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PRESIDENT: NICK HERBERT MP 

CHAIRMAN: MICHAEL COVER 

 

The West Sussex Rail Users Association 

Response to the Network Rail, South East Route: Sussex Area Route Study 2014 

Executive Summary 

 More of the same is not acceptable and this is not just about Thameslink.  

 Our main line should be called ‘the Sussex Main Line’, as it is no longer 

appropriate to call it ‘the Brighton Main Line’. It does so much more than its 

current name. 

 Journey times are unacceptably slow in our area and this must be addressed to 

improve connectivity and ultimately economic prosperity. There is a need to 

aspire to ‘Horsham in 45’ and ‘Chichester in 75’ (minutes). 

 The proposed interventions are welcome and we support all of them. However, 

the South Downs- Coastway Link (the Arundel Chord) is also essential to restore 

previous connectivity and to give new journey opportunities. 

 There is also a series of minor interventions which together would add up to a 

major step forward. These mostly comprise restoration of previous infrastructure. 

 Airport connectivity is of major importance and yet there is no mention of 

Southampton Airport in the context of improving journey times. 

 There is a need for focus west of Havant in relation to Cross-Boundary Links. 

 

1. Introduction- The West Sussex Rail Users Association is the independent rail 

passenger group that represents the interests of rail users in West Sussex. We 

represent rail users on the Arun Valley Line between Three Bridges, Horsham to Bognor 

Regis and Chichester and the area to the west, as well as those using the West 

Coastway Line between Worthing and Emsworth. We have around 200 Members and 

each station along our lines has a representative on the WSRUA Committee. The 

Committee meets regularly, as well conducting occasional visits to stations on the lines 

which are used by our Members, most recently to Amberley and Arundel. We hold an 

Annual General Meeting, which is regularly attended by senior representatives of what is 

now Govia Thameslink Railway and Network Rail, with which organisations we maintain 
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close links at all levels. We are at www.wsrua.org.uk . Nick Herbert MP has recently 

kindly agreed to become our President. 

2. We welcome this opportunity to respond to the Sussex Area Route Study and also 

welcome what we might call ‘the can do’ attitude that is now being displayed by Network 

Rail with regard to the Sussex Area Route. 

3. We make this response against the background of what is already a busy railway, with 

passenger numbers at our principal station, Chichester, of 3.7 million per annum and yet 

areas of economic deprivation, which are to a large extent stretched out laterally east 

and west from Horsham and along the South Coast. It is widely accepted that improved 

connectivity is a driver of economic and social progress and this point will no doubt be 

made by the Local Enterprise Partnerships and, in particular, the Coast to Capital Local 

Enterprise Partnership. 

4. We would also note that there is huge potential for growth in rail travel in our area. There 

is a significant amount of house building taking place now and planned for the future. 

Also, the lack of proper infrastructure and public transport integration at several of the 

railheads on, for example, the Arun Valley Line, continues to constrain rail travel. In this 

connection, we deplore the fact that many station car parks are full after 1000 hrs and 

hence unavailable to leisure travellers, as opposed to commuters. The station car parks 

at Horsham and Christ’s Hospital, for example, fall into that category. Much more needs 

to be done in this area.  

5. Preliminary Point- this is not just about Thameslink and/or more of the same- We 

would also make the preliminary point that, whilst we welcome the Thameslink Project 

and the significant investment that this is bringing, there is much work to be done not 

just on the London Bridge Core of that project and the Sussex Main Line but also 

elsewhere and particularly in the area which is covered by the WSRUA. The fact that 

Table 3.3 Long Distance Conditional Outputs does not mention reducing journey times 

from Central London to Chichester and to the west thereof, as opposed to the journey 

times to Eastbourne, which has a similar station usage, rather makes the point that our 

area is in danger of being underestimated and even ignored. The same applies to Table 

3.28 on page 79, which again makes no mention of reducing journey times to Chichester 

and the other important centres in our area, let alone Southampton Airport. We would 

also mention Table 5.14 Long Distance Conditional Outputs on page 126 in the same 

context. 

6. It is also important the GTR takes into account existing and planned infrastructure 

improvements in order to improve the service; we have made clear to GTR and its 

predecessor, Southern Railway, that the new franchise is not just an excuse for ‘more of 

the same’, not least because we regard the current and about to expire Southern 

Franchise as a wasted opportunity and a marking of time. 

7. Slow journey times- We would also note that the services are generally slow and 

compare unfavourably with services elsewhere on the new GTR Franchise. For 

example, London to Cambridge is 46 minutes for 58 miles compared to the proposed 54 

minutes for 51 miles for London to Brighton. The proposed time even of 88 minutes from 

London to Chichester for December 2015 for what is around 70 miles is still very slow 

and no better than in 1938, when the line was electrified. This Response contains some 

ideas on how this might incrementally be improved. We see both bigger picture and 

more detailed or minor improvements contributing to our target of London to Horsham in 

http://www.wsrua.org.uk/
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45 minutes and London to Chichester in 75 minutes. Such a journey time improvement 

would benefit many stations in our area and not just the two mentioned. 

8. Improving Connectivity- We also need to see improvements along the Coastway and, 

in particular, greater connectivity between, say Eastbourne and Bournemouth. 

9. Welcome Interventions- We therefore welcome all the proposed interventions as set 

out on page 10 of the Consultation and, in particular, Grade Separation at Windmill 

Bridge Junction, Additional Platforms at East Croydon and the 6th track to Windmill 

Bridge Junction, signalling and track alterations at Victoria, remodelling at Clapham 

Junction, Grade Separation at Stoats Nest Junction, alterations north of Gatwick Airport 

(although we fail to understand why the line through the new Platform 7 at Gatwick 

Airport has only been provided with a 60 mph turnout at the northern end) and further 

improvements at Redhill. 

10. We would also support the enhancement of the North Downs Line from Guildford to 

Redhill and, in particular, its electrification. This oasis of diesel operation makes little 

sense against the background of electrification elsewhere, particularly ‘the Electric 

Spine’, and the shortage of diesel rolling stock and the lack of new build diesel rolling 

stock. This is a vital lateral link, which is one of those noted already that could drastically 

improve connectivity across some surprisingly economically-deprived areas. Against 

that background, it is vital that there is maximum flexibility at Redhill, including for trains 

from the Tonbridge direction to depart from the new Platform 0 and trains from Reigate 

to perform the same move in the opposite direction. 

11. We also support the redoubling and electrification of the Uckfield Line. 

12. Depots and Stabling- The section on page 27 is headed Depots and Stabling. It is 

noted that the situation of the depots and stabling in our area reflects the production 

requirements of at least 50 years ago, when trains from Victoria and Brighton ran no 

further west than Portsmouth. There is hence an urgent need to work with GTR to 

provide a depot or stabling point west of Bognor Regis. This would enable much more 

robust operations and less empty stock running. The map at page 28, Depots and 

Stabling Facilities Figure 2.4 makes the point even more clearly. 

13. Airport Connectivity- We have already observed above there is no mention of 

Southampton Airport in the context of improving journey times. Airport connectivity is of 

huge importance and yet Southampton Airport is not mentioned in Section 3.5.5 Rail 

Connectivity to Airports. This is a sad omission, in that two services per hour run to 

Southampton from Chichester, although there is only a direct service to Southampton 

Airport at weekends and that is only generally two hourly. 

14. Cross Boundary Services- We support the DfT’s plans for an hourly service from 

Brighton to Bristol. The existing service is not correctly stated at page 85, in that there 

are two trains per day Monday- Saturday and three each way on Sunday. Such a 

service may require additional interventions to increase capacity at Brighton Station and 

also at Worthing, where the layout does not permit reversible working in all platforms. An 

additional platform to the north of Hove station is also an option, where there are 

currently sidings. Such interventions would also increase the viability of the Arundel 

Chord or rather the South Downs-Coastway Link, to which both we and our President 

give full support. The restoration of the Horsham- Brighton link, once provided by the 

Adur Valley Line via Steyning, should be a priority to be justified not only as a 
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diversionary route for the Brighton Main Line but also in its own right. The restoration of 

the third Platform at Arundel would not only open up the possibility of restoring the 

previous well-used Arundel- Littlehampton shuttle but also increase resilience during 

perturbations, which we understand to be a Network Rail priority. It would be a false 

economy for this to be anything other than a double track, double lead link. There have 

been enough collisions on single lead links for it to be unthinkable to create any more. 

Whilst we are on the same subject, the restoration of Platform 3 at Chichester would do 

the same and also open up the possibility of a terminating train each hour from the west 

which would not require the level crossing at the station itself to be closed. As already 

stated, the Arundel Chord should be more usefully known as the South Downs-

Coastway Link, which is a far better name for what it does rather than where it is. Whilst 

on the subject of giving infrastructure more up to date and relevant names, the Brighton 

Main Line should be called the Sussex Main Line or the South Downs Main Line. 

15. We support the ideas under Cross- Boundary services at page 88, namely the hourly 

Brighton- Bristol service already mentioned and also the hourly journey opportunity 

between Brighton and Bournemouth, which could be met by same platform connections 

from the Brighton-Bristol trains at Southampton Central. These trains should only stop at 

principal stations. There is a general point here, in that we are in favour of an identifiable 

pattern of fast/ express; semi-fast and stopping services. We would therefore support 

the interventions set out at page 93 in that connection and also suggest that the 

adoption of the pattern that we suggest would enable journey times to be shortened and 

yet a proper service to be maintained at intermediate stations. 

16. Achieving the right solution by vision and attention to detail- We have the following 

additional observations, against the need for dealing with all of high level, medium level 

and local interventions. It is the combination of vision and attention to detail which will 

lead to the sustained improvements that we all need and desire. These are: 

 Platforms in our area are of variable length and a programme to enable the trains 

to fit the stations, as has been undertaken on the line to East Grinstead and 

which is being undertaken on the Uckfield Line, is needed. This would enable six 

car trains to be run on the West Coastway, with the attendant increase in 

capacity, improves timekeeping through shorter dwell times and even improved 

safety with passengers able to use the full length of a longer train. In many 

places, such as Ford, platform lengthening would eliminate longer trains fouling 

the adjacent level crossings, which is a source of major irritation to road users 

and local residents. 

 The programme at Victoria should ideally result in a barrier line at the station 

which is level and consistent, rather than the isolation of Platforms 15-19 which 

currently serve the trains to our area. 

 The restoration of 100 mph running to the Sussex (Brighton) Main Line needs to 

be undertaken as soon as possible. This is note a restoration. 

 The introduction of 90 mph running on the Arun Valley as soon as power supply 

and track condition allow. 

 The elimination of a medium level problem, namely that at the Yapton Level 

Crossing, as soon as possible. 
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 Joining and separating trains, as on South West Trains and First Great Western, 

without opening and closing doors first. 

 Mitigation of approach control when joining trains at Horsham in the up direction. 

 The elimination of gapping or other issues which currently prevent smooth 

acceleration away from certain locations, for example, Horsham in the down 

direction (we can supply a full list). 

 Stop planting S&C and other equipment on infrastructure that might be restored 

in the future; the lamp posts on the track bed of Platform 3 at Arundel are an 

example in our area. An egregious example outside our area would be the 

planting of a platform and an S&C cabinet on the trackbed for the additional 

platform at Templecombe. 

 Work with GTR on other capacity and journey reduction interventions, such as 

reduction of First Class in the Class 377’s and 2+2 seating throughout the fleets 

in our area and even 110 mph running, as pioneered by GTR’s sister company, 

London Midland.  

 Possible further interventions would include the restoration of the loop in the 

goods yard at Chichester, which would cut down conflicting freight movements 

into and out of the station and, if the loop were to be electrified throughout and 

upgraded to passenger standards (half of the line in question is already 

electrified), this would enable overtaking by faster services and greater resilience 

during perturbation. 

 The recent Arun Valley Resignalling, which now provides fully-signalled turnback 

facilities at Billingshurst and Pulborough, appears to provide no opportunity for 

overtaking slower or broken down trains. The restoration of Platform 3 at 

Pulborough would have provided useful increase resilience, as would the 

restoration of Platform 3 at Ford. Some of these opportunities appear now to 

have been lost for a generation.  

 Further work on closing level crossings. 

 Exploration of additional capacity on the Horsham- Dorking- Sutton line, for 

example by restoring the loops at Cheam. This topic is not addressed in the 

Study. 

 Restoration of the centre road between Platforms 2 and 3 at East Croydon, 

ideally to be bi-directional, so as to enable the Gatwick Express and other non-

stopping services to overtake slower services. 

17.       Conclusion 

We hope that our Response is both constructive and challenging and we look forward to 

engaging with Network Rail as the next part of the Consultation. We also look forward to 

the forthcoming Electrification Study in 2015. 

 

The West Sussex Rail Users Association, January 2015.   


