
Guildford Land and Rail 
Study 
6th December 2018 

Prepared by:  

Jacob Tearle, Assistant Development Manager 

Authorised by:  

Jaime Rockhill, Senior Strategic Planner

Page 1 of 100





 

 

 

MDU Maintenance Delivery Unit 
Strategically placed network of depots where maintenance to the 
railway is carried out from 

NDL North Downs Line 
Services that operate on the North Downs Line between Reading 
and Redhill/Gatwick Airport via Guildford 

ORR Office of Rail and Road Regulator of the rail industry 

ROC Rail Operating Centre 
Building where Network Rail centrally controls and signals trains 
across a regional area. 

RSCH 
Royal Surrey County 
Hospital 

Hospital in Guildford 

S&C Switches and Crossings The areas of track which trains use to cross lines. 

SRLtH 
Southern Rail Link to 
Heathrow 

Project looking into options for linking Surrey and Hampshire with 
Heathrow Airport 

TPH Train per Hour How many trains operate per hour 

TPR Train Planning Rules 

TPRs are the rules by which a timetable is built; rules include the 
amount of time after a train has left a platform that the platform can 
be reoccupied, and similarly, there is a rule about the amount time 
after a train has crossed a junction that another train can cross it. 
These rules are important in maintaining the safe operation of the 
railway as well as enabling the resultant timetable to be operated 
robustly. 

TPS Train Planning System System that Network Rail uses to plan trains 

WACE 
Woking Area Capacity 
Enhancement 

Major project to redevelop Woking station and construct a grade 
seperated junction. 

WTT Working Time Table The core national rail timetable 
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Part A: Executive Summary  

A.01 Summary 

The aim of this study has been to provide Guildford Borough Council with an understanding 
of what land is required for railway operational use and future passenger growth at 
Guildford Station, and therefore what land may be available for development. 

The need to provide more residential accommodation close to transport hubs has become 
more important in recent years. Guildford Borough Council and Network Rail are therefore 
committed to identifying potential land sites that may be appropriate for such use. 

This study has sought the answers to the following questions: 

 What is the future platform requirement to accommodate demand in the planning
period to 2043?

 What is the operational land requirement in the Guildford area; including sites such
as the Maintenance Delivery Unit (MDU) and the signal box location etc.?

 What are the renewals plans for all assets groups in the Guildford area; with
emphasis on structures and track infrastructure?

 What Network Rail land is not required for operational purposes and could therefore
be released for development?

 How can the passenger experience be improved to provide a station fit for the future
that meets the needs of passengers and can accommodate future demand?

To answer these questions four workstreams were undertaken; these were: 

1. Analysis of pedestrian flows and capacity at Guildford Station

2. Timetable analysis to identify what level of train service the station can handle and at
what point additional infrastructure is required to accommodate the deliver the
desired service level

3. A technical study that took the output of the pedestrian and timetable studies and
developed options for providing the required capacity and operational outputs at
Guildford

4. Identification of complementary measures that would improve the customer
experience at the station
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The main conclusions are detailed in section C.06, and throughout the document, but are 
also summarised below: 

 The Solum development will be delivered with Control Period 6 (CP6), and will
provide a new station building and new plaza on the east side of the station site

 Platform 0 is not required to meet future capacity demand

 A new platform will be required on the west side of the station to meet the growth
expected from the release of Main Line train paths through the implementation of
Crossrail 2 in Control Period 8 and beyond (CP8+)

 A new, wider and fully accessible footbridge will be required to accommodate the
increase in passenger demand at the station

 The signal box site will not become available for development

 The Maintenance Delivery Unit (MDU) site is the most likely for future development,
although until the Wessex Route Accommodation Strategy and the subsequent
consultation with trade unions is complete this cannot be confirmed or be assumed
to happen

 There are several packages of complementary measures that provide an opportunity
for Guildford Borough Council and Network Rail to work together to realise
passenger experience benefits at Guildford Station

Part B: Background 

B.01 Rationale 

This study has been undertaken by Network Rail on behalf of Guildford Borough Council, 
who have funded the work. Guildford Borough Council instigated this study to understand 
what land around Guildford Station could become available for future development and 
when. To identify any land that might be available for development, it was agreed that 
Network Rail would need to understand what was required for operational use and future 
growth at the station.  

The Wessex Route Study was published in August 2015 and provided a high-level 
understanding of what may be required at Guildford to meet future growth in the planning 
period to 2043. Because of the work carried out through the Route Study it was understood 
that it was unlikely that any capacity provision works would be required at Guildford until at 
least the Control Period 7 (CP7) timeframe of 2024 to 2029. Therefore, Network Rail would 
be unlikely to seek or receive further Government funding to progress anymore 
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development work to ascertain what exactly would be required at Guildford Station in the 
future until a much later date. 

Guildford Borough Council therefore offered to bring forward and fund the capacity study 
work so that Network Rail could discern a red line boundary showing what land was needed 
in the future for railway purposes. This would then inform a decision on what land might be 
available for future development and at what point. 

B.02 Guildford Station: an overview 

Guildford Station is an eight-platform station (although only seven of the platforms can be 
used for passenger services owing to the single track between platforms 6 and 7) on the 
Main Line route from Portsmouth, known as the Portsmouth Direct Line. In April 2018 the 
station was brought into Network Rail’s Managed Station portfolio, and therefore taken out 
of the SW franchise. 

Figure 1: Guildford Station Track Diagram 
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There are three carriage sidings located adjacent to Platform 8 on the west side of the 
station, see Figure 4.  

Figure 4: west side sidings 

Farnham Road Bridge is located at the country end of the station and carries a two-lane 
carriageway over the railway, see Figure 5.  
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Figure 7: Extract from the National Electronic Sectional Appendix (NESA) 

The station is surrounded by several heritage and conservation features. These include the 
Guildford Town Centre Conservation Area and Wey and Godalming Navigations 
Conservation Area. It should be noted that the conservation areas are outside the Network 
Rail ownership boundary. See Figure 8.   
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B.03 Previous Work 

B.03.01 Wessex Route Study 

As stated in the Rationale, above, the Wessex Route Study was the first piece of work that 
sought to identify a future requirement for capacity works at Guildford, and was published in 
August 2015. The study was produced with the collaboration of other industry partners and 
the input of Local Authorities and Local Enterprise Partnerships (LEPs). 

The aim of the Route Study was to set out a strategy for the Wessex Route that addressed 
overcrowding, growth (both in passenger and freight demand), journey times and 
connectivity. As part of the work looking at Main Line service growth, in the planning period 
to 2043, it was recognised that at some point in that timeframe Guildford Station would be 
unable to cope with the level of service required to meet demand. 

Initial work, as published in the Draft for Consultation (public consultation), suggested a 
large-scale remodelling of Guildford Station to accommodate: 

 Current overcrowding on Main Line services

 Growth in demand on Main Line services

 Growth in North Downs Line services

 New off-peak services to meet connectivity outputs

This was very much a “worse case” scenario and resulted in a solution that required a 
substantial remodelling of the station through the addition of three new platforms (on the 
west side of the station), a fully accessible bridge and considerable track works.  

Development of this scenario pointed to there being no requirement for increased platform 
capacity in the Control Period 6 (CP6) timeframe of 2019 to 2024. It was stated that the 
capability to operate additional services in CP7 or beyond through the release of train paths 
from Digital Railways and Crossrail 2 would be the point at which an intervention at 
Guildford Station would be required. It was, however, not clear when such an intervention 
would be needed. 

Following the public consultation and owing to the changing financial landscape it was 
decided that this “worse case” was not a value for money solution and that for the final 
document a short-term incremental step towards capacity provision should be identified. 
This led to the proposal to build a Platform 0 on the east side of the station. For the Wessex 
Route Study this was suggested but not in any specific detail. It was decided that further 
work, to a pre-GRIP level would be carried to understand the technical feasibility of a 
Platform 0. No timetable analysis was done at the time of the Wessex Route Study to 
definitively show if a Platform 0 was the interim solution to capacity through Guildford. 
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Platform 0 technical feasibility 

Following the publication of the Wessex Route Study and the progression of the Solum 
property development, on the east side of the station, it was decided that some technical 
feasibility work would be required to identify the land required to implement a Platform 0. 

The premise behind a Platform 0 at Guildford Station was that Platform 2, a through 
platform, is blocked by terminating Main Suburban services that use the Guildford New 
Line. This means that Platform 1 and Platform 2 are both occupied by terminating trains. 
For Platform 1, which is a bay platform, this is not a problem, but for Platform 2 it was 
suggested that if there was no terminating service occupying the platform then it could be 
used for services operating towards Portsmouth. It should be noted that this was not based 
on any detailed timetable analysis. 

As the Solum development progressed through the planning process it became apparent 
that Network Rail would need to supply Solum with a red line boundary for where a Platform 
0 would be positioned. 

Initial work suggested options that required varying amounts of land from the Solum 
development to accommodate the additional platform to the east of Platform 1.  

Following further discussions with Solum about the impact on their development it was 
agreed that further options, that minimised or removed the need to use Solum designated 
land, would be assessed. This resulted in options that would require more expensive and 
intrusive railway works to fit the platforms and track layout into the space available. 
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Part C: Guildford Land & Rail Study 
As previously noted, this study has been commissioned by Guildford Borough Council to 
enable Network Rail to assess future platform capacity, station capacity, and operational 
requirements with the aim of determining the land that could be released for development. 

This study, as specified and remitted by Guildford Borough Council, has focused on the 
following questions: 

 What is the future platform requirement to accommodate demand in the planning
period to 2043?

 What is the operational land requirement in the Guildford area; including sites such
as the Maintenance Delivery Unit (MDU) and the signal box location etc.?

 What are the renewals plans for all assets groups in the Guildford area; with
emphasis on structures and track infrastructure?

 What Network Rail land is not required for operational purposes and could therefore
be released for development?

 How can the passenger experience be improved to provide a station fit for the future
that meets the needs of passengers and can accommodate future demand?

To answer these questions four workstreams were undertaken; these were: 

1. Analysis of pedestrian flows and capacity at Guildford Station

2. Timetable analysis to identify what level of train service the station can handle and at
what point additional infrastructure is required to accommodate the deliver the
desired service level

3. A technical study that took the output of the pedestrian and timetable studies and
developed options for providing the required capacity and operational outputs at
Guildford

4. Identification of complementary measures that would improve the customer
experience at the station

The following sections of this study will summarise the outcome of the these workstreams 
but it is worth discussing future growth and demand at Guildford first. 

C.01 Demand and Growth 

When assessing demand and growth on the railway it is assumed that the busiest hour is 
the “high peak”, therefore it is that hour that is used to understand capacity gaps and future 
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of Main Suburban services at Guildford is not part of Network Rail’s current strategy for the 
Main Suburban service group. 

Demand on the North Downs Line is increasing and the line is seen, by wider stakeholders, 
as a major contributor to and enabler of economic growth. The strategy for the North Downs 
Line states that an uplift of service to 3tph all is day is required in early CP6 (formed of 2tph 
Reading to Gatwick Airport services and 1tph Reading to Redhill service). Following this 
uplift, it is expected that between Control Period 8 (CP8 – 2029 to 2034) and Control Period 
10 (CP10 – 2039 to 2044) the service level would increase to 4tph, although it has not yet 
been determined where the additional service would operate to/ from. 

Finally, the proposed Southern Rail Link to Heathrow is currently assumed to include a 2tph 
service operating between Guildford and Heathrow. Network Rail are working with DfT on 
the Market Led Proposal initiative in relation to linking Heathrow to rail from the south. 
There is currently no firm plan for Heathrow services but market study work carried out by 
Network Rail has suggested Guildford, and the surrounding catchment, as a key market for 
such a service. 

From this demand and expected growth picture a train service specification was developed 
to be used when assessing capacity, both pedestrian and platform, at Guildford. This can 
be seen in Table 2. 

The service specification acknowledges the Main Line services that are assumed as part of 
current Main Line strategy. Therefore, it includes additional services enabled by Woking 
grade separation, digital signalling and Crossrail 2. The specification also acknowledges the 
expected services to Heathrow and growth on the North Downs Line. This train service 
specification recognises the quantum of services but it is understood that there are 
variations both in terms of the services themselves and the timescales over which they are 
likely to be introduced. 
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access the eastern side of the station via the public highway. For those station users there 
is also an increase to their overall end-to-end journey time.  

C.02.02 Stairs and platforms 

The stairs to the footbridge from platforms 3 and 4 are shown to be an area of significant 
capacity concern in the 2043 scenario. This is caused by an increase in the assumed 
alighting loads from Portsmouth bound services which modelling suggests could put 
additional pressure on the stairs.  

This would result in queuing on the platform, for passengers wishing to access the stairs, 
for a significant duration. Consequently, passengers may have to queue right up to the 
platform edge, which in turn would cause safety concerns and the subsequent service 
performance implications from delayed train dispatch. 

The width of platforms 5 and 6 is also an area of significant capacity concern. The assumed 
increase in demand for fast London Waterloo bound services could result in congestion on 
platforms 5 and 6. 

Again, this could lead to safety concerns as passengers fill the platform right up to the 
platform edge leading to safety concerns as passengers may congregate close to the 
platform edge. The alighting and boarding of trains may be slower as a result, which would 
impact on dwell times and train performance for those services affected. 

C.02.03 Subway 

The subway, as previously noted, is connected to the platforms via long, steep ramps. 
Owing to their gradient the ramps are not compliant with the code of practice set out within 
the Department for Transport’s Design Standards for Accessible Railway Stations. 

This means that the subway and ramps are classed under the category of moderate 
potential capacity concern. The subway and ramps therefore create an accessibility barrier 
for people with reduced mobility. Station staff are required to assist those passengers with 
reduced mobility up and down the ramps to ensure they can access the platforms safely.  

In addition to the ramps there are blind corners on to the subway that increase the risk of 
accidents occurring.  

C.02.04 Recommendations 

The areas, shown in Figure 11, which are labelled as having minor/no potential capacity 
concerns are expected to continue to operate well in the face of increased demand. 

After identifying the concerns detailed above, the following recommendations have been 
determined that would help to accommodate future demand at the station: 
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1. Improve accessibility through the provision of step-free access between the
footbridge and the platforms; ideally through the provision of lifts

2. Replace the existing footbridge with a wider structure which includes lifts and
additional stairs to the platforms. This would alleviate the issues identified on the
platform 3 and 4 stairs as well as the west side entrance/ exit’s lack of accessibility

3. Remove and fill in the subway and ramps to create more platform space and
alleviate safety issues. This would help reduce the issues identified on platforms 5
and 6 by removing the void created by the subway ramp. The subway would need to
be replaced by a fully accessible footbridge, as suggested in point number two

Further detail can be found in the original report located in Appendix C. 

C.03 Timetable Analysis 

The project commissioned some timetable analysis work to identify if any railway 
infrastructure would be required to accommodate the proposed future train service 
specification, as specified in Table 2. This workstream was designed to answer the 
following questions: 

1. Is there enough platform capacity to operate the CP6 level of service?

2. Is there enough platform capacity to operate the CP7 level of service?

3. Is there enough platform capacity to operate the CP8 to CP10 level of service?

4. If the answer to any of the previous three questions is “no”, then what infrastructure
interventions may be required to enable that service level?

5. Is Platform 0 required as part of any identified infrastructure solution?

To answer these questions the analysis looked at a geographic scope that covered the area 
from the junctions to the north of Guildford, through Guildford Station to Shalford Junction to 
the south of Guildford, as shown in Figure 12, below. 
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Figure 12: Geographic scope of timetable analysis 

This workstream was carried out by the Capacity and Capability Planning team in the 
System Operator function of Network Rail.  

C.03.01 Methodology 

The analysis was carried out by setting up the timetable and infrastructure conditions in the 
Network Rail Train Planning System (TPS) using a copy of the December 2017 Working 
Timetable (WTT) as a base. The December 2017 WTT was chosen as the base because it 
provided a known baseline without the need to make assumptions on potential future 
changes to services, such as those proposed within the new SW franchise. TPS is the 
system that Network Rail uses to plan trains and assess capacity constraints.  

To answer the above questions, each control period service level was then assessed in 
chronological order by systematically overlaying the next service level on to the previous 
one until conflicts were identified. These conflicts then signpost where a potential 
infrastructure intervention or change in train operation/ timetable would be required to 
enable the operation of the train service specification. 

To identify the constraints and potential infrastructure interventions minimum Train Planning 
Rules (TPRs) were used. TPRs are the rules by which a timetable is built; rules include the 
amount of time after a train has left a platform that the platform can be reoccupied, and 
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similarly, there is a rule about the amount time after a train has crossed a junction that 
another train can cross it. These rules are important in maintaining the safe operation of the 
railway as well as enabling the resultant timetable to be operated robustly. 

Minimum TPRs refer to the absolute limit that the rules can be stretched before there is an 
adverse impact on train performance as a result. However, operating a timetable solely on 
minimum TPRs does not provide sufficient space between trains or recovery opportunities 
should delay occur and therefore will impact on performance and timetable robustness. 

C.03.02 Findings 

After following the methodology, as detailed in section C.03.01, the capacity at Guildford 
Station was assessed and consideration was given to whether new infrastructure would be 
required to accommodate each control period service level change. 

Control Period 6 

By overlaying the additional Main Line service, released by the WACE scheme, and the 
additional North Downs Line service on to the December 2018 timetable the following 
observations were made: 

 The current infrastructure at Guildford Station provides sufficient capacity to operate
the additional Main Line service expected in CP6 and therefore no infrastructure is
required

 For the additional London Waterloo bound (Up) Main Line service the most “natural”
platform to be used would be Platform 5 as this provides the straightest route into the
platform and would avoid the need to make crossing moves (crossing over other
lines to access the platforms)

 For the additional Haslemere bound (Down) Main Line service the most “natural”
platform to be used would be Platform 4 as this provides the straightest route into the
platform and would avoid the need to make crossing moves (crossing over other
lines to access the platforms)

 The current infrastructure at Guildford Station provides sufficient capacity to operate
the additional North Downs Line service expected in CP6 and therefore no
infrastructure is required

 For the additional Reading bound (Up) North Downs Line service the most “natural”
platform to be used would be Platform 8 as this provides the straightest route into the
platform and would avoid the need to make crossing moves (crossing over other
lines to access the platforms)
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 For the additional Reigate bound (Down) North Downs Line service the most
“natural” platform to be used would be Platform 6 as this provides the straightest
route into the platform and would avoid the need to make crossing moves (crossing
over other lines to access the platforms)

 Neither the additional Main Line or the additional North Downs Line service can use
Platform 2 and therefore a Platform 0 would have no benefit

Control Period 7 

By overlaying the two additional Main Line services, released by the digital signalling 
scheme in the Wimbledon area, and the two new Southern Rail Link to Heathrow services 
on to the CP6 timetable overlay the following observations were made: 

 The current infrastructure at Guildford Station provides sufficient capacity to operate
the two additional Main Line service expected in CP7 and therefore no infrastructure
is required

 For the two additional London Waterloo bound (Up) Main Line services the most
“natural” platform to be used would be Platform 5 as this provides the straightest
route into the platform and would avoid the need to make crossing moves (crossing
over other lines to access the platforms)

 For the two additional Portsmouth bound (Down) Main Line services the most
“natural” platform to be used would be Platform 4 as this provides the straightest
route into the platform and would avoid the need to make crossing moves (crossing
over other lines to access the platforms)

 The current infrastructure at Guildford Station provides sufficient capacity to operate
the two new Southern Rail Link to Heathrow services expected in CP7 (or CP8) and
therefore no infrastructure is required

 For the new Heathrow bound (Up) Southern Rail Link to Heathrow services, that
start at Guildford, the most “natural” platform to be used would be Platform 5 as this
provides the straightest route out of the platform and would avoid the need to make
crossing moves (crossing over other lines to access the platforms)

 For the new Guildford terminating (Down) Southern Rail Link to Heathrow services
the most “natural” platform to be used would be Platform 4 as this provides the
straightest route into the platform and would avoid the need to make crossing moves
(crossing over other lines to access the platforms)

 The two new Guildford terminating/ starting Southern Rail Link to Heathrow services
can use Platform 2; but there is sufficient capacity at Platform 4 and 5 for both the
additional Main Line and new Heathrow services and therefore Platform 2 is not
required
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 Following on from the point above, as other platforms can be used (4 and 5) for the
CP7 overlay there would be little benefit offered by having a Platform 0

Control Period 8 to Control Period 10 

By overlaying the three additional Main Line services, released by the Crossrail 2 scheme, 
and another additional North Downs Line service on to the CP7 timetable overlay the 
following observations were made: 

 The current infrastructure at Guildford Station provided sufficient capacity to operate
80% of the additional services (both Main Line and North Downs Line) expected in
CP8 and beyond, but only by utilising minimum TPR values (therefore having a
potential impact on performance and robustness)

 The remaining 20% of services that are not able to be accommodated on current
infrastructure at Guildford Station would therefore require new infrastructure

 For the additional London Waterloo bound (Up) Main Line services the most “natural”
platform to be used would be Platform 5 as this provides the straightest route into the
platform and would avoid the need to make crossing moves (crossing over other
lines to access the platforms)

 For the additional Portsmouth bound (Down) Main Line services the most “natural”
platform to be used would be Platform 4 as this provides the straightest route into the
platform and would avoid the need to make crossing moves (crossing over other
lines to access the platforms)

 For the additional Reading bound (Up) North Downs Line service the most “natural”
platform to be used would be Platform 8 as this provides the straightest route into the
platform and would avoid the need to make crossing moves (crossing over other
lines to access the platforms)

 For the additional Reigate bound (Down) North Downs Line service the most
“natural” platform to be used would be Platform 6 as this provides the straightest
route into the platform and would avoid the need to make crossing moves (crossing
over other lines to access the platforms)

 Neither the additional Main Line or the additional North Downs Line service can use
Platform 2 and therefore a Platform 0 would have no benefit

C.03.03 Conclusions and recommendations 

As an overall conclusion from this analysis it can be stated that with all services, up to and 
including CP8/ CP10, combined there would be insufficient capacity at Guildford Station 
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when considering robustness of the timetable, performance risk and future service growth 
beyond the 2043 planning period. 

As noted in section C.03.02, most of the additional/ new services naturally operate though 
the higher number platforms and therefore most of their impact will be on the west side of 
the station. Therefore, one of the key recommendations of the timetable analysis is that a 
new platform to address the capacity constraints at the station should be built on the west 
side and not the east side. For this reason, Platform 0 would not provide any useable 
benefit and is not recommended as part of this work. 

An additional platform on the west side of the station, with associated track and crossovers, 
would enable trains to be spread out across more platforms and therefore allow more space 
in the timetable between the trains. 

The benefit of this would be to minimise performance risk through the operation of a more 
robust timetable. In addition, a new platform would also future proof the station for growth 
beyond 2043. 

The capacity benefit of delivering an additional platform would be further increased if 
combined with line speed improvements. Network Rail and GWR are working together to 
understand  

C.04 Technical/ Engineering Options Study 

Following the completion of the pedestrian capacity and timetable analysis workstreams the 
findings and recommendations were passed to the Network Rail Infrastructure Projects (IP) 
team to be developed into some high-level options for consideration. It is these options that 
will determine the red line boundary and therefore what land may be available for future 
development. 

The completed analysis identified the following recommendations: 

 A new, wider, fully accessible footbridge

 Additional platform capacity on the west side of the station

This part of the study will detail possible infrastructure options for these recommendations. 
It should be noted that these options are in a very early stage of development and therefore 
should not be considered as a final design. Further development work, including detailed 
surveys, would be required to finalise any such designs at the appropriate time. 

C.04.01 Platform Options Overview 

There are four main constraints, on the west side of the station, that have had an influence 
on the options that have been developed as part of this technical workstream; they are: 

 The existing carriage and tamper sidings
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Relocation of the MDU would be subject to the wider Wessex Route Accommodation 
Strategy, which is looking at potential options for consolidating accommodation across the 
Wessex Route, and full consultation with trade unions. Therefore, this study is not 
suggesting that relocation of the MDU is currently planned at this stage. 

However, for the purposes of this study and for identifying the maximum potential land 
opportunity, all options have assumed that the MDU will be relocated. In case any 
operational land would still be required, even with the MDU relocated, a smaller land 
allocation for operational purposes has been made in all options.   
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The footbridge would be widened and could be demarcated into paid and unpaid sides to 
separate station users from non-station users and help with revenue protection.  

There would be a standard lift per platform which could either be located centrally or 
provided at the opposite side to the stairs. Based on the pedestrian capacity analysis, there 
may be a requirement by 2043 to have two staircases off the footbridge, as shown in Figure 
10. However, this will make it more challenging to separate users of the public right of way 
users from passengers. 

How any future bridge alignment interacts with the Solum development, on the east side, 
and Guildford Borough Council’s aspirations for the west side will need to be carefully 
considered. 

 

Future Renewals at Guildford 

The Wessex Route’s plan for railway infrastructure asset renewals may provide the 
opportunity for synergies and efficiencies with the enhancements works (such as the new 
platform).  

Internal discussions with Network Rail asset owners and a review of existing renewal plans 
have revealed the following: 

 There are plans to renew the majority, but not all, of the Switches & Crossing (S&C) 
units at Guildford North Junction, spread over a period of 2 years within CP6 

 There are pending plans to undertake refurbishment and strengthening works to 
Farnham Road Bridge within the last year of CP5 (2018-19) and first year of CP6 
(2019-2020) to allow Network Rail to meet its liability for the structure. There are no 
plans to completely reconstruct the structure 

 Guildford signalling re-control to the Basingstoke Route Operating Centre is not 
planned for at least the next 10 years; and therefore, is not currently available for 
development. The need to leave some signalling equipment on the site of the 
Guildford Signal Box means that once the signalling has been re-controlled the site 
may still not be available for development 

 Any future signalling works associated with the additional platform are likely to 
require land for new signalling location cases (this has been considered in this study) 

 Signal sighting (the position of signals to ensure train drivers can see them) is to be 
considered for above ground structures such as the proposed footbridge (this has 
been considered in this study) 

 Potential, future overhead electrification should be considered when designing any 
over track structures 

Page 37 of 100



Long term planning discussions are already underway between the Wessex Route and 
System Operator for CP7 to enable a joined-up approach to renewal and enhancement 
decisions across the Wessex network. Where efficient and appropriate to do so renewal 
and enhancement works may be combined or re-planned to take advantage of these 
opportunities. 

C.04.04 Technical recommendations  

In order to provide more confidence in the identified land boundary, a full asset survey 
would need to be undertaken. 

A full topographical survey would also need to be undertaken to allow a more accurate 
horizontal and vertical track design to be produced that validates the platform infrastructure 
proposals.   

Any future design should review fire requirements and the provision of a secondary means 
of escape for the proposed platform. Firefighting access should also be considered as part 
of the future infrastructure design.  

A full accessibility review of the station would be appropriate to verify and identify all 
accessibilities issues to ensure any future designs take account of them and where suitable 
seek to remedy them.  

All these recommendations should be addressed as part of any future design work as and 
when the capacity and footbridge works are funded and progressed. 

C.05 Complementary Measures 

Network Rail was asked to consider, identify and present in this study other complementary 
measures, such as: 

 Improvements to the customer experience at the station through improved facilities

 Planned developments in and around the station

 Integrating the station into other external interventions and initiatives, such as those
being progressed by Guildford Borough Council

C.05.01 Solum Development 

Solum is a joint venture partnership between Kier Group and Network Rail; which was 
established in July 2008 to attract private investment into the rail network and build much 
needed new homes close to transport hubs.  
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The scheme also includes the construction of a secure multi-storey car park retaining the 
same number of station parking spaces with improved, safer pedestrian access and 
reduced average walk time from car to platform. 

The new station building has been designed so as to accommodate future passenger 
demand at Guildford. The ticket hall will be larger than the current arrangement and the 
gate line will be reconfigured to encourage permeability between the platforms and the 
station plaza. There will also be passive provision in place to increase the number of ticket 
gates in the future to further improve permeability and meet future passenger demand. 

As part of the unilateral undertaking pursuant to Section 106 of the Town and Country 
Planning Act 1990 agreed between Solum, Network Rail and Guildford Borough Council, 
Solum are funding £2m worth of station improvements at Guildford which must be delivered 
prior to the date on which the new station building is first opened to the public. This will 
need to be agreed between all parties as the Solum development is taken forward. 

 

C.05.02 Other Network Rail Station Interventions 

An internal Network Rail Station Working Group is developing a roadmap of investment 
opportunities at the station. The majority of these are not currently funded. However, in the 
short term (next 2 years) it is expected that the following will be taken forward: 

 a deep clean of the station 

 refurbishment of the toilet facilities  

 removal of the toilet turnstiles  

 improvements to the flooring on the footbridge 

These works may be supplemented by the Section 106 funds from the Solum development, 
which as previously noted are not yet agreed. 

Network Rail also aspire to improvements to the west side entrance/ exit. These aspirations 
are shared by Guildford Borough Council. 

As part of the platform capacity works identified in this study there is also the requirement 
for a new, wider, accessible footbridge. 

C.05.03 Local Authority Proposals and aspirations 

At a joint workshop on 4th June 2018, Guildford Borough Council detailed their aspirations 
for complementary connectivity measures at the station.  

 

Town Centre Transport Package 

Guildford Borough Council presented their plans for a £9.26m package of works to improve 
transport facilities in the town centre. 
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Specific measures include: 

 Walnut Tree Close – Guildford Borough Council proposes to reduce traffic using 
Walnut Tree Close, located to the east of Guildford Station, to prevent rat running 
and reduce the number of vehicles joining the congested A322 gyratory from Walnut 
Tree Close. 

Guildford Borough Council initially propose to operate Walnut Tree Close as a one-
way road before a full closure is implemented with the road becoming a non-through 
road. This is expected to be implemented in Summer 2019. See location below in 
Figure 12 

 Walnut Tree Bridge – Guildford Borough Council have proposals in place to replace 
the current footbridge bridge, which spans the River Wey, located just to the east of 
Guildford Station.  

They plan to implement a wider bridge which allows simultaneous pedestrian and 
cycle use. The Solum improvements to the public realm are designed in such a way 
that pedestrians from the station are directed to this bridge. This will be 
supplemented by wayfinding. This will improve links between the railway station and 
town centre. Full planning permission has been granted for the new bridge has been 
granted and the bridge is expected to open in 2020. See location below in Figure 12 

 Other improvements – forming part of the Town Centre Transport Package, but not 
directly impacting the station, include improvements to the exit of the Millbrook car 
park, improvements to Bridge Street/Onslow Road pedestrian crossings and public 
realm works 
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The station will provide improved access to the Royal Surrey County Hospital 
(RSCH), the Surrey Research Park, University of Surrey’s Manor Park campus, the 
Surrey Sports Park and the existing Park Barn residential area. 

 Guildford East Station is a new station proposal promoted by Martin Grant Homes
with support from Surrey County Council and Guildford Borough Council. If
delivered, the station will be located between London Road (Guildford) and Clandon
on the Guildford New Line.

 Guildford Borough Council plans to introduce a community bike share scheme in
2019/20. Capital funding has already been secured to deliver this.

C.06 Conclusions and Recommendations  

Section C of this document forms the main part of the Guildford Land and Rail Study and 
has been produced through the delivery of four main workstreams: 

1. Analysis of pedestrian flows and capacity at Guildford Station

2. Timetable analysis to identify what level of train service the station can handle and at
what point additional infrastructure is required to accommodate the deliver the
desired service level

3. A technical study that took the output of the pedestrian and timetable studies and
developed options for providing the required capacity and operational outputs at
Guildford

4. Identification of complementary measures that would improve the customer
experience at the station

These workstreams seek to answer the following five questions: 

1. What is the future platform requirement to accommodate demand in the planning
period to 2043?

2. What is the operational land requirement in the Guildford area; including sites such
as the Maintenance Delivery Unit (MDU) and the signal box location etc.?

3. What are the renewals plans for all assets groups in the Guildford area; with
emphasis on structures and track infrastructure?

4. What Network Rail land is not required for operational purposes and could therefore
be released for development?

5. How can the passenger experience be improved to provide a station fit for the future
that meets the needs of passengers and can accommodate future demand?
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C.06.01 What is the future platform requirement to accommodate demand in the 
planning period to 2043? 

The timetable analysis, carried out as part of this study, produced a model based on the 
current rail infrastructure and train service. This was then overlaid with the expected train 
service changes in CP6, CP7 and CP8+ to identify at what point the infrastructure could not 
accommodate the changes within acceptable performance tolerances. 

The analysis provided the following conclusions: 

 Platform 0 is not required to provide platform capacity improvements at Guildford 
Station 

 The CP6 train service specification, of +1tph Main Line service and +1tph North 
Downs Line service, can be accommodated on current infrastructure 

 The CP7 trains service specification, of +2tph Main Line services and 2tph Southern 
Rail Link to Heathrow services, can be accommodated on current infrastructure 

 The CP8+ train service specification, of +3tph Main Line services and +1tph North 
Downs Line service, cannot be accommodated on current infrastructure without a 
detrimental effect on service performance 

 An additional platform is required on the west side of the station to operate the CP8+ 
level of service 

Therefore, the future platform requirement to accommodate demand to at least 2043 is one 
additional platform on the west side of the station. 

 

C.06.02 What is the operational land requirement in the Guildford area; including 
sites such as the Maintenance Delivery Unit (MDU) and the signal box 
location etc.? 

The technical report analysis sought to answer this question through discussion with 
various Network Rail departments and came to the following conclusions: 

 The MDU is a key strategic operational site  

 The Wessex Accommodation Strategy is investigating ways of consolidating and 
improving the Wessex Route’s portfolio of staff accommodation 

 So far, the Wessex Accommodation Strategy has not yet reached a conclusion on 
how MDUs might be consolidated across the Wessex Route 

 The signal box is where the Guildford area (whose limits are Effingham Jn, 
Worplesdon, Blackwater and north of Farncombe) is controlled from 

 The signal box is not currently planned to be re-controlled to the Basingstoke 
Railway Operating Centre (ROC) in the next 10 years 
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 Improvements to west side entrance/ exit (medium-term) 

 Walnut Tree Close closure to through traffic 

 Walnut Tree Bridge widening 

 New footbridge associated with platform capacity 

 Other Town Centre Transport Package initiatives 

 Guildford Park Road residential development 

 Sustainable Movement Corridor 

 Guildford West new station 

 Guildford East new station 

Network Rail and Guildford Borough Council will continue to work in collaboration to realise 
the benefits of schemes that provide an improved passenger experience.  
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Part A: Executive Summary 
 
The main aim of the analysis was to assess if infrastructure enhancements are required at Guildford 
Station to deliver aspirations for additional services through control periods CP6, CP7 and CP8. The 
outputs and recommendations of the analysis will inform the Guildford Land Strategy programme, if 
land at Guildford Station is to be retained for the future. 
 
The analysis took a phased approach, assessing the control periods in chronological order by 
implementing the additional services for each period to the base timetable (December 2018 
Working Timetable). 
 
The key conclusion is that additional infrastructure will be required by CP8 in the form of a new 
platform plus the associated track and crossovers.  
 
Additional service specifications described for CP6 and CP7 could be accommodated within the 
Dec18 timetable, with the current infrastructure at Guildford Station and Shalford Junction. 
Therefore there will not be any need for new infrastructure during CP6 and CP7. The majority of the 
aspired services for CP8 could only be accommodated on minimum Timetable Planning Rules 
(TPR) values, which causes insufficient capacity at Guildford Station in terms of robustness of the 
timetable, operational performance risks and future service growth.  
 
From a land perspective the key conclusion is that land will need to be retained west of Guildford 
Station (see Figure 3). Further investigation and analysis would be needed to firstly establish 
potential infrastructure and station layout options. This would then inform the quantity of land to be 
retained, which may vary between different options. 
  
The analysis found that due to their routings, all additional services would mainly use the platforms 
on the west side of the station. Therefore by CP8 additional infrastructure in the form a new 
platform, track and crossovers serving the west side of the station would be required to provide 
more platform capacity.   
 
Additional recommendations which may provide further benefits are: 
 

x Line Speed Improvements: Increasing line speeds, with the aim of reducing the current 
TPR values (e.g. junction margins/headways). Lower TPR values result in greater capacity 
or providing robustness through enabling more space between trains. 

x Timetable Revision:  Planning the future timetables to make the most efficient use of the 
platform and station capacity at Guildford, by planning trains into platforms where crossing 
and conflicting moves are minimised. 
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Part B: Introduction 
B.01 Background 
 
Guildford Borough Council (GBC) has engaged with the System Operator function of Network Rail 
to discuss the future development of Guildford Station both in terms of operational needs, including 
growth through future demand, and the opportunity for residential and commercial development in 
the station area. 

B.02 Aims and Objectives 
 
The aim of the project was to determine what the future platform requirement would be to 
accommodate demand to 2043. 

There are three potential step changes in service level associated with the provision of sufficient 
Main Line capacity in the planning period to 2043; these are: 

x The implementation of Woking Grade Separation in CP6 – it is expected that this will enable, 
in the short-term, the operation of two additional Main Line services in the high peak (arrivals 
at London Waterloo between 08:00 and 08:59). It was assumed that one of these services 
originates from Haslemere and calls at Guildford 

x The implementation of Digital Railway in CP7 – it is expected that this will deliver the 
capability to operate an additional four Main Line services in the high peak. It was assumed 
that one of these services originates at Havant and calls at Guildford, and another starts at 
Guildford. 

x The implementation of Crossrail 2 in CP8 – it is expected that this will unlock seven 
additional Main Line paths into London Waterloo. It was assumed for the purposes of this 
study that three of these services operate beyond Guildford and that they all call at 
Guildford. 

Main Suburban services, those terminating or originating at Guildford that utilise the Guildford New 
Line via Cobham or the line via Leatherhead, were assumed to be as per the SWR franchise bid 
timetable. 

In terms of the North Downs Line there are two potential step changes in service level associated 
with the provision of sufficient capacity in the planning period to 2043: 

x An increase to 3tph all day in each direction; 1tph stopping service between Reading and 
Redhill (and in the reverse) and 2tph semi-fast services between Reading and Gatwick 
Airport (and in the reverse) – this was assumed in the CP6 timeframe 
 

x An increase to 4tph all day in each direction; as per 3tph but with the addition of another 
semi-fast service (this is a local stakeholder aspiration) – this was assumed in the CP8 
timeframe. 
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In addition, provisions are made for the ability to operate 2tph terminating services from the 
proposed Heathrow Southern Access proposals, in the CP7 timescale 
 
The changes are summarised in the table below: 

CP6 Woking Grade Separation: 2 additional Main Line 
services in the high peak. Assumed that 1 of these 
originates from Haslemere. 

North Downs Line: An increase of 1 additional train per 
hour in each direction. 

CP7 Digital Railway: 4x additional mainline services in the high 
peak. 1 of these starts at Havant and another starts at 
Guildford. 

Heathrow Southern Access: 2x additional terminating 
services in CP7  

CP8 Crossrail 2: Expected to unlock 7x Main Line paths to 
Waterloo. Assumed that 3 of these operate on the 
Portsmouth Direct Line and will call at Guildford (the 
remaining 4tph were assumed to operate via Basingstoke 
and are therefore not part of this work). It was assumed 
that these services will not terminate at Guildford. 

North Downs Line: An increase of 1 additional semi-fast 
train per hour in each direction. 

Table 1. Control Period Specifications – additional to Dec18. 
 
A previous study looked at the potential of an additional terminating platform on the east side of the 
station next to the current platform 1. This is referred to as platform 0 and was considered as an 
option during the analysis. 
 
The objective of this timetable analysis was to determine if the service levels described above could 
be accommodated in each of the Control Periods with current infrastructure.  
If the service levels could not be accommodated, the constraints would be identified and suitable 
recommendations made; mainly in terms of what additional platforms would be required. 

There were no known exclusions. All known schemes up to and including CP8 are considered as to 
the impact on service levels at Guildford.  
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B.03 Geographic Scope and Station Layout 
 
The main geographic scope for the analysis is Guildford Station as shown below.  
 
Outside of Guildford, the analysis considered Shalford Junction which due to its proximity to 
Guildford is relevant from a timetable compliance perspective.  
 

 
Figure 1: Guildford station and immediate area layout. 
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Part C: Methodology 
 
The project was setup in TPS using a copy of the Dec18 WTT as a base.   
 
An individual assessment was then made for each of the Control Periods, in chronological order 
(CP6 > CP7 > CP8). For each assessment, trains were created in the TPS project to meet the 
additional train specifications as per Table 1 of this report. This was also done in chronological 
order. 
 
CP6: This was assessed first. The additional trains for the Woking Grade Separation were added to 
the base for the 3 hour peak period; 0700 to 0959 and North Downs Line were increased 1 
additional train per hour in each direction. 
  
The Guildford Station area was analysed to determine if there is capacity to operate the train 
specifications, firstly with the current infrastructure and if not, what is required to accommodate the 
trains. As a specific infrastructure enhancement, the proposed Platform 0 was considered as a 
possibility. The assessment also looked at other possible enhancements and made suitable 
recommendations. 
 
For the timetable and specifications to be deemed viable, train paths were required to be compliant 
to the TPRs.  
 
CP7: Once CP6 was assessed, the additional trains for CP7 (Digital Railway and Heathrow 
Southern Access derived trains) were added to the timetable, on top of the base plus CP6 trains. 
This was assessed in an identical fashion as to CP6. 
 
For the aspiration of the 2 additional terminating Heathrow Southern Access trains, there is the 
option within the assumptions for these to be added in CP7 or CP8. These were firstly assessed as 
part of CP7 with the findings recorded and then assessed as part of CP8. 
 
CP8: The additional trains for the CP8 specifications (Crossrail 2, Heathrow Southern Access and 
North Downs Line) were added to the project, which contained the base timetable plus both the CP6 
and CP7 trains. With all trains up to and including CP8 included the timetable was assessed. 
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Part D: Assumptions 
D.01 Timetable Scope 
 
The analysis focused on the weekday morning peak hour, which was considered to be from 0800 to 
0859 at London Waterloo. The average current journey time between Guildford and London 
Waterloo is approximately 45 minutes. Taking this into account the high peak hour at Guildford was 
considered to be from 0720 to 0819. 
 
Additionally, to assess a repeated pattern, the analysis considered the full 3 hour morning peak 
period from 0700 to 0959. 

D.02 Timetable Planning Rules 
 
The following TPRs applied to this analysis; 2018 version 4.2. 

D.02.01 Exceptions to the TPR 
There were no exceptions to the TPR. Existing rules were used for analysis of additional platforms 
 
 
D.03 Timing Load Assumptions 
 
The timing loads for existing service routes were as per the source timetable (e.g. Wessex Mainline, 
North Downs Line). 

For future schemes, the timing loads were assumed for those specific schemes: 
x Heathrow Southern Access: Class 455 (Since there are no SRTs for Class 345 the 

best comparable rolling stock was used) 
x Crossrail 2: Class 450 (Since there are no SRTs for Class 707 the best comparable 

rolling stock was used) 

D.04 Source Timetable 
 
The source timetable for the analysis was the December 2018 timetable. Modification to these 
services was undertaken where required to assess the feasibility of the future aspirations.  

D.04.01 Additional Services 

Additional services were added where required to meet the CP6, CP7 and CP8 specifications.  
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D.05 Infrastructure 
 
The infrastructure for the timetable analysis was as per the current layout. The analysis considered 
what new infrastructure; particularly additional platforms may be required to accommodate the 
service aspirations. 
 
Platform 0 was considered as a specific option if required, as an additional terminating platform. 

D.06 Known Exclusions 
 
There were no known exclusions. All known schemes up to and including CP8 were considered as 
to the impact on service levels at Guildford. 

Page 66 of 100







Final  Internal 

 
17  Guildford Land Strategy; Timetable Analysis Report  Version 1.0 

 
There was sufficient capacity at Platform 8 (for UP trains) and Platform 6 (for DOWN trains) to 
accommodate the services in the relevant directions of travel in Dec18 timetable after the 
implementation of the additional North Downs Line trains. 

E.02 CP7 Findings 
 
After implementing the additional services, the capacity at Guildford Station and Shalford Junction 
was assessed. The assessment considered if new infrastructure will be required to accommodate 
the CP7 service specifications which were implemented to the base timetable (Dec18) plus CP6 
additional services. 
 
The capacity was measured against the minimum TPRs. The analysis found that the minimum TPR 
values were exceeded, with the current infrastructure at Guildford Station providing sufficient 
capacity for the CP7 service specifications.  
 
Digital Railway released services use the same route as Woking Grade Separation Services. 
Therefore the usable platforms are as per Table 2.  
 
Heathrow Southern Access Services also use the same route as Woking Grade Separation 
Services. Therefore the usable platforms are as per Table 2. However since these services are in 
the DOWN direction they can use platform 2 but can not use platform 1. 
 
There was sufficient capacity at Platform 5 (for UP trains) and Platform 4 (for DOWN trains) to 
accommodate the services in the Dec18 timetable after the implementation of the additional CP7 
trains. 

E.03 CP8 Findings 
 
After implementing the additional services, the capacity at Guildford Station and Shalford Junction 
was assessed. The assessment considered if new infrastructure will be required to accommodate 
the CP8 service specifications which were implemented to the base timetable (Dec18) plus CP6 and 
CP7 additional services. 
  
Cross Rail 2 released services use the same route as per the Woking Grade Separation Services. 
Therefore the usable platforms are as per Table 2. 
 
The capacity was measured against the minimum TPRs. There were 5 additional services per hour 
for CP8. The analysis found that 80% of the additional CP8 services (4tph) could be accommodated 
within the timetable, but only on minimum TPRs. The remaining 20% (1tph) could not be 
accommodated whilst meeting the minimum TPRs. 
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A timetable planned to only minimum TPR values is not deemed to be robust and presents a risk to 
performance; as it does not provide sufficient space between trains or recovery opportunities should 
delays occur.   
 
Overall, with all services up to and including CP8 combined, there would be insufficient capacity at 
Guildford Station when considering robustness of the timetable, performance risks and train service 
growth beyond CP8.   
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Part F: Conclusions & 
Recommendations 
F.01 Conclusions 
 
As per CP6 and CP7 findings, the additional service specifications described for the relevant control 
periods could be accommodated within the Dec18 timetable, with the current infrastructure at 
Guildford Station and Shalford Junction. Therefore there would not be any need for new 
infrastructure such as new platforms or tracks during CP6 and CP7. 
 
However as per the CP8 findings, 20% of the additional services (1tph out of 5tph) could not be 
accommodated. The remaining additional services (4tph) could only be accommodated on minimum 
TPR values, which would cause insufficient capacity at Guildford Station in terms of robustness of 
the timetable, operational performance risks and future service growth. Therefore new infrastructure 
would be needed for CP8.  
 
As stated in the findings section, due to their routings, the majority of the additional services for 
CP6, CP7 and CP8 do not use platforms 1, 2 and 3 which are on the east side of the station. This 
means that the additional services would mainly have an impact on the west side of the station. The 
option of a terminating Platform 0 on the east side of the station which was considered in a previous 
study will not be required. 
 
Guildford has 8 numbered platforms, only 7 are usable. This is due to platforms 6 and 7 sharing a 
single track road through the station. Subsequently only one of these platforms can be used at any 
one time, which can be considered as another factor that could increase the pressure on the west 
side of the station.  
 
As a result, by CP8 land on the west side of the station would be needed for additional infrastructure 
in the form of an additional platform and the associated additional track, to be able to accommodate 
the aspired service levels. Further investigation and analysis would be needed to firstly establish 
potential infrastructure and station layout options. This would then inform the quantity of land to be 
retained, which may vary between different options.  

F.02 Recommendations 
 
As stated in the conclusions section new infrastructure would be needed to accommodate the 
required service specifications by CP8. 
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x Additional Platform 
 
The service specifications described for CP6, CP7 and CP8 would mainly have an impact on the 
west side of the station due to their natural platform usages on the basis of their routings. 
 
Therefore, additional infrastructure in the form a new platform, track and crossovers serving the 
west side of the station would be required to provide more platform capacity. This would enable 
spreading the trains out and ensuring more space in the timetable between trains. The benefits 
would be to minimise the performance risks by enabling a more robust timetable. Additional 
infrastructure may also enhance the station for the future train service growth beyond CP8. 
 
An additional platform ideally needs to be accessible to/from the main Up and Down lines through 
Guildford (known as the Portsmouth lines, to/from Woking and Portsmouth via Guildford), and 
to/from the North Downs lines (to/from Ash).  
 
Also, a through platform is assumed to be more advantageous in providing flexibility in both 
directions. However a terminal platform may provide sufficient capacity for turnback services, whilst 
allowing through services to be spread across the other existing platforms. 
 
On the following pages are basic drawings showing the potential station layout options for the 
additional infrastructure to be built by CP8. Further investigation and studies would be needed to 
detail these and alternative options by specialist Network Rail engineering/ infrastructure teams. 
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x Timetable Revision 

 
A quality planned timetable makes the most efficient use of the platforms depending on which 
platforms are used on the basis of the routings of the trains. Often this is to minimise crossing 
moves and the inclusion of junction margins to the timetable, which can reduce the capacity 
potential.  
 
Please refer to Table 2 and Table 3 which states the usable platforms and the most efficient 
platforms for the additional service specifications described in CP6, CP7 and CP8.  
It is recommended that in the future timetables are planned to make the most efficient use of the 
platform and station capacity at Guildford, by planning trains into platforms where crossing and 
conflicting moves are minimised. 
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Part B: Overview 

B.01 Guildford Station 

Guildford station sits at the junction the Portsmouth Direct Line (PDL) and the North Downs 
Line (NDL), the Guildford New Line (GNL) also terminates at the station from the north. The 
station is served by South Western Railway (SWR) services between London Waterloo and 
Portsmouth on the PDL and by Great Western Railway (GWR) services between Reading 
and Gatwick Airport on the NDL. SWR stopping services between Guildford and London 
Waterloo operate via the GNL. In addition to this there are also SWR services operating 
between Guildford and Ascot via the NDL and a handful of Southern services between 
Guildford and London Bridge and London Victoria via the GNL.  
 
The range of services available from the station means that the station is used by 
interchange passengers as well as those travelling to and from Guildford. As well being a 
commuter town, Guildford is also a destination in its own right meaning that large numbers 
of passengers enter and exit the station during the peak periods. 
 
The station has entrances on its east and west side, the main entrance is on the east facing 
the town centre and the secondary entrance facing the University of Surrey and Guildford 
Cathedral. Figure 2 shows a simplified diagram of the station layout. 

Figure 2– Station Layout 

 
The two entrances are linked by a footbridge that serves all the platforms, the footbridge is 
not step-free and also is a public right-of-way for which passes are issued at the station 
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C.04 Caveats 

While the MOIRA data used in the analysis provides a forecast of the numbers of 
passengers boarding and alighting each service, it doesn’t provide information about the 

proportion of passengers who interchange between services nor which entrance passenger 
entering and exiting the station use. 

The forecast data also doesn’t include passenger demand growth resulting from housing 
developments around Guildford, this could increase demand at the station further than 
forecast. 

Finally the amount of non-rail demand using the station, to cross the footbridge, is not 
currently known. An increase in this could worsen some congestion issues at the station.  
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Part D: Analysis 

Analysis of the station focuses firstly on issues that can currently be identified at the station 
based on site visits and feedback from station management. Secondly the forecast 2043 
demand will be used to test the various station elements to identify what will be needed for 
the station to accommodate that demand. 

D.01 Current Station Issues - Footbridge 

The station footbridge as a number of deficiencies, as mentioned previously it is not step-
free which leads to the station being inaccessible from the west for station users who 
require step-free access. 

As Figure 4 shows, the footbridge deck itself is quite narrow (around 3 metres, NR-SCPG 
recommends a minimum width of 2.2 metres) which means it has limited capacity to 
accommodate demand from the platforms. In addition to this it is also used as a public right-
of-way across the station.  The SWR station manager has reported that both of these 
factors lead to congestion occurring on the footbridge. 

Figure 4 also shows the limited run-off available from the tops of the stairs onto the 
footbridge. Run-off is important as it provides space for orientation time to allow passengers 
to move clear of stair and decide where to go next as well providing queuing space where 
passengers can accumulate safely. 

NR-SCPG recommends at least 4 metres of run-off should be provided in this situation, at 
Guildford there is less than 1 metre. This could lead to passenger using the stairs disrupting 
cross-flows on the footbridge (and vice versa) leading to congestion. 
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D.02 Current Station Issues – Subway 

The subway provides at step-free means of accessing Platform 3-8 from the main station 
building. However, as Figure 5 shows, the ramps leading into the subway are steep and 
long without providing any landings. They are unlikely to be compliant with relevant 
accessibility standards2 and so would still represent an obstacle for persons with reduced 
mobility (PRMs).   

Figure 5 – View of ramp 

 
Additionally, as Figure 6 shows, there are blind corners and limited run-off space at the 
bottom of the ramps into the subway. This creates potential for collisions to occur, 
especially if passengers are rushing to catch a train. 

 

 

 

 

 

 

 

 

 

 

                                            
2 Design Standards for Access ble Railway Stations, Department for Transport and Transport Scotland 
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Figure 6 – View of subway 

 

D.03  Current Station Issues – Platforms 

The voids on the platforms created by the ramps lead to the central sections of the island 
platforms being only slightly wider than the minimum standard of 2.5 metres3. Seats and 
other platform furniture located in these areas reduce the available widths further.  

Figure 7 shows that, looking at a cross-section of the platform, the is only space for two 
rows of passengers to wait in these areas, any additional passengers will have to wait or 
circulate in the “yellow line” zone close to the platform edge. 

 

 

 

 

 

 

 

 

 

 

 

                                            
3 Railway Safety Principles and Guidance, Part 2b, ORR and the Railway Group Standard GI/RT/7016, RSSB.   

Page 89 of 100





14 
 

In the 2043 demand forecast, the largest alighting loads come from PDL services from 
Waterloo during the PM peak, which are assumed to arrive on the P3&4 island. Eight 
services are forecast to have over 200 alighting passengers. 

Since the footbridge provides access to both station exits and the stairs have a lower 
capacity than the ramps, queuing is most likely to occur at the base of the stair on P3&4. 

Depending on the proportion of passengers who choose to use the stair to leave the 
platform, the queuing for the stair following the largest alighting could last for ~2 to 3 
minutes. If a significant number of boarding passengers were also using the stair to access 
the platform, the queuing time could increase to ~4 minutes.  

While this means that on this basis the platform is likely to clear before the next service 
arrives on the platform, as Figure 9 shows there is limited queuing space on the platform 
currently. 

Figure 9 – PM peak stair queuing 

As around a third of the platform length is beyond the stair, passengers alighting at the 
London end of the platform have to turn through 180 degrees to ascend the stair, this 
creates a bunching effect. With forecast 2043 demand, this bunching would lead to 
passengers queuing to the platform edge for the duration of the queue. This would create a 
safety risk as well potential to affect train performance if trains can’t be dispatched safely. 

D.05 Future Station Issues – Footbridge 

With an increase in passenger demand congestion on the footbridge would worsen, 
particularly if with an increase in train frequency were to occur as concurrent arrivals on 
different platform islands as more passengers would be using the footbridge at the same 
time. 

The issues already identified with the footbridge, a narrow width and a lack of run-off from 
the stairs would exacerbate this. 
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Any increase in demand at the station’s eastern entrance, either by passengers or non-rail 
users would cause more passengers to use the footbridge as this is the only means of 
accessing the entrance. With no step-free access available to this entrance, PRMs will 
continue to be inconvenienced unless a step-free route can be provided. 

D.06 Future Station Issues – Subway 

While the subway does provide a step-free route to the station’s western entrance, issues 

have already been identified with the steepness of the ramps and the blind corners into the 
subway. With an increase in demand, there is an increased risk of collisions occurring. 

D.07 Future Station Issues – Platform Widths 

The central sections of the island platforms are narrowed due to the voids for the subway 
ramps, these sections are also likely to see most usage as the ramp and stair on each 
island feed passengers into these sections and all trains regardless of length stop in these 
sections.  

Based on the 2043 forecast demand, platform width issues for the Waterloo bound services 
on the PDL have been identified; it is assumed these services will continue to use the P5&6 
island. This shortfall in width is likely to manifest itself in passengers needing to walk along 
the platform edge to circulate on the platform and the risk of increased dwell times as 
alighting and boarding takes longer due to congestion. 
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H.02 Footbridge 

In terms of providing additional footbridge capacity, the width required is dependent on the 
number of stairs directly feeding it. If multiple stairs are provided, more passengers can flow 
onto the footbridge and more width would be need needed.  

On the basis that a footbridge with a similar design to the existing is provided (rather than 
transfer deck similar to that provided at Reading) it would have enough capacity to 
accommodate alighting loads from services arriving at the same time on multiple platforms. 
The existing footbridge is 3m wide which would have sufficient capacity for one stair but 
little more than that. 

The following footbridge widths would be needed to accommodate various amounts of 
alighting demand. 
Table 11 – Footbridge width required to accommodate demand from platforms 

Footbridge width to accommodate: Footbridge  width required (m) 

3 Stair-loads 7 

4 Stair-loads 10 

At worst, two services could arrive at the same time on P3-8 with significant alighting loads, 
this would need a minimum of 5m to accommodate them. On top of that allowance would 
also need to be made for demand going to the platforms and non-rail demand (if the 
existing footbridge is replaced), as well as space to view customer information screens. 
This would add an additional 2-3m which would bring the total width to 7-8m. 

The footbridge at Clapham Junction is between 5-8m in width, Network Rail’s CP6 scheme 
planned to replace the 3m subway with a 10m footbridge, leaving a total footbridge width of 
15-18m. On this basis it is estimated that 7-8m would be reasonable at Guildford. Further 
analysis is needed to validate this.   

Allowance would also be needed for 4m of run-off space from each stair. 
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Part I: Appendix A 

I.01 Guildford 2043 Demand Forecast 

Objective 

The objective of this exercise was to model current demand and demand in 2043 at 
Guildford, employing MOIRA, to inform a station strategy to respond to potential growth. 
The demand forecast captures expected step changes to services calling at Guildford within 
the forecast period and utilises counts data to calibrate the MOIRA output. 

Method 

 Dec 2017 Moira Timetable Ons and Offs at Guildford were calibrated using GWR 
OTA/OTD counts and SWR Ons/Offs counts. 

 MOIRA 2043 timetable produced using step changes set out in the remit which 
include: 

o 2 additional semi-fast Gatwick to Reading tph on the North Downs line 
throughout the day. 

o 1 additional Haslemere to Waterloo, Havant to Waterloo, and Guildford to 
Waterloo tph on the South West Mainline in the high peak. 

o 1 additional Haslemere to Waterloo, Havant to Waterloo, and Portsmouth 
Harbour to Waterloo tph on the South West Mainline throughout the day.  

 Calibrations from the current timetable were used to calibrate the 2043 timetable. 
Services were grouped according to the line they use, their direction and whether 
they pass through or stop at Guildford in attempt to produce a more accurate/less 
variable calibration.  

 Ons and Offs demand growth was then forecast using the London and South East 
Market Study growth projections, with growth rates applied to corresponding lines. 

Assumption 

 The impact of housing development was not included because the Wessex Route 
Study makes reference to housing development and the market study growth rates 
are based on Railplan which makes reference population growth/housing delivery. 

 The 2018/2020 SWR consultation document didn’t have any significant changes to 

service pattern for Guildford services 

Outputs 

 Calibrated Base (current) ONS and OFFS at Guildford 
 Calibrated 2043 (new) ONS and OFFS at Guildford 
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 Available: G:\PandR\Economics and Strategic Analysis\Demand Forecasting\Misc 
Requests for Analysis\Guildford Station Counts\Guildford Model.xlsx 

Source 

 MOIRA base: OR18: DfT Southern (W) Dec 2017. G:\PandR\Economics and 
Strategic Analysis\Demand Forecasting\Misc Requests for Analysis\Guildford Station 
Counts\03 Guildford Model Inputs\Base Timetable from MOIRA DEC 2017 (WED 
Full Day) OR18.CSV 
 

 MOIRA 2043 Timetable: ‘Guildford 2043 inc sens 2’ submitted in OR18: DfT 

Southern (W) Dec 2017. G:\PandR\Economics and Strategic Analysis\Demand 
Forecasting\Misc Requests for Analysis\Guildford Station Counts\03 Guildford Model 
Inputs\Guildford 2043 from MOIRA including additional trains OR18.CSV 
 

 GWR Counts: G:\PandR\Economics and Strategic Analysis\Demand 
Forecasting\Misc Requests for Analysis\Guildford Station Counts\03 Guildford Model 
Inputs\Counts Timetable from GWR.xlsx 
 

 SWR Counts: G:\PandR\Economics and Strategic Analysis\Demand 
Forecasting\Misc Requests for Analysis\Guildford Station Counts\03 Guildford Model 
Inputs\Counts Timetable from SWR.xlsx 
 

 Model: G:\PandR\Economics and Strategic Analysis\Demand Forecasting\Misc 
Requests for Analysis\Guildford Station Counts\Guildford Model.xlsx 
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