
 

 

 
 
  
 

 
 
 
 
 
Clare Woodcock 

Old Oak Common & Park Royal Development 
Corporation  
      
[By email: Clare.Woodcock@opdc.london.gov.uk] 
 
 
 
 
 
 
 
 
 
Dear Clare, 
 
Crossrail - West Coast Main Line Link Study 
 
You have recently enquired about the outcome of the feasibility study regarding 
Crossrail - West Coast Main Line Link (hereafter referred to as the WCML Link), and 
have a requested a copy of the report. I can confirm that we hold the feasibility study 
and have included a redacted copy of the relevant documentation as set out below: 
 

 Strategic Case - Maintaining the Railway’s Operational Resilience after the 
introduction of an HS2 Station in 2026 

 Economic Case - Maintaining the Railway’s Operational Resilience after 
the introduction of an HS2 Station in 2026 

 Annex A – Tracsis study of the options for turning trains at Old Oak 
Common 

 Annex B – Tracsis study of the options for a West Coast Main Line link to 
Crossrail 

 Annex C – Jacobs quality Assurance report 

 Annex D – Assumed construction methodology of building the WCML Stub 
at a later date 

 Annex E – Network Rail reports on Option costs 
 
We believe it would be beneficial to provide some context around the report. There 
was a great deal of evidence and analysis that was considered and the position 
evolved over time following the formal announcement. 
 

Graham Stockbridge 

Crossrail Project Director 

Department for Transport 

Great Minster House 

33 Horseferry Road 

London 

SW1P 4DR 

 

Tel: 020 7944 2551 

 

Web site: www.gov.uk/dft 
 



 

 

As you are aware, in August 2014, the Secretary of State announced a feasibility 
study to look at extending Crossrail services to key destinations in Hertfordshire via a 
piece of infrastructure known as the WCML Link. At the time it was believed that 
there may be a need for the WCML Link to be created between the Great Western 
Main Line and the West Coast Main Line as part of the HS2 project. 
 
In January 2015 it was noted by High Speed 2 that the WCML Link was no longer 
required for the build of the HS2 project. This created two outcomes relevant to the 
feasibility study.  
 

a) There was a suggestion that the new station at Old Oak Common could be 

run from 2026 using a track configuration that contained two turnback sidings 

at the station, rather than the three turnback sidings previously designed 

when the WCML Link was proposed as part of the HS2 project. 

b) The WCML Link feasibility study was required to review whether there was a 

standalone business case for building the WCML link to run Crossrail 

services. 

The feasibility study is therefore split into two distinct sections. The first reviews how 
the proposed Old Oak Common station could function, and includes four options 
proposed to ensure Old Oak Common was appropriately designed to serve future 
rail services.  
 
The outcome of this section is that it was shown that a three turnback track 
infrastructure is required in order to appropriately provide for future rail services. In 
response, HS2 have amended the HS2 Phase One Bill to include the Crossrail 
turnback design known as the ‘Stub’ option, as designated in Additional Provision 2 
to the HS2 Hybrid Bill. In addition to providing the three turnback sidings required, 
the ‘Stub’ option also allows provision of space for the potential creation of a WCML 
Link. 
 
The second section of the report reviews whether building the WCML Link for 
Crossrail services provides good value for money. 
 
The outcome of the review was that the central case Benefit Cost Ratio (BCR) for 
building the link to run Crossrail services is 0.2:1 – i.e., for ever pound put into the 
scheme, only 20p of value is created. Even with the record amount of investment in 
our rail network aimed at making journeys better for passengers, we still need to 
prove value for money for the tax payer on any investment decisions. When the most 
optimistic projections of future growth in the Old Oak area are included, the BCR 
only increases to around 0.3:1. When reviewing the business case for the Crossrail – 
WCML link by the Department, TfL and Network Rail, we have concluded that we will 
not take forward plans to progress the extension at this time due to the poor value for 
money.  
 
It should be noted that although the study shows the WCML Link should not be built 
at the current time the ‘Stub’ turnback option at Old Oak Common, which includes 
passive provision for a future WCML link, would allow future options to be evaluated, 
and built when an appropriate need and value for money business case is identified.  
 



 

 

In addition to providing you with this report, I would be very happy to sit down with 
you to discuss any questions you may have regarding it. Please note that the 
redactions made are in line with FOI guidelines around commercial confidentiality. 
 
Kind regards, 
 

 
 
Mr Graham Stockbridge 
Crossrail Project Director 
Department for Transport 
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Antonia Buckland 
Head of High Speed Rail Phase 1 

Network Rail 
1 Eversholt St 

London NW1 2DN 
Michael Hurn 
Director, HS2 Projects Sponsorship Directorate 
3/11-16 Great Minster House 
33 Horseferry Road 
London SW1P 4DR 
 
Dear Michael, 
 
As requested by the Department, this letter summarises the development work that Network Rail has so far carried out on the 
track layout at Old Oak Common station and our current position on the matter. 
 
 
Development of the Station Design at Old Oak Common 
 
The original HS2 scheme proposal for the Great Western Main Line station at Old Oak Common included two central turnbacks 
which were on the same alignment as the rest of the line. During the course of the early design works, and in response to the 
development plans for Euston, a link to the West Coast Main Line was proposed which would require the turnbacks to be curved 
northwards underneath the Great Western Main Line, necessitating a flyover on the up relief line. The full West Coast Main Line 
link was ultimately not pursued, but the ‘stub end’ infrastructure, including the up relief flyover and the curved turnbacks, was 
included in the AP2 submission. This was to allow the possibility of a future link to be constructed after the completion of the rest 
of the station. The stub end also included three turnbacks rather than two based on an updated assessment of the operational 
requirements of Crossrail.  
 
During the course of Network Rail’s GRIP 2 study on the proposed new station, which was carried out between March 2015 and 
September 2016, the stub end infrastructure was an integral part of the design. Options were also developed, however, for an 
alternative ‘flat layout’ which would eliminate the need for the up relief flyover but which would also exclude the possibility of 
any future connection to the West Coast Main Line. 
 
The GRIP 2 study was originally carried out on the assumption that conventional signals would be removed from the Old Oak 
Common area by the time the station opened in 2026. With this assumption in place, train modelling showed that the stub end 
infrastructure could support the required peak service specification on the relief lines of 24 Crossrail trains per hour in each 
direction. However, during the course of the study it became clear that the roll out of ETCS would not be completed in time for 
conventional signals to be removed in 2026, and the design assumption was therefore changed to reflect this. When modelling 
work was carried out on the stub end layout which assumed conventional signals would remain in place, it was shown that there 
would be significant operational hurdles to overcome before the layout could be confidently said to support the required train 
service. If these hurdles could not be overcome, the stub end layout with conventional signalling could only support 20 trains per 
hour.  
 
The GRIP 2 study also showed, however, that with the flat layout alternative the required 24 trains per hour could be achieved 
even with conventional signalling still in place. This was because it is possible to add in additional switches and crossings on the 
flat layout which are not technically feasible with the stub end due to the gradient of the up relief flyover. 
 
If a decision were taken to proceed with the flat layout rather than the stub there would be no possibility of a connection to the 
West Coast Main Line once the station had been built due to prohibitive costs and disruption. This would have a major impact on 
the options for the re-development of Euston conventional station. However, a connection to the Wycombe Single line alone 
could be incorporated for delivery in 2026. 
 
In parallel with the development of the station design, as part of the West Midlands & Chilterns Route Study process the industry 
and the Department agreed that Chiltern services accessing Old Oak Common is an important strategic option for the Route. It 
would provide commuter capacity to meet forecast demand; new connectivity into central London via Crossrail; opportunities to 
interchange for HS2 and GWML services; access to the Old Oak Common development area and a potential additional LUL 
interchange at a new Park Royal station. It would also avoid the cost and disruption of expanding London Marylebone, if that is 
even feasible given the severe physical constraints. 
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As such, at the Wycombe Line Stakeholder Workshop on 13th January 2017, it was agreed that DfT would give appropriate 
instructions such that development of the station design would progress “without precluding the delivery of the Chiltern link at a 
later date”. 
 
It should also be noted that the re-connection of the Wycombe Single is relevant not only to the final layout at Old Oak Common, 
but also to the current depot decommissioning project, which is a key enabler for the station. The scope of the decommissioning 
project currently includes the severance of the Wycombe Single line, and modelling work undertaken on the Crossrail 2019 
timetable suggests that once the Wycombe Single line is severed, it may not be possible to find alternative paths for Chiltern 
services heading to Paddington Station or freight services using Paddington New Yard sidings. It may be, therefore, that the only 
way of obtaining support for the Network Change notice required to sever the Wycombe Single line would be to give a guarantee 
to both parties that these services will be able to resume once the new station is complete. 
 
 
Network Rail’s Position 
 
In light of the above, particularly the changing assumption about the timing of ETCS delivery, Network Rail is willing to offer its  
support for the discounting of the stub end option. However, this support is given with the following conditions: 
 

a) The flat layout station design will be revised to include the connection of the Wycombe Single to the Up Relief. This will 
form the new baseline design for the track layout. 

b) In addition to this, the further development work will include identifying active or passive provision for Chiltern services 
to access Old Oak Common station via new bay platforms,  such that the station design does not preclude delivery of the 
Chiltern link. 

c) Network Rail will be remitted in due course to take forward the strategic option developed by the industry, and develop 
any further enhancements that may be required on line of route to deliver a Chiltern train service to Old Oak Common. 

 
 
Yours sincerely, 
 
 
 
 
 
 
 
 
Antonia Buckland 
 
 
 
 
 
 
 

 
 



Extract from minutes 
High Speed Phase One Sponsor Board meeting - 24 May 2017 

 
Item 1 – Old Oak Common  
 
Flat vs Stub for Crossrail turnbacks  
Helen Rusholme presented her paper which was seeking the Board’s 
recommendation to pursue the flat layout for the Crossrail turnback and to agree that 
no further work was needed for the stub end layout.  
 
HR explained that the Business Case for the stub end layout showed poor vfm (BCR 
0.3) and that it would carry an additional cost in comparison to the flat layout. The 
stub also only provided 20tph when compared to the flat which would allow the 24tph 
needed on Crossrail. The flat layout also fits within the HS2 Act Limits of deviation.  
 
With regard to the feasibility of connecting the Wycombe single to the ‘relief’ lines at 
OOC, further work is needed to ensure it is feasible in the flat layout. With regards to 
Chiltern Services terminating at OOC, Rail Group supports the recommendations set 
out in the Board paper and are assessing the Business Case for this service to OOC.  
 
In the remit to HS2 Ltd it was requested that the feasibility (technical/engineering, 
cost and schedule) of whether the Wycombe single connection can be made to the 
relief line should be investigated (Action: Helen Rusholme to write out question 
required). Issue to be discussed further at the Sponsor Board in July.  
 
The Board agreed to the recommendation not to pursue the stub end layout for the 
Crossrail turnbacks at OOC. 
 


