60 5.02 38.02    

10 219.5 -
220.7550 

50 1.3 39.32    

11 220.75 - 
227.25 

60 7 46.32    

   43.7     

        

 Total Time for journey from Exeter to Plymouth 'end to end' 51.32     

        

 With one reversal allow 7 minutes =  time 58.32 [As advised by Cross Country Driver Manager] 

        

 With two reversals  = total time of 1 hour 5 mins and 32 Seconds    

 

The above times take account of acceleration/deceleration where average speeds are shown. The above  

timings are based on four areas of line that would require some deviation from the present route.  
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The four areas of line requiring work are:-  

Crediton. A 600m radius curve would limit speed to only 65mph. A curve continuing on from the present end

 of platform over the level crossing. This reduces the curve to 1200m radius allowing speeds of 90mph.        

Length of deviation approximately 800m.  

Coleford Junction. Here there is a sharp curve opening out to a lesser one. To replace this would require a  

deviation of 1.2 miles in length which would create a 1200m radius curve giving speeds of 90mph. 

The point work would be much the same as at COGLOAD JUNCTION near Taunton where the main line  

branches off from the Bristol lines. However the crossovers would need to be relocated onto a straight section

 of track at MP182.5  

Lake. A short 600m radius curve just before needs to be eased to 800m  

Lydford. A short 400m curve near the old station needs easing, using some of the old Railway land here  

which was extensive.  

There are many other short sharp radius curves that limit the speed on the Section between Brentor and          

     Bere Ferrers.  Even if all of these were re-engineered the time saving would only be around 1 or possibly 

2 minutes so would be less beneficial than the 4 places above. However if all were done it would bring time  

down to 49 and a half minutes, though not sure if this cost would be prohibitive as the line ‘snakes’. Some  

areas such as through Bere Ferrers and particularly through Bere Alston cannot be changed.  

  

All of these should be done. Penalty for NOT doing Crediton is 2 minutes, and 3 minutes for Coleford. Lake  

and Lydford would add less time if they were eased but they are such short sections that they are  

financially sensible. Without easing they would add about 2 minutes. On the current alignment the journey  

could be a minimum of 58 minutes and 32 seconds. It seems a good investment to re align. The cost of the  

these deviations would pay huge dividends  
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7   APPENDIX 3  

 

Passenger use for Proposed Line and Rough Benefit Cost Ratio  

This is not a definitive Benefit Cost Ratio (BCR). It is a guide only as a much more thorough investigation will be 
needed, looking in greater depth.  

There are 2 approaches. The first is to take the building costs and pay them back over 60 years. A positive BCR of 
1.5 is usually a good marker. However: We believe that this line is of such ‘ STRATEGIC IMPORTANCE’ that the 
method used on recent railway re-openings in Scotland and Wales should be considered as well. This means that 
the build cost is considered an Investment. The railway will have to cover operational costs only. We have been 
advised by Devon County Council that these are in the order of £1million per year. We can double this to allow for 
uncertainty. So a BCR for this route would need Benefits of £3million per year.  

Please note. All Population figures are from the 2011 Census.  

Passenger usage figures from 2012/2013 station usage figures Office of Rail Regulation.  

Okehampton demand is based on the Survey conducted in 2012 for the Dartmoor Rover. The Rover was over a 
period of 17 consecutive Sundays This showed that:-  

1. 29% used the Rover for onward travel  

2. 50% used the Rover to travel to Exeter  

In 2012/2013 the number of passengers using Okehampton Station on these days was 3,438.  

79% of this figure is 2,716  

This, if worked out for a year would be 363/17 x 2,716 = 57,995 trips per year or 160 trips per day. This is 21 per 
1000 population with current population of 7,647.  

Additionally, the projected growth for Okehampton is 1500 houses between the last Census and 2020. The last 
Census shows population per household is 2.3 for Devon. This adds 3,900 to Okehampton’s population making 
11,547. Using the same rate of use we get 242 trips per day. 87,846 pa  

A proposed Park and Ride station at either Sourton or Okehampton East would also generate customers. 
Okehampton is a similar geographical distance between Exeter and Plymouth as Totnes is between the two. Totnes 
is often described as being a railhead for the South Hams. Specifically, the towns of Dartmouth, Kingsbridge and 
Salcombe.  The Population for the South Hams is 83,100. This does include population for Ivybridge (11,851), 
Woolwell (3,098) Brixton (1,252) and Yealmpton (1,677) which are closer to Plymouth Railway station and would 
use that station rather than Totnes. This leaves a population of 65,222 in the Catchment area of Totnes.  

The population of Totnes is 8,067.  

The population of Totnes catchment area (not including Totnes) is 57,146.   
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The total population (65,222) produces 662,882 annual trips.   

The number of annual trips for Totnes alone based on a high usage figure comparable to Ivybridge (11,851 and 
79,442 annual trips) is 54 per 1000 population.   

Whilst Ivybridge is appreciably nearer to Plymouth its service is less than Totnes. If we use this as a model of 54 
trips per day per thousand population we get 158,129 annual trips. This high figure is twice that of Plymouth which 
has a figure of around 25 per 1000.  

This means that the remaining catchment area produces 662,882 – 158,129 = 504,753 annual trips made by 57,146 
people. This gives a figure of 24.3 people per 1,000 population. However it is important to note that Totnes feeds 
into 3 conurbations, (Plymouth, Torbay and Exeter). Okehampton only feeds into 2 (Plymouth and Exeter). For this 
reason we should reduce this figure by a third to 16.2. Additionally the frequency of service will be half that of 
Totnes. Halving this gives  a total of 8.1 trips per thousand. Totnes is in a rural area.  

Now the catchment population identified in North Cornwall, North West Devon etc. is around 100,000. Including 
Bude (9,900), Launceston (11,700) and Holsworthy (2,641).  

Taking this figure of 8.1 per 1000 population  will give us 810 trips per day at the Park and Ride in addition to trips 
from Okehampton. Annually this is 249,030.  

The price of season Tickets from Totnes to Plymouth and Exeter is below. This is the annual cost of a monthly ticket 
with 1 month taken out for holidays:-  

Totnes-Exeter Central £1,868  

Totnes-Plymouth £1,556.  

As the distances between Okehampton and Exeter/Plymouth are comparable with Totnes and Exeter/Plymouth 
the above can be used as a basis. We can assume that a portion will commute to Exeter and to Plymouth. 
Plymouth is the larger of the cities but further away. Some Season tickets would be for longer distances but a fair 
way would be to say that 50% of seasons go to Exeter and 50% to Plymouth.  

Average of both Season Ticket prices is £1,712  

The number of seasons for the 3 towns below can be found again from the ORR station usage figures. Each season 
represents 2 daily journeys.  

Totnes 39,710 or 12% of daily journeys  

Ivybridge 7,118 or 18% of daily journeys  

Crediton 1,496 or 7% of daily journeys  

Taking an average then 12% is a reasonable assumption.  

Total number of passengers travelling per year from Okehampton would be  87,846 + 249,030 = 381,876.  

12% of these journeys are season tickets. However as these seasons are based on 48 weeks, we can add a 

thirteenth to the number of Seasons.  . The number of daily trips is 242 + 810 + 1052 trips. As season tickets are for 
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two trips then we must halve this to 6% = 63.12. Adding a thirteenth is 68 seasons per day. This gives revenue of 
£116,416  

Remaining journeys can be averaged at a price of £9.80 each. The price of a Cheap Day Return Ticket within Devon 
(i.e.Tiverton Parkway to Plymouth). This accounts for tickets to further flung places as well. Again halving the 
remaining journeys as this ticket price is a Return then we have 168,025 tickets. Total revenue from these is 
£1,646,645  

Or..The price of a Cheap Day Return between Totnes and Exeter Central is £6.50. Again halving the remaining 
journeys as this ticket price is a Return then we have 168,025 tickets. Total revenue from these is £1,092,162  

Ignoring any additional traffic from Tavistock toward Exeter we have a potential Revenue stream of £1,763,061  

If we only include the 25,000 population then we get £744,105  

Train Operating Companies (TOC’s) pay track access charges to Network Rail. When the line is closed Network Rail 
has to pay compensation to each of the TOC’s. Either for planned engineering (Section4) or emergency closures 
(Section 8).  

It is not possible to use a formula to work this amount of money as some information is deemed ‘commercially 
sensitive’ under the Freedom of Information Act. A request was made to the ORR by Ross Souter on 28th February 
2012. Extract from ORR reply found at:-  

https://www.whatdotheyknow.com/request/railway_delays_and_fatalities  

‘The delay minutes data is obtained through our economic functions and is used to assess Network Rail against 
their performance targets. I am sorry but this data is considered to be covered by an absolute exemption under 
FoIA 2000 - s.44 (1) (a) prohibitions on disclosure. This prohibitions on disclosure is by virtue of the prohibition on 
disclosure of such information set out in s.145 of the Railways Act 1993. In broad terms ORR cannot publish 
information about a business (e.g. Network Rail) that has been obtained in the exercise of our functions as an 
economic regulator. This in turn means that such information is subject to an absolute exemption from the duty to 
disclose under FoIA 2000. Indeed it is a criminal offence to disclose information in breach of s.145.’  

However it is possible to get a figure for what a delay minute costs. (1) (2)  

So a delay minute is worth around £250. A full day of closure is approximately £280,000 for emergency closure. 
Also Taking into account the Estimated Bus Mileage (EBM) is around £9000 per day for replacements between 
Plymouth and Tiverton Parkway. At £9.19 per mile. However it is recognised that the extra mileage incurred per 
train (6miles) has a cost. This is currently £2.1566 per mile or £12.94 per train. In a day this is just under £1000 (3)  

This line can save £280,000 + £9,000 - £1,000 per day of emergency closure A Benefit to this line of £288,000 per 
day.  

Planned engineering is slightly different. Depending on the Notice given by Network rail, is either 55%, 70% or 85% 
of costs. If we take an average of 70% then this cost for planned engineering is £201,600 per day.  

The next thing we have to consider is the amount of times that the Dawlish route is closed. Anywhere between 
Exeter and Plymouth. Over the past 5 years just a few are below:-  

1. November 2009. Fatality at Ivybridge. Line closed for 4 hours (at least). Units stuck and unable to operate 
services so trains cancelled over a wider area as no stock available.  
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2. November 2012. Line closed due to landslip at Teignmouth for nearly a week. When reopened it was only 
partially at first  

3. August 2013. Suicidal man at Aller (Near Newton Abbot) caused £37,000 worth of delays.  

4. January 2014. Empty train struck tree at Ivybridge. Severe delays caused. Some train cancelled and others over 
60 minutes late.  

5. Dawlish Sea Wall collapse. 57 days.  

6. The Sea Wall has been closed for hours on occasions as well due to Storms.  

7. A Car blocking one line just outside of Totnes. Much delay and partial cancellations.  

Now we have to say that the Dawlish Sea Wall's failure was unusual, but is more likely to happen over the next 60 
years with increasing storm strength and wetter weather in the Winter predicted. If it happens once in 60 years it 
will mean an average of 1 day a year. Also the landslip troubles (and partial closures) are likely to generate 1 day of 
closure a year. Giving an average of 2 days closure a year £576,000pa  

Planned engineering works around 2 days a year. £403,200. This is a low end estimate of planned works.  

Additionally it is prudent to take into account that the line can be blocked on occasions for less than a day for the 
above reasons. Again a low figure would be to state 8 hours per year or £120,000.  

Adding these last 3 figures gives us £1,099,200 that Network Rail would have to pay back to the TOC’s. The 
Okehampton Route will save this money so is another BENEFIT to this line.  

That gives a total Benefit between  £12million and £42million annually  

The highest estimate for cost of twin track is just over £500m. This includes a certain amount of Optimism Bias 
built in but if we increase costs to £650 million we can work out a rough BCR.  

Over 60 years £42m = £2520m  

Over 60 years £12m = £720m  

So against capital expenditure taking the higher figure gives 2.5b/650m = BCR 3.8   

Against lower figure = BCR 1.1  

Against running costs (Higher) = BCR 14  

Against running costs (Lower) = BCR 4.  

 Cases quoted from: 

1. Conarken Group Limited and Farrell Transport Limited v Network Rail Infrastructure 
Limited [2011] EWCA Civ 644; [2012] 1 All E.R. (Comm) 692  
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2. Court case in Torbay Magistrates Court August 2013. Mr Bittlestone said: "As a result of 
his actions, the railway network came to a complete halt. Six trains were cancelled and six 
other were partially cancelled. The rail service was compromised as far away as Leeds.  

"Network Rail are subject to heavy penalty for any delays. They are fined £250 for every minute trains are late. This 
incident lasted 725 minutes costing £37,000 and a lot of police time being wasted."  

3. Christian Wolmar. Rail Magazine July 23rd 2013. 

The  BCR of this line should also include the number of business people working whilst travelling, as 

included in the HS2 calculations, as well as the economic benefit to the towns soon to be accessible by 

rail. 

 

 

 


