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Executive Summary 

In May 2017, Wilton Town Council, Wilton House Estate and TransWilts commissioned a ‘Statement of 
Opinion Report’ from SLC Rail to examine the case for a new railway station near Wilton. Following on from 
this, Wiltshire Council commissioned Atkins to carry out a review of the work undertaken (Phase 1), followed 
by development of demand forecasts to underpin a scheme appraisal to progress the stations business case 
and prepare for funding opportunities. This report summarises Phase 2, following a presentation at a 
stakeholder meeting with Wiltshire Council where the results of the economic case analysis were presented, 
and the next steps in the development of the scheme were discussed. Wiltshire Council have separately 
developed a Strategic Case for the scheme, which is included in Appendix A. 

The following service provision options at Wilton Parkway have been considered: 

Option A: Wilton Parkway call inserted into the Cardiff – Portsmouth service only. Phase 1 has shown that 
the impact of an additional call on this service should not be overlooked as simple, given the number of 
interactions with other routes. However, this is not insurmountable particularly given the currently unknown 
implications of the Great Western Railway (GWR) December 2018 timetable rewrite. At this stage we do not 
propose any further operational analysis and we have assumed a 3-minute journey time impact from the 
station call at Wilton Parkway. 

Option B: London – Salisbury service extended to Wilton Parkway only. Phase 1 has shown this service 
extension to be feasible in a standard hour, however in the peak hours the service varies; often continuing 
beyond Salisbury. The assumption for the modelling has been that an hourly extension is possible with a 5-
minute journey time between Wilton Parkway and Salisbury. In parallel we have investigated and reported on 
the viability and implications of incorporating Wilton Parkway calls in the peak hours, adjusting modelling 
inputs if deemed necessary. While the demand forecasting has been based on the May 2017 timetable due 
to data availability at time of model development, the operational assessment has considered the December 
2018 timetable. However, we expect that the overall demand impacts of the December 2018 timetable on 
Wilton Parkway demand to be negligible. 

Option C: Extension of TransWilts service to Salisbury / Southampton via Romsey 6. The operational 
feasibility of this service has not been assessed in Phase 1. We have firstly undertaken a high-level review of 
any proposals for the TransWilts service (currently hourly) and formulated headline frequency and journey 
time assumptions to feed into our demand modelling. Demand for Wilton Parkway will be affected by the 
impact of future timetables but such proposals are out of the scope of this study. It has been assumed that 
there is already a through service in the Do Minimum so the Do Something just adds a call at Wilton 
Parkway. We note the case for this service will not be made through the call at Wilton Parkway alone, and as 
such this continues to be investigated by other parties. In parallel we have undertaken a high-level 
assessment of the operational feasibility of Option C. 

Option D: Option A + B + C combined. In parallel we have undertaken a high-level assessment of the 
operational feasibility of having all three services in operation at Wilton Parkway to identify any operational or 
station layout issues that need to be considered if the case is taken forward. 

In Option A, the key flows to/from Wilton Parkway are Bristol Temple Meads, Bath Spa, Southampton 
Central, Warminster, Salisbury and Cardiff Central. In Option B, Wilton Parkway demand is dominated by 
trips to/from London, Andover and Salisbury. In Option C, the key demand markets are Southampton 
Central, Salisbury, Warminster and London. For Option D, the key flows are to/from London, Southampton 
Central, Salisbury, Andover, Bristol Temple Meads, Warminster and Bath Spa. The majority of the demand 
for the services is expected to be from local, pedestrian access. 

A detailed estimation of capital and operating costs has been carried out. Capital costs have been estimated 
for different station layouts as detailed in Appendix B. We believe that: 

• Layout 1 would be appropriate for Option A (additional call at Wilton Parkway on the Cardiff-
Portsmouth service) and Option C (additional call at Wilton Parkway on the extended TransWilts 
service to Southampton). 
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• For Option B (extension of the Salisbury service) and Option D (Option A + Option B + Option C), we 
believe that either Layout 2 or Layout 7 would be appropriate. 

• Layout 7 would be more costly but would offer greater resilience to delay and future proofing against 
timetable changes. Although the additional benefits of Layout 7 haven’t been quantified, it is useful to 
understand the additional costs and the impact on the BCR for Option B and Option D. 

In all options, the bulk of the benefits are from improvements in journey times, especially for commuters. 
Most of the options also generate minor environmental and decongestion benefits due to reductions in 
highway vehicle kilometres, the exception being Option B where such impacts are negligible. For Option A, 
where a call at Wilton Parkway for the Cardiff – Portsmouth service is added, a BCR over 1.5 is achieved in 
the Average Growth scenario but the option falls short of a BCR of 2.0, which would demonstrate High value 
for money. However, in the High Growth scenario, a BCR over 2.0 is achieved. For Option B, where the 
Waterloo – Salisbury service is extended to Wilton Parkway, a BCR over 1.0 but below 1.5 is achieved in 
both scenarios, representing Low value for money. For Option C, where the TransWilts service is extended, 
a BCR of 1.0 is not achieved in either scenario, representing Poor value for money. The projected levels of 
benefits in these options are not sufficient in relation to the costs incurred. Therefore, the only service option 
that could be implemented in isolation at Wilton Parkway and delivery value for money is Option A. Option D, 
which combines all three services, demonstrates a much higher value for money than all of the isolated 
service options, with a BCR over 2.0 in the Average Growth scenario (representing High value for money) 
and a BCR over 4.0 in the High Growth scenario (representing Very High value for money). Extending the 
TransWilts service could be achieved in combination with extending the Waterloo – Salisbury service. 

In terms of which services should therefore serve Wilton Parkway, this will be a trade-off between demand 
that can be served, costs incurred and operational feasibility. At present the business case for the scheme 
would appear to be strengthened with multiple passenger services calling at Wilton Parkway (as in Option 
D). This is because the incremental benefits of adding services significantly exceed the incremental costs 
while still seemingly being operationally viable. 

All of the above outcomes are based on a robust demand and revenue forecasting and appraisal modelling 
suite plus new capital and operating cost estimates that have been developed. The revenue generated by 
the new station helps to offset some of the costs incurred. For Option B and Option D, variation in the station 
layout is possible. A dedicated turnback would be more costly but would offer greater resilience to delay and 
future proofing against timetable changes. 

1. Introduction and Background 

1.1. Introduction 
In May 2017, Wilton Town Council, Wilton House Estate and TransWilts commissioned a ‘Statement of 
Opinion Report’ from SLC Rail to examine the case for a new railway station near Wilton. Following on from 
this, Wiltshire Council commissioned Atkins to carry out a review of the work undertaken (Phase 1), followed 
by development of demand forecasts to underpin a scheme appraisal to progress the stations business case 
and prepare for funding opportunities. This report summarises Phase 2, following a presentation at a 
stakeholder meeting with Wiltshire Council where the results of the economic case analysis were presented, 
and the next steps in the development of the scheme were discussed. Wiltshire Council have separately 
developed a Strategic Case for the scheme, which is included in Appendix A. 

1.2. Background Context 
Wilton is a town in Wiltshire 5km west of Salisbury. It lies on both the Wessex Main Line between Salisbury 
and Westbury, and on the West of England line between Salisbury and Exeter. The two lines diverge on the 
north-eastern boundary of the town. These lines had stations, Wilton South and Wilton North, which were 
closed in 1965-66 during the Beeching cuts. A map of the area around Wilton is shown in Figure 1-1 below: 
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Figure 1-1 Map of Surrounding Area Showing Rail Links

 

The station of Wilton Parkway would be located by the Wilton Park & Ride site on the north-east side of 
Wilton. This would be on the Salisbury – Westbury line, served by the hourly Portsmouth – Cardiff service. It 
could also be served by an extension of the London – Salisbury service to Wilton, and the proposed 
TransWilts Swindon – Westbury service through Wilton to Salisbury and Southampton. 

Development of a station in Wilton would improve access to the rail network for the extended area around 
Salisbury. Salisbury station has limited public transport accessibility outside the urban area, and constraints 
on parking availability.  

1.3. Report Structure 
This report focuses on the economic appraisal for Wilton Parkway Station, and is structured as follows: 

• Section 2 contains an overview of the scenarios and scheme assumptions; 
• Section 3 explains the demand forecasting methodology and forecasting results; 
• Section 4 provides an operational assessment of the station; 
• Section 5 provides an estimation of station costs; 
• Section 6 presents the resulting economic appraisal of the scheme; and 
• Section 7 provides conclusions and recommended next steps. 
 
Demand forecasts from Section 3 and station costs from Section 5 have been fed into Atkins’ Economic 
Appraisal Model to establish the quantifiable transport user benefits associated with the introduction of 
Wilton Parkway in a manner consistent with WebTAG. The model has produced WebTAG compliant 
summary economic tables, scheme option Benefit Cost Ratios (BCRs) and details of operating surplus / 
subsidy requirements. 
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2. Scenario Definitions & Assumptions 

2.1. Scenario Definitions 
The following service provision options at Wilton Parkway have been considered: 

Option A: Wilton Parkway call inserted into the Cardiff – Portsmouth service only. Phase 1 has shown that 
the impact of an additional call on this service should not be overlooked as simple, given the number of 
interactions with other routes. However, this is not insurmountable particularly given the currently unknown 
implications of the Great Western Railway (GWR) December 2018 timetable rewrite. At this stage we do not 
propose any further operational analysis and we have assumed a 3-minute journey time impact from the 
station call at Wilton Parkway. 

Option B: London – Salisbury service extended to Wilton Parkway only. Phase 1 has shown this service 
extension to be feasible in a standard hour, however in the peak hours the service varies; often continuing 
beyond Salisbury. The assumption for the modelling has been that an hourly extension is possible with a 5-
minute journey time between Wilton Parkway and Salisbury. In parallel we have investigated and reported on 
the viability and implications of incorporating Wilton Parkway calls in the peak hours, adjusting modelling 
inputs if deemed necessary. While the demand forecasting has been based on the May 2017 timetable due 
to data availability at time of model development, the operational assessment has considered the December 
2018 timetable. However, we expect that the overall demand impacts of the December 2018 timetable on 
Wilton Parkway demand to be negligible. 

Option C: Extension of TransWilts service to Salisbury / Southampton via Romsey 6. The operational 
feasibility of this service has not been assessed in Phase 1. We have firstly undertaken a high-level review of 
any proposals for the TransWilts service (currently hourly) and formulated headline frequency and journey 
time assumptions to feed into our demand modelling. Demand for Wilton Parkway will be affected by the 
impact of future timetables but such proposals are out of the scope of this study. It has been assumed that 
there is already a through service in the Do Minimum so the Do Something just adds a call at Wilton 
Parkway. We note the case for this service will not be made through the call at Wilton Parkway alone, and as 
such this continues to be investigated by other parties. In parallel we have undertaken a high-level 
assessment of the operational feasibility of Option C. 

Option D: Option A + B + C combined. In parallel we have undertaken a high-level assessment of the 
operational feasibility of having all three services in operation at Wilton Parkway to identify any operational or 
station layout issues that need to be considered if the case is taken forward. 

2.2. Assumptions 

2.2.1. Timetables 

2.2.1.1. Option A 
Table 2-1 sets out the calling pattern that has been assumed for the hourly service for Option A. Not all 
services call at Severn Tunnel Junction, as per the existing Cardiff – Portsmouth service. 

Table 2-1 Option A Example Calling Pattern 

Station Time 

Cardiff Central 16:30 

Newport Gwent 16:44 

Severn Tunnel Junction 16:55 

Filton Abbeywood 17:11 

Bristol Temple Meads 17:18 

Bath Spa 17:34 
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Station Time 

Bradford-On-Avon 17:47 

Trowbridge 17:54 

Westbury 18:02 

Warminster 18:13 

Wilton Parkway 18:31 

Salisbury 18:36 

Romsey 18:54 

Southampton Central 19:04 

Fareham 19:27 

Cosham 19:36 

Fratton 19:43 

Portsmouth & Southsea 19:47 

Portsmouth Harbour 19:54 

 

2.2.1.2. Option B 
Table 2-2 sets out the calling pattern that has been assumed for the hourly service for Option B: 

Table 2-2 Option B Example Calling Pattern 

Station Time 

Wilton Parkway 13:42 

Salisbury 13:47 

Andover 14:05 

Basingstoke 14:28 

Woking 14:49 

London Waterloo 15:19 

2.2.1.3. Option C 
Table 2-3 sets out the calling pattern that has been assumed for the hourly service for Option C, joining the 
existing Romsey – Southampton – Salisbury service to the Swindon – Westbury service: 

Table 2-3 Option C Example Calling Pattern 

Station Time 

Romsey 14:07 

Chandlers Ford 14:14 

Eastleigh 14:21 

Southampton Airport Parkway 14:25 

Swaythling 14:27 

St Denys 14:30 

Southampton Central (Arriving) 14:35 

Southampton Central (Departing) 14:37 

Millbrook 14:40 

Redbridge (Hampshire) 14:43 

Romsey 14:51 
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Station Time 

Mottisfont & Dunbridge 14:56 

Dean 15:02 

Salisbury (Arriving) 15:15 

Salisbury (Departing) 15:20 

Wilton Parkway 15:28 

Warminster 15:43 

Dilton Marsh 15:49 

Westbury (Arriving) 15:52 

Westbury (Departing) 15:58 

Trowbridge 16:05 

Melksham 16:14 

Chippenham 16:24 

Swindon 16:41 

 

2.2.1.4. Option D 
Option D’s timetable changes consist of the timetable changes made for Options A, B and C. 

3. Demand Forecasting 

Demand forecasting has been undertaken using MOIRA version GW05: Great Western. MOIRA is a 
software tool that models the impact of timetable changes on both the overall rail market, and individual train 
operating companies. The data in MOIRA is based on LENNON, the rail industry’s ticket sales database 
through which the vast majority of the rail ticket data is processed. In this study, MOIRA has been used to: 

• Provide base demand data from the LENNON ticketing database from which demand forecasts for 
Wilton Parkway can be calibrated; and 

• Directly forecast the impact of a Wilton Parkway call on ‘through passengers’ who will experience an 
increased journey time due to the additional stop.  

3.1. Methodology 
There is no single approach to forecasting demand for a new station. Generally, models either fit into one of 
two categories: 

• Direct Demand Models: Forecast demand directly based on comparable situations accounting for aspects 
impacting on travel such as rail service provision, station accessibility and the characteristics of the local 
population. 

• Mode Choice Models: Take into account the travel by existing modes on the corridor in question (but hence 
also require data on this), and forecast the extent of diversion to rail. 

For Wilton Parkway, demand has been forecast using a station choice model (a type of Direct Demand 
Model) and a trip-rate forecast applied to each origin\destination to be served from Wilton Parkway 
individually. This uses stations along the Wessex Main Line (Salisbury, Warminster, Dilton Marsh and 
Westbury) as comparators. Forecasts are therefore considered in two stages: 

Stage 1: Station Choice\Station Catchments: Model zones have been constructed from individual Output 
Areas (OAs). Station catchments are not uniform but vary with station accessibility and with service provision 
to\from each destination relative to that from neighbouring stations; e.g. individual passengers may use 
different origin stations to reach different destinations. 
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Stage 2: Station Forecasts: The resulting weighted origin\destination population specific for the comparator 
station of Salisbury has been used for forecasting between station origin-destination pairs. For destinations 
to be served directly by Wilton Parkway calibration shall present how well demand from each comparator 
station can be forecast from the other comparator stations using origin/destination specific weighted 
populations and a Generalised Journey Time (GJT) adjusted trip rate. 

3.2. Model Format 
Demand forecasting for Wilton Parkway has been produced as above based on proposed service levels. 
This accounts for abstraction from neighbouring stations through infringement on existing catchment areas. 
An “add-on” has been provided to cover demand to\from stations not directly served from Wilton Parkway 
following an examination of demand to\from extended destinations from each existing station. Revenue 
forecasts apply average fares per mile specific for each destination to the demand forecasts. 

The model considers all stations served by Great Western within 50 km of Wilton Parkway, and several 
stations external to this catchment which have direct service under the proposed scenarios.  

3.2.1. Station Choice\Station Catchments 

3.2.1.1. Output Areas (OAs) 
The demographic data that is assigned to the stations comes from the 2011 Census. It contains data on  

• Location; 
• Resident Population; 
• Employment Population – i.e. those in employment living in the zone; 
• Workplace Population – i.e. those in employment working in the zone; and 
• Proportion of households without access to a private car. 

The statistics from the 2011 Census were then adjusted to account for growth between 2011 and the 
scheme base year of 2016, using growth factors from TEMPro for Wiltshire as displayed in Table 3-1 below. 
TEMPro contains demographic projections compliant with WebTAG. 

Table 3-1 TEMPro Wiltshire Growth Factors 

 Resident 
Population 

Workplace 
Population 

Employment 
Population 

Non – Car 
Ownership 

Growth Factor 1.0293 1.0682 1.0310 0.9952 

 

Within the model, each OA has been assumed to exist at the centroid of the actual OA. As with any 
modelling approach this has its limitations assuming access times across the zone are as per the centroid, 
which, dependent on the population density of the zone, can lead to under- or over-estimation of access 
costs. 

3.2.1.2. Station Catchments 
The maximum station catchment (that is, the surrounding population of users of a particular station) of all 
stations in the model has been varied with the availability of parking at the station. This is because the size 
of the car park limits the amount of people able to drive to the station. Within the station choice model, 
station catchment area varies linearly with parking availability. The catchment areas are defined by a 
minimum of 2km, representing pedestrian access, and a maximum of 20km, representing maximum 
reasonable driving distance for ‘park and ride’. Wilton Parkway and Salisbury, each with over 100 parking 
spaces, both have a 20km catchment , whereas Warminster, with only 60 spaces, has a 12km catchment. 

Information from Wiltshire Council has suggested that Salisbury’s car park fills up very early in the day, 
limiting access to the station by car. Demand from tests limiting the Salisbury maximum catchment size 
suggest that demand at Wilton Parkway is sensitive to the ratio of the Salisbury and Wilton Parkway 
maximum catchments. In addition, access to Salisbury station by car during peak times was suggested to be 
hindered by traffic. However, reducing car speeds within Salisbury from 30 to 15 km/hr was found to have 



Wilton Parkway Station Phase 2 
Final Report 

 

 
 

 
  
Atkins   Final Report | Version 2.0 | 19th June 2018 | 5161043 13
 

little impact on access times compared to the rest of the journey. Sensitivity testing around the value of the 
car access penalty found that 30 minutes gave the best prediction of demand against observed demand. The 
car access penalty is a proxy for parking charges and interchange penalties. 

Each OA within a catchment then has its GJT for each destination calculated, as a combination of access 
time and train time GJT, as calculated by MOIRA in accordance with the Passenger Demand Forecasting 
Handbook (PDFH). The access time to the station is the minimum of the walk time (at a speed of 4 kph), and 
of the drive time (at a speed of 30 kph) with the additional car use penalty of 30 minutes. 

A version of the model was trialled using PDFH guidance on car access penalties, such as additional GJT 
incurred for a car park charge, but this was found to not fully capture the penalties incurred from car access 
when modelling existing stations. It was found that modelling car access by directly including the car parking 
charge caused highly significant errors in predicting flows for existing stations compared to observed flows, 
whereas the static penalty produced results lining up better with actual data.  

3.2.2. Station Choice 
For an OA – destination pair, OAs are assigned to whichever station offers the smallest GJT to that 
destination. Then, a further weighting is applied to the OA to reflect the fact that trip-rates reduce with 
increased access time and passengers are less likely to ‘double-back’ to access a station. 

OA assignments are calculated for each individual flow in both the Do Minimum (without Wilton Parkway) 
and Do Something scenarios; two phases of calculation are required as the GJTs for each passenger flow 
will vary between the Do Minimum and Do Something scenarios. 

Figure 3-1 below shows the station choice for passengers travelling to Southampton in Option A. Salisbury 
has a more frequent service to Southampton (2 tph compared to 1 tph) and so offers a reduced GJT 
compared to Wilton Parkway, therefore the majority of the model zones favour using Salisbury. A similar 
result is displayed for Figure 3-2, showing catchments for Wilton Parkway and Salisbury for a movement to 
London in Option B.  

Figure 3-1 Option A Wilton Parkway and Salisbury Catchments for Movement to Southampton
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Figure 3-2 Option B Wilton Parkway and Salisbury Catchments for Movement to London

 

These station choices are typical across all destinations and options, albeit with some variation. The red 
band around the periphery reflects the 20km catchment limitation and shows an area where the combined 
car and rail journey time is better via Wilton Parkway than Salisbury. It should be noted that Tisbury station is 
grouped with Salisbury due to the MOIRA data that has been used. 

3.3. Trip Rate Station Forecasts 
The station choice model outlined previously feeds into a trip-rate model. In summary, the trip-rate model 
calculates the expected demand for Wilton Parkway by using the current demand from nearby ‘comparator’ 
stations, scaled to the expected catchment area for the new station. 

3.3.1. Passenger Flows and Comparator Stations 
It has been assumed that passengers at Wilton Parkway will travel on the flows outlined in Table 3-2. For 
each of these flows, existing demand from the comparator station (also tabulated) is used as the ‘base’ for 
the Wilton Parkway forecast. 

Table 3-2 Modelled Passenger Flows and Comparator Stations 

New Passenger Flow (Bi-directional) Comparator Station 

Wilton Parkway - Salisbury Warminster 

Wilton Parkway - Dean Salisbury 

Wilton Parkway - Dunbridge Salisbury 

Wilton Parkway - Warminster Salisbury 

Wilton Parkway - Romsey Salisbury 

Wilton Parkway - Andover Salisbury 

Wilton Parkway - Pewsey Salisbury 

Wilton Parkway - Gillingham (Dorset) Salisbury 



Wilton Parkway Station Phase 2 
Final Report 

 

 
 

 
  
Atkins   Final Report | Version 2.0 | 19th June 2018 | 5161043 15
 

Wilton Parkway - Dilton Marsh Salisbury 

Wilton Parkway - Westbury Salisbury 

Wilton Parkway - Frome Salisbury 

Wilton Parkway - Brockenhurst Salisbury 

Wilton Parkway - Trowbridge Salisbury 

Wilton Parkway - Southampton Central Salisbury 

Wilton Parkway - Eastleigh Salisbury 

Wilton Parkway - Melksham Salisbury 

Wilton Parkway - Woolston Salisbury 

Wilton Parkway - Bournemouth Salisbury 

Wilton Parkway - Bradford-On-Avon Salisbury 

Wilton Parkway - Avoncliff Salisbury 

Wilton Parkway - Bruton Salisbury 

Wilton Parkway - Poole Salisbury 

Wilton Parkway - Freshford Salisbury 

Wilton Parkway - Netley Salisbury 

Wilton Parkway - Hungerford Salisbury 

Wilton Parkway - Kintbury Salisbury 

Wilton Parkway - Chippenham Salisbury 

Wilton Parkway - Castle Cary Salisbury 

Wilton Parkway - Swanwick Salisbury 

Wilton Parkway - Bath Spa Salisbury 

Wilton Parkway - Fareham Salisbury 

Wilton Parkway - Oldfield Park Salisbury 

Wilton Parkway - St Denys Salisbury 

Wilton Parkway - Southampton Airport Salisbury 

Wilton Parkway - Wilton Parkway Salisbury 

Wilton Parkway - London Salisbury 

Wilton Parkway - Swindon Salisbury 

Wilton Parkway - Basingstoke Salisbury 

Wilton Parkway - Woking  Salisbury 

Wilton Parkway - Clapham Junction Salisbury 

Wilton Parkway - Portsmouth Harbour Salisbury 

Wilton Parkway - Portsmouth & Southsea Salisbury 

Wilton Parkway - Fratton Salisbury 

Wilton Parkway - Cosham Salisbury 

Wilton Parkway - Bristol Temple Meads Salisbury 

Wilton Parkway - Filton Abbey Wood Salisbury 

Wilton Parkway - Severn Tunnel Junction Salisbury 

Wilton Parkway - Newport (South Wales) Salisbury 

Wilton Parkway - Cardiff Central Salisbury 

 

3.3.2. Derivation of Wilton Parkway Demand  
To calculate demand for Wilton Parkway from the comparator stations noted previously, several factors are 
considered relative to the comparator station: 

• The expected journey time to/from Wilton Parkway; 
• The car driving time from Wilton’s catchment area to the final destination; 
• The likely rail fare from Wilton Parkway (based on scaling the existing pence-per-mile rate); and 
• The population of the Wilton Parkway catchment area. 

These factors are combined in line with industry guidance, and using values from the PDFH. An example is 
outlined below for Wilton Parkway to London, with data inputs summarised in Table 3-3; note that these 
values are variable dependent on the option being tested and so are for example only. GJT is a combination 
of journey time between the stations, the frequency of the service being offered and the impact of having to 
change trains. 
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Table 3-3 Example Wilton Parkway to London Data Inputs 

Variable Salisbury Wilton Parkway Change % Assumed Elasticity (PDFH) 

Generalised Journey Time (GJT) 116 179 54% -1.35 

Avg. Car Journey Time 143 144 1% 0.25 

Average One-way Fare 17 18 3% -0.40 

Catchment Population 90,746 1,274 -99% 1.00 

 

In this example where there is no direct London service, journey time and fares are likely to be greater from 
Wilton Parkway, with a lower frequency of service further increasing the GJT. This example results in a 
multiplier from the comparator (Salisbury) to the new station (Wilton Parkway) of 0.01; applying this to 
Salisbury’s current demand of 642k journeys per annum gives an estimated demand (for this flow only) at 
Wilton Parkway of around 5k journeys per annum. 

This methodology is used for all the flows to be calculated, resulting in a detailed picture of the expected 
magnitude and spread of demand for the new station. 

3.3.3. Demand Lag 
It has not been assumed that all potential demand for Wilton Parkway will be realised in the first year of 
operation. In line with PDFH guidance, a ‘lag’ factor has been applied to demand in all scenarios; this 
accounts for an expected build in demand across several years. An example of the lag factor is illustrated in 
Figure 3-3, although the overall lag calculated varies depending on the scenario being modelled as the rate 
and proportional share of generated, abstracted and lost passengers can vary.  

Figure 3-3 Example Lag of Demand

 

3.3.4. Through-journey Impact 
Trains stopping at Wilton Parkway will, in some cases, require changes to the timetable to allow for the 3-
minute penalty for the station call. These changes have been modelled using the industry-standard timetable 
modelling tool MOIRA, and incorporated into our forecasting methodology. 

3.3.5. Assumptions and Limitations 
Although the trip-rate model developed has been benchmarked against existing stations, with positive 
results, there are limitations inherent with this approach: 

• Values used in this approach are from PDFH, and are therefore not specific to the Salisbury/Wilton 
area. 

• The journey mix is assumed to be similar to the comparator station being used for each modelled 
flow.  

• Demand from Wilton Parkway is assumed to scale in line with the difference between its catchment 
area population and that of the comparator station. 
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• No assumptions have been made regarding the price of parking or station facilities, both of which will 
have an influence on the station’s expected demand.  

3.4. Exogenous Growth 
The demand model produces predictions of demand for Wilton Parkway based on current levels of demand, 
growing from none before it is built to a maximum after demand for the new station has been fully realised. 
However, demand for Wilton Parkway station will additionally continue to grow due to exogenous factors 
such as population growth. The industry standard method for incorporating these factors is in the PDFH, and 
has been undertaken below. 

Assuming no change to properties of the bus network, or to car journey time, the demand growth factor (IE) 
between a base year and a new year is: 

!" = $%&'()*%&'+,-)
.
/
∙ $'1'()*'1'+,-)
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2
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Where GDP is the GDP per capita of the catchment; POP is the population of the catchment; NC is the 
proportion of people who do not own a car in the catchment; FUELcost is the cost of car fuel per unit 
distance; g, p, n and f are constants that vary with the journey distance and destination. 

3.4.1. Catchment 
The catchment within the demand model for Wilton Parkway varies depending on the scenario and the 
specific flow. Consequently, an assumed catchment has been used for the exogenous growth, based upon 
assigning Middle Layer Super Output Areas (MSOAs) to stations based on a nearest station. Note that this 
assumed catchment only affects the exogenous growth predictions, and not the initial demand projections for 
the station. The exogenous growth catchment can be represented by proportions of five MSOA, all of which 
are >40% in the catchment and make up together 96% of the catchment.  

3.4.2. GDP Growth 
Gross Value Added (GVA) is commonly used in the place of GDP to represent the economic growth of a 
region. Lacking more detailed information on the growth in the area, GVA growth at a constant value of 
1.9%1 has been assumed throughout. 

3.4.3. Population Growth 
Population within the exogenous growth catchment has been found using data from the 2011 Census on 
population within the five MSOA that make up the catchment. In total, an estimated 8,927 individuals live 
within the catchment in 2016. This is similar to the average population assigned to Wilton Parkway across all 
scenarios and destinations – 6,840. 

Housing growth in the exogenous growth catchment to 2026 has been sourced from the Local Area Plan for 
Wiltshire. Growth is primarily fuelled by the developments to the west of Salisbury, including developments at 
Fugglestone Red (1,250 houses) and at the former UKLF headquarters (450 houses). In addition, 102 
houses are planned for the Wilton Community Area. This was multiplied by the average housing density of 
the area (2.48)2 to get a total planned population growth over the next 10 years of 4,469. It is assumed that 
this growth will occur at a constant rate of 470 per year. 

Local Area Plan housing data is not available beyond 2026. Two scenarios have therefore been assumed – 
that housing in the Salisbury Community Area (encompassing the south of Wiltshire) will be spread equally 
(Exogenous Scenario A) and that housing will be concentrated in the Wilton catchment (Exogenous Scenario 
B). TEMPro, the industry standard software for projecting demographic changes at the MSOA level based on 
information from the 2011 Census, was used to project growth from 2026 to 2036 for all of the MSOA that 
make up the Salisbury Community Area. Under Scenario A, only 17% of this growth was assigned to the 
Wilton Parkway exogenous growth catchment, as the catchment contains 17% of the 2016 population. Under 
Scenario B, 60% of the projected growth for the Salisbury Community Area was assigned to the Wilton 

                                                   
1 Oxford Economic, UK Regional Economic Outlook for South West England 
2 2011 Census 
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Parkway exogenous growth catchment. This results in an average of 101 persons per year for Scenario A, 
and 375 persons per year for Scenario B. Scenario A therefore represents an Average Growth scenario and 
Scenario B represents a High Growth scenario. The population growth is summarised in Table 3-4 below: 

Table 3-4 Average Annual Population Growth 

 2016-2026 2026-2036 

Scenario A/Average Growth 470 101 

Scenario B/High Growth 470 375 

 

The growth before 2026 is much higher than that after 2026 due to the presence of the relatively very large 
new developments in the west of Salisbury – Fugglestone Red and to a lesser extent the former UKLF 
headquarters. 

3.4.4. Non-Car Ownership Growth 
Non-car ownership growth for the exogenous growth catchment was taken as the weighted average of the 
non-car ownership growth for the five MSOA that make it up. The data was sourced from TEMPro. 

3.4.5. Car Fuel Cost Growth 
Car fuel cost growth was taken from projected WebTAG parameters. An average car speed of 33 mph was 
assumed – the average speed for a typical journey from Wilton to Southampton. 

3.4.6. Exogenous Growth Factors 
When multiplied together as per the equation at the top of section 3.4, the growth factors in Table 3-5 below 
were obtained for growth from 2016 levels. 

Table 3-5 Exogenous Growth Factors 

Year 2016 2021 2026 2031 2036 

Average Growth 1.000 1.342 1.748 1.980 2.222 

High Growth 1.000 1.342 1.748 2.178 2.617 

 

This growth is 5.7% on average over the initial 10 years, followed by 2.4% for the Average Growth scenario 
and 4.1% for the High Growth scenario. Stations in the region (Salisbury, Warminster, Tisbury) have 
experienced on average 2.0% - 2.4% growth over the last 10 years. As a result, the Average Growth 
scenario is in line with expected growth over the second modelled decade. The first decade deviates so far 
from background growth due to the Fugglestone Red and UKLF developments underway in the west of 
Salisbury. 

3.5. Wilton Demand Forecasts 
Table 3-6 and Table 3-7 below summarise the demand and revenue (2016/17 prices) forecasts for Wilton 
Parkway resulting from the station choice and trip rate models. The annual demand is the long-term annual 
demand expected at Wilton Parkway before exogenous uplift. The abstracted demand represents demand at 
Wilton Parkway taken from existing stations. For all scenarios this abstraction is almost entirely from 
Salisbury. 

Timetable demand impact represents the change in demand at other stations due to the change in timetable 
to account for trains calling at Wilton Parkway. This is equal to 0 for Option B due to the fact that no journey 
times are increased by extending the Salisbury – London service to Wilton Parkway. For Option C, the 
timetable impact has been assumed to be 0. This is because the extended TransWilts service timetable is 
constrained at Westbury, and the Romsey – Southampton – Salisbury service is similarly constrained at 
Salisbury. As a result, without further detailed modelling the effect of the Wilton Parkway call in Option C has 
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been assumed to only affect journey times to Salisbury or Westbury, and has so been assumed negligible 
compared to other impacts. 

Table 3-6 Wilton Parkway Demand Forecast 

Option Daily Demand Annual 
Demand 

Abstracted 
Demand 

Timetable 
Demand Impact 

Net National 
Rail Annual 
Demand 

A 349 117,325 -31,270 -37,657 48,398 

B 254 85,413 -23,942 0 61,471 

C 156 52,587 -7,628 0 44,959 

D 681 228,663 -64,808 -37,657 126,213 

 

Table 3-7 Wilton Parkway Revenue Forecast 

Option Daily 
Revenue 

Annual 
Revenue 

Abstracted 
Revenue 

Timetable 
Revenue Impact 

Net National 
Rail Annual 
Revenue 

A £2,688 £903,074 -£316,481 -£301,177 £285,416 

B £2,706 £909,260 -£360,935 £0 £548,326 

C £927 £311,330 -£68,517 £0 £242,759 

D £5,606 £1,883,677 -£714,725 -£301,466 £867,486 

 

3.5.1. Key Demand Markets 
In terms of the key demand markets that are served with the station, Figures 3-4 to 3-7 summarise the top 
bidirectional total flows for Wilton Parkway in each option: 
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Figure 3-4 Key Demand Markets: Option A 

 

Figure 3-5 Key Demand Markets: Option B 
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Figure 3-6 Key Demand Markets: Option C 

 

Figure 3-7 Key Demand Markets: Option D 
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In Option A, the key flows to/from Wilton Parkway are Bristol Temple Meads, Bath Spa, Southampton 
Central, Warminster, Salisbury and Cardiff Central.  

In Option B, Wilton Parkway demand is dominated by trips to/from London, Andover and Salisbury.  

In Option C, the key demand markets are Southampton Central, Salisbury, Warminster and London.  

For Option D, the key flows are to/from London, Southampton Central, Salisbury, Andover, Bristol Temple 
Meads, Warminster and Bath Spa. 

Annual demand between Wilton Parkway and Trowbridge falls from 3,700 in Option A to 1,900 in Option C, 
despite service levels to Trowbridge from Wilton Parkway having remained the same. This is because in 
Option C, the service between Salisbury and Trowbridge has nearly doubled with the addition of the new 
service, making Salisbury a more attractive station for demand to Trowbridge. 

Demand for Southampton in Option C is also significantly lower than in Option A. This is due to the 
increased standing time required for the Option C timetable, meaning longer end-to-end journey times in 
Option C.  

3.5.2. Local Demand 
The majority of the demand for the services is expected to be from local, pedestrian access. A version of the 
demand model suite was run where access to Wilton Parkway was limited to access by foot. Table 3-8 
summarises the results of these tests. 

Table 3-8 Pedestrian Proportion of Demand 

Option Total Annual Demand Pedestrian Annual Demand Pedestrian Proportion 

A 117,325 67,349 57% 

B 85,413 76,140 89% 

C 52,587 44,533 85% 

D 228,663 146,959 64% 

 

4. Operational Assessment 

Currently, approximately 1 train per hour runs between London Waterloo and Salisbury. The existing 
turnaround at Salisbury is sufficient to allow the service to run to Wilton Parkway and back, with a 16-minute 
turnaround. If necessary, the service could turn back on the main line at Wilton Parkway without conflicting 
with other standard-hour passenger and freight services on the route. However, in the current timetable, 
some peak services that would normally start from/terminate at Salisbury in the standard hour, extend 
beyond Salisbury along the Main Line to/from Yeovil. This means that they would not be able serve Wilton 
Parkway unless a portion could be detached/attached at Salisbury. 

From December 2018, South Western Railway (SWR) are proposing changes to the timetable, set out in the 
SWR ‘Table 160’ public timetable published in SWR’s timetable consultation. These changes result in: 

• Fewer Waterloo services terminating at Salisbury. Some of these services will be extended towards 
Westbury, which means they will pass through the proposed Wilton Parkway station site and there is 
likely to be an opportunity to insert a call. Others are routed via the Main line to/from Yeovil and will 
not be able to serve Wilton Parkway unless a portion can be attached/detached at Salisbury. 

• A change to the stock working at Salisbury for the services that do continue to terminate. The 
timetable would suggest that the layover at Salisbury will increase by approximately 1 hour for many 
services. While this means there will be ample time to run to Wilton Parkway and back, the 
turnaround would be too long for the unit to occupy the main line without impacting on other 
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services. A bay platform or turnback siding would be required unless the unit could turn back at 
another location beyond Wilton Parkway. 

The operational assessment found that an additional call at Wilton Parkway could be accommodated in 
Option A, provided some flexing of other services (potentially at Bristol, Southampton and / or Portsmouth) is 
accepted. Further timetabling analysis would be needed to determine the optimum solution. For Option B, 
the service could be extended to Wilton Parkway, but timetable changes proposed for December 2018 mean 
that most services would be portion attached/detached at Salisbury. Consideration would need to be given to 
the station layout to facilitate this service. It is likely that an extended TransWilts service could call at Wilton 
Parkway alongside Option B. 

Three types of layout for the proposed station at Wilton Parkway have been considered and Table 4-1 below 
sets out the service to and from London Waterloo that each is likely to be able to support: 

Table 4-1 Station Layout Options 

Layout Option Comments Service 

Category A The most basic layout comprising 
a platform on either side of the 
track. No alterations to the existing 
track is required and the impact to 
railway systems is likely to be 
limited to the possible relocation of 
Signal SY60 and relocation of 
cable runs / toughing to permit 
construction of the new platforms. 

6tpd from London and 7tpd to 
London, provided by inserting a 
Wilton call into trains that are to 
pass through the station from the 
December 2018 timetable 

Category B In addition to the platforms 
described above, a minimum of 
one new crossovers*, together 
with associated signalling, will be 
required to permit trains to turn 
back on the main line. 

15tpd from London and 14tpd to 
London, provided by a mixture of 
inserting an additional call (as 
above), extending trains that are to 
start / terminate at Salisbury and 
running a portion, detached from / 
attached to an Exeter line service 
at Salisbury, to Wilton. 

Category C In addition to the platforms and 
track alterations described above, 
further track work will be required 
in the form of a bay platform or 
turnback siding, together with 
associated signalling, to permit 
trains to turn back clear of the 
main line. 

18tpd from London and 17tpd to 
London using the same 
combination of means as 
described above.  

*The existing crossover providing access to Quidhampton is controlled from a ground frame and would have 
to be recontrolled to use it to turn back and it might have to be replaced, especially as it is likely to be rather 
low speed. 

None of the types of layout permit a strict ‘same minutes past each hour’ style regular interval timetable. The 
Category A layout is likely to be the cheapest to construct, but it facilitates a relatively poor service. Category 
B and C layouts provide close to an hourly service with good provision both for peak and off-peak 
passengers travelling who wish to travel to London and for passengers using Wilton Parkway as a railhead 
for Stonehenge. The principal benefit of Category C layouts is the greater resilience to delay offered and 
future proofing against timetable changes, rather than the three additional trains per day facilitated. 

Appendix B sets out the layout options within these categories. There are multiple layout options for 
categories B and C, impacting more on performance than service capability. New infrastructure is shown in 
red and dimensions are the minimum desirable. 

Given that the Category A layout does not facilitate trains turning back, in this scenario Wilton Parkway can 
only be served by trains that are routed via Warminster in the December 2018 timetable. The December 
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2018 timetable increases the number of trains that will pass through Wilton Parkway compared to today, 
presenting new opportunities to provide direct connectivity with London by introducing calls in these services. 
Six trains per day would be provided from London to Wilton Parkway and seven per day from Wilton 
Parkway to London.  

As no working timetable is yet available for December 2018, it is not possible to verify the wider timetable 
consequences of these additional calls. It is assumed that timings between London and Salisbury would be 
fixed, and timings on the outer parts of the network could be flexed to accommodate the time imposed by the 
extra stop. 

As a high-level check, the turnaround at destination has been considered. In most cases, turnarounds are 
generous and the inevitable reduction would not cause concern. The highest risk services are those via 
Castle Cary, some of which appear to run in a loop via Gillingham with minimal dwell at Yeovil and have 
added restraint of utilising single line sections between Yeovil and Castle Cary and around Frome. If, during 
later timetable development, instances were identified where the additional call at Wilton Parkway could not 
be accommodated, the option of substituting another station call on the route (such as Dilton Marsh in some 
services) could be considered. 

The Category B layouts permit trains to call (as per the Category A service) as well as turn back on the main 
line. This additional facility can be utilised in two ways: 

1. Allowing trains that are to terminate at/start from Salisbury to be extended to Wilton Parkway. 
2. Allowing portions of trains that are to be attached/detached at Salisbury to run to and from Wilton 

Parkway. 

In both the Category B and Category C scenarios, the option to serve Wilton Parkway by extending services 
is considered first, then, to supplement any gaps, the option of portion working to Wilton Parkway is 
considered. This is because extending a service tends to give better journey times as it is not necessary for 
the train to wait in Salisbury station for the attachment/detachment to take place. It is also a lower risk option 
as the feasibility of portion working is dependent on the assumption that stock working at Salisbury is the 
same as existing (no data yet exists for 2018). Given the changes to the timetable in December 2018, this 
will not be the case in all instances. 

Owing to changes to the timetable from December 2018, the option of extending services that start 
from/terminate at Salisbury is limited to a small number of trains at the start and end of each day. A short 
length of additional train-mileage between Salisbury and Wilton Parkway is required and trains will need to 
depart Salisbury Depot earlier in the morning and arrive at Salisbury Depot later in the evening. 

Extending services that will start from/terminate at Salisbury to Wilton Parkway provides a further four 
services from London and two services to London. This falls short of providing a regular hourly service and, 
to reduce the gaps in service, the option of serving Wilton Parkway with portions of trains that are currently 
attached/detached at Salisbury was then considered. This adds a further five trains per day in each direction, 
with very few gaps in excess of one hour. 

As with Category B layouts, for Category C layouts trains can call as well as terminate. However, Category C 
layouts have the added benefit of allowing terminating trains to layover clear of the main line. This permits an 
additional three trains in each direction to operate. It also reduces the risk of late running through services 
becoming further delayed as a result of being trapped behind a terminating service and provides greater 
future-proofing for the station against changes to the timetable that may prevent services turning back on the 
main line. 

5. Cost Estimation 

A detailed estimation of capital and operating costs has been carried out. It should be noted from the 
Operational Assessment above that a simple station design would only allow 6-7 London trains to serve 
Wilton Parkway per day. It is therefore likely that the station design will need to include new signalling and a 
crossover, which would increase London services at Wilton Parkway to 14-15 trains per day but would also 
increase the station cost. 
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5.1. Capital Costs 
Capital costs have been estimated for station layouts 1 (Category A), 2 (Category B) and 7 (Category C). We 
believe that: 

• Layout 1 would be appropriate for Option A (additional call at Wilton Parkway on the Cardiff-
Portsmouth service) and Option C (additional call at Wilton Parkway on the extended TransWilts 
service to Southampton). 

• For Option B (extension of the Salisbury service) and Option D (Option A + Option B + Option C), we 
believe that either Layout 2 or Layout 7 would be appropriate. 

• Layout 7 would be more costly but would offer greater resilience to delay and future proofing against 
timetable changes. Although the additional benefits of Layout 7 haven’t been quantified, it is useful to 
understand the additional costs and the impact on the BCR for Option B and Option D. 

Table 5-1 summarises the capital cost estimates: 

Table 5-1 Capital Cost Estimates 

 Layout 1 Layout 2 Layout 7 

Railway Control Systems £352,550.00 £625,350.00 £914,650.00 

Train Power Systems £0.00 £0.00 £0.00 

Electric Power and Plant £230,000.00 £633,500.00 £935,000.00 

Permanent Way £0.00 £984,000.00 £1,634,600.00 

Operational Telecommunication Systems £85,200 £90,200.00 £128,950.00 

Buildings and Property £5,086,100.00 £5,086,100.00 £7,092,350.00 

Civil Engineering £1,862,500.00 £1,862,500.00 £1,917,325.00 

Enabling Works £187,000.00 £187,000.00 £202,000.00 

Allowance for Unmeasured Items at 10% £780,335.00 £946,865.00 £1,282,487.50 

Total Direct Construction Works £8,583,685.00 £10,415,515.00 £14,107,362.50 

Preliminaries at 30% £2,341,005.00 £2,840,595.00 £3,847,462.50 

Overheads and Profit at 8.5% £663,284.75 £804,835.25 £1,090,114.38 

Total Direct Works (including Preliminaries, 
Overheads and Profit) 

£11,587,974.75 £14,060,945.25 £19,044,939.38 

Design Team Fees at 12.5% £1,350,954.97 £1,639,260.03 £2,220,306.48 

Project Management Team Fees at 10% £1,080,763.98 £1,311,408.03 £1,776,245.19 

Total Project Works (excluding Contingencies) £14,019,693.69 £17,011,613.31 £23,041,491.05 

Contingencies at 20% £2,803,938.74 £3,402,322.66 £4,608,298.21 

GRAND TOTAL £16,823,632.43 £20,413,935.97 £27,649,789.26 

 

In developing these capital cost estimates, the following assumptions have been made: 

• Cost estimate prices are at 1st Quarter 2018. 
• Network Rail services will continue to operate throughout the works, except for minimal planned 

periods of works for specific work items (such as bridge strengthening). 
• It is assumed existing ground conditions are suitable to support the new proposed works. 
• Works will be undertaken during the day to minimise disruption to nearby residents; no allowance 

has been made for night-time working. 
• No allowance has been included for provision of automatic ticket barriers. 
• No allowance has been included for any potential earth retention structures required for the 

dedicated turnback platform and track in Layout 7. 
• Allowances for finishes, lighting etc. are based on mid-spec scope requirements. 
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• Landscaping to urban realm areas is assumed to be a mixture of hard and soft landscaping. 
• No allowance has been included for any works to the southern site containing a car park and 

possible hotel facilities. 
• Unless specifically noted otherwise, testing and commissioning is included with either the rates or 

preliminaries. 
• Costs for possession management are included within either the rates or preliminaries. 
• An allowance has been included for unmeasured items; this is taken as 10%. 
• Preliminaries are taken as 30%. 
• Contractor’s overhead and profit is taken as 8.5%. 
• An allowance has been included for design development; this is taken as 12.5%. 
• Project management team fees are included at 10%. 
• Contingencies are included at 20%, based on the high level of design at this stage. 

A large allowance has been made as contingencies to cover unknown work items that may be required to be 
undertaken. As the design develops, these contingencies can be refined or reduced to relate to work scope 
items, but it is sensible to include such contingencies at this stage. 

In terms of the design of the station, in advance of detailed station and site feasibility and design work it has 
been assumed that this will comprise 2 platforms with shelters, ramps and a pedestrian bridge but no station 
building and no lifts. Given the level of service proposed to call at Wilton Parkway and the estimated station 
patronage, it has been assumed that the new station will be unstaffed. 

With the platforms we have taken a worst-case scenario and assumed piled foundations, but it could well be 
following ground investigation that, say, pad/raft foundations only are needed instead of piles. This could 
save in the region of £750,000 on the construction works costs and likewise filter down to the other cost 
items as well in the estimates, such as the indirect costs, and save more money. Canopy costs are also 
based on a reasonably high-spec solution. 

In addition to the above assumptions, the following items are excluded: 

• Legal costs and fees. 
• VAT and other taxes. 
• Legal and Local Authority fees and charges. 
• Network Rail project management costs. 
• Compensation charges to transport service operating companies. 
• Any charges levied regarding the Transport and Works Act. 
• Permanent or temporary land purchase. 
• Inflation from the estimate base date. 
• Costs for a qualitative risk assessment. 

In developing these capital cost estimates into Present Value Costs, it has been assumed that construction 
is phased as follows: 

• 2019: 25%. 
• 2020: 50%. 
• 2021: 25%. 

For any preparatory costs, 60% are assumed to fall in 2019 and 40% in 2020. 

Optimism Bias has then been applied at 51%, in line with WebTAG guidance for schemes at GRIP Stage 1, 
and real cost inflation has also been applied. Costs have then been discounted and converted to 2010 
market prices to give Present Value Costs. 

Table 5-2 summarises the Present Value Costs for each layout including Optimism Bias. 
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Table 5-2 Present Value Costs (Capex) for each Layout (2010 market prices discounted to 2010) 

 Layout 1 Layout 2 Layout 7 

PVC (Capex) £22,562,658 £27,377,718 £37,081,930 

 

Based on the Operational Assessment, it is not anticipated that there are any infrastructure requirements 
elsewhere on the network to enable trains to serve Wilton Parkway. Any works at Salisbury station or further 
resignalling on the local network could be useful interventions in terms of operational performance but no 
such works are included in the capital cost estimates. If such enhancements were to be progressed, it is 
recommended that a programme of overall works be developed and packaged together to achieve savings 
on procurement costs (and time) and allow benefit from economies of scale on construction work items. 
There are clear advantages to this approach, but it depends on many factors so will require careful 
consideration. 

5.2. Operating Costs 
Operating costs comprise a number of different components, including the costs of operating the station 
facility at Wilton Parkway and any incremental mileage-driven operating costs. For Option C it has been 
assumed that there is already a through service in the Do Minimum so the Do Something just adds a call at 
Wilton Parkway. 

5.2.1. Station Facility Operating Costs  
Station Facility Operating Costs apply to all four Wilton Parkway options and vary depending on what 
facilities are required at the station. The costs are further broken down into a number of sub-costs as follows: 

• Long Term Charge: this is a charge payable by station facility owners to Network Rail. As Wilton 
Parkway is a new station, there is no long-term charge available for it. Instead, a proxy station was 
selected and its Long Term Charge applied to Wilton Parkway. In this case the selected proxy 
station was Bedwyn, because it is close to the proposed location of Wilton Parkway, and is also a 2-
platform station and has an annual footfall of approximately 120,0003. The “CP5 Long Term Charges 
for Franchised Stations” lists the Long-Term Charge of Bedwyn as £13,656. 

• Utilities, Cleaning, CCTV, Ticket Machine lease: these costs have been drawn from the “Rail 
Growth Package” paper by Steer Davies Gleave, dated September 2011. 

• Public Announcer Maintenance: this cost has been drawn from the Chesterton Station Business 
Case produced by the DfT.  

• Construction Industry Scheme (CIS): Under the Construction Industry Scheme (CIS), contractors 
deduct money from a subcontractor’s payments and pass it to HM Revenue and Customs (HMRC). 
The deductions count as advance payments towards the subcontractor’s tax and National Insurance. 
CIS costs have been based on the Atkins estimates from earlier work on Llanelli station. 

5.2.2. Station Staff Salary Costs 
These costs take into account the salaries of any staff used to operate the station but do not apply to any 
option as the station is assumed to be unmanned in all options. 

5.2.3. Fuel Costs 
These are the total additional costs of fuel incurred from operating extended services. The fuel cost is based 
on distance travelled and the price of fuel, which takes into account fuel price forecasts. These costs apply to 
Options B and D. 

5.2.4. Maintenance Costs 
These are the additional costs of maintaining the wear and tear on the rolling stock resulting from the 
extension of services. This cost depends on additional distance travelled and applies to Options B and D.  

                                                   
3 ORR, Estimates of Station Usage 2016 – 2017 
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5.2.5. Fixed and Variable Track Access Charges and Capacity Charge 
Fixed and Variable Track Access Charges and the Capacity Charge are payable by franchised passenger 
operators to Network Rail as part of a track access contract. The charge rates for fixed, variable and capacity 
costs are listed on the Network Rail website. They apply to Options B and D. 

5.2.6. Omitted Costs 
Due to the nature of our assumptions, certain components have been assumed to be zero and are therefore 
omitted from the Operating Costs: 

• Capital Leasing Costs and Train Staff Costs: as none of the options use any additional rolling 
stock to run the services, the capital leasing costs and train staff costs are assumed to be zero for all 
options. 

• Electric Assets Usage Charge: none of the assumed rolling stock is electric and would therefore 
incur no additional charge for using Network Rail electric assets. 

5.2.7. Factoring 
Components of the annual costs are expected to increase at different rates. Over the lifespan of the scheme, 
all costs have been scaled to rise with RPI as per WebTAG (December 2017), except diesel fuel forecasts 
(including changes in diesel duty and expected efficiency improvements), which have been sourced from 
WebTAG. 

A 60-year appraisal period has been applied with an opening year of 2021/22. Optimism Bias has been 
assumed at 1.6%, consistent with a GRIP Stage 2 assessment and the costs have been rebased to 2010 
prices using GDP Deflator data from WebTAG. 

5.2.8. Results 
Operating costs by component for each of the service options over the 60-year appraisal period are 
summarised in Table 5-3 below: 

Table 5-3 Operating Cost Summary (2010 market prices, discounted to 2010) 

Component Option A Option B Option C Option D 

Capital Leasing Costs £0 £0 £0 £0 

Fuel Costs £0 £522,249 £0 £522,249 

Maintenance Costs £0 £901,260 £0 £901,260 

Staff Costs £0 £0 £0 £0 

Track Access (Fixed) £0 £527,993 £0 £527,993 

Track Access (Variable) £0 £71,934 £0 £71,934 

Electric Asset Usage Charge £0 £0 £0 £0 

Capacity Charge £0 £353,006 £0 £353,006 

Station Facility Costs £916,427 £916,427 £916,427 £916,427 

TOTAL £916,427 £3,292,869 £916,427 £3,292,869 

 

6. Economic Appraisal 

Outputs from the demand modelling and cost estimation have been fed into Atkins’ Economic Appraisal 
Model to establish the Value for Money and affordability of the new station.  
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6.1. Economic Model 
The model has been developed to be compliant with WebTAG guidance and utilises the following 
assumptions and parameters:  

• The base year for the appraisal model is 2016/2017; 

• The scheme opening year is 2021/22; 

• The economic appraisal period is 60 years from scheme opening, with the final year of appraisal 
being 2081/82;  

• A demand cap is set at 20 years from the current year in 2037/38. Beyond this year, growth in 
benefits is limited to growth in parameter values, for example values of time;  

• Rail fare rises are set at the current level of RPI+1%, until the demand cap year 2037/38; 

• Parameters are taken from the July 2017 version of the WebTAG Data Book; and 

• Impacts upon business travellers are disaggregated into four simplified ‘distance bands’, to account 
for the different demand forecasts and values of working time by distance band.  

6.2. Monetised Benefits 
Table 6-1 summarises the benefit components that have been quantified and monetised in the model: 

Table 6-1 Monetised Benefits 

Travel time impacts New to rail Benefits among people who switch from car to rail 
due to the shorter journey time 

 Abstracted Benefits among people who switch from another rail 
route 

 Through travellers Impacts due to time penalties from adding station 
stops to existing routes 

Fare revenues New to rail Increases in revenues due to the fares paid by 
travellers who previously did not travel by rail 

 Abstracted Changes in revenues due to travellers changing 
routes and paying different fares 

 Through travellers Reductions in revenue due to ex-rail travellers who 
leave the rail market, in response to changes in 
journey times 

Indirect tax Road decongestion (indirect 
tax element) 

Marginal reductions in indirect tax attributed to 
reduced highways congestion due to mode shift 
from road to rail, i.e. those continuing to travel by 
road will have slightly lower fuel costs as a result of 
decongestion 

 Transfer of expenditure to 
rail fares 

Capturing the fact that changes in passengers’ 
expenditure on rail fares affects their spending on 
all other goods, e.g. money now being spent on rail 
fares (which are not taxed) will offset money 
previously being spent on other goods incurring tax 

Marginal External 
Costs 

Other infrastructure 
investment 

Reductions (or increases) in local or central 
government expenditure on highways maintenance, 
due to reduced (or increased) wear and tear on 
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Travel time impacts New to rail Benefits among people who switch from car to rail 
due to the shorter journey time 

highways, due to reductions (or increases) in 
vehicle kilometres travelled 

 Accidents Marginal changes in the frequency of road collisions 
due to changes in vehicle kilometres travelled 

 Local air quality, Noise, 
Greenhouse gases 

Marginal changes in air quality, noise and 
greenhouse gas emissions due to changes in 
vehicle kilometres travelled 

 Road decongestion Marginal changes in road users travel times due to 
changes in road congestion 

 

It should be noted that fare revenues and other infrastructure investment form part of the Present Value of 
Costs (PVC) along with capital and operating costs rather than forming part of the Present Value of Benefits 
(PVB). 

6.3. Discounting and Price Base Adjustment 
All outputs are presented in 2010 market prices, discounted to 2010 following application of the GDP 
Deflator, discounting rates and the indirect tax correction factor as per the WebTAG Data Book. Conversion 
of financial year values to calendar year values has been based on a simple 75:25 split. 

6.4. Appraisal Outputs 

6.4.1. Present Value of Benefits (PVB) 
Table 6-2 summarises the PVB for each of the options based on the average growth scenario: 

Table 6-2 PVB for Each Option – Average Growth (£k 2010 Prices, Discounted to 2010) 

 Option A Option B Option C Option D 

Economic 
Efficiency: Business 

£3,945 £5,700 £635 £8,868 

Economic 
Efficiency: 
Commuting 

£23,352 £15,786 £6,598 £47,638 

Economic 
Efficiency: Other 

£6,240 £3,495 £2,136 £13,230 

Noise £31 £0 £23 £87 

Local Air Quality £4 £0 £3 £10 

Greenhouse Gases £159 -£2 £118 £442 

Accidents £443 -£5 £331 £1,235 

Indirect Tax -£1,490 -£1,061 -£1,416 -£3,550 

PVB £32,683 £23,913 £8,430 £67,959 

 

6.4.2. Present Value of Costs (PVC) 
Table 6-3 summarises the PVC for each of the options based on the average growth scenario: 
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Table 6-3 PVC for Each Option - Average Growth (£k 2010 Prices, Discounted to 2010) 

 Option A Option B Option C Option D 

Capex £22,563 £27,378 £22,563 £27,378 

Opex £916 £3,293 £916 £3,293 

Highway Investment -£23 £0 -£17 -£63 

Revenue -£6,335 -£7,308 -£6,793 -£13,511 

PVC £17,121 £23,363 £16,669 £17,097 

 

At this stage the Capex for Option B and Option D is based on Layout 2. It should also be noted that revenue 
is treated as a negative cost in the PVC. 

6.4.3. Benefit Cost Ratios (BCRs) 
The BCRs for each option based on the average growth scenario are summarised in Table 6-4: 

Table 6-4 BCRs for Each Option – Average Growth 

 Option A Option B Option C Option D 

BCR 1.91 1.02 0.51 3.97 

 

6.5. Sensitivity Testing 
The first sensitivity tests that have been carried out are each option in the high growth scenario, with PVBs 
summarised in Table 6-5: 

Table 6-5 PVB for Each Option – High Growth (£k 2010 Prices, Discounted to 2010) 

 Option A Option B Option C Option D 

Economic 
Efficiency: Business 

£4,588 £6,524 £729 £10,226 

Economic 
Efficiency: 
Commuting 

£27,150 £18,069 £7,543 £54,926 

Economic 
Efficiency: Other 

£7,333 £4,001 £2,440 £15,324 

Noise £40 £0 £26 £103 

Local Air Quality £4 £0 £3 £12 

Greenhouse Gases £202 -£2 £135 £524 

Accidents £562 -£5 £376 £1,461 

Indirect Tax -£1,832 -£1,199 -£1,598 -£4,157 

PVB £38,046 £27,387 £9,655 £78,418 

 

Table 6-6 summarises the PVC for each of the options based on the high growth scenario: 
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Table 6-6 PVC for Each Option - High Growth (£k 2010 Prices, Discounted to 2010) 

 Option A Option B Option C Option D 

Capex £22,563 £27,378 £22,563 £27,378 

Opex £916 £3,293 £916 £3,293 

Highway Investment -£29 £0 -£19 -£75 

Revenue -£7,701 -£8,256 -£7,673 -£15,809 

PVC £15,749 £22,415 £15,787 £14,787 

 

The BCRs for each option based on the high growth scenario are summarised in Table 6-7: 

Table 6-7 BCRs for Each Option - High Growth 

 Option A Option B Option C Option D 

BCR 2.42 1.22 0.61 5.30 

 

If Option B and Option D were to use Layout 7 rather than Layout 2, the additional Capex would have the 
following impacts: 

• For Option B in the average growth scenario, the BCR would fall from 1.02 to 0.72. 
• For Option D in the average growth scenario, the BCR would fall from 3.97 to 2.54. 
• For Option B in the high growth scenario, the BCR would fall from 1.22 to 0.85. 
• For Option D in the high growth scenario, the BCR would fall from 5.30 to 3.20. 

 
In order to achieve a BCR of 2.0 and meet the DfT’s requirement for demonstrating high value for money, 

the maximum capital investment cost (2017 prices) possible for each option based on the PVBs and revenue 

generated and Opex incurred would be as follows: 

• Option A: £18.35m in the Average Growth scenario or £21.76m in the High Growth scenario. 

• Option B: £13.45m in the Average Growth scenario or £15.71m in the High Growth scenario. 

• Option C: £8.51m in the Average Growth scenario or £9.77m in the High Growth scenario. 

• Option D: £37.28m in the Avergae Growth scenario or £46.34m in the High Growth scenario. 

7. Conclusions and Next Steps 

In all options, the bulk of the benefits are from improvements in journey times, especially for commuters. 
Most of the options also generate minor environmental and decongestion benefits due to reductions in 
highway vehicle kilometres, the exception being Option B where such impacts are negligible. For Option A, 
where a call at Wilton Parkway for the Cardiff – Portsmouth service is added, a BCR over 1.5 is achieved in 
the Average Growth scenario but the option falls short of a BCR of 2.0, which would demonstrate High value 
for money. However, in the High Growth scenario, a BCR over 2.0 is achieved. For Option B, where the 
Waterloo – Salisbury service is extended to Wilton Parkway, a BCR over 1.0 but below 1.5 is achieved in 
both scenarios, representing Low value for money. For Option C, where the TransWilts service is extended, 
a BCR of 1.0 is not achieved in either scenario, representing Poor value for money. The projected levels of 
benefits in these options are not sufficient in relation to the costs incurred. Therefore, the only service option 
that could be implemented in isolation at Wilton Parkway and delivery value for money is Option A. Option D, 
which combines all three services, demonstrates a much higher value for money than all of the isolated 
service options, with a BCR over 2.0 in the Average Growth scenario (representing High value for money) 
and a BCR over 4.0 in the High Growth scenario (representing Very High value for money). Extending the 
TransWilts service could be achieved in combination with extending the Waterloo – Salisbury service. 
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In terms of which services should therefore serve Wilton Parkway, this will be a trade-off between demand 
that can be served, costs incurred and operational feasibility. At present the business case for the scheme 
would appear to be strengthened with multiple passenger services calling at Wilton Parkway (as in Option 
D). This is because the incremental benefits of adding services significantly exceed the incremental costs 
while still seemingly being operationally viable. 

All of the above outcomes are based on a robust demand and revenue forecasting and appraisal modelling 
suite plus new capital and operating cost estimates that have been developed. The revenue generated by 
the new station helps to offset some of the costs incurred. For Option B and Option D, variation in the station 
layout is possible. A dedicated turnback would be more costly but would offer greater resilience to delay and 
future proofing against timetable changes. 

In terms of understanding at which GRIP Stage the scheme is currently at, Figure 7-1 below sets out the 
overall process: 

Figure 7-1 GRIP Process 

 

We would recommend that the expectations for GRIP Stage 1 have been fulfilled and some elements of 
GRIP Stage 2 have also been completed, with an outline design being presented. At GRIP Stage 2 a key 
factor is in identifying constraints. This could include, but is not limited to, railway operational constraints, 
constraints of constructing a station on a live railway, the impact on the local community and the impact on 
the highway network. For GRIP Stage 3, a preferred option will need to be defined from those considered to 
date and any additional options put forward, with further designs developed. It is important that there is 
stakeholder consensus regarding the preferred option. 

In terms of operational assessments, in order to differentiate between the benefits of the different layouts, 
performance modelling could be incorporated, which would require a timetable to be written and then 
modelled in RailSys. However, the requirement for this would be dependent on the level of industry buy-in. If 
this were carried out, journey times from RailSys could feed back into the demand forecasting. 
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In terms of costs, additional detail would be required to sign off at GRIP Stage 3. All of the options would 
need design development and cost estimates and value management exercises to be completed. Given the 
sensitivity of the business case for the scheme to the capital cost estimates, we would recommend that a 
value management workshop is undertaken in the not too distant future to identify the key drivers for 
construction scope and to see if there are modifications that could be made to bring better value. 

In terms of funding, the Local Enterprise Partnership is a good start but they should be seen as a potential 
funder of development works. It is therefore important to engage with the DfT at an early stage to explain the 
proposals and understand any funding conditions. The biggest funding contributions should come from 
farebox revenues, car park revenues and developer contributions. 

GRIP Stage 3 deliverables are likely to include as a minimum: 

• Civil Engineering Approval in Principle (AiP) – this would set out the outline design for the platforms, 
footbridge, stairs, drainage etc. 

• Possibly a separate AiP for any car park – this may be outside Network Rail’s interest and subject to 
Local Authority approval. 

• Electrification & Plant Low Voltage AiP – covering lighting, low voltage power etc. 
• Telecoms AiP – covering CCTV, public address, customer information systems, help points etc. 
• Multi-discipline documents – including an Engineering Management Plan, a Hazard Identification 

(HAZID) workshop and report, a Common Safety Method (CSM) System Definition and 
Interdisciplinary Check (IDC) certificate(s). 

These deliverables may need to be supported by surveys, including: 

• Topographical Survey. 
• Ground Investigation Survey – this can be deferred to GRIP Stage 5 if there is reasonable 

confidence that the proposed solutions will work. 

The following deliverables may also be required: 

• Track AiP – if any track alterations are required. 
• If any signalling alterations are required, signalling, operational telecoms and 650V signalling power 

deliverables will be required. 

For a planning application, architectural input would be required along with planning drawings and supporting 
documents. An assessment of the likely impacts upon the local highway network would also be required, 
possibly with a Road Safety Audit. 

In the first instance, for the scheme to progress through the GRIP process, it is important that it is verified by 
Network Rail with the necessary legal agreements put in place so that the scheme can be committed as a 
project. 
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Appendix A: Strategic Case (Wiltshire 
Council) 

1. Development in Salisbury. 

Salisbury is a small city in Wiltshire with a population of around 40,0004 people. It is bordered by the town of 
Wilton approximately 5 km to the north west of the city centre, with a population of just over 35005 and other 
small settlements such as Netherhampton, Quidhampton and Laverstock.  Together these make up the 
Salisbury and Wilton urban area with a population of 62,216 in the 2011 Census.  By 2026 the Salisbury and 
Wilton area is expected to see growth of 6,060 dwellings and over 28 ha of employment land. 

Fig. X Location of Salisbury 

 

 

                                                   
4 Census 2011 
5 Census 2011 
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Further growth is also expected in the wider South Wiltshire area, particularly in Amesbury, with 2,440 
dwellings to be delivered between 2006 and 2026 (approximately 1300 of these in south Amesbury). The 
Ministry of Defence’s Army Basing programme will bring 4,000 service personnel and 3,200 dependents to 
Salisbury Plain, and a new aircraft hub is expected to bring 1,500 jobs to Boscombe Down.  

The Core Strategy for Wiltshire is now being extended to 2036, which may allocate further housing and 
employment sites to the area. A housing and employment market analysis67 showed that 8,250 houses are 
expected to be built in the Salisbury Housing Market area8 between 2016 and 2036, and 11,400 more jobs 
i.e. 44 ha of industrial land, and 6-16ha of office land.  

The current allocated sites are shown in the table and map below. The sites in green have been proposed 
through the Wiltshire Housing Site Allocation Plan which will be formally consulted on in summer 2018.  

Table X Salisbury development sites9 

Source Development site 
2016 prediction for 2026 

Housing (dwellings) Employment (m2)  

Wiltshire Core 
Strategy 

Fugglestone Red 1,110 80,000 

Land NW of Fugglestone Red 141 - 

Former Imerys Quarry - 40,000 

UKLF, Wilton (Wilton Hill) 397 30,000 

Longhedge 673 80,000 

Hampton Park 500 - 

The Maltings & Central Car Park 100 40,000 

Old Manor Hospital 71 - 

Salisbury District Hospital - 705 

Old Sarum 30 - 

Churchfields & Engine Shed 1,100 50,000 

Bulbridge 45 - 

DPD  

Netherhampton Road 640 - 

North of Netherhampton Road 100 - 

Rowbarrow 100 - 

Hilltop Way 10 - 

Other 
development 
sites 

Land at London Road - 6,030 

Milford House, Laverstock 31 - 

Middleton Road 12 - 

Grove House Surgery, Wilton Road 10 - 

UK House, Castle Road 78 - 

Castle Works, Castle Road 60 - 

Bus Station 47 - 

Windfall Sites Minor Sites 425 - 

Total 5,680 326,735m2 (32 ha) 

                                                   
6 http://www.wiltshire.gov.uk/spp-fema-report-2017-final.pdf 
7 http://www.wiltshire.gov.uk/spp-swjsf-2017-11-salisbury-housing-market-area-profile.pdf 
8 Including Amesbury 
9 Development sites and growth allocations have been set with the agreement of Wiltshire Council officers 
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Figure X Development sites in Salisbury 

 

The majority of these sites have been granted planning permission. Wilton Hill is just beginning to be 
occupied. Fugglestone is currently under construction with occupation due to occur over the next five years. 
Planning applications for the Netherhampton Road, Imerys and Churchfields sites have not yet come 
forward. It is thought that most of Churchfields will not redevelop until the end of the plan period, but that the 
engine shed site (employment development) will deliver before this. 

Proposals for a regeneration scheme on the Maltings remain under discussion between the Council and the 
owners of the Maltings Shopping Centre.   

The components of the scheme have not been finalised at this stage and timescales for a planning 
application are not yet confirmed.  The scheme is expected to include a hotel, cinema, restaurants, retail and 
residential as well as enhancements to the public realm and is likely to be developed in phases.   

The provision of parking will be sufficient to support the new development and existing city centre shoppers / 
visitors.   The final detail on parking provision has not been determined although it is the Council’s policy that 
long-stay / commuter parking should be provided at the city’s five Park & Ride sites rather than in the 
regenerated Central Car Park and Maltings area.   

2. Problems and Issues  
2.1. Salisbury Transport Strategy 

The Salisbury Transport Strategy sets out the direction for transport in Salisbury up to 2026.  The Strategy 
was published in 2009 and is now being refreshed. The existing strategy and refresh have identified a 
number of key issues in Salisbury: 
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Traffic flow  is constrained by poor junction performance 

Congestion and delays currently on Salisbury highway network 

Reliance on the car for journeys within Salisbury and journeys into and through Salisbury 

There are a number of collision clusters on Salisbury transport network 

Transport continues to impact on air quality in Salisbury with three Air Quality Management Areas 
(AQMAs) designated in Salisbury: city centre, Wilton Road and London Road 

Historic street layout is not designed for high volumes of vehicles 

Poor integration, connectivity and severance of the pedestrian and cycle network, for journeys on 
foot and by bike to key destinations in the city including the railway station 

Oversupply of city centre car parking and underperforming Park and Ride 

Use of the bus network in Salisbury is unattractive because journey times and journey cost do not 
compete with the car, whilst access to bus services for some journeys is limited due to the routing 
of some bus services 

Demand for rail travel to/from Salisbury railway station is forecast to increase, however poor 
accessibility by all modes of travel to the railway station will influence growth in demand 

Access to key services and facilities by sustainable modes of transport to/from some 
development sites is limited 

Increased travel demand in Salisbury as a result of development is forecast to further impact 
highway network performance 

Ageing population in Salisbury will place changing demands on the transport network 

Reduced council revenue funding for highways maintenance and bus services 

 

The modelling for the Strategy shows that several junctions around the station are currently or will be 
performing poorly by 2026. The Fisherton Street/South Western Road junction will be at critical level in the 
PM peak by 2026. Other junctions around the station that are under pressure but not expected to be critical 
are the Brunel Road/Churchfields Road junction and the Ashfield Road/Wilton Road junction.  

More widely, the modelling shows increased pressure on the A36 trunk road, Castle Road and the Harnham 
Gyratory/Exeter Street Roundabout. 
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Figure X Network performance 2026 - AM (08:00-09:00) 

 

Figure X Network performance 2026 - PM (17:00-18:00) 
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The draft Strategy published in May 2018 sets out a package of measures including: 

• The redevelopment of long stay car parks at the Maltings, Brown St and Salt Lane 
• A new multi-storey short stay car park in the Maltings, with long-stay customers using the five Park & 

Ride sites. 
• Highways network improvements e.g. capacity improvements at St Paul’s roundabout, Harnham 

Gyratory and Exeter Street Roundabout. 
• Use of UTMC and parking technology to improve the circulation of traffic and reduce congestion. 
• Walking and cycling infrastructure improvements.  
• Smarter choices measures including expansion of the car club. 
• The development of a Clean Air Zone and support for electric buses/electric vehicles. 
• High frequency bus services to all major development sites. 
• Salisbury Rail Station Interchange improvements. 

The final Strategy is due to be published in summer 2018.  

The redevelopment of the long-stay car parks is also set out in the Core Strategy. It equates to a reduction of 
around 698 long stay spaces (equivalent to 50% of public long stay stock). 

The Salisbury Station Interchange Options Assessment Report (2018) shows that there is a lack of good 
pedestrian, cycle and bus access at Salisbury Station, and the car parks are oversubscribed. This will be 
exacerbated by the loss of long stay city centre car parking. Wiltshire Council and South West Railway are 
currently investigating a scheme that will improve accessibility and provide increased car parking, although 
due to the space constraints in the city centre, there is a limit to how much parking may be increased here. 

The Salisbury Strategy also identifies three schemes which would meet objectives and have considerable 
local support, but that are higher risk or higher cost. These schemes require substantial support from 
partners and the council wishes to continue developing these: 

• A36 Southampton Road upgrades 
• Adjust existing services to extend the Trans-Wilts rail services to Salisbury (subject to delivery by 

TOCs) 
• New railway station at Wilton 

 

2.2. Public Transport Strategy (2011) 

Wiltshire Council’s Public Transport Strategy (2011) sets out the following problems for rail across Wiltshire: 

• Overcrowding on trains at peak time particularly on the Bristol to Weymouth line 
• A lack of suitable pedestrian access due to the closure of the northern entrance at Salisbury Station. 
• A lack of suitable bus-rail interchange at Salisbury Station. 
• The prospect of opening or re-opening stations in Wiltshire is very much dependent 

upon support from the rail industry, both for funding and provision of appropriate train services. 
 

2.3. Rail opportunities for attracting employment 

There is considerable research to show that a rail station increased land values for both housing and 
commercial uses.10 This impact decreases with distance from the station. For commercial land, the impact is 
usually confined to an area within walking distance of the station i.e. 0.25-0.5miles11 reflecting that the final 
stage of rail journeys (from station to destination) tends to be on foot, whereas the initial stage of rail 
journeys (from point of origin to station) is more likely to involve other modes e.g. car or bus. The impact of a 

                                                   
10 Debrezion, D., Pels, E., & Rietveld, P. (2007). The impact of railway stations on residential and commercial 
property value: A metaanalysis. Journal of Real Estate Finance and Economics , 35, 161-180.  
11 Steer Davies Gleave (2011) The value of Station Investment: Research on regenerative impacts, Steer 
Davies Gleave 
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rail station also relies on the quality of facilities at the station and the rail services provided e.g. long distance 
commuter rail services tend to have more impact that metro stations.  

The Swindon and Wiltshire LEP Strategic Economic Plan sets out the following priorities and Priority 
Zones: 

• Inward investment. 
• Supporting and stimulating existing business growth and facilitating new business set up. 
• Job creation, education and skills. 
• Economic infrastructure. 
• Salisbury A303 Growth Zone – Work with Highways England to ensure the A36 fulfils its strategic 

role and supports planned development in/around Salisbury 
• Invest in transport schemes/packages to support housing and employment growth in Chippenham, 

Trowbridge and Salisbury 
 

The Wiltshire Business Plan 2017-2027 priorities includes: 
• Growing the economy through delivering high skilled jobs, sustainable development and enhanced 

transport and infrastructure such as: 
o Improved road infrastructure; 
o New infrastructure to support housing and employment growth; 
o Improved strategic roads and rail; 
o Accessible public transport services; and 
o Regeneration of town centres. 

• Strong communities including reduced road safety casualties and increased cycling and walking 
opportunities 

 
The Wiltshire Community Plan 2011-2026 priorities include: 

• Creating an economy that is fit for the future. 
• Reducing disadvantage and inequality. 
• Tackling the causes and effects of climate change. 
 

 
2.4. Tourism opportunities 

 
2.4.1. Wilton House 

Wilton House is a private country house within 1 km of the proposed Station site. It is estimated that there 
are currently around 75,000 visitors per year12. 

It is possible that new visitors could be attracted to the house, but no estimation of visitor numbers has been 
made. 

2.4.2. Stonehenge 

There is an aspiration among some stakeholders for Wilton Parkway to improve sustainable tourist access to 
Stonehenge.   
 
It is estimated that there are currently around 1.4 million visitors per year13. Trips to Stonehenge are included 
in the demand modelling elsewhere in this report. 
 
The 2017 surveys showed that 5,841 paying customers entered the site on the Wednesday and 8,224 
entered on the Saturday. On the Tuesday 59% of visitors bought individual tickets and 41% purchased group 
tickets, on Saturday 62% of visitor bought individual tickets and 38% purchased group tickets. Not all visitors 
purchase tickets and the methodology of the surveys mean that visitors arriving by non-car modes, and 
those travelling to the stones without going to the visitor centre may be under-counted. 

                                                   
12 Association of Leading Visitor Attractions, 2005 Visitor Figures 
13 Association of Leading Visitor Attractions, 2016 Visitor Figures 
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The Travel Survey indicates 82% of visitors are first time visitors, 1% visit several times a year, 3% visit once 
a year and 14% visit less than once a year. This indicates that the majority of trips are not regular visitors. 

The proportion of overseas versus UK visitors seems to vary. In August 2011 61% of the visitors in the Travel 
Survey were overseas visitors. In August 2015 this was 43% and in August 2017 this was 11%.  This may 
indicate that the rise in UK visitors is due to some people who may have put off their visit while the new Visitor 
Centre was under construction or it may indicate a fall in overseas visitors. It is possible there are 
methodological issues meaning the samples are not really representative. 

Automatic Traffic Counts and Manual Classified counts have shown that vehicle trip numbers have either 
increased or remained broadly similar as shown in Table. 2 

Table 2 Modal Split to Stonehenge (Count data) 

 August 2011 October 2014 August 2015 August 2017 

 Automatic traffic counter main car park  

(average of weekday & Saturday ) 

Vehicles inbound 
145714 

872 1591.5 1306 

Vehicles outbound 872 1503 1307.5 

 Manual Classified Count  

(Average of weekday and Saturday) 

Coach/Bus 102.5 48 90 76.5 

Car 1240 813 1230.5 1566 

Campervan/Caravan  4 10 72 29.5 

LGV 25 33 31.5 24 

Motorcycle 26 6.5 9.5 22.5 

Minibus 22.5 10.5 9.5 28.5 

Bicycle/pedestrian 1 4.5 0 1 

The Travel Plan survey showed that the majority of non-coach visitors travelled from around the London area. 
Other significant origins are Bath, Salisbury, Swindon, Oxford and Southampton/Portsmouth. It is these areas 
that might be encouraged to transfer from car to rail if direct services are provided (it is unclear whether the 
visitors from Salisbury and Amesbury are local people or long-stay visitors). However, the significant costs of 
rail travel in addition to any bus fare could prove a barrier to behaviour change. A greater awareness of 
potential savings by using Railcards could help tackle this barrier. 

There is currently a Stonehenge tour bus that travels from Salisbury Station to Stonehenge, and includes stops 
at Salisbury Cathedral and Old Sarum. The price for various travel options is shown in the table below. It is 
likely that rail fares from London to Wilton would be similar to the London to Salisbury fare.  Day-trip customers 
would most likely combine the cost of rail fare and bus fare, so for a family, travelling by bus and rail would 
cost at least £80.15 (or £129.15 with entry to Stonehenge), compared to £33.86 by car (or £74.36 with entry). 

 

                                                   
14 May refer to all vehicles including coaches which are counted separately in subsequent years. 
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Respondents to the 2017 Travel Plan survey showed that costs were the biggest barrier preventing them from 
using alternatives to the car. 

There is a £5 parking charge at Stonehenge but it does not apply to people who purchase an entry ticket or 
are National Trust or English Heritage members.  

 Travel only Travel + entry15  Travel + entry 
(NT/EH members16) 

Driving from London (89 
miles) (Adult) 

£28.8617 + £5 parking = 
£33.86 

 

£46.46 £25.90 

Driving from London (89 
miles)  (Family) 

£28.86 + £5 parking = 
£33.86 

 

£74.36 £25.90 

    

Rail fare Waterloo to 
Salisbury (Adult) 

£40.70 off-peak or 

£20.70 advance 

£58.20 off-peak or 

£38.20 advance 

£40.70 off-peak or 

£20.70 advance 

Rail fare Waterloo to 
Salisbury (Family) 

£121.25 off-peak or 

£72.45 advance 

£166.75 off-peak or 

£117.95 advance 

£121.25 off-peak or 

£72.45 advance 

Rail fare Waterloo to 
Salisbury (Family & 
Friends Railcard18) 

£76.95 off- peak or 

£39.15 advance 

£122.45 off-peak or 

£84.65 advance 

£76.95 off- peak or 

£39.15 advance 

    

Stonehenge bus (Adult) £15 £30 (includes Old 
Sarum entry) 

£15 

Stonehenge bus (Family) £41 £90 (includes Old 
Sarum entry) 

£41 

  

The Stonehenge Travel Plan survey (fig X) showed that only a very small number of visitors currently arrive 
by bus: between 0.0% and 0.3%. The bus company states that actual passenger numbers vary from around 
50 to 400 per day. The modal split data from 2017 may indicate a methodological issue, since the small 
proportion of car users does not tally with the actual number of cars recorded entering/exiting the site. 

 

                                                   
15 Stonehenge Entry ticket costs £17.50 for Adult or £45.50 for a Family. 
16 English Heritage membership is £56 for an adult of £99 for a family; National Trust membership is £69 for 
an adult and £120 for a family. These allow unlimited access to English Heritage or National Trust properties 
respectively. 
17 Assumes £1.29 per litre and 35mpg, with average off-peak driving conditions 
www.theaa.com/driving/mileage-calculator.jsp 
18 A Family and Friends railcard costs £30 and is valid for up to four adults and four children. 
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Table X  Modal split to Stonehenge (Travel survey responses) 

 August 2011 October 2014 August 2015 August 2017 

Coach 59.1% 43.2% 42.2% 79.2% 

Car/camper van with 

others 

35.9% 54.3% 55.7% 16.6% 

Car/camper van on 

own 

1.1% 2% 0.9% 2.9% 

Motorcycle 0.0% 0.0% 0.6%  

Minibus 2.9% 0.4% 0.1% 0.3% 

Henge Hopper 19 0.0% - -  

Local bus 

(Stonehenge Tour) 

0.2% 0.0% 0.3% 0.5% 

Train 0.4% 0.2% 0.1% 0.0% 

Taxi 0.2% 0.0% 0.1% 0.1% 

Bicycle 0.0% 0.0% 0.0% 0.0% 

Foot 0.0% 0.0% 0.0% 0.2% 

If the tour bus were redirected to travel via Wilton Parkway Station, it might add to the bus journey time and 
passengers would likely be abstracted from Salisbury Station, so it is unlikely that this would generate a positive 
BCR.  The bus company have also indicated that they would only consider serving Wilton Parkway Station if 
it provided a direct rail service to London.  If a station is built, the bus company would be keen to ensure that 
any designs are future-proofed to allow usage by the tour bus or other buses.  

It is likely that any tour bus connection to Wilton Parkway Station would attract substantially less than 50 train 
passengers per day in the off-peak and 400 in the summer peak since Salisbury Station has a much greater 
variety of train services (to more destinations and at a higher frequency) than would be provided at Wilton 
Parkway. A number of the passengers are likely to be those abstracting from Salisbury station. A lower cost 
bus fare might increase numbers, but the rail fare is still likely to be a significant barrier, and it is unclear that 
such a bus service would be financially viable. 

The proposed station would be approximately 13.8 km (8.8 miles) from Amesbury using existing 
recommended cycle routes. This is approximately 2.2 km (1.4 miles) closer than Salisbury Station (the route 
from Amesbury to Stonehenge may vary in distance depending on whether the tunnel is built).  Despite the 
journey time saving, this would still be a long journey. The cycle route from Wilton Parkway has steep and 
busy sections that would be difficult to ameliorate, whereas there is a pleasant on-road cycle journey from 
Salisbury Station along NCN 45, and proposals for a predominantly off-road route via Porton. It is not 
thought likely that a significant number of rail-cycle passengers would be attracted to travel to Stonehenge 
via Wilton Station. 

3. Strategic overview: Policies and Plans 
3.1. National Policies 

The DfT's 'Guidance on Local Transport Plans' (July 2009) sets out the following five overarching national 
transport goals: 

 
• support economic growth 
• reduce carbon emissions 
• promote equality of opportunity 

                                                   
19 To Avebury & Devizes. Ran in August 2011 for a trial period 
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• contribute to better safety, security and health 
• improve quality of life and a healthy natural environment. 

NPPF (2013) and NPPG (2014) state that the transport system needs to be balanced in favour of sustainable 
transport modes, giving people a real choice about how they travel. 

3.2. Regional Policies 
 

3.2.1. Network Rail Wessex Route Study August 2015 

Whilst the Long Term Planning Process does not develop views on Station Improvements, it does discuss 
possible changes to the route. Of interest to this study is the West of England Line and Salisbury Station. 
Points from the Wessex Route Study are drawn out below:  

1) Decreasing journey time from Salisbury to London is a Conditional Output of the Market Studies 
established during 2013;  

2) By 2043 Salisbury should see 1 or 2 more trains per hour to Southampton Airport Parkway;  

3) Electrification of the railway through Salisbury Station is supported as a long-term plan;  

4) Platform capacity at Salisbury potentially constrains some new services. Some initial work with South West 
Trains is being considered to look at future operation and platform capacity at Salisbury and a suggested CP6 
output is platform re-instatement at Salisbury; and  

5) The study suggests that operating additional services east of Salisbury would potentially require works at 
Salisbury to accommodate terminating and originating services.  

3.2.2. Network Rail Western Route Study  

This study recommends looking at improving journey times between Swindon and Salisbury. 

 
3.2.3. Network Route Utilisation Strategy (RUS): Stations 2011 

This RUS examines congestion in and around stations to identify where problems already exist, and where 
they are likely to manifest in the future. It then considers a toolkit of interventions, which may be deployed to 
relieve congestion.  Salisbury isn’t cited as a congested station (but this does not consider future 
development). 

Where lack of car parking capacity has been highlighted as an issue, the RUS recommends the adoption of 
a Station Travel Plan. Salisbury already has a Station Travel Plan. 

 
3.3. Local Policies 

3.3.1. Local Transport Plan (LTP3) 2011-2026 
 

The Council’s local transport plan sets out 18 strategic objectives: 

SO1 
 

To support and help improve the vitality, viability and resilience of Wiltshire’s  
economy and market towns. 

SO2 
 

To provide, support and/or promote a choice of sustainable transport alternatives  
including walking, cycling, buses and rail. 

SO3 
 

To reduce the impact of traffic on people’s quality of life and Wiltshire’s built and  
natural environment. 

SO4 
 

To minimise traffic delays and disruption and improve journey time reliability on key  
routes. 

SO5 
 

To improve sustainable access to a full range of opportunities particularly for those  
people without access to a car. 
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SO6 
 

To make the best use of the existing infrastructure through effective design,  
management and maintenance. 

SO7 To enhance Wiltshire’s public realm and streetscene 
SO8 

 
To improve safety for all road users and to reduce the number of casualties on  
Wiltshire’s roads. 

SO9 To reduce the impact of traffic speeds in towns and villages.  

SO10 To encourage the efficient and sustainable distribution of freight in Wiltshire.  
SO11 
 

 

To support planned growth in Wiltshire and ensure that new developments  
adequately provide for their sustainable transport requirements and mitigate their  
traffic impacts. 

SO12 To reduce the level of air pollutant and climate change emissions from transport.  

SO13 To reduce the need to travel, particularly by private car.  
SO14 To promote travel modes that are beneficial to health.  

SO15 
 

To reduce barriers to transport and access for people with disabilities and mobility  
impairment. 

SO16 
 

To improve the resilience of the transport system to impacts such as adverse  
weather, climate change and peak oil. 

SO17 
 

To improve sustainable access to Wiltshire’s countryside and provide a more  
useable public rights of way network. 

SO18 To enhance the journey experience of transport users.  

 

The Council’s key policies for rail in LTP3 are to: 

• Increase rail connectivity through provision of bus-rail links and assist with the 
implementation of some new stations. Support the function of rail stations as transport hubs 
and proactively work with partners to introduce service and corridor improvements 
particularly between Chippenham, Salisbury and Trowbridge.  

• Cover the administration costs of community rail partnerships and where appropriate and 
necessary, safeguard and purchase land for rail improvements. 

 

Policies for the council’s long term strategy set out in the LTP3 Public Transport Strategy (2011) include 
commitments to: 

Actively seek, work with and support neighbouring authorities and other organisations where 
appropriate, to influence railway organisations and the DfT to provide improved rail services and 
facilities for the county. This will include support for an improved service on the Trans Wilts Line 20via 
Melksham; improved services and capacity on western Wiltshire services into Bath and Bristol; 
reopening Corsham and Wootton Bassett stations; investment in the Exeter - Salisbury - Waterloo 
service; and redoubling of the Swindon - Kemble line. 

Target any funding available for public transport primarily at schemes which: 
Infrastructure 

• improve the viability and financial sustainability of service operation, particularly on strategic 
routes, in Chippenham, Salisbury and Trowbridge, and to new developments, and / or  

• improve the accessibility of services for those who currently find them difficult to use, 
including access to the vehicle and access to and between modes 

• benefit the largest numbers of actual and potential users. 

 

                                                   
20 The ‘TransWilts Line’ runs from Salisbury to Swindon via Melksham. 
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A local Rail Strategy for Wiltshire is due to be prepared shortly, and the Local Transport Plan is also due to 
be updated to consider the new development expected up to 2036. 

3.3.2. Salisbury Transport Strategy 
 

The Salisbury Transport Strategy sets out the direction for transport in Salisbury up to 2026.  It is currently 
being refreshed with a draft Strategy to be published in April/May 2018. The draft objectives are set out 
below. 

Theme: Supporting Strategic Development 

Objective Outcome 

 1. Ensure that development sites provide 
necessary infrastructure and services to facilitate 
journeys by sustainable modes. 

Developments do not compound current high 
levels of car usage. 

2. Provide a transport network which caters for 
increased travel demand as a result of planned 
development. 

Maintain (and potentially improve) network 
performance. 

 Ensure no worsening in performance. 

 

Theme: Improving accessibility and attractiveness of the city centre (and other key service centres) 

3. Improve road safety across the transport 
network in Salisbury. 

Increased safety/perception of safety will improve 
attractiveness of active modes. 

Fewer accidents result in more resilient and 
reliable transport network. 

Fewer KSIs. 

  4. Reduce the impact of transport-related air 
pollutants and CO2 emissions on the local 
environment. 

Air quality in sensitive areas is improved.  

  5. Encourage and facilitate walking and cycling 
journeys 

Good walk/cycling access to key destinations such 
as schools, rail station, employment areas, 
development sites 

 

Theme: Improving accessibility and attractiveness of the city centre (and other key service centres) 

  6. Improve accessibility to the city centre by 
public transport  (including P&R) and improve 
journey experience, and facilitate more journeys by 
rail.  

Increased number of bus users, Increased bus 
frequency, serves larger area, review pricing 

 Increased rail usage = reduced long distance 
journeys. 

  7. Reduce the need to travel by car and 
encourage flexible car ownership models. 

Increased car club and car share usage,  

 
Theme: Maintaining function of A36 and key roads  
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  8. To maintain and improve the strategic function 
of the A36 and other key routes through/around 
Salisbury. 

Improved journey times and reliability on key 
routes. May have secondary effect of less traffic 
re-routing/rat-running. 

 
4. Scheme Objectives 

Wiltshire Council is proposing the following scheme objectives for Wilton Parkway Station.  

Transport Objectives Measures of Success 
Enhanced accessibility to rail services in 

Salisbury & Wilton  

• relieving pressure on Salisbury 

railway station 

• providing for new development 

sites in north Salisbury/Wilton. 

Increased rail patronage 

Increased modal share for rail 

Reducing pressure on the local road 

network, particularly the A36. 

Increased modal shift for longer trips 

from road to rail, particularly on the A36 

corridor 

 

Increased modal shift from cars to 

walking and cycling for trips to rail 

stations (particularly on the A36 Wilton 

Road). 

Attract high quality  employment to the 

Salisbury & Wilton area 

Relocation of high quality employers to  

Salisbury & Wilton area 
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Appendix B: Station Layout Options 

Category A 
Layout 1  

 

 
 
 
Minimal works. Signals SY60 and SY61 may require relocation. Layout not suitable for terminating services. Likely max plat length 140m (6 
car). 
 
The Up platform should be sited no closer than 183m from Wilton Junction to avoid locking up the junction while a train is detained at SY60. 
This applies to all options listed below. 

Category B 
Layout 2  
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Allows trains to turn back. Likely max plat length 232m (10 car) assuming Waterloo services are extended. 
 
Waterloo services would block the down platform between xx:25 and xx:41. To avoid conflicting with the Portsmouth Harbour to Cardiff Central 
service (pass Wilton Jn xx:43½), departure at xx:40 or earlier would be required. Apart from this, the terminating service does not conflict with 
daytime freight paths or any other regular daytime passenger services. 
 
Continuation of a portion of the Exeter service would conflict with the irregular Brighton service and daytime freight trains. 
 
More detailed timetable analysis would be needed to determine the impact on the peak service. 
 
The crossover could also be used to turn trains from the west back at Wilton in the event that Salisbury is closed because of engineering work, 
but could not be used if the block extended to Wilton Junction. 
 
It is preferable that the new crossover be sited at least 183 beyond the end of the Up platform (and SY60). This layout offers the opportunity to 
abolish the ground frame at Wilton Junction. 
 
This layout could also be achieved by remodelling Wilton Junction, replacing the diamond crossing with turnouts. 
 
There is a risk that, in the event of late running on the route, delays will be compounded by this terminating service blocking the line for a 
considerable period. 

Layout 3  
 

 
 
 
Trains would be required to shunt from one platform to the other. This would reduce the risk of blocking the line in the event of other services 
running late. However, this is a more time consuming move than terminating in the platform, offering less resilience in the event of late running 
of the Waterloo service. As it is possible to walk through Class 159 units, it is unlikely a walkway would be required. 
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A portion of the Exeter service could perform the shunt, but it would leave almost no additional time for recovery. 
 
This is a better layout for terminating from the west as it would allow the line ahead to be blocked at Wilton Jn while still allowing trains to turn 
back. 
 

Layout 4  
 

 
 
 
This is a combination of layouts 2 and 3 and offers the advantages of both. 

Layout 5  
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This would allow terminating trains to use either platform. It is likely that the extended Waterloo service would turn back in the Down platform, 
whereas a portion of the Exeter service would turn back in the up platform. This is a more complex change to the interlocking than the previous 
options. 

Layout 6  

 
 
 
This allows maximum flexibility on a 2-platform station. Trains could turn back in either platform. In addition, it would be possible to work round 
a train in the Down platform. 

Category C 
Layout 7  

 
 
 
Keeps terminating services completely segregated from the main line and provides the maximum operational flexibility and future proofing out 
of all the layout options. 
 
It is preferable that the new crossover be sited at least 183m beyond the end of the Up platform (and SY60). 
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Layout 8  

 
 
 
Keeps terminating services segregated from the main line, but also has many of the limitations of Layout 3. 
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