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1 DETAILS OF PARTIES 

1.1 The names and addresses of the parties to the reference are as follows:- 

(a) West Coast Trains Limited whose Registered Office is at The Battleship 

Building, 179 Harrow Road, London W2 6NB "Virgin Trains" "the Claimant"; 

and 

(b) Network Rail Infrastructure Limited whose Registered Office is at Kings Place, 

90 York Way, London N1 9AG “Network Rail" "the Defendant". 

(c) Correspondence address, contact details and e-mail address: 

Jonathan Dunster, 1st Floor, Meridian, 85 Smallbrook Queensway, 

Birmingham, B5 4HA.   

Tel: 07500 447079 / 0121 654 7555 

Email: Jonathan.Dunster@virgintrains.co.uk 

1.2 Where the Claimant is aware that any third party may be affected by the Panel finding 

in any of the ways sought in this sole reference, it should ensure that this information is 

conveyed to the Secretary of the ADC at the earliest possible opportunity, and the 

names of the relevant parties recorded here:    

           All other West Coast Main Line Access Parties - (freight and passenger). 

 

2 THE CLAIMANT’S’ RIGHT TO BRING THIS REFERENCE 

2.1 This matter is referred to a Timetabling Panel ("the Panel") for determination in 

accordance with Condition D 2.7.2 of the Network Code. 

 

3 CONTENTS OF REFERENCE 

This Sole Reference includes:- 

(a) The subject matter of the dispute in Section 4; 

(b) A summary of the issues in dispute in Section 5; 

(c) A detailed explanation of the issues in dispute in Section 6; 
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(d) Any further issues raised by the respondent in Section 7; 

(e) In Section 8, the decisions of principle sought from the Panel in respect of 

(i) legal entitlement and  

(ii) remedies; 

(f) Appendices and other supporting material. 

 

4 SUBJECT MATTER OF DISPUTE 

This is a dispute as to an offer of train slots.  

4.1 This Dispute arises over the interpretation by Network Rail of Condition D.4.6 The Decision 

Criteria.  

4.2 Provide details of any other documents that are relevant to the dispute.  The relevant 

parts must also be copied and annexed to this Reference. 

I. Section PT3C of Virgin Trains Priority Date Notification Statement („PDNS‟) 

dated March 1st 2013. 

II. Extract from Network Rail report to ORR regarding West Coast Main Line 

capacity dated November 23rd 2012 describing their conclusions 

III. ORR letter to NR in response to item II above 

IV. Virgin Trains response to ORR in relation to item II above 

V. Network Rail Document „Additional Train Paths bid by Virgin Trains for 

December 2013‟. 

VI. Network Rail Timetable Offer Letter dated 7th June 2013 

VII. DfT draft SLC amendments incorporating services to Blackpool and 

Shrewsbury.  

VIII. Virgin Trains performance analysis regarding the December 2013 timetable 

5 SUMMARY OF DISPUTE 

5.1 In response to the Secretary of State for Transport‟s announcement on 6/12/12 

regarding the introduction of new services between London and Blackpool and London 

and Shrewsbury, VT submitted a Section 22a application to ORR for access rights to 
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operate the additional services that are the subject of this dispute. In parallel with the 

access application, VT has worked with DfT to develop the business case for these 

services and satisfy the Departments funding requirements. This has been achieved 

and our Service Level Commitment obligations have been amended by DfT to cater for 

the provision of these services. As such, we bid for the services within our Priority Date 

Submission on 1/3/13 under Appendix PT3C “Details of FCRs (Firm Contractual 

Rights) which we wish to negotiate with Network Rail as, set out in Condition D2.4.1, to 

be exercised in the 2014 Timetable (Principle Change Date 8th December 2013)”. 

These specific services to be dealt with under Condition 2.4 Submission of Access 

Proposals by Timetable Participants – before and after the Priority Date at D-40 and 

particularly Condition 2.4.1(a)  the expectation of rights to obtain train slots. Section 

PT3C of our December 2013 Priority Date Notification Statement is attached as 

Annexe 1    

5.2 As part of the timetable validation process Network Code Part D 2.4.7 requires 

Network Rail to advise Train Operators of progress in relation to delivery of any 

timetable amendments being sought. In cases where the operator‟s aspirations are in 

conflict with the rights of others, then the opportunity must be given to allow 

amendments to the original access proposal to be made as it may then be possible to 

accommodate these as prescribed under Condition D2.4.1(c). In relation to the 

Saturday Blackpool and Shrewsbury services, at no point did Network Rail advise 

Virgin Trains there were any issues with these and we only discovered the extent of the 

problem when the Timetable Offer was made on June 7th. We had been in constant 

dialogue regarding the weekday services and had offered a number of amendments to 

the original specification during the validation process in order to find suitable paths for 

these that were compliant with all the applicable Timetable Planning Rules („TPRs‟). 

 

6 EXPLANATION OF EACH ISSUE IN DISPUTE AND THE CLAIMANT’S 

ARGUMENTS TO SUPPORT ITS CASE 

 

We were very disappointed to receive Network Rail‟s (NR) offer letter on June 7th 2013 stating 

that the new Shrewsbury and Blackpool paths had been rejected, since the proposed services 

meet the requirements of the Secretary of State, stakeholders and customers.   We believe that 

NR‟s stated reasons for rejecting the paths, being they either cannot be accommodated 
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within the Rules or they have insufficient weighting with regards to the Decision Criteria, 

do not provide adequate justification. We also consider that NR‟s key argument, its 

performance analysis that shows a 0.5% negative impact on Virgin Trains PPM, is inadequate 

and misleading, since we have undertaken our own, more detailed analysis, which yields a 

performance improvement of 0.51%.  

 

We are concerned that NR‟s approach has been driven by its position set out in its report “West 

Coast Main Line Capacity: December 2013” dated 23/11/12 consulted upon at the request of 

ORR. This report essentially states that no further capacity should be allocated until the West 

Coast ESG has concluded its work for the December 2016 timetable recast. The Conclusions 

section of this report and both ORR‟s and our own response to it are attached as Annexes II III 

and  IV respectively to this submission.  We believe this has resulted in a lack of willingness 

and inertia within NR to resolve the conflicts, evidenced through the following: 

 

 NR has not devoted  the same amount of diligence, time and effort to the new 

Blackpool and Shrewsbury services as it has to other more technically challenging 

aspects of our December 2013 timetable bid such as the addition of Crewe stops to  

our Liverpool services, alterations to the structure of our services in the West Midlands 

and amendments to calling patters of services at Milton Keynes and Watford Junction; 

 Our bid last year for priority iii service extensions to Euston - Lancaster services to run 

through to Glasgow was successfully accommodated, albeit, again being more 

technically complex than the 2013 Blackpool and Shrewsbury proposals. 

 

Our responses to the particular aspects of NR representations set out in its document 

“Additional Train Paths bid by Virgin Trains for December 2013” (attached itself as Annexe V) 

are given below and it is this document that forms the basis of our dispute. For completeness 

also we have attached NR‟s formal timetable offer letter to ourselves as Annex VI). 

 

6.1 The Timetable Planning Rules 

NR‟s representations acknowledge that seven of the eight weekday services, one Saturday and 

all the Sunday services can be accommodated within the timetable. 

 

We agree with NR‟s assessment that the outstanding weekday service, 1A93, does have some 

conflicts that need to be resolved, however during the period prior to the formal offer being 
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made, we were engaged in informal dialogue with the affected party (Freightliner) and our 

belief is that a mutually acceptable solution would be found through continued dialogue.  We 

made NR aware of these discussions and kept them informed of progress, although NR ceased 

dialogue on this subject without explanation, some ten working days prior to the timetable offer 

being issued.  

 

With regards to the SO services, we do not see how NR can make the statement that the 

services could not be accommodated as we are of the view that no substantive work had been 

undertaken to look at these paths.  Indeed, NR had no dialogue at all with us regarding these 

services, which led us to believe that there were no problems with accommodating them.  It 

was therefore a great surprise to find that the paths were rejected only when we received the 

formal offer letter.  This is extremely unsatisfactory and has deprived us of the opportunity to 

resolve any conflicts or resubmit an Access Proposal. This is a clear failure of NR to meet its 

obligations under D2.4.7 of the Network Code.   

 

Our own assessment is that since the services can be accommodated on weekdays (albeit 

subject to concluding resolution of 1A93), and Sundays (which we consider to be the busier, 

more challenging scheduling exercise for the weekend services), the Saturday services can 

also be accommodated as there are fewer trains on the network. Between 08.00hrs and 

10.00hrs Monday to Friday there are 27 Class One services arriving at London Euston 

compared to only 25 on Saturdays for example.  

 

NR, in its representations, states that solutions can be found for the conflicting services, but 

implies that it has not undertaken an analysis of the application of the available flexing rights 

that would enable this.  Furthermore, we understand that NR was severely constrained in terms 

of the time available to actually undertake the timetable validation process, principally due to 

the amount of manual data entry needed to capture the details of the changes within their 

systems.  Such a resource intensive process was deemed necessary due to the lack of 

functionality within the ITPS Planning system to record this information automatically.  

However, we do not consider NR‟s failure to undertake the required analysis due to flaws in its 

planning system or resources as justification for rejecting the bid.  As such, we believe NR 

failed in its obligations to have suitable systems and resources in place as specified within 

Condition D1.1.8 of the Network Code.   
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6.2  Network Rail’s application of The Decision Criteria weighting 

 

a) Maintaining, developing and improving the capability of the Network 

NR‟s argument in this instance is that allocation of the xx33 path out of Euston will make the 

xx36 path “un-saleable” to other potential operators due to the performance differential 

between the Class 221 trains being proposed to operate the service, and the Class 390 service 

scheduled to depart Euston at xx40.  NR also states this erodes the service recovery potential 

that the two, currently vacant, slots could provide.  NR considers that this does not make best 

use of the present network capability. 

 

As it stands, the only train operator who could take advantage of the xx36 slot (certainly 

between now and December 2016) is WCTL as no other train company operates Class 390 

rolling stock.  We consider that it is inappropriate and wrong for NR to allocate capacity solely 

for service recovery purposes.  All train operators have published contingency plans (agreed 

with NR) to address the consequences of unplanned disruption by reducing the number of 

trains in service to better manage the performance impact.   

 

Furthermore, we have firm rights for, and currently operate, the 13.33hrs service from Euston 

using Class 221 rolling stock.  NR did not previously contest the application for these rights so 

we are curious as to why such a concern is now being raised.  We only intend to use a further 

three of the xx33 slots, with NR retaining the remainder to provide a performance buffer should 

it remain of the view it is essential to do so (although we disagree with this argument in 

principle). 

 

b) That the spread of services reflects demand 

The spread of services reflects the requirements set by the Secretary of State for Transport 

and he has asked that the service be incorporated into our Service Level Commitment. See 

Annex VII “Proposed SLC amendments” 

 

c) Maintaining and improving train service performance 

NR states that the detrimental impact on performance from operating these services has been 

given the highest weighting out of its assessment of the Decision Criteria, and is quantified as a 

0.5% negative impact on Virgin Trains PPM.  However, NR also concedes in its statement that 
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its analysis is limited in its geographical scope and does not take into consideration the 

performance of WCTL‟s full network, or the WCML as a whole.   

 
We have undertaken our own  analysis looking at a full year‟s data (2012/13), excluding 52 

days where there were periods of severe disruption or severe weather, and also, more 

fundamentally, taking into account the effect of the wider changes being introduced to our 

timetable from December 2013 (which have been validated by NR). These key changes being: 

 Merging Euston  to Birmingham and Birmingham to Scotland services 

 Withdrawal of a path in each direction Birmingham New St – Wolverhampton every 

hour and withdrawal of the 0603 Euston to Birmingham and 1950 Birmingham to 

Euston services. 

 Changes to fleet and train crew deployment to enhance service reliability. 

  Looking at Virgin Trains services only, (since we don‟t have direct access to other TOC data), 

we have calculated a 0.51% overall improvement in Virgin Trains PPM, and we would expect 

our reactionary impact on other TOCs to reduce accordingly as a result, although we cannot 

model this element as we do not have access to other TOC data.  As such therefore, we do not 

consider performance as a prime reason to reject the services, but rather a positive reason to 

offer them. A summary of our performance analysis is attached as Annexe VIII. 

 

d) That journey times are as short as reasonably possible 

We see the importance of this criterion as a measure of NR‟s timetable planning process and 

its ability to offer the best paths available in consideration of all the circumstances.  Whilst NR 

may have an opinion as to the attractiveness of the journey times that are achievable, we 

believe that the commercial merits of the journey times offered for the scheduled services is a 

matter for the TOC, DfT and other key stakeholders. With the current ORR policy of not 

granting firm rights to journey time, the onus firmly rests with NR to offer the shortest 

reasonably possible journey times, and we expect NR to meet this obligation.  We are satisfied 

that the suggested journey times are acceptable.  

 

f) The commercial interests of Network Rail (apart from the terms of any 

maintenance contract entered into or proposed by Network Rail) or any Timetable 

Participant of which Network Rail is aware 

The main cause of delay on the WCML is infrastructure reliability, with WCTL responsible for 

typically 12 - 15% of delays, of which fleet delays contributes to half this.  Notwithstanding the 
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fact that the proposed net increase in quantum is six trains, not eight, since we have also 

introduced a reduction by merging the Euston – Birmingham and Birmingham Scotland service 

groups (which has been validated and offered by NR). It is interesting to note that NR assesses 

the commercial impact as a measure of how much delay it can cause without being at a 

financial loss.  Equally, it presents a (small) opportunity to earn a performance bonus, which 

has been overlooked.  Looking at the wider context of the WCML, the net increase of six 

services is a very small increase in its overall liability and one which is actually negated given 

that our detailed analysis shows the overall package of changes to our December 2013 

timetable will deliver improved performance.   

 

g) Seeking consistency with any relevant Route Utilisation Strategy 

Whilst the established West Coast RUS does not specifically mention Blackpool, it does not 

expressly exclude it, and we would argue that services to Blackpool satisfy the reference in the 

RUS to additional off-peak services to the North West.  We would also contend that further 

analysis has been undertaken, resulting in the Secretary of State‟s requirement to include the 

services in our SLC. It should be noted also, that the introduction of these services to Blackpool 

enables improvements to be made in terms of faster journey times on certain key Euston to 

Glasgow (and vice versa) services, which was also a key recommendation in the RUS, and this 

remains a key aspiration for stakeholders and passengers alike.  Interestingly, NR has been 

able to accommodate the changes to the Anglo Scottish services and other service groups we 

proposed, despite many of these being more technically challenging to achieve than the 

Blackpool and Shrewsbury services. 

 

i) Mitigating the effect on the environment 

Whilst the carbon footprint of diesel traction is not as low as electric, the wider benefits of rail as 

an environmentally credible alternative to road are widely known.  We have seen the positive 

effect of modal shift from introducing new services on the Euston – Chester route.  This has 

been so successful that additional stops at Crewe have been added to our Liverpool services to 

cater for the demand.  We would argue that catering for this change alone is more complex that 

resolving the Blackpool and Shrewsbury conflicts. 

It is also worth remembering that NR‟s power supply upgrade works require a restriction on 

additional electric traction on the route.  Our use of diesel rolling stock supports this.  The use 

of diesel trains also provides greater operational flexibility and resilience as the performance of 

the OHLE remains a concern, as borne out by recent events. 
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j) Enabling operators of trains to utilise their assets efficiently 

We constantly work with our train service providers to develop our rolling stock utilisation plans 

in conjunction with their fleet maintenance requirements, so that our approach to service 

delivery is demand-led, rather than resource-led.  This helps us better plan our fleet to target 

specific aspects of our business, be they through the allocation of 11-car Pendolinos to match 

demand and manage overcrowding, to developing new markets.    

 

7 DECISION SOUGHT FROM THE PANEL 

7.1. We are asking the Panel to determine that:  

7.1.1. Network Rail failed to apply the Network Code Condition D4.6 Decision 

Criteria correctly in relation to the Shrewsbury and Blackpool services 

proposed for introduction in December 2013.  

7.1.2. Network failed in its obligations under Network Code Condition D2.4.7 

7.1.3. Paths compliant with Timetable Planning Rules could have been found for 

these services and should have been offered to Virgin Trains accordingly. 

7.2. Network Rail be directed to work with VT and those affected operators to complete 

the validation process for these new services and identify paths that are compliant 

with the Timetable Planning Rules and which are mutually acceptable to all parties 

thus enabling the services to be introduced.    

7.3. We do not wish the Hearing Chair to decide any other issues. – such as ordering 

costs.   

8 APPENDICES AND ANNEXES 

Virgin Trains confirms that it has complied with Rule H21 of the Access Dispute Resolution 

Rules: “Copies of the following documents … shall also be annexed and cross 

referenced to the reference: 

(a) the relevant extracts of contractual Documents containing the provision(s) 

under which the referral to the Timetabling Panel arises and/or provisions 

associated with the substance of the dispute; and  

(b) [the relevant extracts of] any other Documents referred to in the reference”.  

[Rule H21(b)(i)(I)]} 
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Annexe I  – Section PT3C from VT Priority Date Notification Statement 
March 2013 

TIMETABLE 2014 

 

PDNS – APPENDIX PT3C 
 

TRAIN OPERATOR West Coast Trains Ltd 

 

Details of FCRs which we wish to negotiate with Network Rail, as set out in 
Condition D2.4.1, to be exercised in the 2014 Timetable (Principal Change 
Date 8th December 2013)  

 
 
Mondays to Saturdays 
 
The following additional services to operate: 
“e” denotes estimated timing 
 
06e36 Blackpool North to London Euston 
Calls at Kirkham and Wesham, Preston, Wigan North Western and 
Warrington Bank Quay. Formation: 1 x 221 
 
06exx  Crewe via Shrewsbury to London Euston 
Calls at Shewsbury, Wellington, Telford Central and Stafford 
Formation: 1 x 221 
 
10e33 London Euston to Blackpool North 
Calls at Rugby, Stafford, Warrington Bank Quay, Wigan North Western, 
Preston and Kirkham and Wesham. 
Formation: 1 x 221 
 
11e33 London Euston to Shrewsbury 
Calls at Rugby, Stafford, Telford Central and Wellington  
 
14e03 Blackpool North to London Euston 
Calls at Kirkham and Wesham, Preston, Wigan North Western, Warrington 
Bank Quay, Stafford and Rugby. Formation: 1 x 221 
 
15e05 Shrewsbury to London Euston 
Calls at Wellington, Telford Central ,Stafford (to depart from Stafford at 
16e06) and Rugby. Formation: 1 x 221 
 
18e57 London Euston to Shrewsbury / Crewe 
Calls at Stafford, Telford Central and Wellington Formation: 1 x 221 
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19e33 London Euston to Blackpool North 
Calls at Warrington Bank Quay, Wigan North Western, Preston and Kirkham 
and Wesham. 
Formation: 1 x 221 
 
 
Sundays 
 
14e03 Blackpool North to London Euston 
Calls at Kirkham and Wesham, Preston, Wigan North Western, Warrington 
Bank Quay, Stafford and Rugby 
Formation: 1 x 221 
 
14exx Crewe via Shrewsbury to London Euston 
Calls at Shrewsury, Wellington, Telford Central ,Stafford and Rugby 
Formation: 1 x 221 
 
18e5x London Euston to Shrewsbury / Crewe 
Calls at Stafford, Telford Central Wellington Shrewsbury  
Formation: 1 x 221 
 
19e33 London Euston to Blackpool North 
Calls at Warrington Bank Quay, Wigan North Western, Preston and Kirkham 
and Wesham. Formation: 1 x 221 
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Annexe II – Excerpt from NR ‘West Coast Main Line Capacity : December 

2013’ report to ORR dated 23rd November 2012 (Conclusions section). 

 

11. Conclusions 
 
11.1 There are a number of significant timetabling conflicts relating to the hourly 
Alliance/West Coast (xx.33 and return) which we may be unable to resolve with the 
timetable in its current structure. We believe that a wide scale timetable re-write 
would be needed in order to identify whether the aspirations could be fully 
accommodated. We believe that the issues relating to the timetabling of the two-
hourly Alliance (xx.36 and return) path would be more easily resolved. However, that 
path has significantly extended journey times which would be commercially 
unattractive and presents its own operational risks. 
 
11.2 The additional services which FTPE are planning to operate between 
Manchester Airport and Scotland have been developed jointly with the industry 
through the Chat Moss Electrification ESG. This project has successfully resolved the 
majority of timetabling conflicts that would otherwise prevent the additional FTPE 
services from operating. Network Rail would be comfortable in selling the additional 
rights needed to operate these additional services. 
 
11.3 Currently the West Coast Main Line is delivering performance levels significantly 
lower than we would like. Introducing additional service over the route could further 
impact on our ability to address these performance issues. 

 
11.4 Until the Power Supply Upgrade project has been delivered in June 2015, it 
would be impossible to accommodate all of the additional services that the aspirants 
are seeking to operate. 
 
11.5 Even without the power supply issue highlighted in 11.4 above, in our 
professional opinion, given the complexity of the timetabling issues; it would be 
inappropriate to sell any further rights, in advance of completing the infrastructure, 
power supply and ESG, to do so could result in Network Rail delivering a sub-optimal 
timetable which fails to meet the needs of our customers in the longer term, results in 
negative performance impact in the short term and fails to realise the benefits of 
infrastructure changes/upgrades. 

 



  14 of 32 

Annexe III  – ORR response to NR regarding WCML capacity report 
 

David Robertson 
Head of Track Access 
Telephone 020 7282 3852 

Fax 020 7282 2118 

E-mail: david.robertson@orr.gsi.gov.uk 

11 December 2012 

  

 
Peter Painter 
Operational Planning Project Manager 
(Capacity Analysis) 
Network Rail Infrastructure Limited 
The Quadrant: MK 
Elder Gate  
Milton Keynes 
Bucks 
MK9 1EN 

 

 

Dear Peter 

WEST COAST MAIN LINE CAPACITY 

Purpose 

1. The purpose of this letter is to confirm the discussion that took place at 
our offices on Thursday, 6 December 2012 in which we sought clarification on 
a number of points arising from Network Rail‟s capacity and performance 
report for the West Coast Main Line (“WCML”), which was issued to us on 23 
November 2012.  

2. In summary, our understanding of the report is that the only access 
rights that Network Rail can agree to sell for the December 2013 timetable are 
those sought by First Keolis Transpennine (FKT), i.e. its additional and 
diverted Manchester Airport – Edinburgh/Glasgow services. It cannot agree to 
the access rights sought by Alliance or the Franchisee for services to 
Blackpool before the December 2016 timetable. 

3. Although it was apparent from our discussion that Network Rail has put 
in a significant amount of work in compiling its report, particularly in terms of 
looking at timetabling conflicts, which from the appendices do appear to be 
extensive, we do not consider that this is adequately reflected and explained 
sufficiently well enough in the report. More detail and evidence is required on 
the work that has already been carried out and, in particular, on the reasons 
behind Network Rail‟s thinking and conclusions. As a result, the report does 
not in our view adequately reflect and demonstrate the conclusions reached. 
We consider that further clarification and amplification is required. In 
particular: 

mailto:david.robertson@orr.gsi.gov.uk
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(a) Clarification of some of the messages made in the Executive Summary 
(and Conclusions) – perhaps by cross reference to various sections of 
the report? For example, Paragraph 2.3 refers to “significant 
timetabling conflicts” which Network Rail “may be unable to resolve”. 
Are they or are they not? What is the evidence for this?  Also, 
paragraph 2.4 appears to suggest that the xx36 and return is possible 
(“more easily resolved”). Does this mean that it can be done without a 
recast? Clarification is also required on why the paths “could be 
commercially unattractive” and present “operational risks. 

(b) As already explained above, more is required by way of background 
and introduction to explain previous, ongoing and planned work with 
stakeholders and why Network Rail considers that it needs to carry out 
a recast before it is in a position to take a definitive view. 

(c) More detail on the approach and methodology adopted and the 
assumptions made. For example, the account taken of the flex 
available (in line with the Decision Criteria) from December 2013 given 
that the franchisee will have quantum access rights only. It was my 
understanding from our discussion that in order to utilise the flex 
available a timetable recast would still be required. However, the report 
needs to demonstrate both this and, the extent of the available flex that 
could be utilised, if any, before a recast would be required and any 
consequent impact this would have on available capacity. As 
discussed, it would also be helpful to have more specific details of the 
“notional” paths that were modelled. 

(d) Confirming that London Midland‟s 110mph services were taken into 
account in line with our minded to decision of 15 December 2011. 

4. We also mentioned the following specific points:   

(a) Paragraph 6.2 of the report is unclear and appears to contradict itself. 

(b) The graphs shown at Figures 5 and 6 appear to have been transposed. 

(c) Paragraph 7.1.7 – clarify that the minimum margin referred to is the 
minimum planning margin.   

(d) Clarify references to the 2018 timetable. As we understand it, these 
refer to a notional timetable proposed by the SRA when investigating 
future infrastructure requirements, including power supply. 

Next steps 

5. In the remit for the report it was anticipated that we and other 
stakeholders would have seen a draft report before the final version was 
issued.  In the circumstances, we consider that the most sensible way forward 
is for Network Rail to revisit its report, having regard to the points we have 
raised in this letter, and, if it agrees, issue a revised version, not later than 
5pm on Tuesday 18 December 2012. I know from our discussion that the 
directly-affected parties may also have comments and points requiring 
clarification – it would in our view be sensible for Network Rail to take these 
on board at the same time. 
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6. In terms of the work of the WCML Events Steering Group and the 
broader timetable recast, we will write separately to Richard Eccles and 
Andrew Neagle.  

7. If you require any further clarification the please contact Dave Wearing 
(david.wearing@orr.gsi.gov.uk on 0207 282 2126) in the first instance. 

8. A copy of this letter has been sent to colleagues here, your colleagues 
Richard Eccles, David Jackson and Andrew Neagle and, to all interested 
stakeholders. It will also be posted on our website in due course. 

 
Yours sincerely 
 
 

 
 
 
 
David Robertson 

  

mailto:david.wearing@orr.gsi.gov.uk
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Annexe IV  – VT response to NR regarding WCML capacity report 

                                                                              
 
 

Peter Painter 
Operational Planning Project Manager (Capacity 
Analysis) 
Network Rail Infrastructure Limited 
The Quadrant: MK 
Elder Gate  
Milton Keynes 
Bucks 
MK9 1EN 
 
 
 
 
 
 
Dear Peter 
 
WEST COAST MAIN LINE CAPACITY 
. 
Thank you for your email dated December 11th 2012 seeking to understand if 
we had any comments or points of clarification relating to Network Rail‟s 
report regarding West Coast Main Line Capacity. 
  
West Coast Trains Ltd supports the views of the ORR set out in its letter to 
yourselves also dated December 11th 2012 particularly in relation to the points 
made under paragraph 3 parts a, b and c of that letter. 
 
For the record we believe that the timetabling conflicts identified can be 
resolved between the parties involved to enable the additional services being 
sought by the Department for Transport from December 2013 to operate on 
the West Coast Main Line. A similar degree of conflict existed in relation to the 
DfT‟s requirements for additional services to operate on the route from 
December 2012 (between Lancaster and Glasgow and vice versa) but these 
were easily resolved through standard industry timetable planning processes 
without the need for a re-cast.  We therefore categorically oppose Network 
Rail‟s conclusion that to deliver these services in December 2013 that a full 
timetable recast is necessary.  
 
We also support the view of ORR that more detail on the approach and 
methodology adopted and assumptions made in your report is required, 
particularly in relation to the application of the flex available to you (in line with 
the Decision Criteria) from December 2013. The ORR correctly observe, as 

1st Floor West 
Meridian 

85 Smallbrook Queensway 

Birmingham 

B5 4HA 

 

 

TELEPHONE 

0121 654 7555 

 

 

12
th

 December 2012 
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the franchisee we will have quantum access rights only from December 2013 
and accordingly we do not therefore believe a recast of the timetable would be 
necessary to deliver the new services. The available flex in all the relevant 
access contracts as well as the other provisions in the Network Code could 
and should be used to deliver these. 
 
Finally, we also agree with the view of ORR that specific details of the 
„notional paths‟ should be modelled. As you are aware, we are keen to work 
closely with Network Rail in order to deliver both the modelling element and 
ultimately to demonstrate that these services can be introduced from 
December 2013 in a robust manner that will result in significant benefit to 
West Coast Mainline passengers by delivering direct services to additional 
destinations, whilst not adversely affecting performance delivery on this key 
route. 
 
 
Yours sincerely 
 
 

 
 
Jonathan Dunster 
Head of Operations & Planning 
 
Cc: Michelle Joyce 
      Peter Foot (DfT) 
      David Robertson (ORR) 
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 Annexe V – Excerpt from NR’s ‘Additional Train Paths bid by Virgin 
Trains for December 2013’ document that accompanied the timetable 
offer letter on June 1 2013 

 
Application of the Decision Criteria 
On application of the Decision Criteria in line with part D.4.6 when considering 
whether or not to apply its flexing right Network Rail has decided not to use its flexing 
right in order to accommodate the additional Virgin services in all cases and on this 
basis is not including these paths in the New Working Timetable. 
Network Rail believes that the follow decision criteria are relevant to assessing this 
application. 

 
a) maintaining, developing and improving the capability of the Network 
All services in this application have been bid for using class 221 (tilt) rolling stock. In 
specific relation to the „Down‟ paths for services 1N01, 1N02, 1K01 and 1K02 the 
proposal is that these would occupy the xx33 departure slot from London Eusont 
between timetabled slots that use class 390s at xx30 and xx40. As a direct 
consequence the vacant timetable slot departing London Euston at xx36 is also 
effectively utilised as the class 390 in the xx40 slot being a faster train “catches up” 
the xx33 slot. This conceivably makes the xx36 slot „un-saleable‟ to other potential 
operators or for service recovery purposes. Therefore, potentially this does not make 
the best use of present network capability. 
 
b) that the spread of services reflects demand 
Both Shrewsbury and Blackpool are currently served from London Euston with one 
change en-route, with up to three opportunities per hour to Shresbury (SX) and one 
to Blackpool North (SX). 
However, Network Rail acknowledges strong local support for direct services 
between Blackpool and Shrewsbury to the capital; more noticeably in support of the 
direct Shrewsbury services. 
 
c) maintaining and improving train service performance 
The ORR commissioned Network Rail to undertake a capacity and performance 
analysis of the December 13 service aspirations – published December 2012 – which 
has been shared with industry partners. The report concluded that: 
„Introducing any additional services on the south end of the (LNW) route will 
adversely impact Network Rail‟s ability to deliver the agreed JPIPs which aim to bring 
performance back to satisfactory levels‟. 
The report references that the current off-peak „firebreaks‟ in both directions at the 
south end of the WCML to/from London Euston, currently used to support service 
recovery in the event of major disruption. These will be ossified by schedule 
departures in the XX:33 slot; additionally, if this is operated by a class 221 (tilt) the 
XX:36 slot is also unavailable. 
The analysis produced for the purposes of the ORR report demonstrates that running 
additional services on the West Coast Main Line presents a risk to performance. In 
order to thoroughly assess the specifics of these paths Network Rail has undertaken 
two additional pieces of analysis which can be found in appendix C. 
This new analysis has focused on Virgin Trains services (PPM analysis only) on the 
southern part of the WCML to assess the impact of the proposed services on the 
most intensely utilised portion of the route. Within the timescales of the train planning 
process (the potential paths were not a position to be input into the model before mid 
May 13) it is not practical to model wider areas, so any benefits/dis-benefits from 
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other timetable changes and the impact of these proposed services in the 
nonmodelled area have been assessed subjectively. Neither have we assessed or 
analysed the impact on other operators performance. 
The proposed plan requires 1A94 to dwell at Preston for 25 minutes, restricting 
operational flexibility at a key regulating location. 
Network Rail acknowledges that Virgin Trains is developing a „Resilience Plan‟ to 
support the application and the full details are yet to be shared with Network Rail. 

 
Network Rail is mindful of measures being taken by ORR to address the performance 
of Long Distance operators, and Virgin Trains concerns about service performance, 
including a Sustained Poor Performance claim. 
Each of these analyses (both the analyses included in Appendix C of this report and 
the analysis contained in 121220 West Coast Main Line Capacity Report FINAL 
Issue 8) indicates that introducing further services will significantly impact on train 
service performance on the southern part of the WCML. Network Rail is of the view 
that this consideration has the highest weighting. 
 
(d) that journey times are as short as reasonably possible 
Timetabled journey times are a compromise between the original bid and the need to 
flex services around other operators' rights and aspirations. It is acknowledged that 
there will be a passenger preference for a through journey without changing trains, 
and that the proposed services open up intermediate journey opportunities. 
In comparison with the current timetable, the proposed services generally offer less 
attractive journey times to/from Blackpool, but an improvement to/from Shrewsbury. 
 
Current: 06:19 Blackpool North - Euston (change Preston) arrives 09:06 (2h 47) 
Proposed: 06:07 Blackpool North - Euston (direct) arrives 08:57 (2h 50) 
 
Current: 14:20 Blackpool North - Euston (change Preston) arrives XX:XX (2h 47) 
Proposed: 14:07 Blackpool North - Euston (direct) arrives 17:24 (3h:17) 
 
Current: 10:30 Euston - Blackpool North (change Preston) arrives 13:21 (2h 51) 
Proposed: 10:35 Euston - Blackpool North (direct) arrives 13:33 (2h 58) 
 
Current: 19:30 Euston - Blackpool North (change Preston) arrives 22:50 (3h 20) 
Proposed: 19:33 Euston - Blackpool North (direct) arrives 22:14 (2h 41) 
 
Current: 06:55 Shrewsbury - Euston (change Birmingham) arrives 09:34 (2h 39) 
Proposed: 07:03 Shrewsbury - Euston (direct) arrives 09:29 (2h 26) 
 
Current: 15:33 Shrewsbury - Euston (change Birmingham) arrives 18:14 (2h 41) 
Proposed: 16:04 Shrewsbury - Euston (direct) arrives 18:31 (2h 27) 
 
Current: 11:10 Euston - Shrewsbury (change Crewe) arrives 13:37 (2h 27) 
Proposed: 11:33 Euston - Shrewsbury (direct) arrives 13:49 (2h 16) 
 
Current: 19:10 Euston - Shrewsbury (change Crewe) arrives 21:55 (2h:45) 
Proposed: 18:46 Euston - Shrewsbury (direct) arrives 21:20 (2h 34) 
 
(f) the commercial interests of Network Rail (apart from the terms of any 
maintenance contract entered into or proposed by Network Rail) or any 
Timetable Participant of which Network Rail is aware 
The proposed eight paths per day will generate about £800k per year in track access 
revenue. Based on the CP4 value, the current cost per minute delay is circa £105 
per minute. So should these services incur direct Networ Rail on Virgin Trains 



  21 of 32 

delays, the offset calculation (Revenue vs. Schedule 8) shows that annually the 
variable track access revenue would pay for 7,600 minutes of delay annually. This is 
equivalent to about 2.9 minutes per train operated. 
This represents 1% additional delay minutes on the 2012-13 total, whilst 8 daily trains 
would represent a 2% increase in the number of trains run by Virgin Trains. 
It should be acknowledged that additional Schedule 4 payments will be incurred by 
the electrification project which haven‟t been factored in to any equations at this 
stage. 

 
(g) seeking consistency with any relevant Route Utilisation Strategy 
The West Coast RUS (Option OC3.5. - Journey time improvements and crowding) 
makes reference to an additional „off peak‟ hourly service from Euston to the „North 
West‟ – it does not specifically mention Blackpool. However, the RUS specified 
additional analysis was needed in order to understand all the impacts of a new 
service - including performance. The RUS suggested further development should be 
concluded by the industry group. 
 
(i) mitigating the effect on the environment 
The application to operate these additional services deploys diesel traction. Presently 
the alternative journey opportunities offered between London Euston and 
Shrewsbury/Blackpool involve travelling on trains which use electric traction type for 
the majority of the journey. It is accepted that electric traction has less effect on the 
environment than diesel traction. 
 
(j) enabling operators of trains to utilise their assets efficiently 
Network Rail understands that Virgin Trains has planned these additional services as 
part of a wider package of changes that optimise and exploit rolling stock and 
traincrew resources. However Network Rail understands that the wider package is 
not interdependent on the implementation of the proposed additional services. 
 
Other Considerations 
The impact on level crossing risk would need to be explored to assess any changes 
in risk thresholds. 
Where already established project alliances are in place we would need to consider 
whether any existing agreed financial arrangements require review. 

 
6. Conclusion 
Network Rail has not included any of the additional Virgin services in the New 
Working Timetable, either because 
 
i) they cannot be accommodated within the Rules or 
 
ii) because having considered the weighting of the Decision Criteria it is not 
appropriate to do so. 
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Annexe VI  –  NR timetable offer letter to VT 7th June 2013. 

 

                                                                                    
 

Alex Grimes 
Long Term Planning Manager 
Virgin West Coast 
Meridian 
85 Smallbrook Queensway 
Birmingham 
B5 4HA 

Jeremy Bullock 

Operational Planning Project Manager 

(LNW LTP Team) 

Network Rail 
The Quadrant 
Milton Keynes 
MK1 1E9 

 
    Tel : 07766 695760  

 
07th June 2013 

Publication of the New Working Timetable for 2014 Principal Timetable 
 
 

1. General Comments 
I am writing to advise you that the New Working Timetable commencing 08th 
December 2013 has been published by Network Rail under Network Code 
Condition D2.7.   
 
I believe this offer is a good representation of the timetable that we expect to 
operate. During development of the timetable, we have prioritised those areas 
where we know there are material changes to timetabled services, where 
there is little or no change, we have spent less time validating and we may 
need to undertake final checks. However, as with previous new working 
timetables, we hope that we can rely on your cooperation and support if there 
are any small changes to be made as a result of these checks. 
 
There is a separate section to this letter, which is specific to your company‟s 
services. This sets out where we foresee further change to be necessary 
before the timetable commences, together with reasons. We also attach a list 
of services which have been flexed during timetable development and a list of 
those services currently shown as rejected, together with an explanation. We 
expect these services will have already been discussed with operators.  
 
We continue to review every schedule error that has caused delay in the 
current timetable, with the aim of eliminating conflicts or non-compliances 
from future timetables. This has required our teams to work together to find 
solutions and again, we are grateful to you for your help and support with this. 
 
If you become aware of trains that you believe are missing from the 
publication of the new working timetable, or alternatively, have been included 
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when they should not have been, I would be grateful if you would raise this 
with me at the earliest opportunity.  
 
We look forward to receiving your responses by Friday 21st June as per the 
Production Schedule. 

 
2. Progress with the December 2013 Timetable 

 
A full offer is being made for SX, SO and SUN. 
 
Station workings 
 
London Euston: 
Station workings have been completed at London Euston 00:00 to 17:00 SX. 
Station workings for 17:01 to 23:59 SX, and all day SO and SU are to be 
finalised.  Some amendments may be required on receipt of final diagrams. 
 
Liverpool Lime Street: 
Station workings are complete at Liverpool Lime Street.   Some amendments 
may be required on receipt of final diagrams. 
 
Birmingham New Street: 
Station workings are complete at Birmingham New Street for SX, SO & SUN.  
Some amendments may be required on receipt of final diagrams. 
 
Manchester Piccadilly: 
Station workings at Manchester Piccadilly are to be finalised.  Some 
amendments may be required on receipt of final diagrams. 
 
 

3. Caveats on Train Paths included in the Timetable 
 

Class 9 Headcodes 
 
Due to a recommendation from TCRAG re: routing concerns at Golborne 
Junction, Stafford Trent Valley Junction and Rugby Trent Valley Junction, the 
Euston to Scotland services routed via the West Midlands will now run as 
class 9 services to ensure clarity of headcodes and routing to our signallers. 
 
The majority of these services have been updated to a class 9 headcode, 
however, we will need to conduct a post-offer review with Virgin West Coast 
to ensure all services have been suitably re-coded. 
 
Golborne Junction Timing Point 
 
Golborne Junction has been made a mandatory timing point.  This is to 
improve clarity of junction margins at this location for services joining and 
leaving the West Coast Main Line.  This will aide validation of the timetable. 
 
Scotland  
 
After recent capacity increases on WCML services to/from Glasgow Central it 
has been identified that 9S65 SX 11:43 Euston to Glasgow Central 17:15 and 
1M61 SX 17:40 Glasgow Central to Birmingham New Street have to use 
Platform 3 at Glasgow Central meaning a double set 221 or a class 390 
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cannot be diagrammed on this service due to evening peak workings at 
Glasgow Central. Virgin West Coast bid for this service as a 5 car class 221 
therefore this is acceptable for the Dec 13 offer. 
 

 
4. Train Operators’ Requests which Network Rail has declined to include 

 
Virgin Additional Paths SX, SO, SUN 
 
The additional paths listed below have not been included in the New Working 
Timetable.  Please see the report entitled “Additional Train Paths Bid By 
Virgin Trains For Dec 2013” attached with this letter for details. 
 
1A93 SX/SO 06:36 Blackpool North to London Euston 
1A90 SX/SO 06:xx Crewe to London Euston 
1N01 SX/SO 10:33 London Euston to Blackpool North 
1K01 SX/SO 11:33 London Euston to Crewe 
1A94 SX/SO 14:03 Blackpool North to London Euston 
1A91 SX/SO 15:05 Crewe to London Euston 
1K02 SX/SO 18:57 London Euston to Crewe 
1N02 SX/SO 19:33 London Euston to Blackpool North 
 
1A94 SU 14:03 Sunday Blackpool North to London Euston 
1A91 SU 14:xx Crewe to London Euston 
1K02 SU 18:5x London Euston to Crewe 
1N02 SU 19:33 Sunday London Euston to Blackpool North 

 
 

Service Offered but with Station Calls Declined 

 
1A62 SO 17:47 Liverpool to London Euston 19:59 
Stop at Crewe removed due to clash with Saturday night two-track 
possession strategy 

 
1A66 SO 18:47 Liverpool to London Euston 21:15 
Stop at Crewe removed due to clash with Saturday night two-track 
possession strategy 
 
1A55EW SX 16:47 Liverpool to London Euston 19:00 
Crewe stop removed.  Impact of Crewe stop is to move 1L81 on to the slow 
lines creating consequential clashes between Stafford and Colwich including 
with 6M04 and 6L48. 
 
1B06ET SO Wolverhampton to London Euston 09:12 
The Wolverhampton to Birmingham New Street part of this service has been 
rejected due to being unable to find a valid path for this part of the journey.  
Therefore, the service will now start from Birmingham New Street. 

 
 

‘RE’ paths requiring further work 
 

The following services Network Rail has been unable to find a valid path for 
and have thus been rejected.  However, we will continue to work with Virgin 
West Coast during the offer response period to identify whether a valid path 
can be found. 
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1A76EW FO 10:36 Preston to London Euston 12:56 
Rejected due to clash with Virgin service 1B38, and freight paths including 
4O27 
 
5B05FV FO 15:00 Birmingham New Street to London Euston 16:48 
Rejected as unable to find at valid path.  Service clashes with 1U34 and 
1W18 
 
1G32EW SX 16:23 London Euston to Birmingham New Street 17:50 
Rejected as path bid as 221T timing load which does not have a valid path 
 
5A24ET FSX 14:09 Longsight Car MD to London Euston 17:30 
Rejected due to self-on-self clash with 5F42 
 
1S37 SU 08:45 London Euston to Glasgow Central 
Boundary mismatch at the border between Scotland and LNW has lead to a 
sub-standard turnaround time at Glasgow. 
 

 
5. Flexing of Trains 

 
During the process of developing the December 2013 timetable we have 
worked closely with Virgin West Coast and your chosen agent.  We have 
listed the key flexes to Virgin services on the spreadsheet attached.  
However, we have also made subsidiary flexes which have been agreed in 
conversation either with Simon Pilkington or yourself. 
 
Any flexes made after the electronic export at 17:00 on Wednesday 5th June 
are listed in Section 7 of this report. 
 

 
6. Stabling of Stock at Network Rail Locations 

 
N/A 

 
7. Data Issues 
 

 
Trains Altered Post-Electronic Offer 
 
Attached are a number of prints altered since the electronic offer was made. 
 
1H83FA [FO] 18:57 Euston to Manchester Piccadilly 
 
1S48LW [SO] 09:30 Euston to Glasgow 
 
1H06FW [SX] 06:17 London Euston to Manchester Piccadilly 08:25 
Re-timed to depart a minute earlier to avoid self-on-self clash with 1G02, (1) 
added approaching Brinklow to get back to booked path 
 
1S36 [SO] 06:16 Birmingham New Street – Edinburgh Waverley 
Additional (1) added approaching Princes Street Gardens to provide 
compliant margin 
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1S51LX [Su C] 10:20 Birmingham New Street – Edinburgh Waverley 
Additional pathing time added approaching Haymarket to provide compliant 
headway into Haymarket and Edinburgh Waverley 
 
5D35 EW 11:00 Barton-Under-Needwood to Chester 13:04 
Retimed (2) earlier from Barton 

 
  
 
  
Yours sincerely, 
 

 
 
Jeremy Bullock 
Operational Planning Project Manager 
 



  27 of 32 

Annexe VII – Draft SLC revisions for the new services 
 

Route G:  London Euston to Blackpool North   

1. ROUTE DEFINITION  

1.1  Services shall be provided between London Euston and Blackpool North, 
calling at Warrington Bank Quay, Wigan North Western, Preston and Kirkham 
& Wesham. 

LIMITED STOPS 

None specified 

 
2. SERVICE PATTERN - MONDAYS TO FRIDAYS AND SATURDAYS  

NORTHBOUND 

2.1 One service shall be provided from London Euston to Blackpool North between 1000 
and 1100, calling at the stations specified in Paragraph 1.1.  

2.2 One service shall be provided from London Euston to Blackpool North between 1900 
and 2000 on Monday to Friday, and between 1800 and 1900 on Saturday, calling at the 
stations specified in Paragraph 1.1. 

SOUTHBOUND 

2.3 One service shall be provided from Blackpool North to London Euston departing 
between 0600 and 0700, calling at the stations specified in Paragraph 1.1. 

2.4 One service shall be provided from Blackpool North to London Euston departing 
between 1330 and 1430, calling at the stations specified in Paragraph 1.1. 

 

3. SERVICE PATTERN - SUNDAYS 

NORTHBOUND 

3.1 One service shall be provided from London Euston to Blackpool North between 1900 
and 2000, calling at the stations specified in Paragraph 1.1. 

SOUTHBOUND 

3.2 One service shall be provided from Blackpool North to London Euston departing 
between 1330 and 1430, calling at the stations specified in Paragraph 1.1. 
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4. SERVICE PATTERN – EFFECTS UPON ROUTE E  

NORTHBOUND 

4.1 In connection with the operation of these Route G services the Warrington Bank Quay 
and Wigan North Western calls may be removed from the preceding London Euston 
to Glasgow services. 

SOUTHBOUND 

4.2 In connection with the operation of these Route G services the Wigan North Western 
and Warrington Bank Quay calls may be removed from the preceding Glasgow to 
London Euston services. 

 
5. SECONDARY STOPS 

5.1  None specified 

 

6. MAXIMUM JOURNEY TIME   

 

Route 
Monday - Friday 

and Saturday 
Sunday 

London Euston to Blackpool North 3 hours  3 hours  

Blackpool North to London Euston 3 hours  3 hours  
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Route H:  London Euston to Shrewsbury   

1. ROUTE DEFINITION  

1.1  Services shall be provided between London Euston and Shrewsbury, calling at 
Rugby, Stafford, Wellington and Telford Central. 

LIMITED STOPS 

None specified 

 
2. SERVICE PATTERN - MONDAYS TO FRIDAYS AND SATURDAYS  

NORTHBOUND 

2.1 One service shall be provided from London Euston to Shrewsbury between 1100 and 
1200, calling at the stations specified in Paragraph 1.1.  

2.2 One service shall be provided from London Euston to Shrewsbury between 1800 and 
1900, calling at the stations specified in Paragraph 1.1, this service shall omit to call at 
Rugby. 

SOUTHBOUND 

2.3 One service shall be provided from Shrewsbury to London Euston departing between 
0630 and 0730, calling at the stations specified in Paragraph 1.1, this service shall omit 
to call at Rugby. 

2.4 One service shall be provided from Shrewsbury to London Euston departing between 
1430 and 1530, calling at the stations specified in Paragraph 1.1. 

3. SERVICE PATTERN - SUNDAYS 

NORTHBOUND 

3.1 One service shall be provided from London Euston to Shrewsbury between 1100 and 
1900, calling at the stations specified in Paragraph 1.1.  

SOUTHBOUND 

3.2 One service shall be provided from Shrewsbury to London Euston departing between 
0630 and 1530, calling at the stations specified in Paragraph 1.1, this service shall omit 
to call at Rugby. 

4. SECONDARY STOPS 

4.1 None specified 

 

5. MAXIMUM JOURNEY TIME   

 

Route 
Monday - Friday 

and Saturday 
Sunday 
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Route 
Monday - Friday 

and Saturday 
Sunday 

London Euston to Shrewsbury 2 hours 25 minutes 2 hours 25 minutes 

Shrewsbury to London Euston 2 hours 20 minutes  2 hours 20 minutes 
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Annexe VIII – Virgin Trains performance analysis regarding the 

December 2013 timetable. 

The following is based on using 13 periods of data from the 2012-13 year, and excludes Bank Holidays, days of serve 

disruption and periods of severe weather, in order to get an estimate for the underlying ‘base level’ performance of the 

timetable. 

Item 
No. 

Item Delay 
Full 

Cancel-
lations 

Part 
Cancel-
lations 

All 
Cancel-
lations 

Deemed 
Delay 

~Average 
Deemed 

Delay per 
Period 

Average 
Deemed 

Delay per 
Day 

Estimated 
PPM 

Saving 

Total 14732.13 0 120 120 18332.13 1410.16 58.95 0.51% 

1 
Delays to 0603 Eus-Bhm 

(1G01) 
450 0 1 1 480 36.92 1.54 0.01% 

2 
Estimated resulting 

reactionary delay from (1) 
538 0 0 0 538.1566 41.40 1.73 0.02% 

3 
Delays to 0750 Bhm-Eus 
(1R21) from late inward 

stock 
20 0 0 0 20 1.54 0.06 0.00% 

4 
Estimated resulting 

reactionary delay from (3) 
24 0 0 0 23.91807 1.84 0.08 0.00% 

5 

Delays from incidents 
caused by 0603 Eus-Bhm 

(1G01), not including 
delays to 1G01 itself or 
delays from late inward 
stock to xx10s or xx50s 

47 0 0 0 47 3.62 0.15 0.00% 

6 
Estimated resulting 

reactionary delay from (5) 
56 0 0 0 56.20746 4.32 0.18 0.00% 

7 
Delays to 1950 Bhm Eus 

(1B88) 
1363 0 0 0 1363 104.85 4.38 0.04% 

8 
Estimated resulting 

reactionary delay from (7) 
1630 0 0 0 1630.016 125.39 5.24 0.05% 

9 

Delays from incidents 
caused by 1950 Bhm-Eus 

(1B88), not including delays 
to 1B88 itself or delays 

from late inward stock to 
xx10s or xx50s 

53 0 0 0 53 4.08 0.17 0.00% 

10 
Estimated resulting 

reactionary delay from (9) 
63 0 0 0 63.38288 4.88 0.20 0.00% 

11 
Delays to xx23 West Mids 
trains between Bhm and 

Wvh 
893 0 60 60 2693 207.15 8.66 0.08% 

12 
Estimated resulting 

reactionary delay from (11) 
1068 0 0 0 1067.942 82.15 3.43 0.03% 

13 
Delays to West Mids trains 

between Wvh and Bhm 
3438 0 59 59 5208 400.62 16.75 0.15% 

14 
Estimated resulting 

reactionary delay from (13) 
4112 0 0 0 4111.516 316.27 13.22 0.11% 

15 

Delays relating to lateness 
of xx10s departing BHM 

(estimate 835 minutes of 
lateness at Birmingham 

would be saved) 

445 0 0 0 444.916 34.22 1.43 0.01% 

16 
Estimated resulting 

reactionary delay from (15) 
532 0 0 0 532.0765 40.93 1.71 0.01% 
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9 SIGNATURE 

For and on behalf of West Coast Trains Limited 
 

   
 
 
 
 Jonathan Dunster 
 
Head of Operations and Planning. 
 
 

 

 


