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1. Purpose 
 
1.1 To set out the West of England’s response to the Department for Transport’s (DfT) 

consultation on the new Great Western Franchise and note the preferred location for the 
new Henbury station. 

 
2 Great Western Franchise 

 
2.1 The current Great Western Franchise operated by Great Western Railway (GWR) will, 

following a one year extension, finish at the end of March 2020.  Subject to negotiation 
GWR will be awarded a new 2 year Direct Award to continue operating services to 2022 
with a possible 2 year extension to 2024.  This will help to minimise disruption to services 
during a period of great change.  The Direct Award will then be replaced with a new 
franchise of a yet to be determined length. 

 
2.2 The DfT are consulting on what the new Great Western Franchise should look like.  This 

consultation is earlier than expected necessitating this report to the 2 February 2017 Joint 
Committee.  It is the opportunity for the West of England to clearly set out its requirements 
for the new franchise (see section 3).  The consultation document makes several 
references to MetroWest which is welcome recognition of how far the scheme has 
progressed.  Closing date for responses is 21 February 2018 

 
3 Requirements for the new franchise 
 
3.1 There are three key West of England requirements for the new Franchise: 
 

1) MetroWest services 
2) New rolling stock to meet current and future demand 
3) 15 minute frequencies on key urban routes and other new and enhanced services 

 
3.2 These are summarised below whilst the full detailed response, which has been drawn up 

by officers from all four councils and WECA, can be found in Appendix One.   
 

1) MetroWest services 
 
All MetroWest services to be provided at no cost to the local authorities in the Direct Award 
and new Great Western Franchise including: 
 

• Hourly services from Bristol Temple Meads to Portishead with stops at Pill, Parson 
Street and Bedminster. 

• Half hourly all stopping service between Avonmouth (hourly to Severn Beach) and 
Bath Spa and Westbury including the new Portway station. 

• Half hourly service from Bristol Temple Meads to Yate and Gloucester. 

• Hourly service on the reopened Henbury Line with stops at North Filton, Henbury and 
Ashley Down. 
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2) Rolling Stock  

 

• New fleet of bi-mode trains for local and regional services to replace the current 20 to 
35-year-old fleet of diesel multiple units. 

 
3) New and Enhanced Services 

 

• 15 minute turn up and go services on key urban routes e.g. Bath Spa to Clifton Down. 

• Bristol to Oxford with connections to East-West Rail. 

• Hourly London Paddington to Weston-super-Mare. 

• Three trains per hour London Paddington to Bristol Temple Meads via Bath Spa. 

• Fast, limited stop and all stopping services on routes to Taunton/Exeter, Gloucester 
and Cardiff to Portsmouth via Bristol Temple Meads and Bath Spa. 

 
3.3 In addition to these priorities we expect to see the new Franchise include smart ticketing 

with full interoperability with local bus services, financial and officer support for the 
Severnside and Heart of Wessex Community Rail Partnerships, a programme for local 
station enhancements and a network that is fully accessible. 

 
Splitting the franchise 
 

3.4 To note is the Government’s proposal to split the current franchise into two Service Offers: 
 

Service Offer 1 - Intercity markets between London, Bristol and South Wales and Thames 
Valley local services. 
 
Service Offer 2 - Long distance services between London, Somerset, Devon and Cornwall 
and all local services including the West of England and MetroWest.  

 
3.5 Whilst the West of England’s response to the franchise consultation is firmly focused on 

what we want to see delivered, as set out above, there are issues around the viability in 
terms of finances and operations of having a split franchise.  Any split would need to 
ensure full co-ordination and co-operation between the franchises.  In the current franchise 
for example long distance services can be stopped at local stations to pick up passengers 
left behind if a local service has been cancelled or delayed.  This flexibility could be lost in 
a split franchise. 

 
3.6 In terms of delivering, risk sharing, and aggregating benefits from funding major 

infrastructure and service projects such as MetroWest it is unclear how a split franchise 
would best manage this.  A split franchise could increase complexity by introducing an 
additional interface with the need to deal with two or more franchises and deterring future 
third party investment. 

 
3.7 Future options for a West of England based franchise or separate business unit within one 

franchise should not, however, be ruled out or prejudiced by an early split in the franchise.  
With MetroWest establishing a network of radial services focussed on Bristol Temple 
Meads and the West of England’s travel to work area this is one possible model for a 
business unit.   

 
3.8 A split franchise would enable a stronger local focus and with Service Offer 1 already 

having new rolling stock there is the opportunity for Service Offer 2 to push for a brand-
new fleet of rolling stock as per the Northern and East Anglian franchises.   

 
3.9 The proposed split may not be the best one to pursue and we need to understand in more 

detail the impact of any proposals.  For now, the West of England position is to express 
concerns about the split whilst leaving open the opportunity to enter into discussions with 
the Department for Transport on future options. 
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4. Henbury Station 
 
4.1 In late 2015 early 2016 two station sites for Henbury Station – the former station site to the 

west (Henbury West) and a new site to the east of the A4018 (Henbury East) were 
consulted on.  Support for the sites was near equal so the decision was taken to continue 
design options for both.  To keep to the delivery programme for MetroWest Phase 2 a 
confirmed location needed to be identified for Network Rail to complete the next stage of 
the station development.  

 
4.2 Network Rail have now completed further design and development work and considered 

the merits of the two locations through a Station Location Advice Note.  This work has 
identified that Henbury East is the preferred location and the one which it is recommended 
should be developed to the next stage.  The main reasons for Henbury East are: 

 

• Better provisions for existing and proposed developments, such as station car 
parks/drop off areas, access to recreational facilities and pedestrian/vehicular access 
and egress to the area. 

• Limited implications on existing assets. 

• Opportunity to standardise station layout with North Filton. 

• Limited likelihood of dealing with contaminated land. 

• Ground conditions potentially have a lower risk of settlement/consolidation in the 
construction phase. 

• Limited overall risk profile.  Track drainage offers a relatively higher capacity, 
minimising risk of degrading track beds. 

• Off-track drainage avoids interaction with existing system, limiting alterations with 
existing assets. 

• Fewer existing structures that could constrain the design process, in particular platform 
alignment/layout and signal sighting. 

• If a spur service is in place and the service terminates at Henbury East station there is 
no impact with the A4018 or B4055 overbridges. 

• Greater ability to provide a loop service without needing to purchase third party 
commercial land. 

• Lower costs - Henbury East: £9.04m - £10.04m versus Henbury West: £9.9m - £11.0m 
 
4.3 A detailed analysis of the two station sites can be found in Appendix Two.  The decision to 

go forward with the Henbury East site was made by the MetroWest Rail Programme Board 
under the existing project governance arrangements.  The decision has been shared with 
the Executive Transport Members for South Gloucestershire Council and Bristol City 
Council. 

 
5 Consultation: 
 
5.1 The West of England’s response to the Great Western Franchise draws on previous 

representations from stakeholder groups for new services. 
 
5.2 The Henbury station location options discussed in this report have been previously 

consulted.  The result of this consultation can be found at MetroWest: Phase 2 – 

Travelwest. 
 
6 Other Options Considered:  
 
6.1 There no other options to consider for either the Great Western Franchise response or the 

Henbury station location. 
  

https://travelwest.info/projects/metrowest/metrowest-phase-2
https://travelwest.info/projects/metrowest/metrowest-phase-2
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7 Risk Management/Assessment: 
 
7.1 There are no direct implications arising from this report for either the Great Western 

Franchise response or the Henbury station location. 
 
8 Public Sector Equality Duties: 
 
8.1 There are no implications arising from this report for either the Great Western Franchise 

response or the Henbury station location. 
 
9 Economic Impact Assessment: 
 
9.1 MetroWest Phase 2 will generate 164 net new permanent jobs and £8M per annum GVA.  

In addition, further temporary jobs and GVA will be created during the construction phase 
as follows, 715 net construction jobs and £24m GVA during 2020-2021.  

 
10 Finance Implications: 
 
10.1 Henbury East station is anticipated to cost £9.04m - £10.04m and Henbury West £9.9m - 

£11.0m.  Henbury East is the most preferred. 
 
11 Legal Implications: 
 
11.1 None arising from this report for either the Great Western Franchise response or the 

Henbury station location. 
 
12 Land/Property Implications: 
 
12.1 Land has been identified within the outline planning applications adjacent to both the East 

and West sites for a local station and station access at Henbury. 
 
13 Human Resource Implications: 
 
13.1 None arising from this report for either the Great Western Franchise response or the 

Henbury station location. 
 
14 Recommendation:  
 
The recommendations to be voted on by the four local authorities and the Mayor of the West of 
England Combined Authority. 
 
14.1 The Committee is asked to endorse the response as set out in Appendix One to the 

Great Western Franchise consultation. 
 

14.2 The Committee is asked to note the decision to progress MetroWest Phase 2 Henbury 
station to the next stage of design and development at the Henbury East location as 
identified in the MetroWest Phase 2 Henbury - Station Location Advice Note.  

 
 
West of England Combined Authority Contact: James White, Interim Head of Transport 
 
james.white@westofengland-ca.gov.uk 
 
  

mailto:james.white@westofengland-ca.gov.uk
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Background Papers 
 
Great Western Rail Franchise Public Consultation, Department for Transport, 2017 
 
MetroWest Phase 2 Preliminary Business Case (including Appendix F ‘Henbury Station Location 
Options Assessment’), 2015 
Report on Henbury Station Location Consultation, 2016 

(both published at: https://travelwest.info/projects/metrowest /metrowest-phase-2) 
 
MetroWest Phase 2 Henbury- Station Location Advice Note version 4.0, November 2017.  
 
 
  

https://travelwest.info/projects/metrowest%20/metrowest-phase-2
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Appendix One 
 
West of England Response to the Great Western Franchise 
 

 
 
Great Western franchise 
1. Personal details  
  

1. Your email. You don't need to provide an email address, but it will allow us to contact you if 
we have any queries regarding your response. Section 5.9 of the consultation document 
describes how we will process your information in line with the Freedom of Information Act 
2000, and the Data Protection Act 1998.  
 

 James.white@westofengland-ca.gov.uk 

2. About you  
  

2. Are you responding: * 
 
   as an individual? (Go to 4.Your travel) 

×   on behalf of an organisation? (go to 3. Organisational details) 

3. Organisational details  
  

3. Your organisation name.  
 

 West of England Combined Authority 

4. Your travel  
  

4. Which station(s) on the Great Western network do you use most frequently?  
 

  
 
 

  

5. Which service group (listed in paragraph 1.1 of the consultation document) do you use most 
frequently?  
 
   Thames Valley 
   High Speed 
   Western 
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6. What is the most common purpose of your journey on Great Western?  
 
   Commuting 
   Travel to Education 
   Accessing Public Services (e.g hospitals) 
   Business 
   Leisure 

5. Objectives for the franchises  
  
Taking account of the opportunities and challenges outlined, and the government’s objectives for 
transport more generally, we propose the core objectives for the Great Western franchise in the 2020s 
which are to:   

• provide safe, punctual and reliable services with enough seats and space for people 
who want to use them 

• focus on the needs of the travelling public to provide an excellent and continually-
improving customer experience for all passengers, whatever their particular needs and 
abilities 

• maximise the benefits for passengers from the current transformational 
investment in the Great Western railway network 

• maximise the contribution of the railway to driving local and regional economic 
growth, enabling planned growth in housing, and meeting the wider needs of citizens 
and society across the whole of the franchise area 

• be a responsible employer who invests in the welfare and the development of its 
workforce, motivating staff and equipping them with the right skills to provide the best 
possible customer service 

• strengthen the connection between the railway and the communities it serves, 
supported by strong relationships with all those who have an interest in the franchise and 
the services it provides 

• continue to improve the environmental performance of the railway and support 
wider environmental objectives by providing an attractive alternative to more polluting 
modes, and improving measures such as energy and water consumption and recycling 

• develop close collaborative working with Network Rail and other partners, bringing 
the operation of track and train closer together to deliver the best possible service for 
passengers and drawing in funding from the widest possible range of sources 
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• work with the government and other agencies to support the development and 
delivery of other major rail investment schemes, such as the proposed western rail 
link to Heathrow, East-West Rail and the interface with HS2 at Old Oak Common 

• operate efficiently, providing best value for taxpayers’ and passengers’ money, 
thereby ensuring the maximum possible resources are available for further service 
improvements  

 

7. To what extent do you agree or disagree with these priorities for the Great Western franchise 
in the 2020s?  
 
   Wholly agree with the priorities 

×   Agree with the majority 

   Disagree with the majority 
   Wholly disagree 
  

8. Why?  
 

For the West of England there are three key requirements for the new Franchise: 
 
1) MetroWest services 
2) New rolling stock to meet current and future demand 
3) 15 minute frequencies on key urban routes and other new and enhanced services 
 
We agree with the majority of the franchise objectives but there should be a specific objective on 
providing the capacity to meet current and future demand in line with our requirement for rolling stock.  
The reference to “with enough seats and space” in the first objective is simply not strong enough. 
 
We want greater involvement and input in drawing up timetables and services, timetable changes, fare 
levels, ticketing and monitoring (punctuality, short formed trains, cancellation, overcrowding).  Formal 
review points are required to ensure targets and capacity commitments are being met. 
 
We would welcome signing up to a working agreement to cover these issues with the successful 
bidder for the Great Western Franchise. 
 
The franchise should include a requirement to reach out to groups that do not normally travel by rail 
particularly those seeking work and education and for franchisees to market and promote such 
schemes. 
 
As set out later in this response the new franchisee must be fully on board with planned housing and 
employment growth in the West of England through the Joint Spatial Plan to 2036 and have a long-
term strategy to plan for this growth. 
 
There should be standardised delay repay compensation to passengers on all Great Western 
services after 15- minute (25%) and 30-minute delays (50%), as well as 100% after one hour plus.   
This will bring the franchise in line with other franchises like London South Western, Cross Country 
and the West Midlands.  It would both fairly compensate passengers and concentrate franchisee’s 
mind on reducing these delays which cause great inconvenience to passengers, especially time-
pressed rail commuters. 
 
The objective to strengthen the connection with communities should make specific reference to 
Community Rail Partnerships. 
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9. Are there any priorities which you would add or change, and why?  
 

See the response to question 8.  
 

 

6. Splitting the franchise  
  
The map illustrates one possible option for a two-way split of the current Great Western franchise, 
comprising:  

• one franchise, coloured blue on the map below, concentrating on the intercity markets 
between London and Bristol, South Wales and the Cotswolds, outer suburban and 
branch line services in the Thames Valley, airport services and potentially future services 
using the proposed western rail link to Heathrow. 

• another franchise, coloured red on the map below, providing long-distance services 
between London, Somerset, Devon and Cornwall (including the Sleeper), together with 
regional and local services across the central and south-western parts of the franchise 
area, including potential future services to Portishead and other elements of the 
'MetroWest' scheme. This could include the services between Paddington, Newbury and 
Bedwyn, as although they may be a good fit with other Thames Valley services, there 
could be potential for the Newbury and Bedwyn services to be integrated within the 
longer-distance intercity services that operate along the same route.  

 
 
 
The text in paragraphs 3.2 - 3.6 of the main consultation document outlines the advantages and 
disadvantages of either splitting the franchise or retaining it as a single franchise. 
 

10. Do you agree or disagree with the proposals for splitting the Great Western franchise into 
smaller franchises?  
 
   Agree 
   Disagree 

×   No opinion 

  

11. Why?  
 

If the franchise is to be split both Service Offers must be viable in terms of finances and operations, 
include clear commitments for co-operation and sharing of resources to relieve capacity issues, have 
seamless links across franchise boundaries and both must continue to have a local focus.  In the 
current franchise for example long distance services can be stopped at local stations to pick up 
passengers left behind if a local service has been cancelled or delayed.  This flexibility could be lost in 
a split franchise.  Should there be a split, there needs to be a clear protocol on how delays will be 
dealt with (e.g. should a late stopping service operated by Service Offer 2 be held to allow a long-
distance service from Service Offer 1 to proceed).  Any split should not make co-operation between 
the two franchisees, Network Rail and the local Community Rail Partnerships more difficult by 
introducing another party into the relationship. 
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In terms of local authority investment in rail we have concerns about the impact of a split franchise on 
aggregating the benefits and revenue from the investment.  The West of England’s planned spatial 
growth over the next 20 years means we need the mechanism for planning, approval and delivery of 
new rail infrastructure and new and enhanced train services funded by third parties improved and 
streamlined.  Desirable outcomes would be to speed up the process and create a more equitable 
apportionment of the risk and reward amongst the partners. 
  
An element of greater risk sharing could be achieved by creating a mechanism where the franchisee is 
free to accept the patronage risk/reward associated with a new or enhanced service (positive and 
negative) and may also therefore be prepared to invest in the proposal.  This could potentially attract 
additional capital investment and remove the requirement for local authorities or other third-party 
investors to underwrite the patronage risk on some schemes.   
  
The current system, whereby a third-party investor is required to underwrite both the capital cost of the 
scheme and only the negative risk of the patronage demand, is a considerable disincentive to both 
local authorities and private sector investors.  The splitting of the current franchise would make the 
ability to aggregate and capture some of the additional revenue generated from an increase in 
patronage (from the composite of local services and intercity services) more complex by introducing 
an additional interface with the need to deal with two or more franchises. 
  
It is a key priority for the West of England to harness the development value generated by our planned 
spatial growth and reinvest it into local infrastructure.  New and enhanced rail services will be a major 
part of the transport infrastructure required to support this growth, and in the context of third party rail 
investment it is probable that the Local Authorities will be the ‘developer’ for most schemes engaging 
with Network Rail and the franchisee to develop the proposals.  Creating a mechanism where 
proposals for schemes can be agreed in principle at a local level between the parties and funded 
locally by developer contributions, before seeking draft approval would in our view greatly speed up 
the process in many instances.  This mechanism is required for whatever shape the new franchise 
takes. 
 
Future options for a West of England based franchise or separate business unit within one franchise 
should not be ruled out or prejudiced by an early split in the franchise.  With MetroWest establishing a 
network of radial services focussed on Bristol Temple Meads and the West of England’s travel to work 
area this is one possible model for a business unit.   
 
A split franchise would enable a stronger local focus and with Service Offer 1 already having new 
rolling stock there is the opportunity for Service Offer 2 to push for a brand-new fleet of rolling stock as 
per the Northern and East Anglian franchises.  The proposed split may not, however, be the best one 
to pursue and we need to understand in more detail the impact of any proposals.  For now, the West 
of England position is to express concerns about the split whilst leaving open the opportunity to enter 
into discussions with the Department for Transport on future options. 
 
 

7. Geographic boundaries of the franchise  
  
We have identified some potential options for changes to the geographic boundaries of the 
franchise.  These options would remain relevant whether the franchise is retained as a single large, 
integrated franchise or split into smaller franchises.  These options are:  

• the Greenford branch.  Some stakeholders have questioned whether the Greenford 
branch is best served in future by the Great Western franchise or whether there could be 
a case for incorporating it into the Chiltern franchise, which is due to be re-let in 
2021.  Chiltern operates a large fleet of similar diesel trains from its nearby depot at 
Wembley and could therefore be well placed to operate the service in future. 

• Brighton. The current Great Western franchise operates a small number of through 
services from Brighton to Southampton, Salisbury, Bristol and beyond. While these 
services provide useful direct links to and from the south coast, they are infrequent and 
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contribute to an irregular service pattern between Brighton, Chichester and Southampton. 
Transferring the Brighton-Southampton part of these services into the successor to the 
current Thameslink, Southern & Great Northern (TSGN) franchise, could allow a more 
consistent and regular service pattern to be operated on this route. Electric trains could 
replace diesels between Southampton and Brighton, providing more seats than the Great 
Western franchise provides today and releasing diesel trains to provide more space for 
passengers on other core routes within the Great Western franchise. If GWR services 
to/from Brighton were to be withdrawn, we would require the TSGN franchise to maintain 
sufficient capacity between Brighton, Portsmouth and Southampton. Different arguments 
might apply on weekdays, when these services provide a commuter service to/from 
Brighton, and where services beyond Southampton may be less important; and at 
weekends, when these services may more important for leisure passengers travelling 
longer distances who wish to avoid changing trains. 

12. Do you agree or disagree with the option outlined above for transferring Greenford branch 
services between West Ealing and Greenford to the Chiltern franchise?  
 
   Agree 
   Disagree 

×   No opinion 

 
Why?   

 
 

  

13. Do you agree or disagree with the option outlined above for transferring the existing 
Brighton-Southampton portion of the current Great Western Bristol – Salisbury – Southampton 
- Brighton service to the Thameslink, Southern and Great Northern franchise (or a successor 
franchise)?  
 
   Agree 
   Disagree 

×   No opinion 

 
Why?   

Whilst we are concerned at the loss of through services, noting the Passenger Focus research for the 
Great Western Franchise in 2013 which highlighted that an aggregate of 31% of passengers will not 
make their journey if they have to change trains, if it happens there must be good connections and 
good interchange (ideally cross platform) to minimise the inconvenience to passengers. If the service 
is transferred, there should be no loss of rolling stock from the Great Western Franchise. 

  

14. What other locations or routes do you think should be considered for:  
 
adding to the 
franchise?   

  
 

transferring to 
another 
franchise?   

  
 

 
Give your reasons.   
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 No views. 
 
 

 
8. Collaboration  
  
Close collaboration between Network Rail and franchise operators is critical in providing a safe and 
reliable service for passengers. The current franchisee and Network Rail’s Western Route have 
already made significant efforts in this direction, including through their Alliance Framework 
Agreement, and setting up the Western Route Supervisory Board, comprised of Network Rail and 
representatives from the train operators on the route, and a representative from Transport Focus. 
 
Important aspects of collaboration between Network Rail and franchise operators include:  

• day-to-day operations, where collaboration helps smooth operation of the railway.  This 
is  particularly important during disruptions, in order to provide clear and accurate 
information to passengers  and to restore services as quickly as possible to minimise 
disruption 

• alignment of objectives and targets between the operator and Network Rail, e.g. on 
punctuality targets 

• maintaining and improving the network:  Network Rail needs access to the network to 
carry out maintenance and improvement work, meaning that there are times when 
passenger services cannot operate, or are reduced in frequency.  Current industry 
mechanisms for agreeing this access can result in opposing incentives for Network Rail 
and passenger operators.  Collaboration can allow better ‘whole industry’ decisions to be 
made, eg cutting back last services on some days of the week when demand is low to 
allow later services to operate on other days when demand for late-evening services is 
higher. 

• planning and delivery of major enhancement schemes:  Many more complex rail upgrade 
schemes require a combination of changes to the infrastructure, usually planned and 
carried out by Network Rail, and changes to the train service, which are the responsibility 
of the franchisee.  Successful delivery depends on integrating these aspects throughout 
the enhancement scheme.  Managing these interfaces in major enhancements can be 
challenging, especially where multiple organisations are involved, and any changes to 
one aspect of the project can have significant consequences for others.  Successful 
delivery is aided by having a single party with overall accountability for achieving the 
intended outcomes of such schemes. 

 
We will expect the next Great Western franchise to build further on the existing collaboration with 
Network Rail, which could include a stronger joint partnership approach to developing and  
designing future train service and infrastructure enhancement schemes.  
 

15. What do you think are the main challenges that might be addressed through coordination 
and integration between the train operator and Network Rail?  
 

Focussing on the needs of passengers rather than the operational needs of the railway, e.g. facilitating 
service improvements such as better Sunday timetables. 
 



 
ITEM 10 

 

 

Clarifying that passengers are Network Rail’s customers too. This may mean that freight operators’ 
needs must be balanced with those of passengers whilst recognising we want to see more freight 
moving from road to rail where capacity allows. 
 
Network Rail should be incentivised to help the franchisee get growth in passenger numbers. 
 
If the franchise is split, there need to be clear direction to Network Rail and the two franchisees on 
collaborative working in the overall interests of passengers. 
 

  

16. What do you think should be the future priorities for strengthened partnership working 
between the franchise operator and Network Rail?  
 

Capacity planning and work to deliver enhancements that deliver additional capacity through station 
platform extensions. 
 
Improve long term planning to minimise disruption to travelling public of planned work and consult 
highway authorities about temporary line closures at an early stage in the planning process.  
 
Reduction in delays, improved passenger satisfaction, improved provision of information when delays 
occur, higher passenger numbers.  As all of these are measurable targets could be set and a review 
process established. 
 
More flexible evening possessions to allow the franchise operator to run later services. 
 
More collaboration for planning services around maintenance work. 
 

 
9. Infrastructure enhancement schemes  
  
We believe that a key priority for the next franchisee should be to support the development of potential 
infrastructure enhancement schemes, including those promoted by local authorities or other third-party 
promoters, and to work with Network Rail on identifying sources of third-party funding. We will 
therefore consider how the specification for the next franchise can best support the development of 
locally-promoted enhancement schemes, focusing on those proposals that meet a clearly-identified 
local need, and that have realistic prospects of being prioritised by local funders and offering good 
value for money. Some examples are:  

• Peninsula Rail Task Force (PRTF): A group comprising local authorities and local 
enterprise partnerships from across the south west peninsula, which has developed 
proposals around three key themes: resilience and reliability, faster journey times and 
connectivity, and sufficient capacity and comfort. Network Rail and the current franchisee 
have already been working together following publication of PRTF’s "Closing the Gap" 
report and we will expect further collaboration to inform future infrastructure decisions in 
these areas. 

• MetroWest: A scheme being promoted by the West of England Combined Authority 
(WECA), to provide half-hourly services at most local stations in the Bristol area, as well 
as restoring passenger services to Portishead and opening other new stations. Subject to 
the local promoters deciding to proceed with this scheme, we will work with them to 
deliver the planned service enhancements. We are also examining the potential for the 
new MetroWest services to be extended beyond their currently-planned termini, to serve 
Gloucester and Westbury. We will request proposals from the current franchisee to 
source the additional rolling stock that such extensions would require. 
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• Devon Metro: A scheme promoted by Devon County Council to improve local rail 
services around Exeter, by constructing some new stations and providing more frequent 
and regular services on routes serving Exeter. 

• Okehampton: A scheme to start regular, year-round passenger services between 
Okehampton and Exeter, including a possible new station at Okehampton Parkway, as 
part of the wider "Devon Metro" concept. We will request proposals from the current 
franchisee to trial an all-week, year-round service on the Okehampton route. 

• Tavistock and Plymouth Metro: Devon County Council is leading a project to re-open a 
5.5 mile stretch of disused railway line between Bere Alston and Tavistock, to enable the 
introduction of rail services between Tavistock and Plymouth, and Plymouth City Council 
and local partners have begun to consider how such a scheme could form part of a wider 
‘Plymouth Metro’ concept. 

• North Cotswold Line Task Force: This recently-established Task Force draws together 
local authorities and other partners with an interest in the North Cotswold route between 
Oxford, Worcester and Hereford. It aims to develop proposals for faster and more 
frequent journeys to and from London. 

• Bourne End: A scheme to remodel the track layout at Bourne End to enable a half-
hourly direct service to operate between Maidenhead, Bourne End and Marlow. 

17. Are you promoting a scheme for a new station or line which has a realistic prospect of 
being funded? Please provide brief details here.  
 

MetroWest  
The West of England’s MetroWest scheme will bring half hourly local services to the Severn Beach 
Line and to Bath Spa, Westbury, Yate and Gloucester alongside reopened lines to Portishead and 
Henbury with six new stations at Portishead, Pill, Ashley Down, North Filton, Henbury and Portway.   
 
Together this will generate 1.7m new passengers linking up new housing and employment in 
Keynsham (700 homes), Yate (3,000 homes), South Bristol, Cribbs Patchway New Neighbourhood 
(5,700 homes adjacent to the Henbury Line), the new Bristol Arena and the existing Temple Quarter 
Enterprise Zone (17,000 jobs) and Enterprise Areas in Bath, Filton, Avonmouth/Severnside and 
Emersons Green. 
 
We have already secured £103.4m for MetroWest and £2.6m for Portway.  There remains a £46m 
shortfall for reopening the Portishead Line. 
 

  

18. What actions would you like the franchise to undertake in order to support the development 
of this scheme?  
 

We request that the following MetroWest services are included at no cost to the West of England local 
authorities in the Direct Award for 2020 to 2022 and in the new Great Western Franchise that follows: 

• Hourly services from Bristol Temple Meads to Portishead with stops at Pill, Parson Street and 
Bedminster. 
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• Half hourly all stopping service between Avonmouth (hourly to Severn Beach) and Bath Spa and 
Westbury and including the new Portway station. 

• Half hourly service to Yate and Gloucester. 

• Hourly service on the reopened Henbury Line with stops at North Filton, Henbury and Ashley 
Down. 

 
10. Train service improvements  
  

19. Which routes do you believe could benefit from improvements to train frequencies?  
 

Severn Beach Line 
 
Bristol to Cardiff calling at Patchway station. 
 
Bristol to Weymouth 
  
See also the response to question 38. 
 

  

20. What times of the day or week are these improvements needed?  
 

Seven day week timetable.  
 
Better late evening services to serve the night-time economy and the new Bristol Arena. 
 

  

21. Why?  
 

Leisure, work and shopping travel patterns have changed dramatically over the last three decades and 
the rail network has been too slow in recognising this.  Weekends are now as busy as weekdays so all 
service improvements should operate to a seven day week timetable.  Services should be customer 
focused to 21st Century needs and expectations. 
 
Local routes in Bristol have two way flows of passengers into and out of the city centre during the peak 
for example to Bristol Parkway/ Yate/Patchway and between Cardiff and Bristol.  
 

  

22. If the only way of achieving earlier first trains or later last trains was to curtail services at 
other times of the week or year so Network Rail can carry out essential maintenance, what 
times would you suggest?  
 

Network Rail should work to a 24/7 (Seven Day Railway) policy for essential maintenance.  The 
operational needs of the railway should be tailored to the needs of passengers.  Services should not 
be curtailed. 
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11. Reducing journey times  
  
The introduction of new intercity trains will enable improvements in journey times on key long-distance 
routes during the term of the current franchise.  There are also aspirations for further journey time 
improvements on some routes.  We will explore the potential for any of these to be achieved within the 
proposed term of the next franchise, but in many instances such improvements would require either 
infrastructure change (usually dealt with through Network Rail’s business planning process) or 
significant reform to service structures.  
 
One prominent example is the Peninsula Rail Task Force’s (PRTF) aspiration for faster journeys 
between London and the south west peninsula.  The current franchisee is already working closely with 
Network Rail to identify opportunities for incremental gains to journey times through targeted 
infrastructure interventions, though such opportunities would require new funding to implement.  We 
would expect to see such collaboration continue, and ideally increase further.  
 
We are also aware that the PRTF’s aspirations have led to concerns that longer-distance journeys 
might in future be accelerated by omitting calls at intermediate stations along the route.  In the first 
instance, we are therefore starting to explore whether there is any scope for longer-term changes to 
planned service structures that could enable faster longer-distance journeys, while also maintaining 
planned service frequencies at intermediate stations.  We are also inviting views on how we can best 
strike the right balance between the interests of longer-distance passengers and users of intermediate 
stations along the route. 
  
 

23. Do you agree or disagree with reducing journey times to destinations in the South West by 
reducing stops at intermediate stations?  
 
   Agree 

×    Disagree 

   No opinion 
  

24. Which services or stations would benefit from this approach?  
 

  
 
 
 

  

25. Why?  
 

The new Franchise should improve the mix of long distance and local rail services with a clear 
separation between fast, limited stop and semi fast all stopping services.  The Cardiff to Portsmouth 
service for example currently provides an inter-regional train service but this role is partly undermined 
by the high number of small station stops.  Any separation of services, however, must not be at the 
expense of losing local stops.  
 
Additional local train services may be required.  Again, using the Cardiff to Portsmouth route as an 
example a half hourly overlay stopping service between Bristol and Westbury would provide the 
services required for MetroWest Phase 1 between Bristol Temple Meads and Bath Spa as well as 
serving the Wiltshire towns of Bradford-on-Avon, Trowbridge and Westbury all of which are part of 
Bath’s travel to work area.   
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26. Which services or stations would be disadvantaged by this approach?  
 

 See the answer to 25. 
 

  

27. Why?  
 

See the answer to question 25.  
 

  

28. Are there any locations or routes on the Great Western network where it could be 
appropriate to reduce station stops in order to speed up longer-distance journeys?  
 

We are keen to see express services between Bristol, Newport and Cardiff but if stops are removed to 
speed up journey times additional semi fast and all stopping services should be provided to fill the 
gaps. 

  

29. Why?  
 

  
 
 
 

12. Direct journeys  
  
Whilst passengers value being able to make direct journeys, some direct journeys may be provided 
more for operational reasons than because an identified market exists, e.g. linking of services together 
across Bristol between Great Malvern, Cardiff, Gloucester, Westbury, Weston-super-Mare, Taunton 
and Weymouth.  In these cases, we are unlikely to perpetuate such cross-city linkages, and allowing 
the next franchisee flexibility to modify service patterns could be important in supporting future service 
improvements and efficient operations. 
 
However, we recognise that there may be aspirations for a wider range of direct journey opportunities, 
particularly to and from London, and could require the franchisee to develop proposals for these for 
possible implementation in the franchise from 2022. 
 
Where it not feasible to provide direct services, we will expect the franchisee to consider providing 
suitable connections between their own services where possible, e.g. between main line and branch 
line services in Devon & Cornwall.  Where connections may be between different operators, we 
propose to build on the approach used in recent franchise competitions to seek greater collaboration 
with other operators and local stakeholders to identify the connections that matter most to passengers, 
and to coordinate their timetables where practicable to provide convenient connections. 
 

30. Which direct services such as those described above should be preserved in the next 
franchise?  
 

Cardiff to Portsmouth 
 
Cardiff to Taunton 
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Cheltenham Spa/Gloucester to Westbury 
 
London Paddington to Weston-super-Mare 
 

31. Why?  
 

All of the services listed in Question 30. retain important cross Bristol services to enable direct travel, 
particularly for work trips, across the West of England area. Breaking services at Bristol Temple 
Meads imposes an unattractive penalty on passengers particularly where connecting with hourly or 
half hourly services. 
 
For this reason if cross Bristol services are to be split (and we accept the argument that punctuality 
can be compromised by having very long journey lengths), there needs to be good connections and 
good interchange (ideally cross platform) at Bristol Temple Meads. 
 

  

32. Are there any other stations between which you feel direct services should be provided?  
 

  
Bristol to Oxford 
 

  

33. Why?  
 

Links up high-tech corridor Bath, Corsham and Swindon with connections to Milton Keynes and 
Cambridge via East-West Rail and avoids the need to travel across London to interchange. 
 

  

34. At which locations should connections between different services be improved?  
 

Bristol Temple Meads cross platform interchange should be provided wherever possible. 
 
Bristol Parkway for connections between local, regional and national services. 
 

  

35. Why?  
 

Connections between local, national and regional services are often poor.  Moving between separate 
problems to change trains can be difficult with passenger numbers and if lifts have to be used plus 
there are limited facilities for extended periods waiting for trains at both stations. 
 

13. Demand for seasonal services  
  
Many routes served by the Great Western franchise experience substantial fluctuations in demand, 
e.g. during summer and other holiday periods, or associated with Christmas shopping, such as Bath or 
Bristol Christmas markets. 
 
For predictable, seasonal variations in travel demand, we anticipate that the train service specification 
for the next franchise will include some specific requirements, e.g. for changes to service patterns to 
reflect summer patterns of demand, continuing the current practice, unless there is a good reason to 
do anything differently. 
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For special events, it is not feasible to include specific requirements about every event that might take 
place across such a wide franchise geography, but we will strengthen the requirement for the next 
franchisee to have a clear plan for how it will meet the needs of passengers travelling to and from 
special events, working with event organisers, the police and other local partners. 
 

36. What additional seasonal train services do you consider to be particularly important to 
retain or improve in the next franchise?  
 

As a general principle, the franchisee should be required to provide capacity to cater for regular, 
predictable events without reducing capacity on regular services to provide it – unless it’s clear that 
demand will be lower on regular services at that time. 

There are events that occur annually that cause spikes in demand for travel, such as Bath Christmas 
Market, Bristol Balloon Fiesta, Cheltenham Race Festival and the Glastonbury Festival.  The planned 
Bristol Arena will require a significant change in early and late evening services to manage people 
going to and from events. 

Special events are spread well across the year so we request the franchisee should be required to 
have capacity in reserve to meet additional demand for predictable annual events. At other times, that 
reserve stock could be used to provide additional capacity on the basic timetable or to seaside 
destinations in the summer – Weymouth and Weston-super-Mare and rugby and football matches if 
possible. 

  

37. Why?  
 

Providing capacity for the services listed in 36. will help to resolve over crowding and poor service 
reliability experienced in Bristol area during summer months and offer a realistic alternative to 
travelling by car. 
 

14. Other train service issues  
  

38. What other train service enhancements do you believe should be considered for inclusion 
in the next franchise?  
 

Local 
 

• MetroWest (see response to questions 8., 17. and 18.) minimum half hourly service for all stations 
to: 

o Bath Spa  
o Severn Beach Line including the new Portway station (hourly Avonmouth to Severn 

Beach)  
o Yate  
o Portishead (interim service to start with) 
o Henbury (hourly to start with) 
o Extend Bath service to Westbury and Yate service to Gloucester 

• Minimum six trains per hour to Filton Abbey Wood. 

• Half hourly all station service Weston-super-Mare to Bristol Parkway. 

• Cardiff to Portsmouth route to provide a new local stopping service from Bristol to Westbury and 
from Bristol to Cardiff (MetroWest extension) including half hourly to Patchway and potential new 
stations at Magor, Llanwern and Cardiff Parkway. 

• Later evening train services linked to Enterprise Zone and the new Bristol Arena. 

• Seven day week timetable on some routes including the Severn Beach Line throughout the year. 

• 15 minute turn up and go services on key urban routes e.g. Bath Spa to Clifton Down. 



 
ITEM 10 

 

 

 
Regional 
 

• Bristol to Gloucester/Cheltenham semi fast limited stop service (in addition to MetroWest Phase 2 
extension). 

• Cardiff to Portsmouth via Filton Abbey Wood, Temple Meads and Bath Spa fast, limited stop 
service separated out from a local stopping service (see above).   

• Bristol to Cardiff 30 minute journey time express service. 

• Bristol to Oxford with connections to future East-West Rail (potential for Wiltshire Council led new 
stations at Corsham and Royal Wootton Bassett). 

• Bristol to Weston-super-Mare, Taunton and Exeter - increase frequency to two trains per hour (one 
fast limited stop, one slower stopping train – MetroWest extension).  This is in addition to the 
minimum half hourly service from Bristol to Weston-super-Mare. 

• Bristol to Yeovil linked to Heart of Wessex Community Rail Partnership aspirations for an hourly 
semi fast, limited stop Bristol to Weymouth service. 

 
National 
 

• Hourly London Paddington to Weston-super-Mare IET service.  This must be in addition to existing 
local services.  Possible extension to Taunton and Exeter to provide the fast limited stop regional 
service above.   

• Three train per hour IET service from London Paddington to Bath Spa and Bristol Temple Meads. 

• Western Rail Link to Heathrow – through services from Bristol, South West and South Wales to 
avoid the interchange penalty at Reading. 

 

As guiding principles local, regional and national services should be separated, equally spaced in 
terms of timings to avoid trains chasing one another and with no loss of existing connections and 
frequencies.  Capacity for weekend and summer services should be properly planned for. 
 
We will be looking for the franchise operator to take more of a commercial risk with the introduction of 
new and enhanced services. 
 
We expect the franchise operator to develop close links to other franchises with the potential to 
integrate/co-ordinate services in the best interests of passengers including: 
 

• London Waterloo to Bristol via Salisbury. 

• Proposed half hourly CrossCountry service between Bristol and Exeter. 
 

  

39. Why?  
 

We expect the franchise operator to work with the local authorities on the development and 
implementation of schemes required to deliver the West of England’s Joint Spatial Plan to 2036.   
MetroWest and the other new and enhanced services listed in the response to question 38. are vital to 
supporting the planned growth of 105,500 new homes and over 82,500 jobs by 2036.  This is set out 
in Table One below.  
 

Table One: Great Western Franchise services and growth areas 

Growth area Housing Employment New Franchise 

Avonmouth/ 
Severnside 
Enterprise Area 

N/A 8,000 – 12,000 MetroWest ½ hourly local service 

Bath City Riverside 
Enterprise Area 

300 9,000 MetroWest ½ hourly local 
3 IEP tph to London 
½ hourly regional 

Charfield 1,200 N/A MetroWest ½ hourly local service 

Cribbs Patchway 
New Neighbourhood 

5,700  MetroWest hourly Henbury and 
North Filton (to start with) 
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Emersons Green 
Enterprise Area 

N/A 7,000 – 9,000 MetroWest ½ hourly local service 
IEP to Bristol Parkway 

Filton Enterprise 
Area 

N/A 4,000 to 6,000 ½ hourly local 
4 tph regional 

Keynsham 3,250 N/A MetroWest ½ hourly local 
Bristol to Westbury 

Nailsea & Backwell 3,600 N/A ½ hourly local 
1 tph regional/ national 

South Bristol Priority 
Growth Location 

1,700 10,400 MetroWest ½ hourly local  

Temple Quarter 
Enterprise Zone 

N/A 17,000 MetroWest ½ hourly local from all 
stations 
5 IEP tph to London 
Regional CrosssCountry 
Regional (Cardiff to Portsmouth, 
Cardiff to Bristol and Bristol to 
Westbury)  

Urban Living incl. 
Bristol, North and 
East Fringe 

13,300  MetroWest ½ hourly local service 
Regional 
 

Weston-super-Mare 
incl Jcn 21 
Enterprise Area 

12,000 10,000 4 to 5 trains per hour 
Hourly London to Weston-super-
Mare IET 

Yate incl. Strategic 
Corridor and North 
Yate 

5,600 N/A MetroWest ½ hourly local 
1 tph regional 

Other sites  
 

58,850 9,100 – 17,100 MetroWest and other ½ hourly 
services 

Totals 105,500 82,500  

 
We want the franchise operator and Network Rail to look ahead and consider what services will be 
needed 10 – 15 years hence and what infrastructure enhancements will be needed to facilitate them.  
For example, the massive housing growth in Keynsham may mean that a local train service of 15 
minute turn up and go frequency is needed sooner rather than later with the need for new capacity on 
the Bristol to Bath line. 
 

  

40. If you are a freight operator or represent the freight industry, please set out your 
expectations of likely future demand for freight capacity across the routes served by the 
franchise.  
 

  
 
 
 

 
15. Rolling stock  
  
By the end of the current franchise, a substantial amount of new rolling stock will have been introduced 
and some of the oldest trains currently operating on the franchise will have been replaced by more 
modern ones.  Nevertheless, some of the trains which will remain at the end of the franchise were 
introduced in the late 1980s and early 1990s, and will therefore be approaching the end of their 
intended design life during the 2020s.  A key issue for the franchise, therefore, will be to ensure that all 
rolling stock on the franchise meets modern standards of design, comfort and on-train facilities.  For 
the older fleets remaining on the franchise, we envisage this requiring significant modernisation if they 
are to continue operating long into the 2020s. 
 
Passenger expectations regarding the quality of rolling stock and the facilities provided are also rising, 
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eg the provision of reliable free wi-fi and mobile connectivity has been highlighted by a number of 
stakeholders. 
 
There are also differing views on the provision of First Class accommodation.  In particular, there is a 
trade-off between providing First Class accommodation for those who want it, and providing sufficient 
seats and space for other passengers.  Some stakeholders have also suggested that First Class 
accommodation could be appropriate for some middle-distance services which do not currently provide 
this as a way of improving passenger facilities. 
 
We propose requiring the franchisee to identify, assess and advise on the options for the long-term 
future of the older diesel fleets that will remain in operation on the franchise in 2020, taking account of 
passengers’ expectations of a high-quality, modern on-train passenger environment and facilities and 
projected increases in demand. We will also seek significant improvements in mobile connectivity 
across the franchise, including the introduction of minimum service levels for train-to-internet 
connectivity, and consider how these and improvements to CCTV can contribute to helping 
passengers feel safer. 
 
 41. What do you think are the main priorities that we should seek to address in relation to 
rolling stock?  
 

The new franchise should include the commitment to provide service levels and rolling stock to meet 
current and foreseeable demand and recognising historic levels of growth. 
 
The age of the local fleet of diesel multiple units ranges from 20 to 35 years.  A brand new fleet of 
rolling stock is urgently needed.  
 
Priorities should include: 
 

• New fleet of electro diesels for example the Staller Rail Flirt 3 and 4 car electro diesels. 

• New trains to be 5 or 6 car length to cater for capacity and avoid supressing demand. 

• Best fit rolling stock to stopping patterns and routes where fast, semi-fast and all stopping services 
have different needs. 

• Increase capacity to carry cycles, buggies and wheelchairs and sufficient luggage space on 
longer-distance trains 

• Recognise whilst the cascade of Class 165/6 is very welcome they are already 20 years and will 
not provide a long-term solution. 

• Cascade of Class 170 from the East Anglia franchise in the short term with appropriate gauge 
clearance as required. 
 

  

42. Are there any routes which do not currently have First Class accommodation where you 
think it should be provided?  
 

If a fast, limited stop service is introduced on the Cardiff to Portsmouth route First Class provision 
would enhance its image and make it more attractive to business users but this should not be at the 
expense of standard-class accommodation. 

  
43. Should the franchisee provide specific services and facilities for:  
 
 Yes No 

business travellers?    ×    

families travelling with 
children? ×       

other passengers? ×       

 
Please provide more information on what you think should be provided?   
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Accessible local stations are key to an accessible network and will benefit a wide range of groups. 
Specific toilet facilities may also be needed for specific groups at stations and on trains.  
 

 
16. Rolling stock  
  

44. What benefits or disadvantages do you think do you think innovative technologies for 
rolling stock, e.g. hydrogen or battery power, could bring?  
 

Whilst it remains an aspiration of the West of England to see all local services electrified we recognise 
that battery powered trains for where the wires end would provide an alternative bringing the benefits 
of low emissions and faster acceleration without the need for the infrastructure required for full 
electrification. 
 
Near stations and signals where diesel engines are used there is still a significant issue regarding 
noise and air pollution.  Battery and hydrogen power could help address these issues which are 
widespread across the country. 

  

45. Are there any routes which would be particularly suitable for these types of innovative 
technology e.g. hydrogen or battery power?  
 

Ahead of the full electrification of local routes in the West of England (Bristol) innovative technology 
would be suitable for: 

Severn Beach Line 

Bristol to Weston-super-Mare 

Bristol to Yate and Gloucester  

Bristol to Cardiff 

Reopened Portishead and Henbury Lines 

Bristol to Westbury 
 

17. Accessibility  
  
Passengers with disabilities can face significant challenges when travelling by rail, and at various 
stages of their journey.  We are determined to continue making progress in breaking down these 
barriers to disabled people’s confidence in using rail transport. 
 
We propose to seek commitments in the franchise for high-quality disability awareness training for 
public facing staff, recognising that there is a wide range of disabilities, not all of which are visible, and 
in being aware of the differing needs of individuals with different forms of disability We will seek 
commitments for high-quality consultation specifically with disabled passengers, and more systematic 
monitoring and reporting of the quality of service provided to passengers with disabilities and acting on 
the results of such reports.   We will expect the franchisee to develop proposals for improving 
accessibility to and within stations. 
 
 
  



 
ITEM 10 

 

 

46. Which stations do you think should be a priority for improving accessibility?  
 

Parsons Street 

Lawrence Hill 

Stapleton Road 

Freshford step free access to the southbound platform 

  

47. Give your reasons.  
 

Making these stations accessible will mean the local rail network will be close to being 100% step free 
giving passengers with mobility difficulties the ability and confidence to travel across the whole 
network whilst opening up new travel opportunities. 

  

48. What other improvements could help to make rail services easier to access and use for all 
passengers?  
 

Improvements to include: 

• Cross-platform interchange wherever possible.  

• Presence and visibility of staff at staffed stations and on trains. 

• CCTV at all stations. 

• Working data screens and help points.   

• Dropped kerbs disabled parking highway crossing patrol where appropriate. 

• Secure cycle hubs. 
 
Closer working with Community Rail Partnerships/community groups through things like the Customer 
and Community Improvement Fund (CCIF) and other community led schemes have an important role 
to play in promoting rail travel and enhancing the travelling experience. 
 
 

18. Stations  
  
Stations, and the journey to and from them, are a key component of passengers’ overall journey 
experience.   Stakeholders have highlighted a number of areas where the franchise specification could 
focus attention:  

• improving station facilities.  This includes the provision of seating, shelters, accurate up-
to-date information, improving accessibility for those with disabilities to and within the 
station, improving designs to allow a great throughput of passengers, and maintaining 
safety and security 

• improving car and cycle parking, particularly where a shortage of car parking spaces may 
be acting as a barrier to future growth, and a greater provision of electric car charging 
points 

• improving access for pedestrians and cyclists, with clear direction signs and safe, well-lit 
routes 



 
ITEM 10 

 

 

• improving accessibility, physical interchange and co-ordination between rail services and 
other modes of transport 

• working with local communities to bring disused station buildings back into community 
use, e.g. as cafes or community hubs 

• co-operating with local authority schemes for station improvements and redevelopment of 
the areas surrounding stations 

  
We will consider the case for requiring the franchisee to set aside funds for station improvements, as 
we have done in some recent franchise competitions, and if a portion of this should be dedicated for 
improvements at smaller stations. 
 
We would also expect the franchisee to co-operate with locally-promoted schemes for station 
improvements and improvements to the areas around stations, and to continue work on developing 
station ‘master plans’ for some stations. 
 
We expect to require the franchisee to develop proposals for better co-ordination with other transport 
modes, building on the approach used in recent franchise competitions, and will consider the case for 
encouraging the franchisee to develop and update more Station Travel Plans and make better use of 
them, in consultation with passengers and other local stakeholders.  
We will consider whether we should require the franchisee to provide more electric car charging points. 
 
We will expect the franchisee to continue to improve security at stations, including areas such as staff 
awareness, availability of CCTV coverage and engagement with the Secure Stations Scheme. 
  

49. Do you think these are the right priorities for stations in the new franchise? * 
 
   Yes (Go to 20. Focus) 

×    No (Go to 19. New priorities)  

 
19. New priorities  
  

50. Which priorities would you change or add, and why?  
 

We expect to see the new franchise: 
 

• Implement a programme of local station enhancements over and above that proposed for 
MetroWest by looking to the long-term transport needs identified in the Joint Spatial Plan. 

• Ensure all local stations are fully accessible with step free access and raised platform heights. 

• Rolling programme of Station Travel Plans linked to the above but also to promote travel to and 
from stations. 

• Work with local bus operators to improve bus services to rail stations from towns not on the rail 
network (such as Midsomer Norton and Radstock) and interchange facilities. 

• Increase staffing and accommodation for them at the busier stations for example at Yate and 
Filton Abbey Wood. 

• Taxis permitted to serve stations must be fully accessible. 

• Long term strategy for Bristol Parkway to deal with predicted growth and improve passenger 
access and facilities. 

• Consider the potential for more rail based park & ride. 
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The franchisee must set aside funds for small and large station improvements. With the current 
franchise, such funds have been critical to the enhancement and rebuilding of stations such as at 
Severn Beach and Avonmouth.  These improvements have required the third party support of 
Community Rail Partnerships and local authorities. The process for such work does not fit well 
currently with local authority capital programmes and from inception to commissioning for more than 
simple schemes takes at least two years. 
 
Once authorities have funded facilities these must be maintained and we need to be part of any 
station changes notices and consultations. 
 

 
20. Focus  
  

51. At which stations do you think co-ordination between transport modes could be improved?  
 

Better information at all station exits on forward travel options with posters updated up to four times a 
year on the agreed Bus Service Change Dates.  There should be a duty to liaise with the relevant local 
transport authority in the production of such information.  Review of access between current and future 
development sites including Enterprise Zones and Areas and their nearest stations is also required.  
As an example, there is the opportunity to more closely link the stations at Avonmouth, Severn Beach 
and Portway on the Severn Beach Line with the Severnside/Avonmouth Enterprise Area. 
 

  

52. How do you believe these areas could be improved such as through timetabling 
connections or through physical works at the location?  
 

The sacrifice of parking spaces can enhance access for other modes for example bus or cycle.  The 
current franchise system has a general presumption in favour of protecting parking spaces and this 
works against the need to improve mode integration at every level. This needs to be addressed. 
 
There should be a presumption of a higher priority for access to station entrances for bus passengers 
and pick up/set down points for buses and taxis should be located accordingly. 
 

  

53. What do you believe are examples of best practice elsewhere which could be relevant for 
stations on the Great Western franchise network?  
 

  
 
 
 

21. Fares  
  
Fares-setting on the future Great Western franchise will largely be driven by national fares policy.  At 
present, approximately 45% of Great Western ticket revenue comes from fares that are regulated, for 
which individual fare increases are currently capped at inflation, as measured by the Retail Prices 
Index.  Other aspects of the fares and ticketing regime are also guided by national policy, to maintain 
consistency across the national network, but the franchise specification could encourage or require the 
franchisee to:  
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• develop and promote the use of smart cards, contactless payment cards and mobile 
ticketing, and the range of tickets available by these means 

• develop a wider range of tickets integrated with local buses and other modes, including 
co-operation with local authority smartcard schemes 

• provide more ticket vending machines and ensure that  these will offer the full range of 
fares available, in particular making these easier to use and making it easy to understand 
which is the most appropriate fare for the journey being made 

• address any anomalies in current fares arrangements, e.g. where fares on some routes 
might, for historical reasons, be being set by an operator who does not operate those 
routes, or are based on historical splits between different service groups 

• promote a wider range of local tourist attractions, e.g. through joint marketing and joint 
ticketing arrangements 
 

54. Do you agree or disagree with the priorities for:  
 
 Agree Disagree 

fares? ×       

ticketing? ×       

 
Which priorities would you change or add, and why?   

All of the above.  During the current franchise, it seems to have been difficult to progress through 
ticketing and smart cards and we would welcome closer working on smart ticketing proposals. 
 
 

22. Fares  
  

55. What changes to the fares structure could be of benefit to you?  
 

• Simplification of the range of tickets, standard names for ticket types between train operating 
companies and clarity over restrictions on use. 

• Raise Severn Beach Line fares (if not already implemented). 

• Implement a MetroWest zonal fares system. 

• Incorporate a mechanism for the local authorities and the franchise operator to regularly review 
fare levels. 

• Commitment to fully inter operable (bus, rail, ferry) smart ticketing. 

• New ticketing initiatives including for part time users (as per the East Anglia franchise) to reflect 
modern working trends. 

• Merge the Freedom Travelpass ticket with the bus operators’ AvonRider range of multi-operator 
tickets. 

• Introduction of Delay Repay on all Great Western services after 15- minute (25%) and 30-minute 
delays (50%), as well as 100% after one hour plus.    
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23. Community rail  
  
There are a number of Community Rail lines on the Great Western franchise, with some routes 
showing significant increases in passenger numbers following improvements to services promoted by 
the relevant Community Rail Partnership (CRP). 
 
The current franchisee has provided active support for these Community Rail lines, eg by providing 
direct funding and additional funds for specific projects through the Customer & Communities 
Improvement Fund. The current franchisee also employs a full-time member of staff to work with the 
CRPs in the franchise area. 
 
The department strongly supports Community Rail, and has sought to promote an increase in 
community rail activity through recent franchise specifications.  We see this as essential in further 
building and cementing public trust in the railway, and will build on the excellent community work that 
the current franchisee already does. 
 
We propose to maintain, and, subject to affordability, increase the funding made available by the 
franchise to support community rail activities and the number of staff dedicated to engagement with the 
community rail sector.  We also recognise the need to ensure that the process of accessing funding is 
as simple as possible, while ensuring good value from the money spent. 
 

56. What more do you feel that the franchisee could be doing to help the Community Rail sector 
increase its contribution to society and the railway, for example in harnessing local community 
relations and outreach into the community?  
 

Our two Community Rail Partnerships (CRP), Severnside and Heart of Wessex, continue to 
demonstrate their value with increasing passenger numbers, the transformation of stations and the 
travelling environment and improved information.   
 
In the new franchise we expect to see: 
 

• Continued funding and support for the Severnside and Heart of Wessex Community Rail 
Partnerships. 

• Support rail familiarisation projects and working with local schools. 

• Work in partnership with our Community Rail Partnerships on schemes to improve stations, 
ticketing initiatives and other schemes to promote train travel. 

 
Resources for the two Partnerships are stretched in terms of staff and additional funding is required to 
expand their work and improve the benefits.  In the West of England many of the improvements to 
local stations have been provided by Severnside Community Rail Partnership and the local groups 
which they encourage and organise. 
 
The statement that “the current franchisee also employs a full-time member of staff to work with the 
CRPs in the franchise area” is inaccurate and misleading. GWR’s Regional Development Managers 
are responsible for liaison with CRPs alongside a wide range of other duties. There needs to be 
capability within the franchisee and Network Rail to deliver community rail projects.  There are often 
challenges with getting minor works agreed. 
 
There must be acceptance by the franchise operator and/or Network Rail of the ongoing maintenance 
requirements of newly-installed infrastructure. 
 
The key contacts “on the ground” for CRPs are Station Managers and the franchisee should train its 
Station Managers to reflect the commitment to community rail and to engage positively with CRPs.  
There should also be one single reporting line for problems and accountability. 
 
There should be a willingness on the part of the franchise operator and Network Rail to look seriously 
at low-cost solutions – even if that involves some relaxation of or derogation from rail industry 
standards – but clearly NOT safety-critical standards.  
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Also, the franchisee should be required to engage with Employers’ Travel Forums and similar groups 
as part of their community engagement. 
 

24. Investing in the workforce and industry skills  
  

57. What more should the franchisee do to invest in the workforce and wider industry skills?  
 

• Improve the facilities provided for staff at stations including Bristol Temple Meads, Bristol Parkway, 
Yate, Keynsham, Oldfield Park and Filton Abbey Wood.  

 

• Negotiate Sunday working agreement with operating staff rather than relying on voluntary 
overtime, to facilitate service level on Sundays more appropriate to modern travel needs. 

 

• Training for station operating staff and management in working with CRP volunteers. 
 

• Training for operating staff in communicating with passengers – particularly when disruptions 
occur. 

 

• The franchisee should incentivise its management staff to join relevant professional bodies such 
as the Chartered Institute for Logistics & Transport. 
 

25. Further priorities for the franchise  
  

58. Are there any other priorities you would wish to see addressed?  
 

A requirement to consult local transport authorities, stakeholders and passengers on timetable 
proposals before they are set in stone in the rail industry process. 
 
 

  

59. Which of the priorities identified in Chapter 4 do you think should be pursued most urgently 
in the period between 2020 and 2022?  
 

Provide safe, punctual and reliable services with enough seats and spaces for people who want to use 
them but this must be directly linked to the West of England’s priorities for MetroWest services and 
new rolling stock to meet current and future demand. 

  

60. What initiatives, not currently offered, could be provided through improved technology to 
meet the changing requirements of passengers?  
 

• Better information on delays whilst people are traveling.   

• More information on alternatives for when people are travelling and changes occur. 

• Next stop announcements on trains and platforming information. 

• Accurate and timely information on planned disruption.   

• Better access to compensation and onward journey offers for disrupted journeys,   

• Realistic timetabling and information in event of unforeseen events. 
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61. In what ways do you think that the franchise could promote equality of opportunity for 
people with:  
 

disabilities?   
Addressing crowding issues would benefit all passengers but especially those 
with disabilities, and enable them to access work more easily and with greater 
confidence. 

 

other protected 
characteristics 
within the 
meaning of the 
Equalities Act 
2010?   

  
 

26. Final comments  
  

62. Do you wish to add any other comments?  
 

Targets for passengers in excess of capacity (PIXC), which currently only apply in London and the 
South East, should be extended to cover the whole area of the Great Western Franchise. 

If the current Direct Award is extended to 2022 or even 2024, it should be conditional on the train 
operator taking significant steps to address our priorities. 

If the next franchise competition is not until 2024, there should be a fresh consultation prior to its 
launching. 
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Appendix Two 
 
MetroWest Phase 2 Henbury Station Location 
 
Report from South Gloucestershire Council, January 2018 
 
Background 
 
Both MetroWest Phase 1 and Phase 2 are included in the base case for the West of England 
Joint Spatial Plan and the Joint Transport Study.  This means that the planned delivery of 
105,000 new homes and creation of 82,500 new jobs up to 2036, assumes that both MetroWest 
Phase 1 and 2 have been delivered and are operational.  Providing additional public transport 
capacity is a key requirement for the delivery of the spatial strategy and supporting employment 
growth in key locations.  
 
MetroWest Phase 2 is a jointly promoted scheme between the four Councils in the West of 
England.  The aim of the MetroWest Programme is to deliver a ‘Metro’ local rail network, similar 
to comparable sized city regions, through targeted investments, making use of strategic rail 
corridors, including freight only lines and dis-used lines.   
 
The scheme objectives are to: 
 

• support economic growth 

• deliver a more resilient transport offer 

• reduce congestion on the highway network   

• improve accessibility to the rail network- through construction of a number of local stations  

• make a positive contribution to social well-being 
 
The scheme will result in a wide range of strategic and local benefits.  These include giving more 
people access to the rail network, enhancing the level of service for tens of thousands of existing 
rail customers, increasing railway capacity, extending the benefits of the Great Western Route 
Modernisation and supporting job creation and housing growth.  It has been estimated that MW2 
will generate 715 net construction jobs and £24m GVA during 2020 and 2021.  Thereafter 
through operation of the services generates 164 jobs and £8m GVA per annum.  Furthermore, 
the scheme improves local services to Yate (with the potential extension of the MetroWest 
service to Gloucester) as well as building three new stations and supports significant proposed 
commercial and housing development on the former Filton airfield site.  The combined station 
and service improvements will significantly extend the number of people within a commuting 
catchment of Temple Quarter Enterprise Zone and other Enterprise Areas.   
 
The West of England Joint Transport Board on 17 July 2015 agreed to endorse the Preliminary 
Business Case and the progression of Option 1A (Henbury Spur with new stations at Henbury 
and North Filton, half hourly services to Yate with a Turn-back and a new station at Ashley Down 
serving local communities) to the Outline Business Case and GRIP Stage 3. 
 
The Joint Transport Board held on 16 September 2015 re-confirmed the decision of 17 July 
2015 with additional recommendations that the station at Henbury for a spur service be designed 
to permit conversion for a loop service if so required at a future date and that opportunities to 
secure service frequency improvements at Yate by means of extending services to/from 
Gloucester be further explored with Gloucestershire County Council. 
 
Network Rail have now completed further design and development work for the Henbury station 
which has considered the merits of two locations.  This work has identified that the site to the 
East of the A4018 is the preferred location and the one which it is recommended should be 
developed to the next stage.    
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Henbury station location 
 
In the early stages of the development of MW2 a number of locations were identified for local 
stations on Filton Bank and south of Filton airfield.  These were assessed initially in the North 
Fringe stations study in March 2014 CH2MHILL.  At this stage, following consideration of a 
number of options two locations were identified for Henbury station West and East of the A4018.  
As shown below. 

 

 
 

The West location is to the west of the A 4018 close to the original station site and would be 
accessed from station road.  The A4018 provides strategic route from the M5 motorway junction 
17 into Bristol including part of the strategic bus network.  The East site is adjacent to public 
open space and the proposed development site in the South West corner of Cribbs Patchway 
New Neighbourhood and would be accessed from the A4018.  Work was undertaken to consider 
the benefits of each location as part of GRIP2 MetroWest 2 Preliminary Business Case 
Appendix F Henbury station locations Options Appraisal July 2015, assessed each of the two 
locations to evaluate: 
 
       -  Policy fit 
       -  Environmental and social impact 
       -  Deliverability.  
 
The assessments were summarised in the report which can be found here link to website when 
loaded.  The summary table is shown below.  
 
Table: Summary assessment 
 

Overall Assessment East option West Option 

Policy fit Positive to moderate fit Positive to moderate fit 

Environmental & social impact Positive Positive 

Deliverability Positive Positive 

 
Both locations were assessed as performing well in the qualitative assessment but the report 
also identified a number of factors that differentiated the sites, namely: 
 

• The East site would have better access to areas to the south and east; 
 

• Access from the south to the West or former site is constrained by the 
cement works on the south-side of the railway line; 

WEST 
EAST 
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• The West site would have a lesser impact on existing residential 
properties. 

 
The conclusion of this work at GRIP 2 was that whilst both options were positive or moderate 
positive in their scoring the East option due to the relative lack of surrounding constraints was 
scored as positive for two of the three metrics. For this reason, it was decided that the public 
views should be sought on the location before the GRIP 3/4 work began.   Photographs of the 
two sites are shown below.   

  
The above photograph is taken from the A4018 looking towards station road.  The old station 
site would have been where the cement works can be seen.   
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The above photograph is taken from the A4018 looking towards Filton.  The spur station would 
be located on the left of the railway. 
 
Public Consultation 
 
In 2015 a public consultation was carried out from November 2015-January 2016 to gather the 
views of the local communities on the preferred location for the station.  The result of the 
consultation was as follows: 
 
- For the West Site 41%, for the East Site 40% and no preference 18%.  
 
The main reasons that respondents chose their preferred option was closely related to proximity 
to where they lived and hence better pedestrian access. This correlated well with other 
responses that suggested many would walk to the station (whichever site is chosen). Along with 
this desire however, many respondents were concerned to ensure that the availability and 
adequacy of pedestrian routes to (either of) the station site(s) would be sufficient, particularly 
from the existing housing development south of the railway line.   
                                       
The Station Location Advisory Note (SLAN) GRIP 3/4 -The Issues and Risks December 
2017 
 
To assess the engineering implications of each location Network Rail collated information from 
their internal infrastructure groups: 
 
-  Buildings and Civils 
-  Signal design Group 
-  Electrical and Power Design group 
-  Track design Group 
 
The information provided by these groups has been incorporated in the station location advisory 
note which considers:  
 
-Accessibility 
-Land ownership 
-Constructability; and, 
-Connectivity 
 
The draft SLAN summarises the information gained through the initial design stages of GRIP 3 
and brings together the key risks of the relevant elements shown in the table below.  A fuller 
analysis is provided in Table 2.1 from the SLAN.  
  
Henbury Station location options  
 
Table 2.1 Summary of proposed options key risks and issues- Henbury SLAN 2017. 

Element  Risk Description  
Recommended station/ 
Mitigation 

Existing 
Structures 

Henbury West is located between the A4018 and B4055 
and therefore has the highest risk of potential ‘clashes’ 
with existing structures and therefore has the greatest 
potential for significant increases in design costs and / or 
construction. 

Adopt Henbury East and 
ensure understanding of 
interdisciplinary interfaces. 

Contamination 

Given the site history of Henbury West there is a greater 
potential for hazardous material (e.g. asbestos, 
hydrocarbons) to be encountered on site. Additional 
costs may be incurred with increased rates for material 
removal and potentially some time delays associated 
with implementing additional protection methods for 
construction workers. Henbury East is predominantly 
‘green field’ though residual risks are still present. 

Adopt Henbury East. 
To better understand any 
contamination undertake 
ground investigation and geo 
environmental testing. 
Construction workers to wear 
suitable PPE. 
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Hydrology 

Both options are within or in proximity to Flood Zone 2 
and 3 therefore construction works during wetter months 
of year may have difficulty keeping excavations dry. As 
some residential units are within Flood Zone areas it 
assumed that risks associated with flooding will be 
mitigated by the adjacent developments however there 
is the potential risk that the mitigation measures may not 
protect the proposed platforms. Henbury East is better 
protected as it is higher relative to the surrounding 
ground levels. 

Undertake construction 
works during dryer periods.  
Adopt Henbury East as 
Platform will be raised higher 
above flood zone.  Have 
early engagement with 
Developers to better 
understand constraints. 

Drainage 
(Track) 

If Henbury West is adopted there is greater risk of wet 
beds forming as the existing drainage has a lower 
capacity than that of Henbury East. The formation of wet 
beds may cause delays to passenger services during 
high rainfall events. Furthermore, there is additional risk 
that increased design / construction costs 
may be realised as there is potential for interaction with 
the proposed spur and existing shallow drainage. 

Adopt Henbury East and 
undertake drainage survey of 
existing assets. 

Drainage 
(Off-Track) 

Off track drainage is present along the boundary of 
Henbury West which will require culverting through or 
diversion of the 
watercourse around the platform. By making alterations 
to this watercourse there is potential risk of increasing 
the frequency of the maintenance regime incurring 
additional whole life cost. As the site is within a Flood 
Risk Zone modification of the asset will require consents 
and approval from the Lead Local Flood 
Authority therefore there is the risk that obtaining these 
consents may incur additional design costs / delays to 
the scheme. 

Adopt Henbury East as site 
does not interact with off-
track drainage. 

 
 

Element  Risk Description  Mitigation 

Drainage 
(Buildings) 

Henbury East is considered the most desirable in this respect 
as it assumed that the station drainage could outfall into 
adjacent attenuation ponds. However, if consent is not agreed 
there is the 
potential risk that the platform drainage would need to outfall 
into the culvert to the east of the A4018 overbridge impacting 
the surrounding drainage regime. 

Adopt Henbury East 
and have early 
engagement with 
Developers to better 
understand constraints / 
gain agreement to 
utilise adjacent assets. 

Geological 

Risk of unsuitable founding stratum encountered during 
construction with the new platform founded on compressible 
material causing bearing resistance failure and excessive 
settlement. Henbury West carries the greatest risk as there are 
potential ‘soft spots’ within the proposed footprint. 
Residual risk of unexpected ground conditions encountered 
during construction with new platform founded on 
compressible material causing bearing resistance failure and 
excessive settlement. 
Potentially aggressive ground affecting buried concrete 
associated with sulphates present in underlying geology. 

Adopt Henbury East. 
Undertake ground 
investigation to better 
understand underlying 
ground conditions and 
highlight any residual 
risks that may need to 
be carried through to 
future GRIP Stages. 

Track 

Risk that positioning the new crossover and Cvs 13 on curve at 
Henbury East and Henbury West respectively may require 
more frequent maintenance than locating on straight section 
with higher associated whole life costs and potential delays to 
passenger service. 

Residual risk to 
scheme. 
Ensure Route Asset 
Managers are involved 
throughout scheme and 
are aware of risks 
associated with new 
assets. 

Signalling 
As Henbury West is located between the A4018 and B4055 
there is greater potential for design complexity between 
disciplines. Effects to scheme costs and programme. 

Adopt Henbury East 
and ensure 
understanding of 
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interdisciplinary 
interfaces. 

Loop Service 

To provide a through service platform on the Downside (south 
of railway) the purchase of third party land will be necessary. If 
Henbury West is adopted, as the land is currently commercial 
usage, there is greater risk that the associated costs of land 
purchase could be significant / prohibitive to the 
scheme. 

Adopt Henbury East as 
the land opposite is 
considered likely to 
have a lower land 
value. 

OLE 

The associated risks posed to the scheme from future 
electrification of the AFR are reduced if Henbury East is 
adopted as platform is adjacent to the A4018 road overbridge 
only. However, there is residual risk to the scheme that 
detailed OLE design will identify additional requirements and 
increased 
costs associated with the interface of structures. 

Adopt Henbury East. 
Where possible 
accommodate passive 
provision for OLE in 
design. 
Recognise residual risk 
of additional costs 
associated with any 
future implementation 
of OLE. 

 
Cost comparison 
 
Network Rail have identified initial anticipated cost ranges as follows:  
 
● Henbury East: £9.04m - £10.04m 
● Henbury West: £9.9m - £11.0m 
 
At this stage of the development of the MetroWest 2 the current risk provision is at 40% and as 
the scheme progresses through further GRIP stages the anticipated final cost will be further 
refined. 
 
Passive provision for a through / loop service 
 
The Joint Transport Board held on 16 September 2015 re-confirmed the decision of 17 July 
2015 JTB with additional recommendations being that the station at Henbury for a spur service 
be designed to permit conversion for a loop service if so required at a future date and that 
opportunities to secure service frequency improvements at Yate by means of extending services 
to/from Gloucester be further explored with Gloucestershire County Council. 
 
This requirement has been considered as part of the SLAN and it has been concluded that to 
allow for through passenger services to Henbury for a future loop service a platform would have 
to be built to the south of the rail line and access provided.  Due to the limited space available at 
the West site Network Rail have identified that it would be necessary to buy third party 
commercial land (existing cement works) to provide a platform and access.  This could present a 
risk to any future project due to cost and the possible requirement for a CPO process.  Selection 
of the East station site and subsequent conversion to a Loop station may require use of Bristol 
City Council owned land to provide access to the loop platform.  This work is summarised in the 
table form the SLAN below:  
  
Table: Future options for a through service.  
 
    

Loop service 

To provide a platform for a loop 

service it would be most 

preferable to locate this adjacent 

to the Down line. An area of 

green 

open space on the Downside 

owned by Bristol City Council 

could accommodate additional 

access via a footbridge with 

Due to the road overbridges to the 

East and West available space and 

options to allow passive provision 

for a loop service are limited. 

In order to provide a platform on 

the Downside it would be 

necessary to construct a new 

platform at the location of the 

historic platform. 

Henbury East 

The inclusion of a loop service for the 

Western Option would require the 

purchase of third party commercial land 

due to the lack of space that currently 

exists, the cost of which would likely 

be significant. The current landowner may 

also seek compensation for disruption to 

his business. The East site has council 
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lifts. 

Gradient variance between a 

level spur line and main line 

would necessitate a separate 

island platform for the up line. 

Due to contamination and poor 

condition, the old asset would not 

be able to be used. 

However to create sufficient 

width for the platform itself and 

space for the footbridge it would 

be necessary to purchase 3rd party 

land from the Cemex site which is 

currently unavailable to the 

scheme. 

Gradient variance between a level 

spur line and main line would 

necessitate a separate island 

platform for the up line. 

owned land available on the Down Side 

which would provide the space required 

for an additional platform should the case 

arise. 

The wider footprint of the East site also 

gives greater provision for increased 

demand if a loop service was introduced. 

 
 

OLE / 

Loop Service* 

Assuming a platform 

is positioned adjacent 

to the Upline and 

opposite the spur 

platform; due to the 

proximity of the 

platform adjacent to 

the A4018 overbridge 

and gradient / 

clearance requirements 

of OLE at stations a 

soffit height of 5.36m 

is required. Therefore, 

the soffit is 

approximately 0.56m 

too low. To gain the 

required height a 

combination of bridge 

lift, track lowering 

(likely to be 

problematic due to 

the proximity of the 

culvert in the area) or 

movement of platform 

to the East are open to 

the scheme. The 

B4055 would be 

classed as ‘not 

adjacent to station’. 

As the platform is constrained by road 

overbridges to the east and west there is 

little scope to change to location of the 

platform.  Due to the proximity of the 

bridges both structures could be classed 

as ‘at or adjacent to platform’ requiring a 

minimum soffit height of 5.36m. Based 

on this the soffit of the A4018 would 

need to be increased by 0.56m and the 

B4055 by 0.928m. Due to the position of 

the platform only track lowering or a 

bridge lifts/reconstruction would be 

available to this option. 

Henbury East 

Assuming OLE throughout 

the loop service (and 

adopting the Eastern 

Option) only one 

overbridge would be 

classed as ‘at or adjacent 

to station’. If the Western 

Option was adopted both 

structures could be classed 

as ‘at or adjacent to 

station’ and would 

therefore require work to 

two structures rather than 

one. 

 
Summary of SLAN conclusions 
 
The SLAN report concludes that Henbury East is the preferred option based on the following: 
 

• Better provisions for existing and proposed developments, such as station car parks/drop off 
areas, access to recreational facilities and pedestrian/vehicular access and egress to the 
area; 

• Limited implications on existing assets; 

• Opportunity to standardise station layout with North Filton; 

• Limited likelihood of dealing with contaminated land. 

• Ground conditions potentially have a lower risk of settlement/consolidation in the 
construction phase; 

• Limited overall risk profile Track drainage offers a relatively higher capacity, minimising risk 
of degrading track beds. 
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• Off-track drainage avoids interaction with existing system, limiting alterations with existing 
assets; 

• Fewer existing structures that could constrain the design process, in particular platform 
alignment/layout and signal sighting; 

• If a spur service is in place and the service terminates at Henbury East station there is no 
interaction with the A4018 or B4055 overbridges; and, 

• Greater ability to integrate a loop service without needing to purchase third party commercial 
land. 

 
10.  Conclusion 
 
GRIP 2 work identified Henbury East as the preferred option for a station.  The result of the 
public consultation was a fairly even split between the options and the initial design work for 
GRIP 3 has confirmed Henbury East as the preferred option by Network Rail.  In addition when 
judged against the requirement to provide passive provision for a through or loop service the 
choice of Henbury East option mitigates against the possible need to acquire commercial third 
party land. 
   
Based on a review of the available information the Eastern Option is the most preferred. Initial 
anticipated cost ranges have been established as follows: 
 
● Henbury East: £9.04m - £10.04m 
● Henbury West: £9.9m - £11.0m 
 
It should be noted that at this stage of the development the current risk provision is at 40% and 
as the scheme progresses through further GRIP stages the anticipated final cost will be further 
refined cost may therefore go up or down.  
 
 
Author:  Janet Kings, MetroWest Phase 2 SRO, South Gloucestershire Council  
    

 


