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Executive Summary
Background

The purpose of this project is to generate evidence to increase understanding of the economic
impacts of rail infrastructure investments, including the relationship between the provision of
improved rail services and economic growth. This project, commissioned by the Department
for Transport (DfT), is an ex-post evaluation study which tests the insights that can be gained
by using a case study approach to build a detailed and rich narrative of the particular context
in which the new or improved rail lines are being delivered, and how this relates to any
observed behavioural and economic impacts.

We investigate first the evidence for behavioural change across case studies (e.g. demand
response) before considering the potential economic impacts. This case study investigates the
impacts of the investment on the Maritime Line, between Truro and Falmouth in Cornwall, on
the town of Falmouth.

Within each of the six case studies undertaken as part of this ex-post evaluation study, three
central hypotheses are being tested:

1. Thatimproved rail services will, by making rail travel more convenient for local people,
encourage additional rail trips including some generated trips and some captured from
other modes.

2. That improvements to the station and services will make the affected area a more
attractive place to:

i. live;
ii. work;and/or
iii. locate a business.
(investment and employment effects).

3. That businesses located within the station catchment area with improved services will
benefit from improved access to potential employees, customers, and suppliers, resulting
in greater productivity (productivity effects).

This case study considers the investment in the Maritime Line in Cornwall, which benefitted
from a new passing loop at Penryn in 2009, enabling the service frequency to be increased to
two trains per hour, all-day, for the first time. Since more than eight years has elapsed since
the investment, there is potential for identifying a range of transport and local economic
impacts of the investment, which can take several years to materialise.

Within this report we:

e provide a brief overview of the pre-intervention socio-economic characteristics and
market for rail travel in Falmouth (Chapter 2);

e introduce the chosen comparison area of Gunnislake (Chapter 3);

e explore the impacts of the rail improvements on local rail patronage (Chapter 4);

e evaluate the impacts of the scheme on the local economy of Falmouth, including local
residential and business investment, local employment and firm productivity (Chapter 5),
and;
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e draw out conclusions from this case study (Chapter 6).
Economic, socio-demographic and transport context (Chapter 2)

Falmouth is a small town located in Cornwall, approximately 40 miles west of Plymouth, with a
population of approximately 40,000 people in 2004. Prior to the intervention, it has
experienced population growth broadly in line with the national and regional average.

Falmouth’s economy is largely focused within the Food Services, Accommodation, Tourism
and Manufacturing sectors, which account for a greater proportion of employment than the
national average. Notably, the town’s labour market is relatively self-contained, with the
majority of employees travelling relatively short distances to work by car.

Prior to 2009, the town was served by an hourly service from three local stations (Penmere,
Falmouth Town and Falmouth Docks) to Truro, where connections are available to London
Paddington, Plymouth, Exeter and Birmingham. The trend in rail usage prior to 2009 was
broadly in line with the national average. Local road connectivity is limited to single
carriageway roads, which provide access to the trunk road network (A30).

Comparison area (Chapter 3)

The comparison area of Gunnislake was selected in order to attempt to isolate the impacts of
rail investment at Falmouth from wider trends in the regional economy. Gunnislake was
selected as it represents a broadly comparable settlement to Falmouth pre-intervention, with
a limited branch line railway service, although it is recognised that the settlement is
significantly smaller than Falmouth with comparatively little local employment.

Gunnislake is located north of Plymouth, near the Cornwall / Devon border, and had a
population of approximately 6,000 in 2004, compared to 21,000 in Falmouth. Local
employment is focused in similar sectors to Falmouth, with a similar reliance on tourism,
although manufacturing accounts for a smaller share. Total employment of approximately 600
is significantly less than Falmouth, with significant outward commuting by car. Rail usage
followed a similar trend to Falmouth, and the national average, pre-intervention.

Impacts of the transport intervention (Chapter 4)

Office of Rail and Road (ORR) station usage data shows that the investment at Falmouth was
associated with a significant increase in local rail patronage, which more than doubled
following the frequency improvement in 2009. Rail trips appear to be locally focused, with the
majority of trips either to Truro or elsewhere along the Maritime Line.

Station survey evidence highlights that a significant proportion of users report increasing their
use of rail following the investment, reflecting the ORR data. These additional journeys appear
to be a mixture of additional rail trips by existing users and trips undertaken by new users of
the station such as those who have moved to the area recently, with a further small
proportion captured from bus and car. Leisure trips account for a relatively large share of rail
usage, reflecting the importance of leisure and tourism within the area. This limits the impacts
of the investment on commuting which in turn limits the impact on some of the commonly
used indicators of economic activity; however, commuting effects cannot be ruled out
entirely.
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Economic impacts of the transport intervention (Chapter 5)

The eight year period following the rail investment at Falmouth has granted sufficient time to
identify possible impacts of the investment on the Falmouth economy, notably within the
tourism sector. However, it has been difficult to prove that these effects are due to the
investment, in part due to the Great Recession.

Investment (residential)

Just under a third of all Falmouth residents (30%), and two-fifths (39%) of those moving house
since the rail investment view rail connectivity as an important consideration when choosing
where to live, indicating that the improvements may have impacted on increasing the
attractiveness of the town as a place to live. This is supported by the increase in population
post investment relative to the comparison area (Gunnislake). However, the population trends
for Falmouth are largely consistent with those of Cornwall.

Investment (business)

It is possible, albeit difficult to prove, that the investment has led to the town becoming a
more attractive place for business investment, specifically in the tourist sector. Satisfaction
with rail services amongst local businesses is high and 40% of businesses view rail as important
for customer access, which is likely to be largely in relation to the tourism and day visits
markets. This contrasts with lower levels of stated levels of the importance of rail connectivity
in relation to client and supplier access, or distributing goods. This may indicate that
businesses within the tourist sector have disproportionately benefitted from improved rail
connectivity to Falmouth.

It is also worth acknowledging that any additional investment in Falmouth may be displaced
from other locations in Cornwall, thus benefitting Falmouth at the expense of other towns.

Tourism

The station user surveys show that approximately a fifth of users are visitors or tourists,
highlighting the importance of this sector. The surveys also provide some evidence that the rail
investment may have improved the attractiveness of the area to tourists, with 38% of tourists
intercepted at one of the stations in Falmouth saying that the rail services were a very or fairly
important influence on where they chose to stay.

This may be more of a factor in their decision to visit Falmouth over a non-rail connected
destination in the same area (e.g. Mevagissey), than a determinant of the region in which they
decide to stay.

Employment

The evidence for a direct impact on local employment is mixed. While the number of total
employees in Falmouth, as measured through the BRES data, appears to have increased
despite the coincident recession, in contrast to Gunnislake, this is only partly reflected within
the comparative analysis. However, tourism in Falmouth (as measured through the percentage
of employees working in the retail, accommodation, and food sectors) appears to have grown
since the recession in comparison to Gunnislake, and hence it is possible that the improved rail
connectivity has supported the tourist industry in the town. However, it is difficult to
disaggregate any impact from that of the late 2000s recession, which dampened growth across
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the country and which appears to have been much more severe in Gunnislake than in
Falmouth.

Productivity

There is no evidence to suggest that the improvements at Falmouth have resulted in a
productivity uplift for the local economy. The local business unit employment data and the
enterprise turnover data appear to correlate poorly, indicating a decline in all enterprise
turnover after 2010, although it is worth noting that this decline was more significant in
Gunnislake than in Falmouth, and may also suggest that the economy in Falmouth has been
more resilient to the economic downturn than in Gunnislake.

Conclusions and Future Work (Chapter 6)

While there is likely to be further investment in the Cornish railway network, including
resignalling, journey time improvements and the introduction of new Intercity Express Trains
between London, Plymouth and Penzance, the local focus of journeys in Falmouth is likely to
mean that these further improvements have a limited effect on rail patronage in Falmouth,
and negligible further economic impacts. Therefore, there is likely to be little value in further
evaluation work on this particular case study.

= steer davies gleave January 2018 | 4



1

1.1

1.2

1.3

14

New or improved rail lines — Evaluation case studies of local economic impacts | Falmouth Case Study

Introduction

This report sets out the findings of the Falmouth case study into the economic impacts of rail
investments, forming part of a wider study into the economic impacts of investment in new
and improved rail lines. In total, six case study reports have been produced and are
supplemented by an Executive Summary document and a Technical Report. Falmouth was
selected as a retrospective study, where investment and rail service improvements to the
Maritime Line were delivered in 2009. A Technical Report supplements this case study report
and provides additional background information.

The case study used evidence to establish the initial impacts that rail frequency improvements
have had on rail usage, local economic growth and wider economic benefits. This introductory
chapter provides some brief background to the wider project and to this particular case study.
This chapter is followed by chapters which:

e provide a brief overview of the pre-intervention socio-economic characteristics and
market for rail travel in Falmouth (Chapter 2);

e introduce the chosen comparison area of Gunnislake (Chapter 3);

o explore the impacts of the rail improvements on local rail patronage (Chapter 4);

e evaluate the impacts of the scheme on the local economy of Falmouth, including local
residential and business investment, local employment and firm productivity (Chapter 5),
and;

e draw out conclusions from this case study (Chapter 6).

Overall aims of the project

The purpose of this project is to generate evidence to increase understanding of the economic
impacts of rail infrastructure investments, including the relationship between the provision of
improved rail services and economic growth. DfT commissioned the project to start to build an
evidence base in this area, for which there is currently limited ex-post evaluation evidence
available. This project tests the insights that can be gained by using a case study approach to
build a detailed and rich narrative of the particular context in which the new or improved rail
lines are being delivered, and how this relates to any observed behavioural and economic
impacts. The relative strengths and limitations of a case study approach are discussed further
in the Technical Report.

We investigate first the evidence for behavioural change (e.g. demand response) as a
precursor to economic impacts, before considering potential economic impacts. Given that
this is an innovative and methodologically challenging area, we aim to first build an evidence
base across a small number of case studies on any potential economic effects, without going
so far as to then explicitly address questions of additionality and displacement within this
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study (i.e. questions around whether any increased economic activity is newly generated or
displaces from elsewhere).

Within each of the project case studies, three central hypotheses are being tested:

1. Thatimproved rail services will, by making rail travel more convenient for local people,
encourage additional rail trips including some generated trips and some captured from
other modes.

2. That the new service, and enhanced connectivity it offers, will make the local area a more
attractive place to:

i. live;
ii. work;and/or
iii. locate a business.
(investment and employment effects).

3. Businesses located within the local area of the new services will benefit from improved
access to potential employees, customers, and suppliers, resulting in greater productivity
(productivity effects).

While these are generic hypotheses, each case study has been purposely selected to include
transport interventions that will deliver different outputs under different circumstances and
lead to a diversity in the scale, nature and distribution of economic outcomes that may be
realised. The remainder of this report considers the specific features of the Falmouth case
study.

The Falmouth case study
Why was Falmouth chosen as a case study?
Falmouth was selected as a retrospective case study for several reasons:

e prior to 2009, the Falmouth Branch line was served by 1tph to Truro and onwards. Rail
improvements at Penryn station introduced a standard pattern and a doubling of
frequency on the line to 2tph all day, significantly improving connectivity on the line. This
was expected to have a positive impact on the accessibility of Falmouth, which may
increase its attractiveness as a place to live, work, locate a business and/or visit;

e  Falmouth is a tourist and day trip destination, and therefore could see benefits in terms of
visitor volumes resulting from improvements to its rail services, as well as increased
commuting and business travel patronage; and

e the timing of the rail improvements in 2009 grants a sufficient timespan to retrospectively
identify any economic impacts that have arisen following the investment, and to allow
comment on any potential future impacts.
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What was the nature of the improvements at Falmouth?

1.8 The Falmouth Branch line runs from Truro (the interchange for the Cornish mainline) to
Falmouth Docks in Cornwall, with stops at Perranwell, Penryn, Penmere, Falmouth Town and
Falmouth Docks (the last three of these stations are within the town of Falmouth). Figure 1.1
below indicates where these stations are located relative to others in Cornwall and western
Devon.

Figure 1.1: Railways in Cornwall and West Devon
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Source: https://www.gwr.com/~/media/gwr/pdfs/maps/gwr-network-map.pdf?la=en
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The location of the Falmouth case study area within Cornwall is shown below, in Figure 1.2.
This figure also indicates the location of the Gunnislake comparison area.

Figure 1.2: Falmouth within the South West
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Falmouth is served by three railway stations: Penmere (serving the residential areas to the
west of the town centre), Falmouth Town (serving the town centre) and Falmouth Docks
(serving the industrial docks area to the west). These are shown in Figure 1.3 below.

The Falmouth case study area has been defined using the Medium Super Output Area (MSOA)
geography that is used by the Office of National Statistics (ONS) for analysis and presentation
of Census data. Cornwall 062, Cornwall 063 and Cornwall 064 were used to define the study
area (Figure 1.3). These MSOAs form a contiguous combined case study area encompassing
Falmouth town centre, the three stations and the area between them.

Figure 1.3: Falmouth case study area
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In May 2009, improvements to the Falmouth Branch line infrastructure were completed to
facilitate an increase in the train service frequency on the line to two trains per hour (tph), at
evenly spaced intervals throughout the day, to Truro. Prior to these improvements, the line
was served by 1tph at irregular intervals to Truro.

The improvements consisted of a new 400m passing loop and signalling at Penryn station
(which is approximately half way along the 19km route), a platform extension at Penryn
beyond the passing loop, a new car park and waiting shelter at Penryn and introduction of a
standard operating pattern, doubling the frequency on the line to 2tph throughout the day.
The scheme also facilitated an increase in weekend services from 13 to 28, greatly improving
connectivity between Truro and Falmouth, and to London via interchange at Truro.
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2 Economic, socio-demographic and
transport context

Introduction

2.1 This chapter outlines the socio-economic and transport context of the case study prior to the
introduction of the enhanced service in 2009, providing an overview of the geography and
economic profile of Falmouth and how this compares to the wider South West region during
the baseline period. The case study area encompasses the three Falmouth stations and the
area between them (see Figure 1.2).

Overview of Falmouth

Where is Falmouth, and what is the geography of the area?

2.2 Falmouth, located in the South West within Cornwall, is a popular visitor destination located
approximately 60 miles west of Plymouth, approximately 1 hour 45 minutes travel time by
road or rail.

2.3 Falmouth is accessible by road via the A39 and A393, which provide single carriageway access

to Truro and Redruth, connecting with the A30 dual carriageway to Penzance, Plymouth, the
M5 and the wider motorway network. Local road links, other than the A30, tend to be slow,
reflecting the hilly relief, and pass through numerous small villages and settlements. National
Express coaches also serve Falmouth from destinations throughout the UK, with connecting
services to Cornwall from Bristol, Birmingham and London.

2.4 Great Western Rail operate high speed services from London Paddington to Plymouth, Truro
and Penzance, via Reading and Exeter. Passengers are required to change at Truro for services
to Falmouth using the Falmouth Branch line. Journey times are approximately 20 minutes
from Truro to Falmouth, and just over four hours from Truro to London Paddington. Great
Western Rail also operates a daily sleeper service from London, and Cross Country also
operate services into Cornwall from the Midlands, the North and Scotland.

2.5 Ferry services provide connections from Falmouth, with regular ferry services linking
Falmouth, Truro (at high tide), St Mawes, St Anthony Headland, Flushing and Trelissick Garden
(Fal River links). The King Harry ferry for example, connects St Mawes and the Roseland with
Feock, Truro and Falmouth (avoiding a 27 mile route through Truro and Tresillian) and the St
Mawes Ferry provides access between Falmouth and St Mawes 7 days a week all year round.
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What are the demographic trends within the town?

Falmouth’s population grew at a steady rate between 2004 and 2008, in line with both the
regional and national averages. Figure 2.1 presents the change in population for Falmouth,
Cornwall, the South West and England in this period, based on Office for National Statistics
mid-year population estimates.

Cornwall’s population in 2004 was approximately 512,000, with the population of Falmouth
approximately 21,000 people. Annual population growth in Falmouth from 2004 to 2008 was
approximately 0.7%, similar to the Cornwall average and marginally less than that in England.

Figure 2.1: Population Index, 2004-2008
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How does Falmouth’s economy compare to the wider region?

Figure 2.2 outlines the change in total employment (aged 16-64) within Cornwall, the South
West and England between 2004 and 2008, indicating the trends prior to the transport
intervention. Detailed historic employment data is only available at a local authority level, and
hence is not available for only the town of Falmouth itself.

Employment in the South West followed a similar pattern to the national (England) trend in
this period. In Cornwall (where Falmouth is located), total employment grew after 2004,
largely in line with the national average. This trend is illustrated by the data represented in
Figure 2.3 and Table 2.1 below.

Figure 2.2: Total Employment Index (aged 16-64) in Cornwall, 2004-2008
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Table 2.1: Employment rate (aged 16-64) in Cornwall, 2004-08

Cornwall 71.8 72.1 72.4 71.0 71.1
South West 75.8 75.7 75.9 76.1 76.2
England 72.8 72.9 72.6 72.6 72.3

Source: Annual Population Survey, Office for National Statistics (accessed 2017)
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Figure 2.3 outlines the broad industrial composition of local employment in Falmouth prior to
the intervention. The analysis indicates that employment is typified by secondary services such
as Accommodation and Food Services (19%) and Wholesale and Retail (19%), likely reflecting
Falmouth’s status as a popular visitor destination, as well as the location for Falmouth
University's Woodlane Campus. The Manufacturing sector (17%) is linked to the maritime
sector, with firms operating in the building and repair of pleasure and sporting boats (such as

A&P Falmouth) and other activities.

Figure 2.3: Employment by industry in Falmouth, 2008
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2.11 Gross Value Added (GVA) is an economic measure of the value of outputs from the businesses
in an area. In simple terms, it is the difference between the value of goods and services
provided and the cost of providing them.

2.12 Figure 2.4 shows GVA per worker (a measure of productivity) in Cornwall (GVA is not available
at a more local level) between 2004 and 2008. Since the dominant industrial sectors (such as
tourism) within Cornwall are typically less productive and lower paid than many higher-skilled,
knowledge-based sectors located in larger urban areas, it is unsurprising that output per
worker in Cornwall was consistently lower than the national average in this period. GVA per
worker in Cornwall was significantly less than the national average in 2008, at £35,326 per
head compared to £49,355 per worker nationally.

Figure 2.4: GVA per worker in Cornwall, 2004-2008
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What are the commuting patterns of Falmouth residents?

Table 2.2 highlights how Falmouth residents commuted to work according to the 2001 Census.
It indicates that only a very small minority of Falmouth residents used the train as their means
of commuting at that time; the majority (60.7%) of Falmouth’s employed residents used a car

oravan.

Table 2.2: Falmouth residents’ mode of commuting, 2001

All people aged 16 to 74 in employment
Work mainly at or from home
Underground, metro, light rail, tram
Train

Bus, minibus, or coach

Motorcycle, scooter or moped
Driving a car or a van

Passenger in a car or van

Taxi

Bicycle

On foot

Other

8,189
850
13
140
252
112
4,344
627
65
153
1,520
113

100.0%
10.4%
0.2%
1.7%
3.1%
1.4%
53.0%
7.7%
0.8%
1.9%
18.6%
1.4%

Source: ONS Census 2001, Travel to Work data (accessed 2017)
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2.14 Figure 2.5, however, illustrates how the average distance commuted by those using the train
was more than double that of the next mode’s average distance, indicating the
disproportionate importance of rail for longer-distance commuters. Figure 2.5 combines the
data for train commuters with that for “underground, metro, light rail or tram”, to allow
comparison with 2011 Census data in later chapters.

Figure 2.5: Average distance travelled to work by Falmouth residents (by mode), 2001
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Rail usage at Falmouth
What have been the recent trends in usage of rail services at Falmouth?

2.15 In 2005/06, there were approximately 196,100 journeys to or from the three Falmouth railway
stations combined, of which 85,900 were from Falmouth Town, 38,500 from Falmouth Docks,
and 71,700 from Penmere. By 2008/09, the Compound Annual Growth Rate in the entry and
exits was 5.7% across the three stations, the same as the national average. Figure 2.6
illustrates the trend in railway patronage at the three Falmouth stations in this period,
particularly highlighting the significant growth above the national average at Falmouth Docks
station. However, it should be noted that this growth is based on a small base (approximately
130 entries and exits per day).

Figure 2.6: Index of station usage, 2004-5 to 2008-09
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In terms of the destinations of trips starting at the Falmouth stations, in 2008/09 over half
(56%) were on the Falmouth branch line with Truro being by far the single most popular
destination (49%). Further afield, 7% of destinations were to Plymouth and 5% to London.

Table 2.3 indicates the most popular destinations for journeys from each of the three
Falmouth stations in 2008/09, immediately prior to the rail intervention. This data suggests
that destinations on the Falmouth Branch line were popular from all three stations, although
there was also substantial variation between these stations. Significantly more trips from
Penmere (75%) were made within the Falmouth Branch Line than from Falmouth Town (56%)
and Falmouth Docks (40%).

Table 2.3: Popular destinations for journeys

Falmouth Branch line stations Falmouth Town Falmouth Docks

Truro 65% 47% 35%
Perranwell 2% 2% 0%
Penryn 7% 7% 5%
Penmere - 0% 0%
Falmouth Town 0% - 0%
Falmouth Docks 1% 0% -
Total Falmouth Branch Line 75% 56% 40%
London Paddington 2% 6% 8%
Plymouth 7% 7% 8%
Penzance 2% 3% 5%
St Austell 3% 2% 7%
Par 0% 3% 3%
Exeter St. David’s 0% 1% 0%
All other stations 11% 22% 29%

Source: Origin-Destination Matrix, ORR (accessed 2017)

Summary

Prior to the investment in the Falmouth Branch line, Falmouth was experiencing population
growth broadly in line with the Cornwall average.

Census data indicates a clear majority of local Falmouth residents commute to work by car,
with only a small proportion (<2%) travelling to work by rail. Most people appear to work
locally (except for those commuting by rail).

Employment in Falmouth appears to be overly concentrated within the Accommodation, Food
Services and Retail sector, accounting for approximately 40% of local employment. This is
likely to reflect the strong reliance on the tourist sector.

The growth of rail patronage prior to the investment was in line with the national average, and
somewhat ahead of the regional average.
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The comparison area

Introduction

Comparison areas are used to disaggregate the effects of the rail investment from more
general transport and economic trends, such as increasing rail use nationally. This chapter
introduces the Gunnislake comparison area, used within the Falmouth case study, including
the rationale for its selection, and identifies any relevant differences between it and the town
of Falmouth.

Selection of the comparison area
How (and why) was the comparison area selected?

Selection of a Falmouth comparison area was challenging, since it was difficult to identify a
town of similar population and economic status within Cornwall served by a branch line, which
had not benefitted from a rail service improvement during the same time period. The
Gunnislake comparison area, located within the local authority of Cornwall to the north west
of Plymouth (Figure 3.1), was selected since it represented the closest comparator to
Falmouth: broadly economically similar, but located on a different branch line unaffected by
the increased frequency of rail services.

Gunnislake is served by Gunnislake station, the northern terminus of the Tamar Valley line
from Plymouth. Nine train services operate each way to Plymouth on weekdays, eight on
Saturdays and five on Sundays taking approximately 45 minutes?, broadly comparable to the
service frequency on the Falmouth Branch line prior to rail improvements in 2009.

There are also connecting buses from Gunnislake to the town of Tavistock. The nearby towns
of Callington and Tavistock (both five miles from Gunnislake) do not have railway stations, and
residents of these areas must access rail services at Gunnislake or Calstock station, which is
located two miles south on the Tamar Valley line. The station is designed to attract users from
a wider area, many of whom will access rail services by car (and park at the station, where
there is provision for 30 cars).

1 Realtime trains; http://www.realtimetrains.co.uk/
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Figure 3.1: Location of Falmouth case study area and Gunnislake comparison area
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Comparison of rail usage

Trends in rail usage at Falmouth and Gunnislake pre-intervention

Figure 3.3 below illustrates the trends in rail usage between the Falmouth rail stations and
Gunnislake, including the regional and national averages for comparison, and taking 2004-05
as the index year. This evidence suggests that, prior to the transport intervention, patronage
at Gunnislake station was increasing at a comparable rate to that of the Falmouth stations,
albeit with a slightly lower growth in 2008/09. This pre-intervention trend indicates that, in
terms of rail usage, Gunnislake offers a reasonable comparator case for assessing whether the
rail intervention had a direct impact on station entries and exits in Falmouth.

Figure 3.3: Index of station entries and exits in Falmouth and Gunnislake, 2004-05 to 2008-09
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3.6 Table 3.1 outlines the top ten destinations for train journeys from the Falmouth stations and
from Gunnislake respectively, prior to the rail intervention on the Falmouth branch line. The
key finding from this data is that the profile of destinations from the Falmouth stations is very
similar across all three, and there are significant differences between all three and Gunnislake,
in terms of the specific destinations. It is also apparent that almost all rail trips are to
destinations in the local area, rather than further afield. This characteristic is shared by the
Falmouth stations and Gunnislake.

Table 3.1: Top 10 destinations from Falmouth and Gunnislake stations, 2008-09

Truro 65% Truro 35%  Truro 47% Plymouth 77%
2 Penryn 7% Paddington 8% Penryn 7% Bere Alston 3%
3 Plymouth 7% Plymouth 8% Plymouth 7% f/ti;:l?cg::\a:c):ad 2%
4 St.Austell 3% St.Austell 7% Paddington 6% Devonport 2%
5 Paddington 2% Penzance 5% Penzance 3% Bere Ferrers 2%
6 Perranwell 2% Penryn 5% Par 3% Paddington 2%
7 Penzance 2% Par 3% Perranwell 2% Calstock 1%
8 Falmouth Docks 1% Exeter St. David's 2% St.lves 2% Keyham 1%
9 Liskeard 1% Bodmin Parkway 2% St.Austell 