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The railway line between Carmarthen and Aberystwyth closed to passenger traffic in 1965, 

with a section remaining open for freight until 1973.  A local group, Traws Link Cymru is 

campaigning to re-open the line. 

  

Figure 1: Original route 

 

AECOM were commissioned by Welsh Government to provide technical advice, in the form 
of a report setting out all the issues to be considered under a full feasibility study into re-
opening the line, and providing a scope, programme and cost for that study. 
 
At this stage, there is no defined primary intended purpose for building a railway line 
between Carmarthen and Aberystwyth.  This will need to be determined to then set 
appropriate objectives for the potential project such as journey time and locations to be 
served en-route, which can then inform options and costs.  The original route would not 
necessarily be the optimal one in today’s environment, although it is recognised that the 
topography of the area does not readily lend itself to alternative railway alignments. 
 
Reasons for potentially diverting away from the original route include reducing environmental 
impacts, reducing costs and possibly attracting more patronage.   
 

1 Executive Summary 
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Locations along the original route identified as having potentially significant environmental 

impact include: 

  

 Special Areas of Conservation and Sites of Special Scientific Interest at various 

points along the route particularly Afon Tywi and Afon Teifi; and 

 Wetlands of international importance at Cors Caron, the raised peat bog north of 

Tregaron (Ramsar designated). 

 
Over 97% of the approximately 90km original route remains undeveloped, with the most 
significant development at the northern end.  The core formation, including tunnels, 
embankments and bridges has generally remained intact.  Tunnels, embankments and 
potentially costly other engineering solutions to avoid impact on private dwellings yet 
maintain a suitably level alignment would need to be evaluated on a section-by-section 
basis.  
 
The topography of the route would make it particularly challenging to widen the formation to 
two tracks, allowing the heritage Gwili Railway to continue to operate on separate tracks in 
parallel with a non-stop franchised service. Sharing tracks would be extremely complex both 
technically and commercially.   An alternative would be a brand new direct alignment, 
requiring approximately 3km of tunnel, but shortening the line by approximately 3.4km, 
reducing journey time. 
 
With so many uncertainties regarding the potential route it is difficult to produce an estimate 
to construct a new railway with any degree of accuracy.  New tunnels and other major 
structures which may be required to mitigate environmental and other constraints on the 
original route are particularly difficult to price in the absence of specialist surveys.  At this 
stage, therefore, it is only possible to give a highly indicative figure for the cost of 
construction which could be up to £505m, plus land and consent costs which could bring the 
total project costs to £750m. 
 
The cost of a full feasibility study is expected to be in the order of £350,000 and take around 
90 days to complete.  This would include the provision of a more robust construction cost 
estimate, and assessment of land acquisition costs, as well as further preliminary 
environmental and business case assessments. This could be broken down into smaller 
studies, focussing on specific functional areas or geographic areas where the cost risk is 
highest. 
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2.1 Introduction 

 

The railway line between Carmarthen and Aberystwyth closed to passenger traffic in 1965, 

with a section remaining open for freight until 1973.  A local group, Traws Link Cymru is 

campaigning to re-open the line.  

AECOM were commissioned by Welsh Government to provide technical advice, in the form 

of a report setting out all the issues to be considered under a full feasibility study into re-

opening the line.  This report also discusses potential routes to obtaining consent to build the 

line, environmental issues and operational considerations.   

This report is based on desktop information, supplemented by a non-technical site visit.   

 

2.2 Acknowledgements 

 

AECOM wish to acknowledge the assistance of Traws Link Cymru in the provision of 

background material and support during the site visit.  

 

2.3 Historical Background 

 

A number of lines through Mid and West Wales were planned in the mid-nineteenth century.  

These were primarily motivated by the potential market for freight rather than passengers, 

and to provide long-distance links rather than serve short-distance traffic.  Several 

companies were formed with shareholder capital to survey routes, produce plans, seek 

authorisation through acts of parliament and construct railway lines.  These included the 

Manchester & Milford Railway, who planned to carry goods from the cotton industries of 

Lancashire to the Atlantic ships departing from Milford, as an alternative to Liverpool.  

Another early company was the North & South Wales Railway, one of several who planned 

to extend the Llanelli-Llandeilo route to Machynlleth via Lampeter and Aberystwyth, with the 

objective of linking Cardiff/Swansea with North West Wales.  The Carmarthen & Cardigan 

Railway planned to link those two towns. 

Many of these plans, despite receiving necessary authorisation, never came to fruition with 

several ventures leading to bankruptcy.  The hilly terrain in West Wales is not well suited to 

building railways, with numerous structures required to maintain a suitably level alignment. 

The towns of Carmarthen and Aberystwyth railway became connected by rail in various 

stages between 1860 and 1867. The Carmarthen & Cardigan Railway was built in stages, 

initially in 1860 from Carmarthen to Conwil (where it stopped due to financial difficulties), 

then on to Pencader in 1864, and finally to Newcastle Emlyn.   It never reached Cardigan.  

The line was built to Great Western broad gauge but was converted to standard gauge in 

1872.  The Manchester & Milford also never directly reached either of its intended termini, 

with the line from the south diverted to Aberystwyth rather than continuing north-east at 

Strata Florida. 

2 Background 
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Figure 2 Original Route  

 

The original railway companies, the Carmarthen & Cardigan, and the Manchester & Milford 

fell into financial difficulties and were taken over by the Great Western Railway in 1881 and 

1906 respectively.  Upon nationalisation in 1948, the routes became part of the Western 

Region of British Railways.   

Passenger timetables appear to have been reasonably consistent over the roughly 100-year 

life of the line.  There was generally a choice of 3 or 4 trains per day, with occasional through 

services from Paddington and South Wales to cater for holiday traffic.  Journey time from 

one terminus to the other was around 2 and a half hours, with a predominantly single line 

and 20 intermediate stops.  The station/halt names were generally anglicised spellings of 

Welsh place names.  Slow speed limits around the many curves on the route also 

contributed towards the slow end-to-end journey time. 

. 
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Figure 3 1961 timetable 

 

Flood damage at Llanilar caused the closure of the line between Aberystwyth and Strata 

Florida in December 1964, with the low passenger volumes leading to whole route closing to 

passenger traffic in 1965.  Freight traffic continued on the southern section until 1973. 

The track was removed from 1975 and the alignment was sold off by British Rail at various 

times to local interests including local authorities.  Over the years a number of structures on 

the original alignment have been removed for safety reasons; however 22 structures remain 

the responsibility of the Secretary of State for Transport and are maintained on their behalf 

by the Historical Railways Estate.   
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Figure 4 Site of bridge removed near Lampeter 

 

AECOM have inspected some of the relevant records held by the Historical Railways Estate 

in York.  These include land ownership maps (example below) and detailed engineering 

drawings.  Condition surveys are carried out on the structures maintained by the state every 

six months.  These could be requested by Welsh Government to inform further studies if 

required. 

 

 

Figure 5 Example of Record held by Historic Railways Estate 
 

2.4 Population 

 
The main centres of population are at either end of the original route.  Aberystwyth is home 

to one of the largest universities in Wales and an important tourism destination.  Carmarthen 

was once one of the most populated boroughs in Wales however declined in economic 

prosperity relative to coalfields of South East Wales during the nineteenth century.  It 

remains a key regional centre, and like Aberystwyth is connected to the National Rail 
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network.  Carmarthen has direct rail services to Swansea, Cardiff and London, whereas 

Aberystwyth is directly linked to Shrewsbury and Birmingham, with connections to 

Manchester, London and Cardiff. 

 

Elsewhere the largest population centre is Lampeter, a university town.  Population figures 

(from the 2011 census) are shown on the map below. 

 

Figure 6 Key Population Centres 

 

 

2.5 Current public transport 

 

Scheduled bus services currently provide the public transport links between Carmarthen and 

Aberystwyth.  These are supported financially by Welsh Government.  Services run roughly 

hourly (timetable below).  The end to end journey time is approximately 2 hours, with a 

number of communities served en-route including Lampeter and Aberaeron.  The service is 

expected to benefit from planned improvements to the A496. 
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Figure 7: Current bus services serving both Carmarthen and Aberystwyth (source: Ceredigion Council website) 

 

The bus is planned to connect with trains at the termini, with the Bwcabus service available 

for onward transport to destinations within the area not directly served by the regular 

timetabled bus services.  The through rail-bus ticketing product, Cymru Connect, is 

referenced on the Arriva Trains Wales website however in practice is not sold. 

 

Whilst some of the communities currently served by the T1 service would benefit from the re-

opening of the Carmarthen-Aberystwyth railway line along broadly the former alignment, 

there are several (such as Aberaeron) which would not be directly served and others which 

may be on the route but not have a station. 

 

Traws Link Cymru have obtained figures which suggest the current bus patronage on the T1 

is c. 102,000 passenger journeys per annum.   

 

There are also other regular bus services serving locations previously served by the 

Aberystwyth-Carmarthen railway including the roughly 2-hourly 588 between Aberystwyth 

and Lampeter via Tregaron. 
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Figure 8:  588 bus service timetable (source: Ceredigion Council website)  

 

2.6 Current travel to work 

 

The majority of travel to work in the region is by car.  The table below gives the number of 
trips made for some selected flows between Built Up Areas (BUAs) from the 2011 Census. 

From  To Car Trips All Trips Car % 

Carmarthen BUA Lampeter BUA 14 14 95% 

Pencader BUA 

Carmarthen BUA 83 88 94% 

Llandysul BUA 14 15 94% 

Swansea BUA 12 13 94% 

Ammanford BUA 12 12 94% 

Llanybydder BUA 

Lampeter BUA 49 51 96% 

Carmarthen BUA 32 34 96% 

Llanelli BUA 11 12 96% 

Lampeter BUA 
Aberystwyth BUA 52 54 96% 

Carmarthen BUA 13 14 96% 

Tregaron BUA 
Aberystwyth BUA 91 93 98% 

Lampeter BUA 18 19 98% 

Llanilar BUA 
Aberystwyth BUA 197 203 97% 

Aberaeron BUA 10 11 97% 

Aberystwyth BUA 
Lampeter BUA 28 32 89% 

Carmarthen BUA 11 12 90% 

 Table 1: 2011 census travel to work – selected flows  
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3.1 Introduction   
 

This section describes the route today, and makes reference to potential alternatives to re-
opening the original alignment where certain constraints have been identified.  The potential 
consent processes to gain powers to re-build the line are outlined in a later chapter, but all 
will require some form of evaluation of alternative routes.  The alternatives presented here 
are simply to give an indication of potential options around development and are not 
intended to represent any form of preferred alignment. 
 
As mentioned in the Background chapter, the topography of the area does not readily lend 
itself to railway alignments.  To maintain a suitably level and straight alignment the formation 
of the original line contained numerous embankments and cuttings in addition to bridges and 
tunnels.  Any diversions away from the original alignment are therefore likely to require a 
new formation, considerably adding to the cost of re-instatement.  River valleys generally 
form the most optimal routes from an engineering perspective, and this line is no exception.  
Risks of flooding and landslides need particular attention in this terrain; the demise of the 
line in the 1960s was as much due to flood damage beyond economic repair as lack of 
patronage. 
 
Heading southwards, the route follows up the Afon Ystwyth for around eleven miles, climbing 
steeply to the highest point on the line between Trawscoed and Strata Florida.  It then 
crosses marshy land before broadly following the Afon Teifi valley to Pencader.  From there, 
the line climbs steeply and cuts through the hillside in a tunnel before following the Gwili to 
Carmarthen.   
 
Over 97% of the approximately 90km original route remains undeveloped.  The core 
formation, including tunnels, embankments and bridges has generally remained intact, with 
development encroaching to a significant degree only at the northern end.  That said, there 
are still many individual residential and commercial properties built on the line itself where 
there are limited options to divert without creating major engineering challenges to build a 
new formation, and compulsory purchase may be the ‘optimal’ option taking a number of 
criteria into consideration.  Even where development is not on the line itself, in several 
locations re-instating the line could radically affect access to properties.   

The topography of the route means there are still a large number of structures relative to 
other routes elsewhere in the UK of a similar length, including three tunnels.  It is considered 
unlikely that permission to construct and a safety case to operate would be granted on the 
basis of access across the tracks with level crossings, even if they were on the original route 
or only providing access for agricultural purposes.  This will create the need for numerous 
minor structures in addition to several major structures including crossing the Afon Tywi at 
Carmarthen and the Afon Rheidol at Aberystwyth.   

As mentioned earlier, many of the original structures, including the tunnels have been 
maintained on behalf of the Secretary of State for Transport through the Historic Railways 
Estate.  AECOM carried out a two-day non-technical site visit which only provided the 
opportunity for a cursory view of the structures accessible to the general public.  The 
maintenance appeared to have been regularly carried out, with, for example, re-pointing of 
masonry bridges and clearance of drainage within tunnels.  Comments from local residents 
would suggest inspections are taking place, in line with guidelines, at least every six months.   

At the northern end, much of the original alignment has been preserved as the Ystwyth Trail 

for cyclists and walkers.  Whilst this has benefitted the preservation of the line, it 

 

3 Route Overview 
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unfortunately adds to the challenges faced through re-opening.  Elsewhere, despite not 

being public rights of way, many significant stretches of the original alignment are used as 

footpaths and for cycling.  If these paths were to remain in parallel to the railway it would be 

difficult in many locations, particularly at bridges, to include them both within the existing 

formation.  For safety, appropriate fencing would be required to fully segregate the path from 

the railway, adding to cost. 

 

 

3.2 Aberystwyth-Llanfarian 
 

There are only very limited remains of the former alignment within Aberystwyth itself, and as 

would be expected in a built-up area without explicit protection the original formation has 

now been largely built upon.  The re-instatement of an operational heavy rail system through 

an urban settlement with the sea on one side and a hill on the other presents one of the 

major challenges across the route as a whole. 

        

Figure 9:  Original route through Aberystwyth 

   

From a purely engineering perspective  the ‘best’ alignment would probably be in line with 

that determined by the original engineers who had the benefit of a predominantly blank 

canvas, and were able, if necessary, to demolish housing with few of today’s rights to 

compensation.  The original route curved out of the station southwards, crossed the river 

Rheidol and skirted the steep hillside immediately to the south of the town.  The formation 

north of the river is now used as a car park and access roads, and is bisected by a busy 

main road.  A more substantial challenge to re-instating the original route is south of the river 

where a block of apartments have been built along the riverside (Gerddi Rheidol) and 16 

houses have been built along Felin Y Mor road.   
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Figure 10: Site of original Afon Rheidol bridge and alignment, Aberystwyth 
 

An alternative to taking property would be to tunnel under the hill at Penparcau, as shown 
below. 

 

 

 

Figure 11:  Possible tunnel option to reduce housing demolition in Aberystwyth. 

 

All options integrating with the current station at would require a new crossing of the river 
Rheidol.   
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Figure 12: Long section of potential tunnel option south of Aberystwyth 

  

 

An alternative option significantly reducing costs could be to have a rail terminus to the south 
of the river, possibly in the harbour area.  This would not provide integration with the existing 
rail services to Shrewsbury including access to the depot at Machynlleth, nor be as effective 
as the existing station at serving the town and university. 

A further constraint is a house built on the line at Rhydyfelin, which would require a diversion 
to avoid. 

At Llanfarian, the bridge crossing what is now the A487 has been removed, and housing 
built on the alignment within the village, unsurprising as flat sites are hard to find with very 
steep contours in the area.   
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Figure 13:  Route of original alignment through Llanfarian 

 

The former station site (Llanrhystad Road) remains in use as the village hall, Alternative 
alignments are required here to mitigate against the potential environmental impact to 
human beings, as well as reduce costs and other difficulties associated with compulsory 
purchase. 

     

Figure 14:Possible diversions at Llanfarian 

.   

There are a number of possible options, however all involve the construction of 
embankments, cuttings and possibly several bridges.  

 

3.3 Llanfarian-Tregaron 
 

There are a few individual houses on the alignment in this section, with the Ystwyth Trail 
deviating from the former railway on several occasions including at Trawscoed and 
Tynycraig.  The original alignment in the Llanilar area is undeveloped, although a new 
station would be better suited closer to the centre of the village than the original station site 
around 2 miles away.  There is ample land for a car park, with public access 
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Figure 15:  Original and potential new station site at Llanilar  

  

 

 

 

Figure 16:  Original station site at Llanilar 
 

In Tregaron, there are some properties on the original alignment, however the terrain in the 
area is relatively flat with various options to deviate from the original route and build a station 
on a new site in adjacent farmland. 

 

  

Figure 17:Possible new station sites at Tregaron 

 

 

   

Original 
site 

Potential 
new site 
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3.4 Tregaron-Lampeter 
 

The route in this section passes mainly through farmland.  At Lampeter, there has been 

some development in the area of the former station, but there is flat land available for a new 

station and car park.  To avoid office buildings, the route may need to deviate to the east, 

requiring retaining walls.   

 

Figure 18:  Original route at Lampeter with station site indicated 
 

3.5 Lampeter-Llanybyther 

 
The route generally passes through open farmland, with minimal development.  In 

Llanybyther, the majority of the alignment within the village is undeveloped however  there 

are a number of houses and a rugby pitch on the line to the north.  The station site is owned 

by the local authority. 
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Figure 19:  Original route through Llanybyther with station site indicated 
 

3.6 Llanybyther-Pencader 
 

The line passes through a mix of farmland and forest.  The tunnel at Llanfihangel-ar-arth 

(Bryn Teifi) is still in situ, accessible to the general public and appears to be in reasonable 

condition with maintained drainage.  There are some houses backing onto the former 

alignment in Pencader, and steel industrial building with large yard on the site of the former 

station. 

 

3.7 Pencader-Llanpumsaint 
 

The alignment in this section is through much rougher terrain.  Pencader Tunnel is still in situ 

and appears to be well maintained although is blocked off for public access.  The air shafts 

have also been blocked off to prevent access from abseiling.   

 

3.8 Llanpumsaint-Carmarthen 

 
The Gwili Railway Company purchased approximately 8 miles of the former Carmarthen to 

Aberystwyth line from British Railways in 1975.  The section purchased runs from Abergwili 

Junction in the south, the point at which the GWR Aberystwyth line joined the LNWR line 

from Llandeilo, to a point just short of Llanpumsaint Station to the north. 



 

 

21 

 

 

 

Figure 20:Formation south of Llanpumsaint, owned by Gwili Railway  
 

Trains operate currently on a single track between Bronwydd Arms and Danycoed, although 

further track has recently been laid south to Abergwili Junction.  The line north of Danycoed 

requires the reconstruction of several bridges.   

 

 

Figure 21: Recently laid single track between Bronwydd Arms and Abergwili Junction 

 

Initial informal discussions with the Gwili Railway indicate they are keen to continue to 

operate as a tourist attraction, running a heritage railway with steam and diesel traction.  The 

line is currently controlled from a manual re-constructed signal box at Bronwydd Arms.  The 

line follows the Gwili valley, and contains some very tight curves.  This, in addition to 

standard ORR safety guidance applicable to ‘minor’ railways restricts the speed to 25 mph.  

The topography of the route would make it challenging to widen the formation to two tracks, 

allowing the Gwili to operate on separate tracks in parallel with a non-stop franchised 

service. Sharing tracks would be extremely complex both technically and commercially.   An 

alternative would be a brand new direct alignment, requiring approximately 3km of tunnel, 

but shortening the line by approximately 3.4km, reducing journey time. 
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Figure 22: Possible alternative tunnel route  to by-pass Gwili Railway 
 

The A40 Carmarthen bypass runs parallel to the original alignment and in some places 

directly over the formation.  There are engineering challenges fitting in even a single line 

between the carriageway and adjacent property, but an initial observation suggests it would 

be technically feasible. The Abergwili Road bridge crossing (below) presents a challenge, 

but it is understood from a brief discussion with the designers of the A40 that the structure of 

the existing bridge is such that the embankment could be cleared away without affecting the 

bridge structure to enable the railway to pass underneath, parallel to the by-pass.     

  

Figure 23:  Abergwili Road crossing A40, Carmarthen 

 

3.9 Length of line lost to development 

 

Location Length Development type 

Aberystwyth 1.00km residential and commercial 

Llanfarian 0.55km residential 

Tregaron 0.76km residential and commercial 

Lampeter 0.52km residential/educational 

Llanybydder 0.60km industrial and residential 

Llanfihangel-ar-arth 0.22km residential/commercial 

Table 2: Summary of track bed lost to development (excludes isolated properties built across the route) 

 
 

3.10 Land ownership and acquisition 
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As discussed earlier, it is likely in certain areas an iterative process will be needed to 

develop and evaluate alternative route options.  One key consideration will be the ownership 

and current usage of the land in question.  This will require a high level assessment of the 

cost of acquiring the land (including all compensation and legal costs). As shown below, 

much of the land in question is classified as Grade 4 agricultural land. 

 

A high level desk-top study suggests there are up to 1000 landholdings affected by the 

potential re-opening.  These range from the Gwili Railway and Ceredigion Council to the 

owners of individual apartments on properties whose access could be affected by the route.  

Much of the land is farmland, and whilst only a small strip may be required for the railway, in 

many cases a whole field may need to be purchased if access is no longer possible to the 

remaining section, or alternatively a structure would need to be built to provide that access.   

 

To determine the potential risk of delivery as a result of land ownership issues along all 

alternative route options the next stage study should identify and estimate the value of the 

following: 

 

 the principal land interests along all alternative routes which could potentially require 

CPO; 

 any Crown Land – this cannot be compulsorily purchased and would need to acquire 

by agreement;  

 any Common Land, public open space or allotments (which may generate a need for 

Certificates or to undergo Special Assembly procedures); and 

 any public rights of way which would require diversion. 

 

An indicative cost for this study would cost is in the region of £15k. 
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Figure 24: Land classification of original route 
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4.1 Wales Transport Strategy 2011 
 

The Wales Transport Strategy sets out the policy framework for transport within Wales, with 

the objectives of: 

 

 Reducing greenhouse gas emissions and other environmental impacts; 

 Improving public transport and better integration between modes; 

 Improving links and access between key settlements and sites across Wales 

and strategically important all-Wales links; 

 Enhancing international connectivity; and 

 Increasing safety and security. 

 

The re-opening of a rail connection between Carmarthen and Aberystwyth would 

contribute towards all of those objectives, but particularly the third.  Aberystwyth and 

Carmarthen may only be the 24th and 31st largest localities in Wales by population 

(according to the 2011 Census), but are key regional centres.   To travel between 

them by rail requires a 6 hour trip via Cardiff and Shrewsbury.  A new rail connection 

between Carmarthen and Aberystwyth could also assist in achieving improvement to 

all-Wales links by rail, especially if considered as part of a longer route from South to 

North Wales avoiding the busy Marches line via Shrewsbury.  This is shown below.   

 

Faster connections between Cardiff and Carmarthen (as a part of an objective to 

improve Cardiff-Aberystwyth rail journey times in conjunction with the re-opening of 

Carmarthen-Aberystwyth) could be achieved through upgrading the primarily freight 

Swansea District Line.  Whilst this avoids the need to reverse at Swansea (former 

High Street station), it also means not serving a key market in Swansea city centre.  

Proposals exist for potential new stations in the suburbs to offer an alternative station 

to serve Swansea.  These are not considered here. 

 

 

4 Strategic Context 



 

26 

 

 

Figure 25 : Potential role of the line in providing all-Wales rail links 

 

It should be noted, however, that there are alternative routes which could be considered for 

north-south rail links using former rail corridors including Cardiff-Merthyr Tydfil-Brecon-Builth 

Wells – Newtown- Oswestry-Wrexham.  The original intention of the North and South Wales 

Railway to link Cardiff more directly with Bangor via Aberystwyth and Llandeilo (rather than 

Carmarthen) could also be resurrected.  This would require a brand new formation between 

Llandeilo and Lampeter as although authorised through the necessary parliamentary 

processes in 1886 and 1908 the topography in the area was a key factor in no rail 

connection historically ever having been built between those two towns.  It is understood 

Network Rail may have carried out some preliminary studies on building a new line in this 

area.   
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4.2 National Transport Finance Plan (July 2015) 

 

 
The above document 

 

 Provides the timescale for financing schemes undertaken by the Welsh Government 

 Provides the timescale for delivering these schemes and detail the estimated 

expenditure required to deliver the schemes 

 Identifies the likely source of financing to allow delivery to take place 

 

The Carmarthen-Aberystwyth re-opening is not explicitly mentioned in this document, 

however scheme reference RI18 is to, more generally 

 

Consider opportunities to bring disused railways back into the transport network 

subject to viability through feasibility studies and economic appraisal/evaluations on 

a case by case basis. 

 

 

4.3 Network Rail Wales Route Strategy 
 

Network Rail currently own and manage all national rail infrastructure in the UK.  The Wales 

Route recently published is draft Route Strategy, which outlines opportunities for funders for 

the priorities for future investment.  The focus of this study, in line with other Route 

Strategies nationally, is on assessing capacity requirements to cater for volume growth in 

both passenger and freight markets 

. 

Forecasting ahead to 2043, no infrastructure capacity issues were identified in the study for 

the West Wales area and no significant schemes identified.  No new stations or new lines 

were discussed.  Indirectly the area will benefit from the electrification of the Great Western 

Main Line to Swansea.  It is too early to say exactly what the timetable impact will be, 

however it would be expected that the residual diesel service west of Swansea will need to 

be re-configured around the electric service from the east to optimise connections. 

 

Network Rail have confirmed to AECOM that they not carried out any preliminary studies into 

the potential re-opening of the Carmarthen-Aberystwyth railway. 

 

 

4.4 Carmarthenshire Unitary Development Plan (adopted July 2006) 

 
The above plan makes a general reference to redundant railway corridors, in policies T12 

and T13 below 
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T12 – REDUNDANT RAILWAY CORRIDORS 

IT IS THE POLICY OF CARMARTHENSHIRE COUNTY COUNCIL NOT TO PERMIT 

DEVELOPMENT PROPOSALS WHICH WOULD PREJUDICE THE RE-USE OF 

REDUNDANT RAIL CORRIDORS WHICH ARE CONSIDERED APPROPRIATE FOR 

POTENTIAL FUTURE RECREATIONAL OR RAIL DEVELOPMENT PURPOSES.  

 To prevent development proposals which would result in the severance of 

former railway or mineral lines.  

Note: The Plan area has a number of former railway lines which have considerable potential 

for recreational uses such as cycleways, walkways and bridleways. Consideration also 

needs to be given to the possibility of rail routes being used once again in the future for rail 

traffic. 

The Carmarthen-Aberystwyth Railway is not explicitly mentioned in the development plan, 

and in spite of the above general policy, the accompanying maps still show many areas of 

land on the former alignment designated for housing and other development uses, as shown 

in the example for Pencader below. 

 

Figure 26: Development plan for Pencader 

 

Of further interest is a separate policy regarding the Gwili Railway. 

 

T13 – GWILI RAILWAY 

IT IS THE POLICY OF CARMARTHENSHIRE COUNTY COUNCIL NOT TO PERMIT 

DEVELOPMENT PROPOSALS WHICH WOULD PREJUDICE: 

(I)THE EXTENSION OF THE GWILI RAILWAY NORTHWARDS TO 

LLANPUMSAINT AND SOUTHWARDS TO THE OLD STATION SITE IN 

CARMARTHEN; 

(II)THE PROVISION OF NEW STATIONS AT LLANPUMSAINT, GLANGWILI 

AND OLD STATION ROAD, CARMARTHEN, AS SHOWN ON THE 

PROPOSALS MAP. 
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THE PROVISION OF NEW STATIONS AT LLANPUMSAINT, GLANGWILI AND OLD 

STATION ROAD, CARMARTHEN, AS SHOWN ON THE PROPOSALS  

Note: The Gwili Steam operated railway is an important tourist attraction and the Council will 

support the long-term proposals to extend the line northwards ultimately to Llanpumsaint and 

southwards to Carmarthen Town. 

 

4.5  Ceredigion Local Development Plan (adopted April 2013) 
 

Policy DM 04 is of relevance to the re-opening of the rail line between Carmarthen and 

Aberystwyth. 

 

Policy DM04: 

Sustainable Travel Infrastructure as a Material Consideration 

 

The protection, enhancement or complementary development of former or existing 

transport infrastructure with potential to provide for more sustainable travel will be a 

material consideration in all development. 

 

Transport infrastructure with potential to provide for more sustainable travel’ in the 

Ceredigion context includes existing/former/disused railway lines and rail sidings, public 

rights of way, footways and transport interchanges. It may also refer to harbours and 

waterways. 

 

In Ceredigion, the longer term aspirations for alternative transport modes and for 

reintroduction of freight services in some locations are supplemented by a recognition of the 

potential functional and tourism/recreational value of former railway lines and associated 

land holdings for cycling, walking and riding as well as for potential locomotive enthusiast-

based tourism development. Such potential proposals would need to be served by 

interchange areas, so it is important that railway sidings and adjacent holdings are also 

safeguarded from alternative development that would be inconsistent with such uses. 

 

The Proposals Map indicates lengths of the following four former railway lines which have 

not been developed for other purposes. These lie on the Aberaeron-Lampeter: 

Aberystwyth-Carmarthen: Cardigan-Whitland and Newcastle Emlyn-Carmarthen routes 

 

 

4.6 Further work 
 

There is no explicit reference to the potential project in any current statutory planning 

document, and indeed some specific policies could be in conflict with re-opening the line. 

 

AECOM are unaware of business assurance analysis having been carried out in relation to 

this project. 
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Figure 27: Green Book Guidance on public infrastructure projects (source: www.gov.uk) 

 

 
Some form of planning process such as that shown above is required to inform further 

engineering studies through answering the following:  

 

 What is the problem the project is intended to solve? 

 Is the project the best solution to that problem? 

 How would that be determined? 

 What are the intended objectives of the project? 

 Who is promoting and funding the project? 

 

Without answers to these questions, it is difficult to determine the applicable study area, and 

generate appropriate route or technology options for analysis.  The process for the selection 

of an ‘optimal’ Emerging Preferred Route should be transparent and based on evaluation 

criteria which reflect the objectives of the project as well as more generic factors such as 

capital costs, operating costs, journey time, patronage, environmental impacts, and 

stakeholder support.  The presence of the former rail corridor on any given sub-route may 

well provide the ‘optimal’ connection, but this will need to be proven and cannot be an 

automatic assumption.  This is particularly important in locations where use of the original 

alignment is identified as creating a negative environmental impact.  The consideration of 

alternatives is a key element of the environmental legislation relating to this type of 

infrastructure project.    A public consultation exercise would also be important at an early 

stage in route selection for a project of this scale likely to impact private property, however it 

is recognised this would raise expectations on the likelihood of the project being progressed. 

 

It would be expected that the objectives of the project would relate back to the Wales 

Transport Strategy. If the key objective is increasing all-Wales connectivity through reducing 

journey time between South Wales and Aberystwyth, then this project would need to be 

evaluated against alternative routes delivering the same objectives over a wide study area.  

This could include enhancing the existing rail route between Cardiff and Llandeilo (via the 

Swansea District Line) and building a new direct line between Llandeilo and Lampeter.  

http://www.gov.uk/
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Engineering studies would focus on straightening alignments and high top speed, with a 

minimum number of intermediate stops.   

 

On the other hand, if the key objective is increasing public transport use for journeys to work 

within the Carmarthen-Aberystwyth corridor, then the project would need to be evaluated 

against investment in other modes of transport such as more frequent or faster buses, as 

well as alternative rail routes such as via Aberaeron instead of via Tregaron.  Engineering 

studies would then focus on the provision of more stations serving residential developments 

within commuting distance of the larger towns, with an emphasis on delivering peak 

frequency, possibly requiring more double track.  Integration with the rest of the national rail 

network is less critical, potentially saving major elements of construction cost accessing the 

existing stations (river bridge at Carmarthen and tunnel or property at Aberystwyth).  A 

completely stand-alone line also opens up possibilities for alternative, innovative approaches 

to infrastructure development and train operation, independent of Network Rail and 

franchised train operation.  

 

There is an iterative process in trading off the value of different potential objectives, such as 

minimum end-to-end journey time (the shortest, straightest alignment) versus capital cost 

(building new structures to remove speed-reducing curves or smooth gradients).  Existing 

rail services in West Wales require considerable state subsidy, therefore any increase in 

overall maintenance and operating costs versus revenues will need to be subject to an 

ongoing funding commitment.   

 

 

Figure 28: WelTAG appraisal process 

 

WelTAG provides a formal appraisal framework for infrastructure development within Wales.  

As a next step, prior to any further engineering assessment it would be expected that the 

planning stage of this process is carried out.  An indicative cost for this work would be in the 

region of £40-£50k, and include an element of public consultation. 
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Further stages of appraisal would require the development of multi-modal transport 

modelling in addition to more detailed cost engineering and environmental assessment.  An 

indicative cost for this work would be in region of £1m. 
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5.1 Possible Consenting Routes 
 

The possible consenting routes that could be considered for this project are: 

 

Consenting 

route 

Primary 

legislation 

Decision 

making 

authority 

Consenting route 

summary 

Timeframe for 

the 

determination 

of the consent 

application 

Transport 

and Works 

Act Order 

 

Transport and 

Works Act 

1992 

Welsh 

Government 

Legal Order for a guided 

transport scheme in 

England and Wales 

promoted by private 

companies/public 

authorities. 

 

Requires other consents 

to still be applied for e.g 

planning permission; 

listed building consent 

but would all be 

determined at the same 

time by the same 

decision maker. 

Determination process 

is typically by public 

inquiry. 

There are no 

statutory 

timeframes 

however 

typically from 

the date of 

submitting the 

application it is 

12-18 months 

before a 

decision is 

made.  

Hybrid Bill  Act of 

Parliament 

(Private Bill) 

UK 

Government 

Bill enacted by 

Parliament for major 

schemes promoted by 

private companies/ 

individuals which 

currently goes through 

the parliamentary 

process of the House of 

Commons and the 

House of Lords.  Those 

with an interest have the 

ability to petition it. 

It tends to be for larger 

schemes and can be 

changed through the 

process to address 

petitioners’ requests. 

No statutory 

timeframes but 

previous 

projects e.g 

Crossrail have 

taken 3 years  

Application 

for a 

Planning 

(Wales) Act 

Welsh 

Government 

Forthcoming application 

route for schemes 

Recently 

completed 

5 Consent Processes 
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Consenting 

route 

Primary 

legislation 

Decision 

making 

authority 

Consenting route 

summary 

Timeframe for 

the 

determination 

of the consent 

application 

Development 

of National 

Significance 

(DNS)  

2015  

 

defined as 

Developments of 

National Significance.  

Application will directly 

to Welsh Ministers, 

though administered by 

the Planning 

Inspectorate (Wales).  

Although the Ministers 

are yet to publish the 

regulations, the 

anticipated format will 

be akin to a DCO 

application under the 

Planning Act 2008 

procedures.  This is 

likely to involve the 

application being 

considered by an 

Inspector(s) at a hearing 

or Inquiry, before 

making a 

recommendation to the 

Welsh Ministers.  Welsh 

Ministers will take the 

final decision.  A 

process for parallel 

tracking of ‘secondary 

consents’ alongside the 

DNS is likely to be 

included in this route. 

consultation on 

new Planning 

(Wales) Act 

2015, so final 

procedures to 

be published 

but anticipated 

36 weeks for 

decision. 

Planning 

Consent 

Town and 

Country 

Planning Act 

1990 and 

potentially the 

Planning 

(Wales) Act 

2015  

Local 

Planning 

Authorities 

along the 

route 

Planning permission 

granted to carry out 

development applied for. 

 

Requires other consents 

to still be applied for 

separately e.g  listed 

building consent  

Determination process 

is typically by elected 

members deciding at a 

planning committee.  

16 weeks 

(major 

application with 

environmental 

impact 

assessment) 

Table 3: Possible consenting routes 
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5.2 Further Work 

 
In parallel to any further engineering studies, further work would be beneficial to determine 

the process to be followed to grant consent for the construction of the line. 

 

An analysis of the opportunities and constraints of each of the above consenting routes 

should be presented and a preferred process selected. This analysis should consider the 

following: 

 

 Timescales for the process – set out a high level consenting programme for each 

and the key risks to the delivery of the consent e.g there are no statutory timescales 

for Hybrid Bill and TWAO. 

 The scope of the consent sought – e.g does the consent applied for cover the 

works required or would other consents be required? Does it provide powers for the 

Welsh Government to acquire land compulsorily; construct temporary construction 

compounds; or stop up rights of way?  Are other consent-granting bodies involved in 

all or part of the development sought (eg. Multiple local authorities, or separate 

authorities for associated development). 

 Cost - indicative costs of the consenting process pre and post application should be 

considered.. 

 Risks associated with the decision making body  - any constraints foreseen with 

their ability to determine the application for consent e.g if planning permission is 

applied for it could be required from a number of local authorities rather than one 

decision maker. 

 Risks associated with stakeholder and community feedback – identify any high 

level risks or benefits to engagement through the respective consenting routes. 

 The ability to challenge the consent – e.g a hybrid bill once enacted cannot be 

challenged. All other consents can be judicially reviewed. 

 

For the preferred consenting route selected, a detailed consenting programme and scope for 

the application should be prepared. In addition, a resourcing plan identifying the resources 

required to prepare the application documentation e.g legal team; planning team; 

engagement team; environmental team; and property team; and the resources required for 

the post application submission process e.g expert witnesses, should be set out. 

 

The feasibility study should also identify and appraise the potential risks to obtaining 

consent.  An outline planning policy risk assessment should be presented. Policies to be 

considered include Planning Policy Wales and relevant adopted Development Plan policy. 

This should also consider the scheme’s proximity to and potential impact upon the following 

designations/receptors: 

 

 National Park 

 Heritage designations e.g Listed buildings; Scheduled monuments; Conservations 

Areas. 

 Biodiversity designations e.g Special Areas of Conservation; Sites of Special 

Scientific Interest. 

 Landscape designations e.g Areas of outstanding natural beauty 
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 Flood risk/presence of water resources. 

 Residential areas/incompatible adjacent uses. 

 

 

An indicative cost for this consent process study would be in the region of £20k-£30k. It 

would require the use of senior staff with experience, and in particular able to interpret the 

recent Planning (Wales) Act 2015.  
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6.1 Introduction 

 

Transport proposals commonly impact upon the wider environment. It is important to 

understand the extent of these impacts and take a long-term view, which reflects concerns 

with sustainability and the condition of the wider environment for future generations. 

 

The environmental outcomes from the Wales Transport Strategy are: 

 

 Increase the use of more sustainable materials; 

 Reduce the contribution of transport to greenhouse gas emissions; 

 Adapt to the impacts of climate change; 

 Reduce the contribution of transport to air pollution and other harmful emissions; 

 Improve the impact of transport on the local environment; 

 Improve the impact of transport on our heritage; 

 Improve the impact of transport on biodiversity. 

 

At present, there is no complete parallel to the economic analysis which provides a valuation 

of the impacts. This is an area where valuation techniques are developing and where future 

appraisal guidance will reflect changes in the availability and acceptability of valuations of 

environment impacts. At present, therefore, under the environment impact area there are 

unavoidably numerous criteria; nevertheless, it is possible to apply the same results – 

outputs – impacts approach to these. 

 

The objective of the Environmental scope at this stage is to therefore identify the key 

constraints and opportunities in both overall scheme viability and in broad option selection.  

  

It is important to recognise that a viable scheme will require evidence that is appropriately 

robust to inform decision making.  It should also provide the basis for future development for 

possible later requirements of the scheme, such as a Major Scheme Business Case, which 

would need to be supported by a WelTAG Environmental Appraisal, and a planning consent 

process (whether hybrid Bill, Development Consent Order or Transport and Works Act), 

which would need to be supported by an Environmental Statement. 

 

6.2 Environmental Constraints  

 

An Environmental Constraints map has been prepared for the broad route corridor and an 

extended study zone.  This is shown in Appendix A and covers the statutory environmental 

features as recorded by Natural Resources Wales.  Consequently, the map identifies those 

features of a high level of significance, because they are protected statutorily, and should, if 

at all possible, be avoided by the scheme.  If no reasonable alternative is identified and the 

6 Environmental Considerations 
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scheme is to proceed as in the public interest, then a more detailed review should be 

undertaken to identify how the impact could be reduced. 

 

The key findings for the immediate route corridor are as follows: 

 

 

Sheet 2 

 

• From Aberystwyth Station an SSSI runs approximately 550m adjacent to the western 

boundary of the track.  

• A Scheduled Ancient Monument is located approximately 250m north east to the 

closest track boundary (Listed Building within scheduled monument site, possible Grade II* 

or Grade I). 

• As the track meanders south of Aberystwyth it comes within approximately 625m of a 

scheduled monument boundary in the west. 

 

Sheet 3 

 

• As rail corridor passes through Llanfarian, two SSSI’s are located along the Afon 

Ystwyth on the western boundary of the track. They are approximately 450m and 400m west 

of the track respectively.  

 

Sheet 4 

 

• As the track approaches Llanilar it runs adjacent to the Afon Ystwyth.  As the track 

meanders south to east a scheduled ancient monument is located approximately 250m north 

of the track. 

• The rail corridor passes through Llanilar and heads eastwards; a scheduled monument 

is located approximately 625m south and an SSSI is located further along the corridor 

around 600m south of the track.  

 

Sheet 5 

 

• An SSSI runs for approximately 1.1km along the northern edge of the track and runs 

alongside the Afon Ystwyth.  

• As the track meanders south and passes through Trawsgoods Crosswood, a Historic 

Landscape and Registered Battlefield is located approximately 300m east of the track and a 

scheduled monument is located approximately 350m west of the track. 

 

Sheet 6 

 

• The rail corridor heads southwards and as it passes through Tynygraug it runs directly 

adjacent to an SSSI on its eastern border. 

 

Sheets 7, 8, 9 

 

• The rail corridor continues south and begins to run through a Ramsar-designated 

wetlands site for approximately 2km and then runs directly adjacent to the Ramsar site for 

approximately 1.5km. SSSI within 150m north of the rail track 
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Sheet 10: 

 

• As the track passes south, it dissects the SAC designated River (Afon Teifi) twice and 

runs adjacent to it on three occasions  

 

Sheet 11:  

 

• As rail track approaches Olmarsh it passes directly through an SSSI for about 350m. 

• Further south, as the track approaches Llangybi it runs directly adjacent to an SSSI 

and SPA on its eastern boundary for about 250m. 

 

Sheet 12: 

 

• Continuing in a southward direction the rail track runs parallel to a river which is 

designated as a SAC and an SSSI. The SAC and SSSI are approximately 100-150m west of 

the track.  

 

Sheet 13:  

 

• Approaching Llanbedr Pont Stefan/Lampeter the track crosses the Afon Teifi  SAC 

which is also designated as an SSSI 

 

Sheets 14, 15, 16: 

 

• Rail track runs eastwards and adjacent to the Afon Teifi SAC and SSSI of varying 

distances between 100-300m 

 

Sheet 17 

 

• As rail track approaches Llanfihangel-ar-arth it crosses an SAC and SSSI (Afon 

Gwyddgrug) and a scheduled monument is located approximately 50m west of the track. 

 

Sheets 18, 19, 20 & 21 

 

• The rail track dissects through a number of deciduous woodland and runs adjacent to 

the Afon Gwili; the proposed route also transects the river at a few points along its route.  

 

Sheet 22: 

 

• As the rail track approaches Carmarthen the track bends westwards into a zone of 

historic landscape. The Afon Tywi is designated as a SAC and SSSI and is approximately 

125m to the rail track at its closest boundary. 
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Figure 29: Site of original Strata Florida station heading south through RAMSAR-designated area 

 

The key constraints that are potentially directly impacted and need to be considered further 

through an Appropriate Assessment are: 

 

 Wetlands site at Cors Caron - Ramsar site 

 SACs Afon Tywi and Afon Teifi (also a SSSI) 

 

These are officially designated by the EU and any impact would need to be demonstrated to 

be in the national interest where no alternatives exist.  

 

6.3 Further work - Environmental Scoping Study  

 

The next stage environmental scoping study should incorporate the following deliverables: 

 

 WelTAG Appraisal Summary table 

 Environmental Appraisal Report (containing baseline information) 

 Constraints mapping (GIS) 

 Input to overarching route optioneering 

 Appropriate Assessment of European Sites 

The Environmental scoping should be in accordance with WelTAG section 7.  It should be 

developed along with other aspects of the WelTAG planning stage (described in an earlier 

chapter), which include problem identification/proposal rationale, objective setting (these are 

interactive processes), option development and testing.  In addition, consideration should 

also be given to the environmental requirements that are specific to the consent routes that 

are identified.  Within the broad spectrum of environment consideration must also be given 

to stakeholder engagement and recognising the critical stakeholder groups and when 

engagement should commence and how stakeholder engagement is a critical part of the 

consent process. 

 

In addition to the WelTAG, it will be important to consider a number of other broad 

environmental topics to inform scheme viability.  Working with the design team the following 

environmental topics should be considered as part of the feasibility study with consideration 

given to the likely risk of significant effects. It is important to emphasise that this is not an 



 

41 

 

environmental assessment but a high level identification of the likely issues associated with 

each of the topic areas during both construction and operation:- 

 

1. Agriculture, forestry and soils 

Farm crossings 

Areas of forestry and ancient woodland 

Farm dwellings and building affected 

2. Air quality 

Air quality management areas 

3. Climate 

Potential climate change risks to be considered in relation to the alignment 

4. Community 

Identify Community facilities, assets, property and infrastructure that may be affected 

Potential community benefits 

5. Cultural heritage 

Listed buildings and historic sites likely to be affected 

Archaeological sites and sites listed in the HER and the National Record of the 

Historic 

Environment (previously known as National Monuments Record )Hedges protected 

under Hedgerow Regulations (The Hedgerows Regulations, 1997 

Conservation areas 

6. Ecology and conservation 

Designated sites and their importance 

Ecological records ecological receptors with the potential to be directly or indirectly 

affected by the Proposed Scheme, including sites designated for their nature 

conservation value, records of legally protected or otherwise notable species, and 

habitats and species and habitats of nature conservation value from existing records. 

7. Land quality and contamination 

Significant areas with risk of contamination 

Landfill sites 

Areas of contaminative industrial activity 

Geological SSSI or Local Geological Sites, also known as Regionally Important 

Geological Sites (RIGS); 

Areas of previous or current underground or opencast mining; and 

Areas of designated mineral resources. 

8. Landscape and visual impacts 

Designated areas and receptors likely to be affected including World Heritage sites, 

AONBs, Conservation Area, Regional, and local parks, Green Belt, public open 

space 

9. Socio-economics 

Potential socio-economics benefits 

Impacts on businesses 

Employment opportunities 

Areas of economic benefit 

10. Sound noise and vibration 

Locations and types of receptors that may be affected including eg  

residents, theatres, sound recording/broadcast studios, places of meeting for 

religious worship/courts/cinema/lecture theatres/museums/small auditoria or halls 

Offices/schools/colleges/hospitals/hotels/libraries 

11. Traffic and Transportation  
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Consideration of the following:-  

Changes in traffic 

Alterations required to road layout/closures/diversions/widening/alterations 

(including stopping and passing places)/junction improvements/diversion 

of rights of way; 

Changed access to properties and places of work; 

Changes to journey times and journey distances for private and commercial vehicle 

occupants; 

Changes in accessibility, journey times, distances or frequencies for stations, 

interchanges and public transport; 

Changes to interchange, parking, taxi parking/ operation, and delivery and servicing; 

Changes to bus routes and stop locations;  

Changed journey times and distances, and changes in amenity and ambience, for 

vulnerable road users and waterway users. 

Other transport mode interfaces 

Issues to be identified for the TIA scope 

12. Waste and material resources 

Estimate of likely cut/fill balance 

Types of bulk materials likely to be required 

Potential sources of bulk materials 

13. Surface water, ground water and flood risk 

Identify water bodies and main rivers potentially affected 

Flood Zones 

Aquifers 

14. Sustainability 

Opportunities for sustainability initiatives and efficiency improvements 

 

 

An indicative cost to carry out this environmental scoping study would be in the order of £25-

30k 
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7.1 General 

The Aberystwyth to Carmarthen Railway was a single track railway line constructed on a 

single track formation, with single track bridges.  This presents an immediate problem along 

those lengths of the route that have been converted into a cycle track.  There may not be 

sufficient width to accommodate both a single line railway and a cycle track without 

extension modification of the earthworks and structures or acquiring additional land.  The 

feasibility study will need to identify those parts of the route where the railway and cycleway 

cannot be accommodated within the existing footprint. 

Appendix B contains a Schedule of Crossings and Structures along the route. The schedule 

has been compiled from an examination of historic and current Ordnance Survey mapping 

and aerial and street-view photography available in the public domain, supplemented by a 

one-day visit to selected sites.  Consequently, the information in the Schedule may not be 

current, complete or entirely accurate.  Some of the private accesses and farm tracks 

identified in the schedule may not have existed when the railway was in operation, but will 

need to be considered in any plan for reopening the line.  The Schedule is intended to 

provide a starting point for the future feasibility study, which would be reviewed, updated and 

developed following a detailed walkover survey undertaken as part of a full feasibility study. 

 

7.2 Geology 

 

The geology along the route comprises mainly Ordovician and Silurian sandstones, shales, 

mudstones, siltstones which are generally steeply dipping and faulted in places (for example 

a major though likely inactive fault is present associated with the Afon Ystwyth near 

Trawscoed). When unweathered the geology generally is likely to comprise a medium hard 

to hard rock with the mudstones and shales generally weathering to weak rock or gravelly 

soil, however, due to glacial and more recent erosion the depth of weathering is generally 

shallow. 

 

Superficial deposits are generally absent though glacial deposits occur in places and 

alluvium and river terrace deposits are present associated with rivers.  Peat marshland is 

also present in isolated patches of flat land (for example a large area near Tregaron).  The 

original construction method across alluvial and peat material are unknown, however 

previous experience of similar schemes has often led to complex reconstruction works in 

these environments.  
 

7.3 Earthworks and drainage 

 
Victorian earthworks are often significantly steeper and narrow when compared to modern 

equivalents, in many cases the Factor of Safety (FoS) of such earthworks when analysed is 

below that expected of modern Network Rail earthworks.  It is therefore important to 
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establish baseline goals for the scheme regarding the condition of earthworks at 

recommission.  

 

Most of the cutting and embankments which have not been built-over or removed are 

overgrown.  In order to allow the earthworks to be inspected it may be necessary undertake 

limited site clearance. The earthworks are likely to be in poor condition requiring remediation 

along the majority of the alignment. The condition of the earthworks and structures is 

expected to be better between Bronwydd Arms and Conwil as the Gwili Steam Railway is 

operating along this section.   Remedial works are likely to be varied and may include 

regrading, re-profiling or complete reconstruction. 

The study would draw together desk based research along with vitality important site 

observations made during a walkover inspection of the full route (land access permitting). 

The condition of the earthwork would be assessed in line with current standards. 

 

It is unlikely that any formation drainage or culverts will have been maintained the since the 

railway closed, unless there has been a local drainage problem.  All culverts will need to be 

recorded and checked to ensure that they are not collapsed or blocked. 

 

7.4 Level Crossings 

 
The Aberystwyth to Carmarthen railway had relatively few public level crossings, the most 

prominent examples being the crossing of the A485 at Tregaron and the crossing of the 

B4301 at Bronwydd Arms.  In addition to public road crossings, there were probably a larger 

number of private crossings.  These would have been either occupation crossings, carrying 

a private access road to an isolated farm or dwelling, or accommodation crossings, providing 

a landowner with access to land that had been severed by the construction of the railway.  

The Schedule in Appendix 2 has attempted to identify existing private accesses crossing the 

route that were not provided with a bridge; these would need to be verified on site.  It has not 

been possible to identify all the historic accommodation crossings and, in any case, the 

future access requirements of landowners would need to be established on an individual 

basis. 

Both the Welsh Government and Network Rail have a stated desire to remove level 

crossings from the rail network.  The restoration of the railway line between Aberystwyth and 

Carmarthen would therefore need to find alternative solutions at former level crossing sites.  

The most obvious solution is to provide a bridge to carry the road over the railway, but this is 

not always possible particularly if the crossing is adjacent to buildings.  The wider footprint of 

the approach embankment and the impact of the change in road level on accesses to 

properties may render this solution impractical.  This would be true at Bronwydd Arms and 

also, possibly, at Tregaron.  The alternative is then to close the crossing and divert the road.  

For example, at Bronwydd Arms, the best solution might be for the road to bypass the village 

completely, but this will add considerable cost to the scheme. 

For private accesses, it may be feasible to divert the access road parallel to railway until it 

meets the nearest public road. 

Given the relatively low frequency and speed of the proposed train service and the small 

number of road vehicle using some of the minor roads, it may be more cost effective to 
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retain some of the level crossings.  Each site would need to be assessed for risks and 

provided with an appropriate means of control. 

 

7.5 Bridges 

 

The schedule in Appendix B identifies over 90 bridge sites.  The exact number will have to 

be confirmed by a walkover survey as it has not been possible from mapping and 

photographic data to determine if some private crossings used a bridge or a level crossing.  

Also the distinction between a culvert and bridge is not always clear.  In Appendix B, the 

term culvert has been used to describe a buried structure or pipe through the base of an 

embankment.  The schedule represents our best estimate on the data available. 

The largest bridge on the line crossed the Afon Tywi immediately to the north east of 

Carmarthen Station with a total length of approximately150 m. The majority of the bridges, 

however, were single span structures consisting either of masonry arch or metallic girder 

(steel or wrought-iron) construction.  Masonry arch bridges are fairly resilient structures 

provided they have received a reasonable level of maintenance.  Masonry overbridges tend 

to suffer from sub-standard carriageway widths and parapets.  Old metallic bridges invariably 

suffer from corrosion and loss of section as the paint system is unlikely to have been 

maintained properly since closure of the line. 

  

Figure 30:   Bridge south of Lampeter 

 

Bridges that have been demolished would have to be replaced.  A particular issue for rail 

over road bridges is one of headroom.  Many historic railway bridges had substandard 

headroom and closure of the railway allowed these bridges to be demolished, providing 

unrestricted headroom and removing an operational restriction from the highway network.  

Reconstruction of these bridges would require full headroom to be provided.  This could be 

achieved by raising the railway, which requires raising adjacent embankments and possibly 

additional land take.  Alternatively, the road could be lowered, which may have an adverse 

impact on drainage, services, road alignment and accesses. Each bridge site would need to 

be examined in detail to find the optimum solution. 

Bridges that are still extant will need to be surveyed, inspected, assessed for load-carrying 

capacity and refurbished.  Bridges found to have significant defects or substandard-capacity 

will need to be repaired and strengthened – if the bridge is deemed to be beyond economical 

repair/life expired then it will need to be replaced.  If no historic records are available for the 

bridge, then the intrusive investigation may be required to establish buried details or material 

strengths. 
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7.6 Tunnels 

 
The original Aberystwyth to Carmarthen railway had three tunnels – two short tunnels under 

roads at Tynygraig and Bryn Teifi (Llanfihangel -ar-arth) and a 900m long tunnel south of 

Pencader.  All three tunnels are believed to be intact although their internal conditions are 

not known.   

Pencader Tunnel had at least two ventilation shafts and the condition of these would need to 

be established as part of the study. 

Safety critical elements, such the shafts and portals, will need to be investigated in detail as 

part of the feasibility study.  Risks must be assessed to ensure that they are managed in 

accordance with British Tunnelling Society (BTS) Guidelines and Network Rail Standards to 

as low as reasonably practicable levels.  Inspections should be carried out by Chartered Civil 

Engineers with similar tunnel experience and, where there is a potential for unlined lengths 

of tunnel/shafts, by a Chartered Engineering Geologist. 

 

  

Figure 31:  Bryn Teifi tunnel 

 

7.7 Stations 

 
Traws Link Cymru propose five stations on the route at Llanilar, Tregaron, Lampeter, 

Llanybydder and Pencader.  These stations are intended to provide a railhead for a wide 

geographical area.  Consequently, they will need to be provided with adequate car-parking 

(including disabled parking) and train/bus interchange facilities.  The feasibility study will 

need to consider the area of land required for car-parking, site drainage and access for road 

vehicles. 

It is assumed that the stations will be unstaffed, consisting of a 4-car long platform with 

lighting and a waiting shelter.  Direct step-free access to the platforms will be provided for 

disabled users.  Stations with passing loops will have two platforms and will need to be 

provided with a footbridge and access ramps, unless access to each platform can be gained 

from an adjacent road bridge.  It is not considered that lifts will be a practical solution at an 

unstaffed station. 

To operate even the most basic two-hourly passenger service, it is likely that at least three 

stations will need passing loops in order to provide some capacity for engineering or freight 

trains and to allow recovery from service perturbations. 
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Modifications will be required to the existing stations at Aberystwyth and Carmarthen in order 
to accommodate the additional Aberystwyth – Carmarthen service.  Aberystwyth Station 
originally had five platforms; now only one (originally platform 3) remains in use.  The 
northern island platform (platforms 1 and 2) has been largely demolished and built over. The 
site of the two southern platforms (4 and 5) which served the former line to Carmarthen is 
now used as the terminus of the Vale of the Rheidol Railway.  It is considered unlikely that 
the existing platform will be able to cope with the additional Carmarthen service without 
introducing unacceptable operating constraints; consequently, it is assumed that a second 
platform will be required.  This could be constructed along the north of the run-round loop 
facing the existing platform, on the site of the track that served the former platform 2. 
 
The revised approach alignment to Aberystwyth station will also need to consider crossings 
of the River Rheidol, Park Avenue/Boulevard de Saint Brieuc and the Vale of the Rheidol 
Railway. 
 
At Carmarthen station, reconnection the Aberystwyth line to the two existing platforms 
appears to be fairly straightforward.  If additional platform capacity is required, the disused 
platform face on the east side of the station could be brought back into use. 
 

7.8 Other disciplines 
 

Detailed track, electrical power and plant and signalling specifications for the feasibility study 

are given in Appendix C. 

7.9 Feasibility study 
 

Further details of the proposed full engineering feasibility study can be found in Appendix C.  
The proposed study would cost in the region of £350,000 and take around 90 days to 
complete.  
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8.1 Initial Run Time 
 

AECOM have used their train planning tool, ARTEM, to model operational aspects of the 

line.   

As a starting point, the following assumptions have been made: 

 Original vertical alignment throughout 

 

Figure 32: Original Vertical Alignment 

 

 A focus on meeting long distance markets rather than short distance commuting, 

therefore relatively few intermediate stations (5) at settlements with over 1000 

population.  (Figure 5 earlier)  

 Class 150 unit 

 No level crossings or other speed restrictions  

 50 mph top speed, in line with the Heart of Wales line. 

 30 second dwell at stations, with additional performance allowances for passing  

8 Operational Considerations 
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Both 2 hourly and hourly options were studied 

As the design progresses and the objectives of the project become clearer, run-time 

modelling can be refined in an iterative manner to achieve the optimal balance of journey 

time and cost. In some sections it may be possible to achieve a higher top speed than 50 

mph relatively easily, whereas in others speed restrictions will be necessary.  For 

example tight curve may be required to negotiate an existing bridge which would require 

a speed limit.  The cost of re-constructing that bridge to enable a straighter and faster 

alignment will need to be traded off against the value of the benefits provided.  Deviating 

from the original alignment to avoid property will also involve similar trade-offs. 

Modelling suggests an end to end journey time of less than 90 minutes could be 

achievable, with a five minute allowance for passing at the mid-point (which conveniently 

falls at Lampeter).  The former station site at Lampeter has been the subject of 

development, however there is still a reasonable area of flat land available. 

 

Figure 33: Lampeter station site 

  

 

 

 

 

Figure 34  Indicative train graph for 2 hourly service 
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An hourly service would require additional passing loops.  It is assumed here that all 

services are regular passenger services with the same calling pattern, but the paths could be 

used by freight or occasional tourist trains. 

 

 

Figure 35: Indicative train graph for hourly service 

 

An indicative hourly service based on the assumed inputs would theoretically require 

passing loops at Llanpumsaint and Trawscoed .  As these sites were formally stations, there 

is flat land available.  The land at Llanpumsaint is owned by Carmathenshire County Council 

and understood to be leased to a horticultural business.  At Trawscoed two detached houses 

have recently been built on the original station site, however the railway could be diverted 

into the adjacent farmland. 
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Figure 36: Council land ownership at Llanpumsaint 

 

l 

Figure 37 Possible site of Llanpumsaint passing loop 

 

As the trains would be probably stopping to pass each other, stations could be considered at 

these locations.  This is an example of potential iterations of the development of the scope of 

the project – additional stations would add cost and journey time for those travelling through, 

but increase the potential catchment for the line and provide an enhanced benefit  to the 

communities facing the impact of the railway line just passing through.   
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Figure 38: Former route through Trawscoed with recent housing on alignment indicated 

 

 

8.2 Fleet Operation 
 

An hourly service would require 4 units to operate as a stand-alone shuttle.  Two-hourly 

would require 2 units.  Assuming the line is physically integrated with the existing network, 

through services could potentially operate between South Wales and Aberystwyth or further 

north.   

At this stage, it is not necessary to determine in detail what the rolling stock to be used on 

the line will be, however any business case for re-opening the line will need to include the 

cost of purchasing or leasing trains.  Ideally trains would be stabled overnight at both ends to 

avoid empty running, at a location with an existing train crew depot such as Carmarthen and 

Machynlleth (north of Aberystwyth).  Servicing, fuelling and maintenance will need to be 

considered, taking into account the following: 

 The current infrastructure east of Aberystwyth is controlled using in-cab signalling 

European Rail Traffic Management System (ERTMS), which is only fitted to the 

Class 158 units in the current ATW fleet.   

 As mentioned earlier, following the electrification of the South Wales Main Line east 

Swansea, it is expected that the residual diesel services west of Swansea will be re-

configured.  To avoid all diesel units having to travel ‘under the wires’ for fuelling and 

maintenance at Cardiff, it is possible that a new diesel depot will be based at 

Carmarthen.  Trains currently stabling overnight at Carmarthen are fuelled and 

serviced elsewhere. 

 Capacity for additional vehicles at Machynlleth depot – there is currently theoretically 

‘spare’ capacity for six vehicles (3 units of 2 vehicles each), therefore works could be 

required to cater for the fourth unit mentioned above, or other rolling stock used over 

this line.  
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8.3 Freight  

 

Freight is not currently a major user of the rail network in West Wales.  The scale of 

infrastructure required to set up an intermodal facility (loading facilities, sidings, additional 

passing loops, servicing facilities, etc) could be substantial, requiring a significant volume of 

traffic to be viable.  Whilst there are some potential markets it is not expected these would 

have a significant role to play in determining the strategic case for re-opening the line.  

Timber is likely to have the greatest potential.  

 

 

8.4 Tourist trains 
 

The line passes through some particularly scenic countryside, and if re-opened would be 

likely to attract tourists for the trip in its own right, rather than simply getting from A to B. 

 

A particularly scenic option could be a circular route Llanelli-Carmarthen-Aberystwyth-

Shrewsbury-Llandeilo-Llanelli.  Demand for such trips is likely to be seasonal, and could be 

popular for occasional charter specials, operated by steam and other heritage traction, 

subject to the necessary safety approvals and train paths. 

 

 

8.5  Alternative arrangements 
 

The base assumption within this report has been that this line would operate as part of the 

National Rail network, with Network Rail acquiring, owning, maintaining and operating the 

infrastructure and the franchised train operator (currently Arriva Trains Wales) leasing rolling 

stock, supplying train crew, managing stations and operating the passenger service as an 

integral part of the franchise, specified and subsidised by the Welsh Government. 

Alternative structures could be considered, with a more local community focus and 

independent of some of the cost drivers associated with the National Rail network.  

Regardless of ownership, safety of all railway infrastructure and operations (including ‘minor’ 

railways) is managed nationally through the Office of Rail and Road and HM Railways 

Inspectorate.  The Gwili Railway could be part of that alternative structure, either as 

infrastructure owner/maintainer, operator or both. 
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At this stage with a number of potential options to divert away from the original alignment 

including tunnelling, it is not possible to give an estimated construction cost with any degree 

of accuracy, however we feel it is appropriate to make comment on the cost estimates 

produced by Traws Link Cymru (TLC).  Whilst many of the costs produced are fair and 

demonstrate relevant research from other rail projects, our experience would suggest in 

general they contain a degree of optimism bias and do not appear to allow for professional 

fees.  

 

The construction cost estimates below are in addition to the cost of preliminary planning and 

appraisal and obtaining consent which could run to several million pounds (more if there are 

substantial objections).  The sponsor of the project should also expect a significant element 

of public consultation for a project of this scale.   

 

A very high level view is to allow £350m but with a high tolerance for contingency and risk 

making an indicative total of around £505m excluding land.  Greater contingency will be 

required for any new formation away from the original route, particularly tunnels where 

ground conditions are currently unknown. 

 

         Estimate Contingency Total 

Preparing trackbed        £25m  +25%  £31.25m 

 

Track laying1       £100m +25%  £125m 

 

Structures2         £150m +70%  £255m 

 

Stations3         £25m +25%  £31.25m 

 

Signalling4         £50m +25%  £62.5m 

 

Construction Cost excluding Land     £350m     £505m 

 

 
1 Dependant on the design, i.e. passing loops and methodology of signalling controls 

 
2 Includes new tunnel at Aberystwyth (engineering study will refine the cost estimates, but it 

is expected to be considerably in excess of the suggested sum of £60.5m).  Experience of 

designing complex bridge structures indicate that the bridge over the Afon Tywi at 

Carmarthen could cost as much as £25m, far in excess of the £10m suggested. The cost of 

a new bridge over the Afon Rheidol at Aberystwyth will very much depend on the route 

selected, but could be in the order of £10m. Experience has shown that renewal and 

replacement work to bridges can be considerably more than the suggested average of 

£780k per bridge. We would allow a minimum of £1m per bridge. 

 

 
 

9 Construction Estimate  
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Figure 39: Site of major river crossing at Carmarthen 

 

 
3 There are often significant associated works such as road improvements, and car parking 

that can add significant costs. However an allowance of £5m for an unstaffed station seems 

acceptable.  This does not include for any modifications to Carmarthen or Aberystwyth 

stations. 

 
4 At this stage it is not known what type of signalling would be required and how much 

integration would be required with the existing operation.   

 

Compulsory purchase costs do not normally form part of a construction cost estimate, but do 

form part of the overall project costs. It is impossible at this stage to comment on this 

suggested cost of £230M.  The figure quoted by Traws Link Cymru of £20k per mile of old 

trackbed seems fair; however, there will be access points to negotiate / purchase together 

with legal costs which make the suggested number look low.   

 

The total project cost, including land and obtaining consent, could therefore be up to £750m.  

 

The estimate for the construction costs of reopening the railway would form part of any full 

feasibility study that may be commissioned.   

 

Given the relative significance of only a small number of areas in the overall scheme, local 

studies could be carried out focussing purely on the more significant engineering or 

environmental challenges and providing a more robust cost estimate in those areas.       
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There would be expected to be a considerable degree of uncertainty on a project of this 

scale.  Possible project risks will include  
 

 Lack of capital funding 

 Lack of funding for services to operate over the line 

 Poor Benefit Cost Ratio 

 Objections from landowners and other key stakeholders 

 High cost of environmental mitigation 

 Condition of assets 

 Incorrect demand forecasts  

 Optimism bias in costs 

 

A more detailed risk register would be included as part of a full feasibility study. 

  

10 Risks 
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11 Summary of Possible Further Work 
 

 

 

A number of potential pieces of further work have been mentioned during this report, which 

would be advantageous to have been carried out prior to a detailed engineering feasibility 

study.  Indicative costs for these are summarised below: 

 

WelTAG planning stage study  £40k-£50k 

Consent process study    £20k-£30k  

Land ownership      £15k 

Environmental scoping    £20k-£30k 

Local studies on specific challenges Depending on area 
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Appendix A: Environmental 

Constraints maps 
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* Crossing Types used in the table below:  

OB - Overline Bridge,  

UB - Underline Bridge, 

LC - Level Crossing,  

T - Tunnel  

V - Viaduct,  

C - Culvert 

 

 

 

 

 

 

 

 

 

 

 

 

Appendix B: Schedule of Crossings 

and Bridges 
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Former 

Station 

Crossing Name Type * OS Coords Length Construction Status Comments 

                  

                  

Aberystwyth River Afon Rheidol UB SN 585 811     Demolished   

  Public road A487 Penparcau 

Road 

UB SN 583 810     Demolished Road realigned 

  Private access   OB SN 581 807     Demolished Area obliterated by housing 

  River Nant Paith UB SN 591 792     Extant Possibly re-decked since closure 

  Public road <unclassified> UB SN 591 789     Demolished Adjacent trackbed obliterated by 

housing 

  Private access   OB SN 588 784     Extant   

Llanrhystyd 

Road 

Public road A487 Antaron 

Avenue 

UB SN 590 780     Demolished Adjacent trackbed obliterated by 

housing 

  Accommodation   OB SN 600 767     Extant?   

  River Afon Ystwyth UB SN 603 762     Demolished   

  Afon Fad   UB SN 604 761     Extant?   

  Public road <unclassified> LC SN 607 757     -   

  Public road <unclassified> UB SN 619 756     Demolished Cycle track ramps down to road level 

Llanilar River Nant Adail UB SN 623 754     Extant   

  Public Road B4575 road UB SN 663 734     Demolished One abutment remains 

Trawscoed Public road <unclassified> UB SN 665 728   Masonry Arch Extant   

  Public road <unclassified> OB SN 666 718     Demolished?   

  River Nant Cleirch C SN 668 714     Extant   

  Public road <unclassified> OB SN 669 714   Masonry Arch Extant   

  Accommodation   UB SN 684 707     Not known   

  Watercourse   C SN 684 705     Extant   

Caradoc Falls 

Halt 

Tunnel Tynygraig 

Tunnel 

T SN 693 694 79m   Extant Tunnel unobstructed, carries B4340 

road 

  Public road B4340 OB SN 696 687     Demolished Cutting filled in locally 

  Public road <unclassified> UB SN 703 674     Demolished Cycle track ramps down to road level. 

Strata Florida Private access Maesbanadlog OB SN 710 672     Extant   
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Former 

Station 

Crossing Name Type * OS Coords Length Construction Status Comments 

  Watercourse   UB SN 710 644     Extant Possibly re-decked since closure - 

may not support railway loading 

  River Afon Teifi UB SN 709 664   Metallic? Extant Possibly re-decked since closure - 

may not support railway loading 

  Watercourse   UB SN 705 648     Extant Possibly re-decked since closure - 

may not support railway loading 

  River Afon Fflur UB SN 704 647     Extant Possibly re-decked since closure - 

may not support railway loading 

  Watercourse   C SN 703 642     Extant Possibly re-decked since closure - 

may not support railway loading 

Allt-ddu Halt Watercourse   C SN 703 640     Extant Possibly re-decked since closure - 

may not support railway loading 

  Private access Maes-Llyn LC SN 694 630     -   

  Watercourse   C SN 690 624     Extant   

  Private access   OB SN 681 611   Masonry Arch Extant   

  Watercourse   C SN 680 607     Not known   

Tregaron Public road A485 Station 

Road 

LC SN 679 603     -   

  Prviate access   LC? SN 678 599     - May have been constructed after the 

closure of the railway 

  Public road <unclassified> LC SN 676 596     -   

  River Afon Teifi UB SN 672 592     Demolished Pipe bridge present at bridge site. 

  Public road A485 OB SN 668 587     Demolished   

  Private access Trecefel OB SN 667 586   Masonry 

arch? 

Extant   

  Accommodation   UB SN 663 578     Extant   

  River Afon Teifi UB SN 663 577     Demolished   

  River Afon Teifi UB SN 662 574     Demolished   

  Accommodation Pant-Yr-Blawd OB SN 662 573     Extant   

Pont Llanio Public road <unclassified> OB SN 652 570   Masonry arch Extant   

  Private access   OB SN 643 566     Extant?   

  Private access Llanio-isaf OB SN 642 564     Extant   
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Former 

Station 

Crossing Name Type * OS Coords Length Construction Status Comments 

  River Nant Bryn-Maen C SN 635 559     Not known   

  Public road <unclassified> OB SN 632 555     Demolished   

  Private access Glan Gors OB SN 630 553   Metallic Extant   

Olmarch Halt Public road <unclassified> OB SN 625 547     Extant Parapet missing on north side 

  River Afon Dulas C SN 624 545     Demolished   

  Accommodation   LC SN 620 541     Extant   

  Accommodation   UB SN 615 534     Extant   

  River Afon Dulas UB SN 614 533     Not known   

  Public road <unclassified> OB SN 612 529     Extant North parapet missing, partially 

infilled? 

Llangybi Public road <unclassified> OB SN 611 529   Masonry arch Extant   

  Private access Tan-y-fforest LC SN 608 526     -   

Derry Ormond Public road <unclassified> LC SN 597 514     -   

  Accommodation   OB SN 589 506     Extant?   

  Private access Alltgoch LC SN 584 500     -   

  Accommodation   OB SN 581 493     Extant   

  Private access Mount Pleaseant 

Farm 

UB? SN 581 489     Demolished   

Lampeter Private access Bank Glandulas UB SN 582 486     Demolished   

  Public road <unclassified> UB SN 582 479     Demolished   

  River Afon Teifi UB SN 582 476   Metallic Extant   

  Public road A485 Bridge 

Street 

UB SN 581 476     Demolished   

  Private access Beili-coch LC SN 577 468     -   

  Watercourse   C SN 575 467     Extant   

  Watercourse   UB SN 572 465     Demolished?   

  Private access Fferm Felinfach LC SN 568 463     -   

  Watercourse   C SN 567 462     Extant   

  Accommodation   UB SN 563 462     Extant?   

  Accommodation   OB SN 560 463     Extant   
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Former 

Station 

Crossing Name Type * OS Coords Length Construction Status Comments 

  Accommodation   UB SN 555 462     Demolished South abutment remains - 

embankment to the north has been 

removed 

  Private access   LC? SN 553 460     -   

  River Nant Dolgwm UB SN 551 459     Extant?   

  Accommodation   LC? SN 548 458     -   

  Private access Cilyblaidd OB SN 541 456     Extant? New access road across infilled 

cutting immediately to the south. 

Llyn 

Pencarreg 

Halt 

Private access Heol-y-maes OB SN 535 454     Demolished Cutting infilled 

  Private access Maesisaf Farm LC? SN 532 449     -   

  Watercourse   C SN 531 449         

  Accommodation   UB SN 531 448     Extant?   

  Accommodation   UB SN 528 445     Extant?   

  River Afon Duar UB SN 524 444     Extant Used by access road to industrial unit 

  Mill Race   C SN 524 443     Extant?   

Llanybydder Public road B4337 Rhiw San 

Pedr 

OB SN 521 440     Demolished   

  Public road <unclassified> OB SN 520 438     Extant   

  Accommodation   UB SN 519 434     Not known   

  Private access Gwargraig OB SN 513 430     Extant   

  Public road <unclassified> UB SN 506 425     Demolished Abutments remain. Stream passes 

under road at this location 

  River Nant Ceiliog C SN 502 423     Not known   

  Public road Aberceilog 

Crossing 

LC SN 499 421     -   

  Accommodation   UB SN 493 421     Demolished All signs of the railway have vanished 

in this area. 

  Accommodation   UB SN 487 418     Extant   

  Public road   OB SN 482 412   Masonry Arch Extant   

  Watercourse <unclassified> C SN 480 411     Extant?   
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Former 

Station 

Crossing Name Type * OS Coords Length Construction Status Comments 

  Watercourse   C SN 480 411     Extant?   

  Public road <unclassified> OB SN 479 411   Masonry Arch Extant   

Maes-y-

crugiau 

Public road <unclassified> OB SN 476 410   Masonry Arch Extant   

  Nant Cwm-du   C SN 468 400     No known   

  Accommodation   OB SN 466 400     Extant   

  Private access Pantyfen-isaf UB SN 462 399     Extant   

  Public road B4459 

Llanfihangel-ar-

arth 

UB SN 456 397     Demolished Approach embankments demolished 

and built over 

Bryn Teifi Tunnel Bryn Teifi Tunnel T SN 454 393 92m   Extant Unobstructed - carries B4336 road 

  Watercourse   C SN 450 389     not known   

  Accommodation   LC SN 449 388     -   

  Public road <unclassified> UB SN 447 384   Metallic Extant 15'-0"headroom. Half-through girder 

bridge 

  River Nant Fylchog C SN 447 383     Not known   

  Watercourse   C SN 445 380     Not known   

  Public road <unclassified> OB SN 445 377   Masonry Arch Extant   

  River Afon Talog UB SN 446 363   Masonry Arch Extant   

Pencader Public road Castle Road UB SN 445 361     Demolished   

  Nant Gwen   UB SN 443 357     Not known   

  Private access   LC? SN 443 357     -   

  Private access Llynddwr Isaf LC? SN 442 353     -   

  Private access Felin Belle LC? SN 441 352     -   

  River Nant Gran UB SN 440 350   Masonry Arch Extant Approach embankments demolished  

  Private access Cwm-bychan LC? SN 438 348     -   

  Private access Nantygragen UB SN 430 344   Metallic Extant   

  River Nat Gran C SN 429 344     Not known   

  Tunnel Pencader 

Tunnel 

T SN 423 340 

to SN 417 

333 

901m   Extant Portals bricked up, ventilation shaft 

visible  

  River Nant Aeron C SN 417 329     Extant?   
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Former 

Station 

Crossing Name Type * OS Coords Length Construction Status Comments 

  River Nant yr Hebog C SN 418 318     Extant?   

  Private access Fronheulog UB SN 417 301     Extant?   

  Watercourse   C SN 417 300     Extant?   

Llanpumpsaint Public road <unclassified> UB SN 415 296   Masonry Arch Extant 12'-3" headroom 

  Watercourse   C SN 413 294     Extant?   

  Accommodation   LC SN 413 293         

  River Afon Gwili UB SN 408 291     Extant Trackbed owned by Gwili Railway 

  Watercourse   C SN 400 286     Extant? Trackbed owned by Gwili Railway 

  River Afon Gwili UB SN 398 284     Demolished Trackbed owned by Gwili Railway 

  River Afon Gwili UB SN 387 273     Extant Trackbed owned by Gwili Railway 

  Accommodation    UB? SN 385 272     Not known Trackbed owned by Gwili Railway 

  River Afon Gwili UB SN 385 264     Extant Owned by Gwili Railway - bridge 

used as private access to Dol Gwili 

Conwyl River Afon Gwili UB SN 387 262     Extant Owned by Gwili Railway 

  River Afon Gwili UB SN 393 259     Extant Owned by Gwili Railway 

  River Afon Gwili UB SN 396 258   Metallic Extant Owned by Gwili Railway - girders 

visible - no deck 

  River Afon Gwili UB SN 408 259     Extant In use by Gwili Railway 

  Private access   OB SN 409 259   Masonry arch Extant In use by Gwili Railway 

  Nant Cwm-

Dwyfran 

  C SN 413 249     Extant In use by Gwili Railway 

  Watercourse   C SN 417 247     Extant In use by Gwili Railway 

  Watercourse   C SN 418 239     - In use by Gwili Railway 

Bronwydd 

Arms 

Public road B4301 road LC SN 418 239     - In use by Gwili Railway 

  Public road <unclassified> LC SN 418 236     - In use by Gwili Railway 

  Private Access   LC SN 418 236       In use by Gwili Railway 

  River Nant Tinc C SN 421 230     - In use by Gwili Railway 

  Accommodation   LC SN 423 228       In use by Gwili Railway 

  Watercourse Mill race C SN 425 225     - In use by Gwili Railway 

  Public road A485 Dolgwili 

Road 

OB SN 430 217     Extant In use by Gwili Railway 
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Former 

Station 

Crossing Name Type * OS Coords Length Construction Status Comments 

  Public road Abergwili road OB SN 428 211   Concrete Extant New bridge over by-pass with 

passive provision for railway under 

west span 

  Private access   UB SN 425 208   Concrete Extant Existing bridge carrying bypass - 

extension required to carry railway? 

  Private access / 

watercourse 

  UB SN 423 207   Concrete Extant Existing bridge carrying bypass - 

extension required to carry railway? 

  Private access     - SN 416 200     Access road constructed after closure 

of the railway 

 River Afon Tywi V SN 415 199     Demolished   

Carmarthen Public road A484 Pensarn 

Road 

OB SN 414 198     Extant   
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C1 Civils 
 

C1.1 Underline Bridge Structures (Existing) 

 

The consultant shall arrange, wherever practical, to visit each underline bridge site and 

provide a report detailing the following: 

 Photographic record of the bridge 

 Local name or road name 

 Description of the form of construction 

 Details of headroom clearance to the structure and evidence of vehicle bridge strike 

damage 

 Recommendations for the provision of safe access across the structure 

 An inspection report of the condition of the substructure and superstructure 

 Details of major/minor repairs required 

 Recommendations for repair/replacement of the bridge superstructure 

 An indicative drawing showing the form of construction of the new deck 

 Recommendations for further investigative work and assessments. 

C1.2 Underline Bridges (Replacements) 

 

At a number of locations along the route, the superstructure or complete bridge is missing.  

An example of the latter case is the bridge over the Afon Towy immediately to the north east 

of Carmarthen Station which will require a new structure of up to 150 m span. 

Contained in Appendix B is a schedule of structures along the route that have been identified 

from aerial mapping.  The list below is not exhaustive and other bridge structures may 

require replacement following the engineering walkover.  

It is noted that existing bridges are subject to inspection and recommendation for further 

works. This may mean that the structures could be deemed to be beyond economical 

repair/life expired and may be required to be replaced. 

For each bridge structure, the consultant shall provide a drawing showing indicative details 

in plan, cross-section and longitudinal section of the superstructure and substructure. 

Clearly such drawing will be based on limited survey information, both topographical and 

geotechnical data; substructure detail, such as piles, should be shown indicatively for costing 

purposes only. 

For replacement structures, the consultant shall identify areas of land that are required for 

construction of the new underline bridge structure and potential temporary works required. 

New bridge structures shall be designed or assessed in accordance with Network Rail 

Company Standards and Railway Group Standards ie: 

GC/RT 5112 – Rail Traffic Loading requirements for the Design of Railway Structures 

GC/GN 5612 – Guidance on Loading Requirements for the Design of Railway Structures 

Appendix C: Engineering Specification for Feasibility Study 



 

89 

 

GC/RT 5212 – Requirements for Defining and Maintaining Clearances 

GC/RC 5510 – Recommendations for the Design of Bridges (residual applicable parts) 

NR/L3/CIV/020 – Design of Bridges 

NR/SP/CIV/035 – Assessment of Structures 

 

C1.3 Culverts 

 

During the engineering walkout, the consultant should establish the location of culverts.  A 

review of existing documentation, such as ordnance survey mapping, former Western 

Region 2 chain/inch record drawings should be carried out prior to the walkout to advise of 

possible locations of the culverts. 

It is recognised that considerable sections of the route are overgrown and therefore, where 

possible, the consultant shall, as part of the walkout survey, locate the culvert and reference 

to the route chainage.  Where possible the culvert headwall shall be inspected and 

inspection of the culvert carried out, from the headwall, to establish the structural condition of 

the culvert. 

The output from the desk study and walkover is a schedule of culverts, identification of 

where culverts may exist, whether discovered, inspected and condition. 

 

C1.4 Stations/Platforms 

 

Where stations have been determined from the demand forecasting, the consultant shall co-

ordinate with the track designer to establish the preferred location of a platform suitable for a 

4 car DMU. 

The location of the platform shall consider: 

 Track requirements for cant/curvature 

 Access to the platform for mobility impaired persons 

 Design solution that minimises construction and maintenance costs 

 Location of parking facilities near to the station for 30 vehicles 

 Provision of a footprint for ticket office 

 Facilities and waiting shelters 

 Track gradient issues, particularly if the platform is to be provided on a gradient of 

1:500 

The consultant shall consider the requirements of Railway Group Standards listed below in 

his design of the platforms: 

GI/RT 7016 –Interface between Station Platforms, Track and Trains 

GI/GN 7616 – Guidance on Interface Between Station Platforms , Track and Trains. 

 

C1.5 Station Car Parking 

 

Associated with each station, the consultant shall design a footprint layout of a car park with 

parking for 30 vehicles including three for mobility impaired persons. 
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The car park shall show the junction with the public highway and outline the associated 

works and consents required for gaining approval for the junction. 

The consultant shall undertake an outline design of the station car park inaccordance with: 

NR/L3/CIV/160 –The Design of Car Parks for Railway Stations and Depots 

 

C1.6 Overline Bridges (existing) 

 

At existing overline bridges, the consultant shall undertake a desk study to establish the 

ownership of the bridge. 

A site visit shall be carried out with a report on each bridge detailing: 

 Photographic record 

 Local name or road name 

 Description of form of construction 

 Approximate road widths at the bridge 

 Where access permits, the clearance from the track bed to the bridge deck 

 Identification of remedial works necessary or maintenance repairs to the structure 

An assessment of vehicle incursion risk with Table B1 of the document Interim Advice Note 

97/07 (IAN 97/07) – Assessment of and Upgrading of Existing Vehicle Parapets shall be 

completed for each structure. 

To support the report for each overbridge structure, a diagram showing plan and elevation is 

required, detailing works required, in particular those for vehicle incursion. 

 

C1.7 Overline Bridge Structures (replacements) 

 

Where it is identified that overline bridge structures have been removed, then an indicative 

design of a replacement structure in modern equivalent form is required- such as the use of 

standard con-arch units or prestressed beams. The design shall be sufficiently developed to 

include abutment works and associated highway works for costing purposes.  

The design deliverable should be in a format to allow preliminary pricing of the replacement 

structure, recognising limited topographical survey data and geotechnical data. 

 

C1.8 Buried Services 

 

The contractor shall identify all significant buried services that cross the railway formation 

and provide a record of these in tabulated format, along with identifying their position on the 

ordnance survey mapping. 

The consultant shall highlight those services where additional protection works are required 

to protect the buried service, particularly where they may have been installed with minimal 

cover to the existing formation. 
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C1.9 Level Crossings 

 

A review of former level crossings along the route is required by the consultant which should 

include a search concerning the legal status of the former crossing. Since the closure of the 

line a significant number of new crossings have been built. 

A site inspection of each crossing is required with photographs, location plans and a 

schedule of remedial works required including necessary safety measures at the re-opened 

crossing. Alternatively to opening/reopening, the consultant shall provide alternative 

recommendations, such as possible closure, or replacement of the crossing with a bridge.  

  

C1.10 General Items 

 

In developing the feasibility study, the consultant should give consideration to and report on 

the following items: 

 Lineside Fencing- 

Highlight areas of the route where additional security fencing is required to minimise 

the risk of trespass and vandalism. 

 Maintenance Access- 

Investigate locations where maintenance access can be provided that is secure, 

gives good safe access to the public highway and minimise potential noise and 

disturbance to local residents. 

 Maintenance Delivery Units- 

Consider preferred location(s) for Maintenance Delivery Units for the route.  

Investigate how  Network Rail manage the maintenance of the railway such as this in 

rural areas and comment on how those arrangements would be applied for this re-

opened line. 
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C2 Electrical Power and Plant 

C2.1 General 

 

The consultant shall undertake and perform the Electrical Power and Plant related services 

hereinafter. 

The objective of this design element of the feasibility study is to demonstrate that the 

proposed train service can be adequately supported, ensuring a standards compliant railway 

with capacity for 20% future growth of the infrastructure and assets.  

Signalling power, points heating and DNO supplies, including possible plant location and 

operation along the route shall be investigated and preliminary designs shall be provided. In 

addition, designs shall be produced to support all station modifications and reinstatements. 

These shall also take into account any car park facilities and their lighting requirements. 

Each station is to consider the provision of ticket machines, customer information screens (1 

per platform) and waiting shelters. The internal layout and power distribution of the stations 

are to be considered at the later GRIP stages but these should be borne in mind when 

possible DNO capacities are being estimated. 

At present Carmarthen and Aberystwyth area are not electrified but as the feasibility and 

surveys are being progress the passive provision for electrification equipment shall be 

considered and commentary made on the large items of equipment and their locations that 

may be required. For the gantries and portals only commentary shall be made as to the 

suitable width of the rail corridor to install such equipment. 

C2.2 Site Walkover Survey & Preparation of “Current Land Use” Drawings 

 

The route shall be surveyed in its entirety to provide possible locations for all large items of 

equipment such as DNO cubicles, Principal Supply Points and Points Heating Control 

Cubicles. The use of OS tiles and P-Way developed alignment drawings are to be utilised to 

show such equipment.  

For station and car park requirements the Civils produced general layout drawings shall be 

used to provide possible locations of equipment at each station and to indicate any other 

E&P requirements that may be necessary.  

Possible DNO supply locations shall identified and the DNO will be contacted during the 

GRIP 4 works to ascertain the availability of the DNO at the proposed location.  

Land ownership shall be taken in to consideration during the development of the design 

deliverables. The Consultant’s Electrification and Plant design engineer shall participate in 

the walkover survey and add E&P related notes to the suite of drawings to be used as part of 

the survey.  

The walkover survey can only be carried out over sections of the former trackbed where 

public access is available or the express permission of relevant landowners has been 

obtained. Access to Network Rail’s infrastructure will only be permitted following formal 

application under their Code of practice for delivering Safe Work (NR/L2/OHS/133).The 

consultant must not attempt to enter any of the tunnels on the route. 
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The consultant should assume that even where access is permitted, potentially dense 

vegetation may prevent a walkthrough of many sections of the route. In such circumstances 

the walkover survey notes may be restricted to observations from adjacent roadways or level 

crossings and under/over bridges. Information from such sites at Google maps may be used 

to supplement the visual walkover survey. Any copyrighted material shall not be used unless 

written permission has been granted by the material owner prior to its use. 

C2.3. General Arrangement Drawings. 

 

Based on the P-Way consultant produced suite of 2D drawings at 1-1000 scale covering the 

entire route, Electrification and large items of Plant shall be shown. Each drawing shall 

include as a minimum the following track elements: 

 Locations of all DNO cubicles, Principal Supply Points and Points Heating Control 

Cubicles shall be shown on the P-Way drawings as required. 

 Station modifications, any car park lighting requirements and any new stations will 

also be shown on the P-Way drawings 

 All P-Way information on each drawing is to be retained along with any Signalling or 

Civils information included. 

 Possible cable routes, in areas where space or other issues such as tunnels exist 

shall be shown and where new UTX’s or URX’s are required these shall also be 

shown on the general arrangement drawings. 

 

C2.4 Simplified Schematic Drawings.  

 

Where existing supplies along the route are encountered a simplified block schematic shall 

be produced showing existing distribution to major items of plant and the first distribution 

board shall be shown. The drawings shall be a maximum size of A1 and shall not be to 

scale.  

 The distribution where easily identified shall be shown to major plant items and to the 

first distribution board from the DNO/Distribution Cubicle. Final circuits of the 

distribution board need not be shown at this stage.  

 The drawings shall identify the type of supply and its earthing details.  

 Where the distribution protection details are not visible these shall be recorded as 

unknown and to be investigated at GRIP 4 and 5 of the design.  

 New DNO supplies shall be shown and their proposed distribution shown again to 

major plant items or to the first distribution board downstream of the DNO/Distribution 

cubicle.  

 Proposed final circuits are not required to be shown at this stage of the project.  

 

 

The E&P feasibility designs shall be prepared in accordance with requirements laid down in 

the following standards:- 
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C2.5 Relevant International and National Standards including National Regulations 

HMRI Railway Safety Principles and Guidance 

Railway Group Standards  

Number (version) 

 

Description 

RIS-7702-INS (1) Rail Industry Standards for Lighting at Stations 

GC/1255 (1) Low Voltage Power Suppliers in Electrified Areas 

GC/RT5203 (3) Infrastructure Requirements for Personal Safety in respect of 

Clearances and Accesses 

GC/RT5212 (1) Requirements for Defining and Maintaining Clearances 

GI/RT7016 (3) Interface between Station Platforms and Trains 

Note that the above list is not exhausted and all relevant standards are to be identified by the 

Consultant and applied accordingly.  

Network Rail Company Standards 

 

Number (version) Description 

NR/GN/ELP/27244 (1) Guidance for Signalling Power Supplies 

NR/SP/ELP/27243 (1) Specification for Signalling Power Supplies 

NR/GN/ELP/27247 (1) Guidance for Electrical Installations on Rail Premises (including Plugs, 

Sockets, Trailing Leads & Appliances) 

NR/L2/ELP/40045 (6) Electric Point Heating 

NR/GN/ELP/45002 Installation of Electric Point Heating 

NR/L3/ELP/27406 (2) Engineering Deliverance Requirements for Electrical Power Asset 

Design 

NR/L2/SIG/30097 (3) Modular Signalling Handbook 

NR/L2/ELP/40068 (1) Principal Supply Point (DNO+DG) Specification 

NAT/TW/InfraInv/ENG/ 

EP6248683 (3) 

Design and Installation of New, Renewed or Refurbished Distribution 

Network Operator’s (DNO’s) Intake and Consumer Facilities 

NAT/REP/MPI/ENG/ 

3736860 (4) 

Design and Installation of Electric Points Heating Equipment 

Note that the above list is not exhausted and all relevant standards are to be identified by the 

Consultant and applied accordingly.  

 

C2.6 Integration of Track Design with Other Disciplines 

 

The Electrification and Plant proposals shall integrate with elements of all other technical 

and operational disciplines. The consultant shall manage inter-disciplinary issues throughout 

the design programme and chair a formal inter-disciplinary design review (IDR) meeting 

towards the end of the design period. The minutes of this meeting shall record the drawings 

from each discipline that have been reviewed, any incompatibilities that have been identified 

between disciplines and the measures that are required to mitigate these issues. The 

consultant shall include a copy of the IDR minutes in an appendix within the feasibility report. 
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C2.7 Interoperability – Generally. 

 

As this scheme intends to change the route strategy of existing lines and also bring a 

reinstated line into use, the interoperability regulations are deemed to apply (as 

Conventional Railway) Compliance, therefore shall be achieved, where reasonably 

practicable, to accommodate any interoperability requirements. The consultant should 

highlight foreseeable issues in achieving compliance to the interoperability regulations within 

the feasibility study. 

 

C2.8 Options for Electrification and Plant Layouts Required at Carmarthen and 

Aberystwyth 

 

The reinstated line shall require a connection into the Network Rail tracks at both 

Carmarthen and Aberystwyth. The Electrification and Plant consultant shall undertake a 

visual validation of the infrastructure at these two stations to determine condition and 

suitability for reuse when appropriate. New plant and possible locations will also be identified 

and the P-Way produced base plans updated as required.  

There will be a maximum of three base track layouts produced by P-Way and the 

Electrification and Plant consultant shall update each option and explain with the body of the 

feasibility report the advantages and disadvantages of each option in terms of asset 

installation/removal and maintenance requirements for operation over the years.  

The proposals shall also take into consideration the possible staging of the works and 

ensure that the minimum downtime to existing services are ensured and that the cost of the 

infrastructure changes is minimised. 

C2.9 Options for diversionary alignments where existing trackbed has been built over 

or has other uses eg Gwili Railway 

 

Due to development since closure of the route there are sections where it is not possible, at 

reasonable cost, to merely reinstate the track on the former trackbed. The electrification and 

plant consultant shall use the base drawings to be produced by the P-Way discipline and 

populate these with any E&P infrastructure that may be necessary to support the proposals. 

There will be a maximum of 3 options to be produced and in the feasibility report the 

advantages and disadvantages of each option shall be discussed in terms of 

installation/demolition and operation. The cost of the each option shall be minimised and 

discussed in terms of highest, medium and lowest cost options. 

C2.10 Feasibility Report 

 

The consultant shall include a section within the feasibility report to address the 

Electrification and Plant issues associated with the potential re-opening of the Aberystwyth 

to Carmarthen line. The section shall include the following elements:- 

 Compliance with the scope of works  

 The proposed Electrification and Plant along each route option in its entirety shall be 

discussed 
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 Existing Electrification and Plant infrastructure condition shall be highlighted and any 

renewals required shall be highlighted.  

 Where existing Electrification and Plant infrastructure is not to current standards this 

shall be identified.  

 Infrastructure amendments and new plant shall be highlighted. 

 A Bill of Quantities for Electrification and Plant arrangements. 

 No calculations are expected to be undertaken at this stage but rules of thumb are to 

be applied and where applied these shall be highlighted in the report. 
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C3 Track 
 

C3.1 General 

 

The consultant shall undertake and perform the track related services hereinafter. 

The objective of the track design element of the feasibility study is to demonstrate that both 

the train frequency and journey time elements of the operational modelling for the route can 

be sustained by the proposed track layouts and their attendant speed profiles. 

It is assumed that the feasibility study will be based on demand forecasting work and 

operational modelling for the route between Aberystwyth and Carmarthen that will have been 

made available to the consultant prior to the commencement of the feasibility study. The 

consultant shall use this demand forecasting and operational modelling output to determine 

the Equivalent Mean Gross Tonnage Per Annum (EMGTPA) for the route and apply 

appropriate standards to the feasibility designs and material specifications to accord with this 

EMGTPA figure. 

 

C3.2 Site Walkover Survey & Preparation of “Current Land Use” Drawings 

 

One of the core deliverables of the feasibility report is the provision of suite of drawings 

showing the current land use of the former trackbed throughout its full extent. These 

drawings should be based on Ordnance Survey digital mapping enhanced with site survey 

notes from a walkover survey. Land ownership details and locations where significant rail 

structures/earthworks have been fully or partially removed would also be shown on these 

drawings. The Consultant’s track design engineer shall participate in the walkover survey 

and add track related notes to the suite of drawings  

 

The walkover survey can only be carried out over sections of the former trackbed where 

public access is available or the express permission of relevant landowners has been 

obtained. Access to Network Rail’s infrastructure will only be permitted following formal 

application under their Code of practice for delivering Safe Work (NR/L2/OHS/133).The 

consultant must not attempt to enter any of the tunnels on the route that are not currently 

open to the public.. 

 

The consultant should assume that even where access to the former trackbed is permitted, 

potentially dense vegetation may prevent a walkthrough of many sections of the route. In 

such circumstances the walkover survey notes may be restricted to observations from 

adjacent roadways or level crossings and under/over bridges. Information from such sites at 

Google maps may be used to supplement the visual walkover survey. The consultant’s track 

representative at the walkover surveys shall make a photographic record of track related 

features. These photographs shall be made available as an addendum to the feasibility 

report. 

 

All staff engaged on the walkover surveys shall take care to minimise disturbance to wildlife 

habitats and avoid accessing areas where invasive plant species such as Japanese 

knotweed and giant hogweed are encountered. 

 



 

98 

 

C3.3 Staff Safety Arrangements at Site Walkover Survey. 

 

The contractor shall appoint a lead person for the duration of the site walkovers. This lead 

person shall be responsible for the safety and welfare of all attendees at the survey. The 

lead person shall prepare and brief a “Task Briefing Sheet” for the survey activities and each 

participant shall sign to acknowledge understanding of the briefing and its attendant safety 

and welfare issues. The consultant shall provide all survey staff with appropriate PPE which 

shall comprise, as a minimum, safety boots, a Hi-Viz jacket, goggles and gloves. 

 

C3.4 General Arrangement Drawings. 

 

Based on ordnance survey digital mapping and using the parameters for linespeeds and 

track capacities identified by the operational modelling the consultant shall prepare a suite of 

2D drawings at 1-1000 scale covering the entire route. Each drawing shall include as a 

minimum the following track elements: 

 

 A continuous running mileage from one end of the route to the other. For ease of 

reference to historic drawings and documents it is recommended that the former 

British Railways line mileages are superimposed onto the alignment drawings. 

 Former British Railways geographic locations and designations (closed stations, 

tunnels, level crossings, junctions etc.) shall be added to the suite of track drawings. 

 The track configuration and line designations (Up, Down, Single Loop etc.) shall be 

added to the drawings. The operational modelling output will determine locations 

where twin tracking and passing loops are required. 

 The proposed track geometry comprising curves, transitions and straights shall be 

shown on the drawings. 

 Based on the operational modelling output the proposed linespeeds shall be added 

to the drawings. At locations where the track geometry cannot sustain the proposed 

linespeed the consultant shall specifically highlight these on the drawings. 

 Based on the route linespeeds, proposed cant and cant deficiencies shall be 

endorsed on the drawings for each curved element of the horizontal alignment. For 

the feasibility design drawings the consultant shall assume a split of 70% - 30% for 

installed cant against cant deficiency. 

 At locations where twin tracks and passing loops are proposed the consultant shall 

endorse proposed track intervals on the drawings. 

 The consultant shall show the location, type and speed of proposed switch & 

crossing layouts on the drawings. The consultant shall assume that switch and 

crossing layouts will be drawn from Network Rail’s standard suite of CEN56E1 

layouts laid down in NR/L2/TRK/2049 (Track Design Handbook). Where possible 

switch and crossing layouts shall be located on straight through line alignments.  

 At Locations where severe horizontal curvature dictates, the consultant shall identify 

on the general arrangement drawings locations where continuous low rail checking 

will be required. 

 The consultant shall show on the drawings the standage lengths for any bay 

platforms, sidings and passing loops. The standage lengths shall be recorded from 

relevant signalling clearance points. 

 The consultant shall detail on the drawings the location, number, length and 

configuration of any stabling sidings required to service the proposed timetable for 

the route. 
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 The consultant shall identify on the drawings locations where access for track 

maintenance could be made available throughout the route. This will typically be 

locations which can be secured from adjacent roadways and provide off-road parking 

for around 5 no. vehicles, storage for track materials and a Road-Rail Access Pad to 

permit road/rail vehicles to track onto the railway. 

 The consultant shall show on the drawings cross sections where significant cuttings/ 

embankments and structures are likely to restrict the provision of the requisite 

track(s) and an attendant “safecess” compliant cess pathway to at least one side of 

the reinstated track(s). 

 There is no requirement to undertake a levelling survey throughout the route. 

However the consultant shall add a gradient profile, taken from historic drawings, to 

the general arrangement drawings. 

 The consultant shall consider the gradient profile when the location of potential 

sidings, passing loops and station platforms is being considered.  

The feasibility designs for the proposed track layouts shall be prepared in accordance with 

requirements laid down in the following standards:- 

HMRI Railway Safety Principles and Guidance 

Railway Group Standards  

Number (version) 

 

Description 

GC/RT5021 (4) Track System Requirements 

GC/RT5033 (2) Terminal Tracks – Managing the Risk 

GC/RT5203 (3) Infrastructure Requirements for Personal Safety in respect of 

Clearances and Accesses 

GC/RT5212 (1) Requirements for Defining and Maintaining Clearances 

GI/RT7016 (3) Interface between Station Platforms and Trains 

Network Rail Company Standards 

Number (version) Description 

NR/L3/CIV/005 Railway Drainage Systems Manual 

NR/SP/TR/9007(2) Permanent Way Standard Drawings (RE/PW) 

NR/SP/TRK/9039 (1) Formation Treatments 

NR/L2/TRK/3201 (2) Management of Tight Clearances & Track Position 

NR/SP/TRK/036 (1) Management of Gauging and Clearances 

NR/L2/TRK/2049 (12) Track Design Handbook 

NR/SP/TRK/2101 (1A) Track Design Requirements (Responds to GC/RT5011, GC/RT5013-

5, GC/RT5019-20) 

NR/SP/TRK/102 (6) Track Construction Standards (Responds to GC/RT5010-11, 

GC/RT5013-15, GC/RT5017, GC/RT5019) 

NR/SP/TRK/004 (1) Switch and Crossing Assemblies. 

NR/L2/TRK/3011 (7) Continuous Welded Rail (CWR) Track 

 

C3.5 Integration of Track Design with Other Disciplines 

 

The track arrangements must necessarily integrate with elements of all other technical and 

operational disciplines. The consultant shall manage inter-disciplinary issues throughout the 

design programme and chair a formal inter-disciplinary design review (IDR) meeting towards 

the end of the design period. The minutes of this meeting shall record the drawings from 
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each discipline that have been reviewed, any incompatibilities that are identified between 

disciplines and the measures that are required to mitigate these issues. The consultant shall 

include a copy of the IDR minutes in an appendix within the feasibility report. 

 

C3.6 Interoperability – Generally. 

 

As this scheme intends to change the route strategy of existing lines and also bring a 

reinstated line into use, the interoperability regulations are deemed to apply (as 

Conventional Railway) Compliance, therefore shall be achieved, where reasonably 

practicable, to accommodate any interoperability requirements. The consultant should 

highlight foreseeable issues in achieving compliance to the interoperability regulations within 

the feasibility study. 

 

C3.7 Options for Track Layouts Required at Carmarthen and Aberystwyth 

 

The reinstated line will necessarily require a physical connection into the Network Rail tracks 

at both Carmarthen and Aberystwyth. The consultant shall undertake a visual validation of 

the infrastructure at these two stations and update the Ordnance Survey digital mapping, as 

appropriate, to provide a current infrastructure baseline on which to carry out feasibility 

designs. The consultant shall prepare up to three track layout options, to the same scale and 

content detailed under “general arrangement drawings” above, for the track connections 

required at both stations. The connections should be arranged so as to deliver the 

operational flexibility required but at the same time minimising the disruption to Network 

Rail’s operations and the cost of infrastructure changes. 

 

C3.8 Options for diversionary alignments where existing trackbed has been built over 

or has other uses eg The Rheilffordd Gwili (Gwili) Railway 

 

Due to development since closure of the route there are sections of the where it is not 

possible, at reasonable cost, to merely reinstate the track on the former trackbed. The 

consultant shall identify these locations and prepare up to three options showing alternative 

diversionary alignments around the obstructions. These scale and content of these 

alignment option drawings shall conform to the general arrangement drawings detailed 

above.  

 

The Gwili heritage railway has rights to operate a light railway over some eight miles of the 

former trackbed from Abergwili Junction on the northern outskirts of Carmarthen to 

Llanpumpsaint. Currently track has been laid for only some four miles along the route 

northwards from Abergwili Junction as far as Danycoed Halt. The consultant shall include 

commentary within the feasibilty report which considers the following:- 

 

 Diversionary alignments around the trackbed owned by the Gwili Railway 

 Laying Infrastructure parallel to, but separate from, the Gwili Railway 

 The issues associated with sharing infrastructure with the Gwili Railway. 
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C3.9 Feasibility Report 

 

The consultant shall include a section within the feasibility report to address the track issues 

associated with the potential re-opening of the Aberystwyth to Carmarthen line. The track 

section shall include the following elements:- 

 

 Compliance with the scope of works  

 A description of the track related findings from the walkover surveys. 

 The proposed track configuration and linespeeds 

 The proposed horizontal and vertical alignments 

 The curve/cant relationships 

 Typical cross sections and rolling stock clearance issues 

 The provision of stabling sidings at key locations 

 Arrangements for integration of the re-opened line with Network Rail layouts at 

Aberystwyth and Carmarthen. 

 Diversionary alignments around obstructions on the existing trackbed. 

 Identification of non-compliances with railway design and construction standards. 

 Track materials with commentary on the potential use of serviceable items. 

 The use of jointed or continuously welded rail 

 Interface with structures, level crossings and potential stations on the route. 

 Identification of access locations for track maintenance throughout the route. 

 A Bill of Quantities for track materials. 

 

C3.10 List of Track Related Deliverables  

 

 The following are the required deliverables for this commission 

 

Deliverables/Activities Comments Additional Information 

Undertake a walkover survey of 

the disused route between 

Carmarthen and Aberystwyth to 

correlate the O.S. digital 

mapping  

Access is only permitted in 

areas open to the public or 

where permission has been 

obtained from the landowner. 

Sections may be heavily 

overgrown and the walkover 

survey notes may be restricted 

to observations from adjacent 

roads/tracks and 

over/underbridges.  

Access will not be permitted to 

any part of Network Rail’s 

infrastructure unless specifically 

organised under their access 

protocols. No attempt should be 

made to access the tunnels 

along the route. 

Information from such sites at 

Google maps can be used to 

supplement the visual walkover 

survey. But be aware that this 

information may be dated and 

not accurate. 

Produce a Feasibility Report 

with general layout and 

simplified block schematics 

Produce the feasibility report to 

be integrated into a combined 

discipline report for presentation 

to the client. 

As this is produced liaise with 

other disciplines to ensure an 

integrated approach is taken.  

Record any deviations from 

Standards or Regulations that 

emerge from the survey 

List any non compliances and 

the need for attendant 

derogations from the standards 

in the feasibility report. 

 



 

102 

 

Record any deviations from 

Standards or Regulations that 

emerge from the feasibility 

design process. 

List any deviations and the 

need for attendant derogations 

from standards in the feasibility 

report. 

 

Participate in a multi-disciplined 

Inter-disciplinary design check 

meeting. 

A bespoke meeting held to 

correlate designs from all 

relevant disciplines and ensure 

that only integrated railway 

designs are embedded in the 

feasibility report. 

This is envisaged to be a single 

meeting where all disciplines 

are expected to attend and 

discuss their designs and 

impacts on the proposals of the 

other disciplines. 

Participate in a multi-disciplined 

design progress meeting at the 

50%, 80% and 100% stages of 

the project and design process. 

A series of meetings held to 

correlate designs from all 

relevant disciplines and ensure 

that only integrated railway 

designs are embedded in the 

feasibility report. 

A maximum of 3 meetings to be 

allowed for and all disciplines 

are expected to attend and 

discuss their designs and 

impacts on the proposals of the 

other disciplines. 

Provide a bill of quantities for 

track related infrastructure. 

Bill of quantities to be used for 

the production of cost estimates 

for the trackwork. 
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C4 Signalling 
 

C4.1 General 

 

The consultant shall undertake and perform the signalling related services hereinafter. 

 

The objective of the signalling design element of the feasibility study is to identify potential 

signalling systems that support both the train frequency and journey time elements of the 

operational (Railsys) modelling for the route whilst interfacing to existing systems at the 

line’s extremities. 

 

The options developed should also include realistic estimates of the costs associated with 

each option, in particular taking account of the issues arising from the interfaces. 

 

C4.2 Review of Existing Signalling Systems and Potential Surveys 

 

The consultant shall identify and acquire adequate records of the existing signalling systems 

at Carmarthen and Aberystwyth to permit a full understanding of the facilities and 

functionality in those places. 

 

The consultant shall determine the condition of the existing assets prior to the production of 

design options. Access to Network Rail’s infrastructure will only be permitted following formal 

application under their Code of practice for delivering Safe Work (NR/L2/OHS/133). 

 

If the consultant identifies during the route development that level crossings will be 

necessary, the consultant shall undertake adequate surveys of the site(s) and the traffic 

moment on each road to be able to recommend the appropriate protection necessary at 

each crossing. 

 

If the consultant deems that a signalling option requires communication systems, regardless 

of whether they are physical or radio, the consultant shall undertake appropriate surveys of 

the area adequate to demonstrate the feasibility of the system proposed. 

 

C4.3 Signalling Sketches 

 

Based on the trackwork route designs and using the parameters for line speeds and track 

capacities identified by the operational modelling the consultant shall prepare a sketch for 

each signalling option using a scale appropriate to the amount of information shown. As an 

alternative to scale presentation, the items shown on the sketches may be dimensioned 

using the same referencing system as used for the track designs. Each sketch shall include 

as a minimum the following elements: 

 

 All track elements as derived from the trackwork plans; 

 Platforms; 

 Line designations (Up, Down, Single Loop etc.); 

 Proposed line speeds; 

 Signals or signalling markers as appropriate to the recommended systems; 

 Train detection as appropriate to the each option; 
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 Control Centre location; 

 Level crossings (if necessary); 

 Tunnels and viaducts. 

 Critical dimensions such as standage lengths for any bay platforms, sidings and 

passing loops. 

 

The feasibility designs for the proposed signalling shall be prepared in accordance with 

requirements laid down in the following standards. 

C4.4 ORR (Office of Rail and Road) Guidance 

 

The consultant shall ensure application of the Railway Group Standards and Network Rail 

Company Standards is in line with the guidance provided by the ORR through its various 

guideline documents. 

C4.5 Railway Group Standards 

 

The consultant shall apply all Railway Group Standards at the time of production of the study 

relevant to the signalling recommended.  The current Railway Group Standards Catalogue is 

dated June 2015 but the latest catalogue should be used as the benchmark for the study. 

C4,6 Network Rail Company Standards 

 

The consultant shall apply all Network Rail Company Standards at the time of production of 

the study relevant to the signalling recommended.  The current Standards Catalogue is 

NR/CAT/STP001- Issue 96, 06th June 2015 – 04th September 2015 but the latest catalogue 

should be used as the benchmark for the study. 

C4.7 Integration of Signalling Design with Other Disciplines 

 

The signalling arrangements must necessarily integrate with elements of all other technical 

and operational disciplines. The consultant shall manage inter-disciplinary issues throughout 

the design programme and chair a formal inter-disciplinary design review (IDR) meeting 

towards the end of the design period. The minutes of this meeting shall record the drawings 

from each discipline that have been reviewed, any incompatibilities that are identified 

between disciplines and the measures that are required to mitigate these issues. The 

consultant shall include a copy of the IDR minutes in an appendix within the feasibility report. 

C4.8 Interoperability 

 

As this scheme intends to change the route strategy of existing lines and also bring a 

reinstated line into use, the interoperability regulations are deemed to apply (as 

Conventional Railway) Compliance, therefore shall be achieved, where reasonably 

practicable, to accommodate any interoperability requirements. The consultant should 

highlight foreseeable issues in achieving compliance to the interoperability regulations within 

the feasibility study. 

 

C4.9 Options for Interfaces Required at Carmarthen and Aberystwyth 

 

The reinstated line will necessarily require a physical connection into Network Rail at 

Carmarthen and Aberystwyth. The consultant shall produce sketches of the interface 
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localities that show changes necessary in Network Rail’s infrastructure in order that the 

associated costs will be fully identified.  Several independent options may be appropriate for 

these stations. 

C4.10 Feasibility Report 

 

The consultant shall include a section within the feasibility report to address the signalling 

options associated with the potential re-opening of the Aberystwyth to Carmarthen line. The 

signalling section shall include the following elements:- 

 Compliance with the scope of works; 

 Commentary in respect of each option developed; 

 Demonstration of ability of option to serve the headway and operational 

requirements; 

 Rolling stock fitment issues if system utilises cab based communication systems; 

 Commentary in respect of each interface option with Network Rail developed; 

 Identification of non-compliances with railway design and construction standards. 

 A Bill of Quantities for signalling arrangements. 
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C5 Geotechnical 

 

C5.1 Feasibility study  

 

The starting point of any redesign or remedial works should be a Feasibility Study (FS).  This 

study would draw together geotechnical and geoenvironmental; constraints identified along 

the full route.  This would also include reference to structures, tunnels, ecology and 

environmental factors.   

 

The geotechnical scope is proposed to comprise a desk study, site walkover survey and 

inspections, development of initial ground model and geotechnical parameters, initial 

assessment of slope condition and stability, recommended slope angles/remediation for new 

and existing slopes, consideration of scour and foundations, identification of geotechnical 

risks and proposals for ground investigation. This will be compiled in geotechnical desk 

study report.  

Any desk study would encompass research into any historic construction records; this may 

reveal the original designer/contractor, difficulties encountered during construction and, 

potentially, designed/as built records. 

 

C5.2 Proposed Scope of Feasibility Study stage 

A summary of the likely activates required and suggested are presented below: 

 
Activity Description 

Activities common to existing and new alignments 

Desk Study 

 
 BGS geological map (solid and drift) (available FOC) 

 BGS borehole records (Limited information along the route, there 

are a number of boreholes at major towns).  There are a number 

of restricted boreholes in the area of the trackbed at Aberystwyth 

which it may be possible to obtain as part of a regional significant 

scheme such as the one proposed, 

 Topographical maps/alignment drawings/List of structures 

(structures list is available on line, it may be possible to obtain 

LIDAR data for lengths of the route FOC, 

 OS Mapping, 

 Google Earth/Google Streetview or equivalent, 

 Stereo aerial photos (from National Monuments Record), 

 Results of walkover survey/engineering 

geological/geomorphological mapping/sample condition surveys – 

as outlined above, 

 Other information provided by Client, 

 Consideration of Network Rail geotechnical standards with respect 

to existing and new sections of the proposed route, 

 Literature search to determine local slope angles in the terrain 

types, 

 LIDAR data. 

Site Walkover  Site walkover (where access constraints allow) by experienced 

engineering geologist/geotechnical engineer/geomorphologist to 

gain a general idea of the condition of earthworks and general 

ground and geomorphological conditions.  This inspection will also 

include the presence of a track engineer. 

 Site inspection/walkover by experienced tunnelling engineer 
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 Earthworks in area to be examined to determine typical safe slope 

angles in the local terrain types, 

 Inspection of old sidings for reuse during construction period – 

there are a number of old quarries with discussed rail earthworks 

leading to line. 

Geotechnical Issues to be 

considered 
 Application of modern day standards potentially resulting in flatter 

slopes (or stabilised slopes) compared with original design, 

 Potential increased land take from flattened slopes, 

 Potential need for remedial measures such as soil nailing, 

retaining walls, remove and replace.  Remedial solutions to be 

considered will be sympathetic to the surrounding environment 

wherever possible, 

 Condition of existing embankment material (e.g. slaking shale), 

 Availability of materials for new embankment construction, 

 Access for subsequent ground investigation, 

 Geo-hazards  such as peat, slope stability from side-long ground, 

landslips, adverse bedding in cutting slopes, under-mining (mainly 

ore), geological faults, scour,  

Mining study  From Envirocheck report recommendations and site observations 

during walkover, 

 If mining hazards are identified a Coal Authority Report to be 

requested and assessed. Coal mining risk is very low as the strata 

along the alignment are geologically older and therefore coal 

under-mining not considered possible. There is a risk of other 

deep mining types (mainly metals), 

 Review of existing route and new route sections. 

Envirocheck report  Acquisition and review of Envirocheck report or similar, especially 

historical maps. (Envirocheck report cost approximately £9,000 to 

£11,000), 

 Review of existing route and proposed new route sections, 

 Review from a contaminated land point of view. 

Buildability   Access for plant and machinery during future works,  

 Lay down areas, 

 Site compound(s), 

 Use of old sidings for storage and transport. 

Hydrology/Hydrogeology  Inspection of existing surface water runoff, 

 Track drainage,  

 Slope drainage,  

 Impact of scour, 

 Floodplains, 

Contamination  Review of likely sources, pathways, and receptors.  Both existing 

and any likely to occur as part of the proposed scheme.  

Ecology  Bats in tunnels and shafts, 

 Nesting birds, 

 Reptiles, 

 Mammal survey,  

 Vegetation – tree pollarding – identification for future works, 

 Invasive species. 

Materials search for 

embankments, ballast and 

aggregate 

 Assessment of quantities required , 

 Identification of potential sources from desk study, 

 Visual inspection of sources during walkover. 

Existing Alignment 
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Existing Embankments  Alignment to be sub-divided into earthworks assets and NR type 

inspections (based on “Examination of Earthworks” 

NR/L3/CIV/065, 6
th
 Dec 2014) to be carried out at each to 

determine slope rating and need for renewal.  These will include 

consideration of existing slope heights, angles, slope materials, 

ground and groundwater conditions, slope condition, vegetation 

cover. (Note that full NR inspection cannot be carried out as the 

site is unlikely to be in the NR database), 

 Indicative slope stability assessment of existing slopes, 

 Determination of design factors of safety (based on NR standards) 

and proposed/new slope angles if appropriate, 

 Suitability of existing embankment materials (subject to exposures 

being present, i.e. no intrusive investigations), 

 Preliminary recommendations for reconstruction, 

 Consideration of transition zones for bridge or other structures 

approaches, 

 Drainage – Crest cess and adjacent land. 

Existing Cuttings  As for bullet point 1 in Existing Embankments, 

 Inspections to determine slope heights, angles, ground condition, 

slope condition, 

 Indicative Slope stability assessments, 

 Determination of design factor of safety (based on NR standards), 

 Recommendations for reconstruction. 

Existing structure foundations  Inspection and assessment of likely ground conditions, 

 Recommendations for reuse. 

Scour at existing bridges  Consideration of scour of bridges (from River Teifi and others), 

 Recommendations for scour protection measures. 

Existing Tunnels  Are any of the tunnel and/or shafts listed structures? 

 Structures at the surface – ventilation shafts, inspections to be 

undertaken, 

 Internal profile survey to confirm dimension, any 

bulging/deformation and to inform kinematic envelope clearances. 

 Joint mapping surveys. 

 Joint mapping of block and brick work to provide an indication of 

host rock properties - areas of weak rock, discontinuities, water 

inflow etc.,  

 Inspection of unlined tunnel and shaft sections, typical geological 

parameters identified including, rock type, dip and direction, 

discontinuities etc. 

 Inspection of the portals at each end and the approach cuttings,  

 Inspection of approach cuttings and stability assessment as 

required  

 

Remedial works outlined in the FS report for portals and tunnel lining 

to include but not be limited to: 

 Remedial works to the tunnel (including lining 

repair/strengthening) and shaft/portal repairs.  

Recommendations on drainage, waterproofing and water 

management. 

 Remedial works to approach cuttings. 

New alignment 

New Embankments  Preliminary ground conditions along route 

 Indicative slope angles/design based on likely construction 
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materials and anticipated ground conditions 

New cuttings  Preliminary ground conditions along route 

 Indicative slope angles/design  

 Commentary on ease of excavation. 

New at grade  Preliminary ground conditions along route 

 Indicative CBRs  

New structures/signalling 

foundations 
 Preliminary ground conditions 

 Indicative foundation recommendations 

Scour at new bridges  Indicative scour protection recommendations 

New Building foundations  Preliminary ground conditions 

 Indicative foundation recommendations  

New Tunnels  Possible new tunnel at Aberystwyth – route to be confirmed, 

Possible to be bored through the Aberystwyth Grits (hard 

sandstone), 

 FS to include review of geology and constructability of new tunnel, 

 FS will include recommendations for ground investigation at 

targeted depths to inform the design of any new portals and 

tunnels, 

 Tunnel diameter/profile options 

 Portal locations, 

 Siting of emergency egress routes 

 Construction shaft locations if required 

Reporting 

Geotechnical report including 

Recommendations for ground 

investigation (GI) 

 Preliminary geotechnical desk study report summarising findings 

and including indicating earthworks conditions from inspections 

and recommended remedial options, 

 A scope will be proposed for ground investigation (GI) to 

investigate embankments and underlying ground and cutting 

slopes for subsequent stability analysis, 

 Scope will be proposed for GI to investigate sources of materials 
 

Tunnelling Existing Tunnel Assets: 

 Scoping document for survey/study requirements 

 Desk study report summarizing available data and data gaps 

 Visual Inspection Report for each existing tunnel 

 Detailed Structural Inspection Report for each tunnel 

 Remedial works report and recommendations for structural repair 

and long term maintenance requirements 

 Logistics report detailing access/layout requirements to complete 

remedial works 

 Construction estimate. 
 

New Tunnel Asset: 

 Desk study report summarizing available data and data gaps. 

 Inputs into the lead report on routing requirements/alignment study 

into Aberstwyth and any requirement for a new tunnelled route*. 

 Report* detailing location of portals, shafts and the tunnelled route 

into Abersytwyth, includes: (i) available options, (ii) proposed 

tunnel profile, (iii) outline cost estimates. 

 Report* summarising the scope of any GI requirements. 
 

*If required. 
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C5.3 Staging for Feasibility Study stage 

 
1 Desk study Geotechnical & Tunnel Structures 

2 Walkover Survey Geotechnical & Tunnel Structures 

3 Alignment inspections 

(slope heights, 

angles, conditions,) 

 

4 Tunnel inspections  

5 Geotechnical 

reporting 
 Desk study  

 Ground models 

 Geotechnical parameters 

 Existing Alignment 

o Slope assessments and recommendations 

o Foundations 

o Scour 

 New Alignment 

o Slope recommendations 

o Foundation recommendations 

o Scour protection recommendations 

6 Tunnel Reporting  Desk study including historic data search & restrictions (utilities, over-

site building developments) 

 Existing Alignment 

o Visual and structural inspections of existing tunnel assets 

(includes shafts, portals and adits) 

o Ground Probing Radar inspections 

o Joint Mapping Surveys 

o Tunnel clearance models & any track lowering requirements 

o Structural stability models 

o Remedial works requirements 

 New Alignment 

o Tunnel requirement? 

o Tunnel form (bored TBM, mined or cut&cover?) 

o Recommendations for SI 

7 Ground investigation 

recommendations 

intrusive and non-

intrusive works 

Ground investigation likely to comprise the following stages: 

 Ground investigation scoping 

 GI Procurement 

 Ground investigation 

 Ground investigation supervision 

 Lab test scheduling 

 Factual report checking 

8 Tunnel investigation 

recommendations 

intrusive and non-

intrusive works 

If required, investigations for new tunnel assets will feed into GI 

recommendations as part of ‘7’ above. 

 

Tunnel investigation of existing tunnel assets will comprise: 

 Visual and structural inspection scoping 

 Planning & procurement for inspections 

 Non-intrusive visual, structural, GPR and joint mapping inspections / 

investigations of tunnels, shafts and portals 

 Intrusive investigation scoping 

 Intrusive investigation supervision 

 Lab test scheduling 

 Associated reporting as defined 
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C5.4 Assumptions for Geotechnical Feasibility Study stage 

 

 Proposed horizontal alignment for new sections is provided 

 Access for walkover is available 

 No ground investigation  (though GI scoping would be carried out) 

 Environmental issues dealt with by others. 

 Envirocheck report ordered of route.  

 Quantities to be calculated by others 

C5.5 Assumptions for Tunnel Study stage 

 

 Track alignment provided 

 KE clearance requirements provided. 

 Access for tunnel walkovers and walkthroughs are available 

 MEWP access is available  

 Rope access is available for portal/shaft inspections.  Undertaken by others (in AECOM) 

 Mines rescue backup and full confined space entry is not required 

 Intrusive investigations will be undertaken as part of a full structural survey (other in 

AECOM to undertake cores only, any trial pits will be by others) 

 Environmental issues dealt with by others. 

 Utilities search by others. 

 Envirocheck report ordered for existing tunnel assets and any new tunnelled route.  

 Any topographical survey by others (in AECOM) 

 Any detailed internal tunnel profile survey by others (in AECOM) 
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C6 Programme & Indicative Cost 
 
 
A draft programme for a full engineering feasibility study is overleaf.  Our estimated fee for 
undertaking the feasibility we propose is in the order of £ 350k - £400 k, this would include 
technical disciplines for the route alignment including track, 
civils/structures/stations/tunnelling, telecoms, signalling and power along with environmental 
and associated consents. This fee also includes for demand forecasting and operations 
planning reporting. 
 
Site walks outs are planned as part of the study however no on site surveys such as 
topographical, geotechnical or environmental have been allowed for at this stage and would 
be scoped up in the feasibility study. 
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Task Milestone Project  Summary Inactive Milestone 

 
Manual Task Manual Summary Rollup 

 
Start-only External Tasks Deadline Manual Progress 

Split Summary Inactive Task Inactive Summary 

 
Duration-only Manual Summary 

 
Finish-only External Milestone Progress 

 
       Page 1     

 

ID                      Task 

Mode 

Task Name                                                                               Duration  
W-5                                                              W-3                                                              W-1                                                              W2                                                                W4                                                                W6                                                                W8                                                                W10                                                              W12                                                              W14                                                              W16                                                              W18                                                              W20                                                              W22

1                                     Lot 10 Rail Service - Programme for the 

Feasibility  Study 

90 days

2                                         Line Speed - Railsys Model                                        30 days 

 
3                                         Desk Study of Data                                                      5 days 

 
4                                         Demand Forecasting                                                30 days 

 
5                                         Ops Planning                                                                  30 days 

 
6                                         Site Walkout                                                                  10 days 

 
7                                              Civils/Structures                                                   10 days 

 
8                                              Permanent  Way                                                       10 days 

 
9                                         Structures                                                                       45 days 

 
10                                             Compile Structure  Resports                                 25 days 

 
11                                             Scope up repairs                                                      10 days 

 
12                                             Conceptual Design - New Structures                 20 days 

 
13                                             Additional  Structures  - new alignment              10 days 

 
14                                        Permanent Way                                                           30 days 

 
15                                             Route Alignment  Design                                        15 days 

 
16                                             Alternative  Alignments (Gwili/Aberystwyth) 15 days 

 
17                                        Tunnels                                                                           20 days 

 
18                                             Desk Study                                                                 5 days 

 
19                                             Tunnels Inspection                                                  5 days 

 
20                                             Reporting  and recommendation                       10 days 

 
21                                        Geotechnical                                                             30 days 

 
22                                             Desk Study                                                                 10 days 

 
23                                             Tunnels Inspection                                                  5 days 

 
24                                             Reporting  and recommendation                       15 days 

 
25                                        Level Crossings                                                             30 days 

 
26                                             Desk Study of Sites                                                 10 days 

 
27                                             Site Visits                                                                   5 days 

 
28                                             Reporting  and recommendation                       10 days 

 
29                                        Station Locations                                                         20 days 

 
30                                             Site Visits                                                                   5 days 

 
31                                             Station Layout Design                                            15 days 

 
32                                        Telecomms                                                                15 days 

 
33                                             Telecomms Review                                                 15 days 

 
34                                        Signalling                                                                        15 days 

 
35                                             Signalling review                                                      15 days 

 
36                                        Environmental                                                          20 days 

 
37                                             Environmental review                                            20 days 

 
38                                        Consents                                                                         40 days 

 
39                                             Site Walkouts                                                            10 days 

 
40                                             Consents                                                                    30 days 

 
41 Environmental 10 days 

42 Environmental review 10 days 

43                                        Construction Costs                                                      20 days 

 
44                                             Construction Cost Estimating                               20 days 

 
45                                        General                                                                           90 days 

 
46                                             Project Management                                          90 days 

 
47                                             Engineering Management                                  90 days 

 
Project: Feasibility Study Progra 
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