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Background 
 
1. Michael Byng on 19th aŀǊŎƘ нлнл ŀǎƪŜŘ Ww/ ǘƻ ǇǊƻǾƛŘŜ ŀ ΨƘŜŀŘǎ ǳǇΩ ƻƴ ǘƘŜ timetabling and hence 
ǘǊŀŎƪ ŀƴŘ ǎƛƎƴŀƭƭƛƴƎ ǊŜǉǳƛǊŜƳŜƴǘǎΣ ŦƻǊ ŦƻǳǊ ΨwŜǾŜǊǎƛƴƎ .ŜŜŎƘƛƴƎΩ ǎŎƘŜƳŜǎ ǿƛǘƘƛƴ 5ŜǾƻƴΦ ¢ƘŜ ǎŎƻǇŜ 
was subsequently expanded to include improvements to Tarka Line services (Exeter-Barnstaple) 
and the potential for rail to be re-opened in some format beyond Barnstaple. 
 

2. Another four schemes are within Cornwall and will be reported on separately. 
 

3. The four Devon schemes are:  

¶ A new station to serve Cullompton, on the Great Western main line between Tiverton 
Parkway and Exeter {ǘΦ 5ŀǾƛŘΩǎ. 

¶ Three sections to achieve complete reopening of the former Southern Railway route between 
Exeter and Plymouth via Okehampton (locationally, to the north and west of Dartmoor) 

 
4. The three Southern Railway sections are, in sequence of likely reopening: 

¶ Exeter to Okehampton (this would branch off the current North Devon Line, for which several 
analyses have also been requested and have been considered as a logical follow-on). 

¶ Plymouth to Tavistock (which has led to consideration of more extensive rail access to 
Plymouth city centre in an Annex). 

¶ Okehampton to Tavistock, possibly in two parts ς to a Sourton A30 Parkway as a first element. 
 

5. This is the sequence adopted for discussion purposes, with Cullompton considered first. 
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A:   New station at Cullompton ς and implications for Exeter-Taunton sector 
 
6. The former location of Cullompton is shown on the accompanying track map. Current stations 

and routes open are shown in red/pink. Intended openings which may be relevant for a new 
Cullompton station are shown in yellow.  

 
 

7. There was previously a station at Cullompton, open until 1964. By then Cullompton had only 4-6 trains 
on weekdays, and 3-4 on Sundays. Wikipedia has this to say on the proposed reopening: 
 

A station was opened at Cullompton when the railway opened on 1 May 1844. In 1931 the platforms were moved back, 
the lines were widened to provide two passing loops and a new goods shed and waiting room were constructed.

[14]
 The 

station closed to passengers on 5 October 1964, but goods traffic continued until 8 May. The site is now occupied by 
Cullompton Services for the adjacent M5 motorway. There is land allocated for re-opening a station at Cullompton but 
forecast demand is relatively low and so the proposal is for the longer term.

[15]
 In July 2016 Mid Devon District Council 

announced that it would spend £40k on engineering design work to test the viability of their concept for a new station. 
This matched a previous commitment by Taunton Deane Borough Council of £40k and £10k contributions from the town 
councils of Cullompton and Wellington.

[16]
 As part of the "Devon Metro" plans by Devon County Council there would be a 

station near the location of the old station and could form part of the route. The station is a 'possible' long term 
proposal.

[17]
  

https://en.wikipedia.org/wiki/Cullompton
https://en.wikipedia.org/wiki/Passing_loop
https://en.wikipedia.org/wiki/Disused_railway_stations_on_the_Bristol_to_Exeter_Line#cite_note-16
https://en.wikipedia.org/wiki/M5_motorway
https://en.wikipedia.org/wiki/Disused_railway_stations_on_the_Bristol_to_Exeter_Line#cite_note-17
https://en.wikipedia.org/wiki/Taunton_Deane
https://en.wikipedia.org/wiki/Disused_railway_stations_on_the_Bristol_to_Exeter_Line#cite_note-18
https://en.wikipedia.org/w/index.php?title=Devon_Metro&action=edit&redlink=1
https://en.wikipedia.org/wiki/Disused_railway_stations_on_the_Bristol_to_Exeter_Line#cite_note-19
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8. Highlighted is the clear joint commitment by the adjoining local authority, Taunton Deane BC, for 
station reopening at Wellington. Consequently there is a joint dependency, that progress on both 
stations should be undertaken, even if one station opened before the other. 

Cullompton station as it was in 1984, looking north from Station Road bridge ς showing the space created in the 
1930s for platform loops off the main line. The photograph may distort matters, but it appears that the main line has 
been slewed partly into the formation of a loop line. 

 
9. The timetabling implication is evident, that any timetable which incorporated a Cullompton 

station, should also be able to accommodate a station at Wellington (in Somerset, so a separate 
authority for project approval), even if there were no other stations in addition. 
 

10. Like Cullompton, Wellington had only a basic service at the end in 1964. As with Cullompton,  

 
Goods shed and station site at Wellington 

 
 

11. The present passenger railway service through Cullompton almost entirely comprises Intercity-style 
trains, with Great Western IEP expresses to London and CrossCountry expresses to Birmingham etc, 
many of whom call at the nearby Intercity railhead at Tiverton Parkway. This does imply that an 
additional layer of regional trains will be required, starting either at Taunton or Bristol (there is 
currently no regional service on the Taunton-Westbury section of railway). 
 

12. Only the following trains (on an Monday-Friday pre-virus basis) are effectively regional trains, and 
(except where stated) also call at Tiverton Parkway: 

a station at Wellington could be on reinstated loop lines, or 
with platforms simply on the main lines. A Wellington stop 
would, as shown in the photo adjoining, possibly be more 
effective on loops ς but not for timetabling purposes, merely to 
remain closer to the main part of the town rather than be 
further west if the platforms were to be kept on the main line, as 
they might nowadays have to avoid the track crossover area 
because of the large overhang arising with longer modern 
carriages. 

https://en.wikipedia.org/wiki/Goods_shed
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Timings southbound from Taunton:  Timings northbound from Exeter St. Davidôs: 

06:21 Bristol TM-Penzance 

07:39 Bristol TM-Penzance 

09:54 Cardiff Central-Penzance 

14:54 Cardiff Central-Penzance 

20:00 Cardiff Central-Penzance 

23:08 Cardiff Central-Exeter St. Davidôs 

00:08 Bristol TM-Exeter St. Davidôs 

 
Requirement for a regional service layer 

 
13. Consequently there must be a new regional service layer introduced, which for practical 

passenger requirements ought to run via Exeter Central (which is in the centre of the city), and 
not rely on variable connections at Exeter {ǘΦ 5ŀǾƛŘΩs. Otherwise people will stick to using their 
cars, as it is only (in the offpeak) 21 minutes by car for the 14 miles from Cullompton to central 
Exeter, and even peak car times are unlikely to be worse than 30-40 minutes, whereas a change 
of train would easily add 10-15 penalty minutes ς and perceived as longer ς on its own account at 
all times of the day. 
 

14. With that proviso, there are generally only 3-4 Intercity type trains in each direction per hour (4-5 in 
peaks), with most normally calling at Tiverton Parkway as a North Devon railhead, so that the 
typical express running time between Exeter and Taunton is 26-27 minutes between Exeter and 
Taunton. It is possible that one freight or departmental path per hour in each direction will also 
require protection. However this is not seen as an obstacle. 
 

15. Consequently there should be no fundamental capacity problem in accommodating at least one 
regional train per hour between Taunton and Exeter {ǘΦ 5ŀǾƛŘΩǎ (with half-hourly being desirable 
but maybe not yet achievable unless there were a full timetable recast, or some four-tracking 
possibly by expanding the present Tiverton Junction loops as part of a Willand station project). 

 
Capacity considerations for the Exeter Central- {ǘΦ 5ŀǾƛŘΩǎ-Cowley Bridge Jcn section 

 
16. It will be important to ensure that there is adequate capacity across Cowley Bridge Junction (see 

Okehampton schemes below) and through {ǘΦ 5ŀǾƛŘΩǎ station and at Exeter Central, and wherever 
trains might need to reverse along the West of England line east of Exeter Central. As there are 
works required at Cowley Bridge Junction and Exeter {ǘΦ 5ŀǾƛŘΩǎ to accommodate the increased 
services proposed by the reopening of the Southern Railway route to Plymouth and the improved 
service on an upgraded line to Barnstaple, these matters will be addressed in the proposals to 
reinstate the northern route between Exeter and Plymouth and an improved frequency between 
Exeter and Barnstaple. 

 
Timetabling for regional services 

 
17. On the main line, Intercity running times are 22-23 minutes between departing Taunton and 

arriving at Exeter {ǘΦ 5ŀǾƛŘΩǎ, if it were a non-stop train over the 30¾ miles, and typically 26-27 
minutes if calling at Tiverton Parkway. Slower regional trains are timed at up to 29 minutes. 
Addition of two further stops, with a 1 minute dwell time at each station plus braking and 
acceleration, could add a further 6 minutes, so that a 35 minute regional schedule is assumed, with 
trains timed to leave Taunton soon after the passage of a fast GW service, for example at xx:55 
minutes past the hour. This would allow arrival at Exeter {ǘΦ 5ŀǾƛŘΩǎ at x1:30, which on most 

06:33 Exeter St. Davidôs-Cardiff Central 

09:53 Penzance-Cardiff Ctl.(not Tiv.Pkwy) 

19:39 Exeter St. Davidôs-Bristol TM 

19:48 Penzance-Cardiff Ctl.(not Tiv.Pkwy) 

21:14 Exeter St. Davidôs-Bristol TM 

21:50 Exeter St. Davidôs-Bristol TM 
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occasions would be adequately ahead of the next fast arrival from the east or north. There would 
be specific occasions when timings needed adjustment. Another stop, at Willand, might be 
problematic for Taunton trains because of limited time before the next express path. 
 

18. In the northbound direction, the slot for an hourly regional service is more constrained because 
of the timing sequence for the expresses. On most hours, a departure from {ǘΦ 5ŀǾƛŘΩǎ around 
xx:00 would be satisfactory, arriving Taunton around xx:35, and with adequate reversal and 
recovery time for the next southbound departure. However a slightly later departure would be 
required during several hours to accommodate other expresses. 
 

19. It is not realistic to plan a half-hourly regional service to Taunton without a full timetable recast. 
Half-hourly might however be possible to Cullompton, while a reversing siding at Willand (the 
former Tiverton Junction which still has loops) could be valid in its own right, and independently 
as a first phase of a project to reopen into Tiverton itself. 
 

20. tƭŀƴǎ ǘƻ ƛƴŎǊŜŀǎŜ Ψ5ŜǾƻƴ aŜǘǊƻΩ ǎŜǊǾƛŎŜ ƭŜǾŜƭǎ ƻƴ ǘƘŜ 9ȄŜǘŜǊ-Axminster section of the West of 
England line might assist, by creating paths which are simultaneously used by a Devon Metro 
train and by (the same train in actuality) a Taunton-Exeter regional service. In effect, Cullompton 
and Wellington could be part and parcel of a new Metro corridor to the growing hub of central 
Exeter, and ς subject to detailed assessment of viable long term timetable slots with additional 
stopping margins ς possibly several other additional stations or railheads to accommodate local 
travel to central Exeter. Mapping below suggests the following priorities in that respect (a 
kilometre = one map square):- 

 
Options for intermediate stations and services 

 
Wellington 

 
 
21. Wellington is a first priority station. It is 7 miles SW of Taunton, between Taunton and Tiverton 

Parkway. The preferred location for a station is near Tonedale, as this maximises walkable origins 
from the community. It is a sizeable community as is evident, parish population approx 15,700 
(2011 was 14,549). The urban area covers approx 5-6 sq.kms, similar to Dorchester at 6 kms, with 
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a population of ~12,800. However, if car parking were relevant from the 1-2 km distant 
catchment within Wellington and further in the parish, then a detailed review would be required 
about the location and scale of such a car park. 
 

22. At a 5% rail usage and geared to an average of 600 journeys per year per inhabitant (a cautious 
estimate for post-virus, a more normal modelling volume would be 700), the rail volume for locally 
generally passenger entries and exits would be 470,000. This would put Wellington in a demand 
ŎŀǘŎƘƳŜƴǘ ŀƭǎƻ ǇƻǇǳƭŀǘŜŘ ōȅ όŀƴŘ ƭŜǘΩǎ Ƨǳǎǘ ƭƻƻƪ ƭƻŎŀƭƭȅ ƛƴ ǘƘŜ {²ύ 5ƻǊŎƘŜǎǘŜǊ {ƻǳǘƘ ƻƴ ǘƘŜ 
Waterloo main line at 421,000 in 2018-19 (plus Dorchester West at 151,000 (=572,000 in total), 
Barnstaple 432,000, St Austell 460,000, Yatton 468,000, Tiverton Parkway at 480,000 and Torquay 
at 483,000. 
 

23. In other words, Wellington station should be open NOW, if a regional service were available. Even 
if you cut back any demand estimate by half, because only an hourly regional service looks initially 
feasible at Wellington, equivalent South West region stations open now (~235,000 entry and exit) 
are: Dawlish Warren 190,000, Penmere 191,000, Par 195,000, Frome 201,000, Highbridge & 
Burnham 205,000, Yeovil Jcn and Sherborne both 210,000, Falmouth Town 214,000, Castle Cary and 
Tisbury 222,000, Carbis Bay 228,000, Bodmin Parkway 234,000, Topsham (Devon Metro) 239,000, 
Exeter St. Thomas (Devon Metro) 243,000, Camborne 266,000, St. Erth 271,000. 
 

24. The failure to provide a station at Wellington is unjustified and should be addressed. However it is 
clear that the station would require a specified regional service. This would be a Devon Metro 
station not served by Intercity trains, unless there were a business case for a few Intercities to call 
towards London/Birmingham in the morning and also to Plymouth, with evening return services. 
 

Cullompton 

 
 
25. Cullompton station is also a first priority. It is south of Tiverton Parkway, 12½ miles from St. 
5ŀǾƛŘΩǎ, 13¼ from central Exeter). The preferred location adjoins the M5 junction, so can also 
offer a railhead into central Exeter. However road access could then be overloaded, not least with 
Culm Garden Village travel volumes, so thought may need to be given to a different location 
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accessible from the town and the Garden Village. It would be a Devon Metro station not served 
by Intercity trains. Substantial car parking is likely to be required. 
 

26. The parish population was nearly 10,000 in 2018. There are plans for an additional 5,000 homes 
at Culm Garden Village, to the east, which at say 2½ persons per home would increase the 
population to 22,500, so considerably more than Wellington, and (if 2 tph) with indicatively over 
650,000 passengers entry/exit per annum. Most residents commute to the city of Exeter or other 
towns, so that there is a good baseline for rail demand nowadays. 
 

27. A minimum half-hourly rail service would be most desirable, however as discussed above a 
second hourly slot will not be easy to find towards Taunton. The alternative is to run two trains 
per hour to Cullompton, and turn the 2nd train there or at Willand. Regional trains should be 
capable of 90 or 100 mph on the main line, to minimise pathing constraints. 

 
Willand 

 
 
28. Willand is a second priority station, at the former Tiverton Junction station, where there are still 

passing loops. This also would be a Devon Metro station not served by Intercity trains. The Lower 
Culm ward population was 5,800 in 2011, and numbers are growing. On the same basis as 
Wellington for passenger estimates, annual rail usage could be around 90,000, although some 
might already use Tiverton Parkway station. It could be a terminus for Devon Metro trains to 
Cullompton which are unable to reach Taunton because of slot constraints on the main line, and 
so could offer an hourly local service to Exeter. 
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29. A third priority (maybe for the longer term) is a direct railway back to Tiverton Town from 

Willand (not via the former Exe Valley route as that is unavailable), possibly with an intermediate 
stop at Halberton if housing were enabled there. Tiverton has a 20,400 urban population. For 
Willand to allow a continuation to Tiverton, a station might need a different location south of the 
former platforms, or a larger chord could be required starting north of the former station site. 
Proceeding past Willand to reverse at a new bay platform at Tiverton Parkway is a further service 
option, although it occupies more time on the main line. 

 
Tiverton Town ς example of line option from Willand 

 
 
30. Reopening to Tiverton Town is an extempore idea, but could provide a clear northern destination 

for a Devon Metro service, with explicit car removal from Exeter city centre, and enabling a better 
service at Cullompton, eg hourly to Tiverton, half-hourly from Cullompton. 

 
Hele & Bradninch 

 
 








































































































































