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SEVENOAKS RAIL TRAVELLERS’ ASSOCIATION 
 

A Brief for GoVia 
 
1. Introduction. 

 
Sevenoaks Rail Travellers’ Association represents the 3000+ daily commuters from the 
Sevenoaks area, as well as the many other less regular train users from this area. These 
rail users travel to and from Sevenoaks, Dunton Green, Bat & Ball, Otford, Kemsing, 
Shoreham and Eynsford stations. This paper reviews the future prospects for Sevenoaks 
commuters, particularly in the context of the 2009 timetable.  
 
In the years 2003 to 2005, Sevenoaks Rail Travellers’ Association (SRTA) wrote three 
major papers, which included commentaries on the SRA’s original and revised IKF 
specifications issued in early 2004 and 2005. Some of the material of this paper draws 
on the thinking in those papers. 
 
2. SLC2. 
 
We note that the slides shown at the Maidstone stakeholders meeting included a 
reference to introducing SLC2 in 2009. We acknowledge that slides are written in 
shorthand and hope that GoVia recognises that the specification will need to be 
modified in the light of current changed patterns of demand. It can also be seen that 
some of the SRA’s 2004 views of the potential of individual stations are now out of 
date. 
 
2.1 Off Peak Timetable. 
 
To follow the SRA’s pattern of thinking, we need to start with the off-peak timetable 
and this paragraph sets out the thinking underlying the pattern suggested in Appendix 1.  
 
1. Off-peak Revenue.  It is in the commuters’ interest for the TOC to maximise 
its off-peak revenue and minimise the costs of earning that revenue.  
Experience on the South Eastern Main line (SEML) has already taught us that having to 
change on the way to one’s destination is an encouragement to drive. Car ownership in 
this part of Kent is high and traffic conditions in Kent and East Sussex do not usually 
create driving difficulties. We know that Connex revenue suffered in 2000-2003, when 
stations east of Tonbridge could be reached from Sevenoaks only by changing at 
Tonbridge. The original SRA specification showed services to Ashford calling at 
Sevenoaks, but Sevenoaks passengers had to change to reach Hastings. The revised 
specification removed the stops on the Ashford services, but passengers had to change 
to reach stations south of Tunbridge Wells.  
 
In principle, costs will be minimised by providing the necessary service with the least 
train miles. In particular, we do not see the need to run two Metro services to Sevenoaks 
each hour, nor two Charing Cross-Tunbridge Wells services per hour. One per hour of 
each type of service should provide an adequate service to the relevant stations.   
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2.  A Fast Service to London.  By 2009, Sevenoaks will have ‘enjoyed’ six years 
of a quarter-hourly off-peak service calling intermediately at Orpington (or non-stop) to 
London Bridge, where nearly all such services call. It is our view that the current level 
of off-peak rail travel from Sevenoaks to London is the product of such a service and 
would not be maintained if half the Sevenoaks-London services called at (say) three 
other stations en route. It is also important that these services call at London Bridge and 
we think that five or six main line services per hour should be able to call there, on the 
basis that SLC2 will have slightly more Metro services coming out of Cannon Street 
(and slightly fewer from Charing Cross). 
 
3. Dunton Green. Since writing the last paper in spring 2005, we now expect 500 
dwellings to be built very near to Dunton Green station. We are keen to discourage 
more driving to Sevenoaks station and believe that off-peak (also peak and evening) 
services at Dunton Green will need to be improved relative to the SLC2 specification.  

 
2.2. Peak Timetable. 
 
1. Pattern of Commuting. The autumn 2004 rail Census showed a marked increase 
in commuters travelling to London earlier and returning home later, compared with the 
previous year It also showed an increase in the numbers using London Bridge, (mainly) 
at the expense of Cannon Street. The 2005 Census showed a similar pattern. We and 
others have interpreted this as reflecting increased demand for Docklands, generally 
reached from London Bridge by the Jubilee line. This underlines the importance of 
stopping at London Bridge as many main line services as possible, especially those 
going to Cannon Street. (Commuters on services running fast to and from Waterloo can, 
of course, access Docklands via Southwark station.) Commuters bound for Docklands 
from Ashford and beyond will immediately find the CTRL services attractive by 
changing at Stratford.  
 
Table 1    2003 2004 2005  2003 2004 2005 

 Morning Peak (%)    Evening Peak (%) 
 

Arriving/Departing in First Hour  19 21 22  19 17 17 
 Middle Hour 64 62 60  57 41 42 
 Last Hour 17 17 18  24 42 41 
 
   Terminal Spread(%) 
Charing Cross/Waterloo  46 44 44 
Cannon Street   29 26 26 
London Bridge   25 30 30 
 
 
Comparison of the morning and evening percentage of commuters travelling in the 
middle hours of the respective peaks might suggest that the number in the evening was 
70% of the morning peak. In fact, some 9% of morning peak commuters travel home 
(probably) after the evening peak has officially ended at 18.59, with the result that the 
17.00-59 hour carries only 64% of those in the corresponding hour in the morning.   
 



 3

2. The SRA’s concept of a peak service as ‘Off-peak Plus’ needs modifying.  
There are four reasons why this is so. The most important is that peak turn-round times 
at Charing Cross have to be at a minimum, due to the lack of platform capacity, and 
cannot be as long as they are at off-peak times, when they aid service recovery. To 
adhere literally to the SRA’s principles, GoVia would have to impose the short peak 
period turn-round times on the off-peak timetable, with the consequent transmission of 
up service lateness on to down services. To keep close to the SRA’s thinking, in the 
morning peak, it is the contra-peak service that should depart at the off-peak departure 
times. In the evenings the peak departure times should adhere as closely as possible to 
the off-peak pattern (i.e. in both cases the up services should arrive later than the off-
peak pattern). 
 
Secondly it may well be that the off peak pattern, run as 12-car trains, provides enough 
seats for the ‘shoulder-peak’ levels of demand. However, commuters wish to travel to 
and from Cannon Street both before and after the ‘Plus’ services will be running to 
Cannon Street. This pattern of demand will need to be recognised in the timetable. 
 
Thirdly, SLC2 shows numbers of main line peak services calling at Orpington. Such is 
the level of demand from Orpington that large numbers of their commuters would be 
standing from there to London Bridge. We know that 375 services, especially 375/9 
units, have extended station dwell times if they arrive at London Bridge over-full. We 
note that GoVia is concentrating on improving traffic flow at London Bridge in the 
2007 timetable We would not see the logic in GoVia improving traffic flow there in 
2007, only to do something that would reverse the process in 2009. Main line 
passengers can change at Sevenoaks for Bromley, instead of Orpington. 
 
We note, finally, how the current timetable runs nearly all the evening contra-peak 
Metro service on the Dartford lines into Cannon Street. We have a high regard for 
SET’s standard of operations and would advise against changing a pattern which seems 
to have improved evening peak timekeeping.  
   
3. Dunton Green. A developer has been working up a case for 500 homes close to 
Dunton Green station and is now submitting a planning application to the Sevenoaks 
District Council (SDC). It is thought that the initial population will be about 1,000 
adults and 400 children (some of whom may well need to travel to school by train).  
 
At the beginning of paragraph 5, we set out the assumptions of economic activity per 
dwelling, based on the 2001 census – that 93% of males and 76% of women aged 30-50 
are working. Application of these factors to the development at Dunton Green suggests 
that some 845 people will wish to work. The owners of these dwellings will probably 
require larger-than-average mortgages and the local council official to whom we have 
spoken expected some 50% of the residents to seek London salaries to support their 
mortgages. We agree with this basis and expect up to 425 additional London commuters 
to come to live close to Dunton Green station. Such an increase would put demand at 
Dunton Green not so far below that at Chelsfield and would call for an improvement in 
local station facilities as well as services. The absence of a local booking office is likely 
to have lead to an under-recording of the use of Dunton Green, and the lack of evening 
services to the station has led many Dunton Green travellers to buy Sevenoaks season 
tickets to facilitate returning there later in the evening.  
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Traffic in the area around Sevenoaks station is already heavy at peak commuting times 
and the car parks will be full when SDC has finished introducing parking restrictions 
near the station. The maintenance/improvement of the rail service at Dunton Green to 
minimise additional car journeys by rail commuters is important to SRTA. One 
particular need is to provide an evening service after the present last service leaves 
Charing Cross at 20.56, by stopping the new Charing Cross-Tunbridge Wells services at 
Dunton Green. 
 
In the peak period, the ideal would have been to maintain the present 20-minute slow 
service to Cannon Street, with its connection at Chelsfield for Charing Cross. However, 
SLC2 is based on a 30-minute service pattern and this has some advantage between 
Sevenoaks and Orpington in creating some spare line capacity. With such a basic 
service pattern, Dunton Green might need four trains in the morning peak hour, two 
starting at Sevenoaks and two from (say) Tonbridge or Tunbridge Wells. Properly 
sequenced, the latter services could call at Dunton Green without prejudicing the flow 
of services through the Sevenoaks-Orpington corridor.  
 
3. Maidstone East Line 
 
We think that the two off-peak services per hour to Victoria are satisfactory, but we 
consider that West Malling and Maidstone need a third service, broadly as at present. 
There are, however, ways in which this faster service might be better filled: 

- our SEML off-peak proposals have left a path available out of Charing Cross for 
use by such a service and 

-  it would be preferable for this service, rather than the slower service from 
Victoria, to be extended to Canterbury West. 

 
We have indicated previously that we (and SDC) are concerned at the high level of peak 
rail-heading to Sevenoaks from the area served by the Maidstone East line. We believe 
that there are three reasons for this: 

- the peak services are slow, 
- there is a poor evening service, such that travellers use Sevenoaks if they are 

uncertain as to when they will be returning (or returning late) and 
- commuters want to reach Docklands or the City. 

The slowness issue - we understand - is intended to be dealt with in the 2007 timetable; 
with more services using the Chatham main line from Bromley towards Victoria when it 
is free of Eurostars. There is also scope to speed up some services by not stopping all 
trains at all the stations between Maidstone and Otford, particularly omitting Barming, 
East Malling and Kemsing. This would enable the faster services to be run with 8x465/9 
stock, if their loading required. (If any of these stations should be included in the calling 
pattern for the faster services, then the platforms of such a station should be lengthened 
to 8 cars.) 
We believe that the evening service should be improved by continuing a half-hourly 
service to later in the evening, at least as far as Maidstone. 
Our proposals for a limited London Bridge/Cannon Street service are based on the 
following considerations: 

- there now exist peak services between Ramsgate/Canterbury West and Cannon 
Street, 
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- SLC2 appears to imply the need for a ‘bamboo’ curtain at Ashford between the 
Dover/Folkestone line (go to London via SEML) and the line via Canterbury 
West (go via Maidstone East). If it is intended to run a limited service between 
Ramsgate and Cannon Street via Canterbury West, such a service could 
logically run via Maidstone East. 

- We originally suggested making paths available for such a service by running 
more suburban services as 10-car trains, reducing the service slightly because 
they would replace 6- and 8-car trains. Since then there is the additional 
possibility of a slight slimming of the North Kent line service on the back of the 
DLR extension to Woolwich.  

 
It is possible that such services might replace the existing Blackfriars services after 
2009, if interchange possibilities to/from Victoria services existed at (say) Otford. In the 
meantime, from 2007, there should be, perhaps, an additional service to and from 
Blackfriars to ‘grow’ the City traffic.  
 
On the other hand, if the SRA’s proposal for only a half-hourly service between 
Sevenoaks and Blackfriars were put into effect in 2009, there would be very few – and 
over-crowded – services for commuters aiming for Elephant and Castle and Blackfriars 
to change into at Bromley. The alternative route to reach those stations would be to stop 
Victoria services at Herne Hill to change on to First Capital Connect services. There 
may, indeed, be a case for continuing to run ‘fast’ Blackfriars services after 2009. 
 
4. Schoolchildren 
 
Tonbridge is a significant educational centre. Students need direct services from both 
the south-eastern main line and the Darent valley stations. The former could be supplied 
by a Charing Cross-Tunbridge Wells service arriving at Tonbridge at the latest by 0825, 
with a return service departing Tonbridge soon after 1600. Both these services need to 
call at both Knockholt and Dunton Green. The number of students from the Darent 
valley stations (Eynsford, Shoreham, Otford and Bat & Ball) who travel to Tonbridge is 
counted in hundreds, who currently have to depart too early and then wait on the 
relatively narrow platforms at Sevenoaks for a main line service. This is a safety issue 
of concern to parents. This traffic needs a through service outside the normal pattern 
calling at least at stations between Eynsford and Tonbridge, with a return service in the 
late afternoon.  
 
Tunbridge Wells is another student destination from Sevenoaks, Dunton Green and 
Knockholt. Pupils will need a through service to Tunbridge Wells about half an hour 
earlier than the Tonbridge timings above.  
 
5. Housing Development and Commuter Growth in Kent 
 
Kent County Council has provided SRTA with the recent history (2001-06) of housing 
completions, together with a forecast for the next 10 years to 2016, by local government 
district within Kent. Other data provided related to 2001 census data for economic 
activity by age and sex, and the mode of travel according to distance travelled to work. 
This has provided information to create a simple model to ‘explain’ recent growth in 
commuting and for use to project forward. 
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The following assumptions have been used: 
- The main age for home purchase is the 30-50 age range. 
- In the case of purchases in Ashford, 100% of the males are assumed to be 

economically active; the general percentage for this age range is 93% (used for 
the rest of Kent). 76% of 30-50 year old females are economically active (used 
for both cases).    

 
2003-2005        
 
The 2005 rail census showed an increase of 1700 (13%), over the 2002 level, in the 
number of standard class passengers on (SE) main line services when they depart 
Sevenoaks towards London,. Comparison of train service loading data with and without 
first class passengers shows that 9% of the total loading travels in first class 
accommodation, raising the total increase in SEML commuters to 1870. 
 
Over the three years, 2545 homes have been completed at Ashford. On the basis of 1.76 
economically active persons per dwelling, this has brought 4480 such people to the 
town. In this period, Ashford Borough Council estimated that 1050 new jobs were 
created locally (350 p.a.), leaving 3430 people looking for jobs outside the town. Of 
these, the Council estimate that 30-40% travel to London by train and taking the mid-
point of 35% we would estimate that commuting from Ashford grew by 1200 over those 
three years. This is similar to subjective estimates of that growth.  
 
The local Council acknowledges that for 30-40% of the ‘incomers’ to look for work in 
London represents a relatively high proportion, as they look for London salaries to pay 
their mortgages. The 2001 Census data shows the average of the Ashford economically 
active working in London to be as low as 5%, of whom 50% travel by train. Most of the 
other 50% drive to S.E. London, no doubt up the M20 and this number could well 
include commuters currently working in Docklands, who could be attracted to the 
CTRL services. 
 
On the way to Ashford, the SEML passes through the following local government 
districts in West and Mid-Kent:    
Sevenoaks – the residents mainly use SEML services, 
Tonbridge & Malling (Hildenborough and Tonbridge) - the major growth has been in 

the Malling area and in normal circumstances perhaps only 25% of new housing 
would have been included against the SEML. However, Malling is the prime 
source of rail-heading to various stations on the SEML and we have assumed 
that 50% of new homes should be ‘allocated’ to the SEML. 

Tunbridge Wells (Paddock Wood, High Brooms and Tunbridge Wells), all SEML, 
Maidstone (Marden, Staplehurst and Headcorn), assumed to be 10% and 
Ashford (Pluckley, but residents of ABC also use Headcorn) 10%. 
 
Appendix 2 shows the historic growth of housing completions in 2001-06. 60% of these 
figures have been assumed to apply to 2003-05 and the above percentages have been 
further applied to arrive at a housing completion figure applicable to the SEML of 2800.  
These 2800 homes are estimated to increase the economically active by 4740, of whom 
14% on average are expected to travel to London by train - 670 more commuters.  
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Table 2 sets out the total housing completions for 2003-05 and then shows the forecast 
growth for 2006-2016 on a per annum basis. 
 
Table 2 – Housing Completions 
    2003-05 2006-09p.a 2011-16p.a. 
Sevenoaks      540  160  160 
Tonbridge & Malling    870  220/110     240/120 
Tunbridge Wells    960  280  220 
Maidstone     180    44    40 
Ashford     250  100  110   
    2800  804/694 770/650  
 
2006 & onwards 
 
The forecast in the Ashford Town Development Plan for the four years to 2009 for 
housing completions of 3366 is, in per annum terms, within 1% of the 2002-05 history. 
(The figure for Ashford in the KCC table covers the whole borough.) For the purpose of 
estimating rail travel growth we would continue to forecast an additional 400 
commuters p.a. to 2009. Ashford’s forecast for housing completions (up to 1000p.a.) 
and local employment move to a higher level after domestic services start operating on 
the CTRL. 
 
The above housing completions for West and Mid-Kent, together with an estimate for 
the part of Sussex that the Hastings line runs through, imply an annual growth of 190 to 
2009 and 180 in the later years.  
 
6. SEML Passenger Forecasts 2006-09 
 
Table 3 summarises how peak (morning) passenger numbers would grow on the SEML, 
based on the above projections. It shows the split of the morning peak period by line on 
main line services departing (or passing through) Sevenoaks. The total is based on the 
2005 train loading census, grossed up to 15800 to include passengers in first class 
accommodation. This number does not include some 400 Sevenoaks passengers who 
travel on services that start from Sevenoaks. 
 
The Ashford component of the 2005 numbers is based on the 2001 census, after making 
allowance for the residents of the Borough who use stations other than Ashford. It takes 
account of the reduction in 2001-02 and the subsequent growth. 
 
We have not seen estimates of the attractiveness of the CTRL services that show much 
over 40% of the ‘Ashford and beyond’ passengers being likely to travel to London by 
that route. Indeed, a 2005 RPC Southern England survey showed only 35% of rail users 
likely to use CTRL services (1700 in 2009). If this occurred, it would increase by 300 
the number of passengers using ‘classical’ services on the SEML. We have no wish to 
under-estimate the attractiveness of that route, but failure to estimate reasonably 
accurately the numbers who will wish to use the existing ‘classical’ SEML route will 
seriously prejudice the travelling conditions of the Sevenoaks commuters whom we 
represent. The split between the other lines is broadly based on season ticket sales as 
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recorded at Friars Bridge Court. To this has been added the growth estimate to 2009, as 
in the previous paragraph.  
 
The right hand column and the bottom line show the estimated number of standard class 
passengers (91% of the total) in the middle hour of the morning peak (60% of the total 
peak).  
 
Table 3 
   December 2005 2006 2007     2008 2009  2009 
            p.a. increase               Peak hour  
               Std. class 
Ashford & Beyond   3200  400  4800   
Less on CTRL (est.)                 (2000) 
Pluckley-Paddock Wood  2500    34  2636 
     5700  434  5436  2966 
 
Hastings-Frant    1920    26  2024  1105 
 
Tunbridge Wells/High Brooms 2830    66  3094  1695 
     4750    92  5118  2974
  
Tonbridge-Sevenoaks   5350    64  5606  3060 
       590         

          15800 16390 16980   17570   16160      
 
Standard class only (91%)           14380 14915 15450    15990   14700  
 
Ditto, peak hour only (60%)  8628 8949 9270 9594 8820  8820               
 
2006-2009 
 
Such was the growth during 2005 that some 870 (Sevenoaks) passengers were standing 
during the peak hour of the morning and this number might be expected to rise to 1840 
by 2009 without timetable or rolling stock change. Such a number is probably more 
than all the Sevenoaks commuters who now join the fast services to London that call at 
the station in the peak hour. It is therefore likely the standing would start from 
Tonbridge or Hildenborough by 2009. In terms of solutions, we would like to see a 
reduction in rail-heading to the SEML from the area served by the Maidstone East line. 
Improving services on that line by speeding up peak services, running an improved 
service to Blackfriars and maintaining a half-hourly service until later into the evening 
are measures set out in paragraph 3, which could commence in December 2007. 
 
We would also like to have seen 12-car Wealden Networker services, particularly on the 
fast services to Cannon Street, as Connex had hoped to have run to a limited extent. The 
motors in their unrestrained state are too greedy for the power supply. The Secretary 
was once told that Networker motors could in fact be restrained and we have similar 
hopes of Hitachi motors if they were fitted to Wealden Networkers. 
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One short-term solution to overcrowding would be to encourage Sevenoaks passengers 
to use the stopping services that start from Sevenoaks, e.g. at 7.38 and 7.58 to Cannon 
Street. These services are already full well before reaching London and some speeding 
up would be necessary (e.g. running non-stop from Petts Wood to London Bridge) so 
that they would use the paths of two services from Barnehurst to Cannon Street in from 
St. John’s and the Barnehurst services use the present Sevenoaks paths.  
 
We would suggest, finally that GoVia could introduce some inducement to encourage 
travel on the shoulders of the peak to shift some commuters to times when limited 
additional services could be run. 
    
December 2009 onwards 
 
The sort of pattern of services that will be required in SLC2 is indicated by an analysis 
of the right hand column of Table 3.  It looks as though the Ashford-Paddock Wood 
loading will require five 12-car (2+2 seating) 375 services in the peak hour (at least two 
to CX, two to CS and one undetermined). This might be reduced to four services (two to 
CX and two to CS) if at least one service started at Paddock Wood (preferably with 
750/759 standard seats). The foregoing analysis does not take account of any passengers 
from Ashford or beyond who might travel on fast services to Cannon Street via 
Maidstone East, if Govia chose to run such services. 
 
Hastings-Frant numbers could be fitted on to 3x8-car 375 services, but there are at least 
three reasons why it would be better to run the same pattern as on the main line from 
Ashford: 
- to run only three (12-car, 2+2 seating) 375 services north of Tunbridge Wells would 
leave far too many Tunbridge Wells/High Brooms passengers on the Tunbridge Wells-
CX services, on which Sevenoaks-CX passengers rely for seats to London. 
- If we represented these stations, we would find it unacceptable to have only one 
service in the peak-hour to CS. 
- Most Hastings services should call at Tonbridge to fill up any empty seats and to 
provide connections as not all Hastings services will be followed by a Tunbridge Wells-
Charing Cross service. 
 
Tonbridge, Hildenborough and Sevenoaks require four services starting from Tunbridge 
Wells or Tonbridge, all of which need to be capable of carrying 750 (or 759) standard 
passengers. Such a service could only just convey the 8820 peak hour passengers to 
London that we estimate to be on the SEML in December 2009.  
 
We doubt if GoVia will have enough 375/9 units to service the higher-density 
requirements of the three Kent Coast lines. We have also noted elsewhere, that when the 
signalling at Tunbridge Wells is improved, there will be no further need for three-car 
375 units on the Southeastern, which were introduced to enable eleven-car trains to turn 
round at Tunbridge Wells. We suggest that they be converted to four-car units by the 
addition of a coach with 3-2 seating to provide about 690 standard seats per twelve-car 
train.  We also expect that Govia will need to continue to use some Wealden 465/9 and 
466 units on the SEML. If so, it will be necessary to ensure that there is sufficient first 
class accommodation for Sevenoaks passengers. Indeed, one of the criteria by which 



 10

calls at Sevenoaks need to be judged is whether both standard and first class 
accommodation is full on leaving Tonbridge. 
 
7. Peak Hour Service Pattern 
 
Table 4 illustrates a morning peak hour service pattern that would appear to be required 
by the 2009 passenger forecast set out in paragraph 6. 
 
Table 4 
 From Time at Calls at To  Time at To 

S’oaks      S’oaks 
   

Hastings (7.29)  -  CX   (7.59)  CX  
S’oaks  7.31  DG,Kh,Ch,O CX    8.01  CX 
Tonbridge  7.37*  Chelsfield CS    8.07*             CS 
E. Kent  7.42  -  CX    8.12  CX 
Hastings (7.45)  -  CS   (8.15)  CS 
Ashford+  7.48  D.G.  CS     
Tun Wells  7.53*    CX    8.21* D.G CX 
Ashford  7.56  -  CS    8.26  CS 
* calls at Hildenborough 
 
+ Or from Paddock Wood 
 

The SLC2 timetable can comfortably accommodate at least fourteen fast services and 
two services starting from Sevenoaks through the corridor to Orpington. The above 
example uses only thirteen of the fast paths. By concentrating the stops at 
Hildenborough to adjacent services (and likewise stops at Chelsfield and Dunton Green) 
up to eight fast services could be accommodated each half hour - sixteen in the hour - 
all of which may be needed if growth on the SEML continues. It is important that the 
capacity of the CTRL peak hour domestic service keeps pace with the growth in 
commuting from Ashford, otherwise the SEML will be left to carry all the increase in 
that traffic. This would result in a repeat of the overloading forecast for 2006-2009. 
 
The evening peak hour service, with only 64% of the morning numbers, will probably 
require only ten fast services (and this allows for the two CX-Hastings services being 
run as eight-car trains).  

 
8. Key Issues 
 
To us, the key issues seem to be: 
 

- Does GoVia accept that the peak service cannot be identical to the SRA’s ‘Off-
peak Plus’ recommendation? 

- What is Govia prepared to do in 2007-09 to alleviate pre-2009 overcrowding? 
- What is GoVia’s estimate SEML loadingpost-2009 and how would the 2009 

timetable provide seats for Sevenoaks commuters? 
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  Appendix 1 
 

Illustrative Off Peak Timetable 
 

Charing Cross  0 10 15  30 45 48 
 
London Bridge 7 18 22  37 52 55 

 < 
Petts Wood     39   09 
 
Orpington  24  39 43 54  13 
 
Chelsfield     46   16 
 
Knockholt     49 
 
Dunton Green     55   24 
 
Sevenoaks  33  49 59 03 17 27  
 
Hildenborough   56  10  34 
      G 
Tonbridge  42  01 09 14 26 38 
 
Tunbridge Wells   11 18  36 48 
   
To:   DP  H  A H   
        
Notes:  A to Ashford 
 DP to Dover Priory (Ramsgate?) 
 H to Hastings 
 G from Gatwick  


