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1 Executive summary

This station strategy sets out our vision for the 2500 stations on the national rail
network. In it we aim to address the station challenges identified in the “Delivering
a Sustainable Railway” White Paper, and to define how we will work with others to
plan and deliver our vision.

The key elements of our strategy include:

e provision of the right number of stations, correctly sized and situated, to
accommodate growth and encourage further use of the rail network;

e development of asset policies and intervention regimes, which optimise
asset life and deliver the most efficient station property portfolio on a whole
life costing basis;

e creation of new and standardised station facilities offering a consistent,
recognisably high quality, value for money service for everyone wishing to
use rail;

e development of transport interchanges, with ease of transfer at their core,
delivering a safe, secure and seamless total journey experience for
everyone wishing to use rail;

e provision of a more sustainable station environment that reduces rail's
carbon footprint and its impact on the environment;

e enhancement of our stations by prioritising and integrating all programmes
of work at stations and leveraging additional third party investment. This will
lead to the development of integrated station plans, for each station,
maximising the total investment in stations.

Our aim is to fully align the stations strategy with the overall rail industry strategy,
recognising the important part stations have to play in delivering passengers’
evolving needs. We will anticipate the impact of the wider rail strategy on stations,
and consider the effect which the proposed stations strategy may have on other
parts of the industry business.

This strategy assumes the existing allocation of responsibiliies between the
industry parties but recognises there are inefficiencies and complexities in this
position. However, Network Rail is committed to working with train operators and
others to identify the best way of operating, planning and delivering works at
stations. This may mean, for example, that some of the investment for which
Network Rail is funded could be better delivered by train operators; we would
welcome an open dialogue on how this can be achieved.

This strategy forms part of our Strategic Business Plan submission to the Office of
Rail Regulation (ORR). It is illustrated using examples from our Control Period 4
(CP4) plans. We will not achieve our full vision for our stations within CP4, but by
working in close partnership with industry and third party stakeholders we can
make significant progress towards our goals in the coming years.
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The strategy describes how, over time, we will develop stations of all sizes to
provide an industry agreed level of appropriate and consistent services and
facilities for the passengers who use them. It addresses how we can and must
work in partnership to identify plans for the stations and how we will prioritise and
utilise the funding available from all sources to develop the station portfolio to meet
the growing demand from a varied and challenging customer base. Over time we
hope to encourage greater trust and openness between parties which will allow this
partnership approach to flourish and deliver even further improvements for those
using our railways.

This document has been shared with ATOC and owning groups as part of our
discussions on the development of our plans for Control Period 4.

We look forward to discussing and progressing the strategy and plans in this

document with our partners, and propose to develop elements of the strategy
through the industry Network Route Utilisation Strategy stations working group.
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2 Scope

This document is Network Rail's proposed Stations Strategy. It sets out our
intended approach to station services and asset management and their
development for CP4 and beyond. The company recognises that this strategy will
evolve over time and that success is dependent on close working partnerships with
industry and other partners to ensure that all stakeholder requirements are met.
The purpose of this document is to present the key elements of the strategy and
provide an opportunity for our industry partners to comment.

The document is grounded in our wider asset and development policies and also
forms part of Network Rail's 2008 Strategic Business Plan. For Scotland our plans
reflect the requirements of the Scottish HLOS (July 2007) and “Scotland’s
Railways” published in December 2006. For England and Wales we are seeking to
reflect the aims set out in the recently published White Paper “Delivering a
Sustainable Railway” (July 2007).

The scope of this strategy includes all franchised and non-franchised stations
owned by Network Rail, in all categories, from A to F. These categories are
described in Appendix 1. Most strategies apply across this complete portfolio.
Strategies and plans which relate specifically to the non-franchised Network Rail
managed stations portfolio are described in section 8.
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3 Thevision for stations

Our vision is that all stations are safe and secure, offer sufficient capacity to service
the evolving demand and offer an inviting environment where all people, regardless
of their abilities, can easily transfer between different modes of transport as part of
a seamless and satisfying overall journey experience.

Independent research® shows that passengers recognise the different levels of
service and facilities provided at different categories of station. Our vision is an
environment at stations where passengers know what to expect and feel confident
in its delivery and contribution to their door to door journey experience.

Our vision is that stations are environmentally friendly, and that all station
developments contribute to the societal drive for a sustainable future.

At franchised stations Network Rail is the landlord, with train operators providing
the main interface with passengers. Our vision is for a close partnership between
train operators and Network Rail, working with other stakeholders to deliver a
consistent and coordinated first class standard of service. Network Rail is
committed to working in this partnership to deliver improved standards, efficiently,
for the benefit of all.

At the largest managed stations, where our staff and facilities provide the direct
interface with passengers, our vision is for world class facilities and station services,
where every station user knows what to expect, is delighted by our offer and
consistently receives a first class service from ourselves and our partners.

We are committed to consulting to achieve a shared vision and then to delivering
this vision with our partners. But it is a challenging one and will not be quickly
delivered consistently across the network. However, we believe it is achievable if it
is shared across the industry and delivered in partnership.

! Report “What passengers want from stations” Rail Passenger Council report June 2005
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4 Station capacity

The White Paper noted that “The story of the railway used to be about managing
decline. Now it is about enabling growth.”

The rail industry has seen a 40% growth in demand over the last 10 years. The
projected growth in demand for the next 10 years is a further 30% and in the longer
term the aspiration set out in the White Paper signals a commitment to doubling
capacity in the next 30 years. The challenge is to accommodate the additional
traffic on the network, given the potential effect of higher levels of capacity
utilisation and rising load factors on performance. At stations we need to
accommodate this growth while continuing to improve the environment and service
experienced by our passengers.

As growth continues a number of stations will become increasingly congested on
platforms and concourses. There will also be growing pressure on the ability to
interchange at some locations as they handle higher volumes of passengers,
especially in the peak periods. This will require us to simplify interchanging as it
could potentially result in uncomfortable conditions for passengers, and stations
having to limit access due to overcrowding.

Demand changes are not only influenced by growth in passenger travel. Changes
in travel patterns, competition, demographics, economic and geographic trends
and changes in employment can all have a bearing on capacity requirements.
Some stations may decline in importance, for example if nearby employment
ceases. Conversely, new stations may be required to meet the demands of new
centres of population, changes in business and commuting patterns or to provide
transport interchange opportunities®. In some places stations may also need to be
relocated to meet these changing needs.

Work to date and CP4 plans

Our strategy in addressing the capacity requirements at stations has primarily been
through our programme of Route Utilisation Strategies (RUS) which we have been
developing in conjunction with our industry partners and other local stakeholders.

In addition to the RUS research a number of network wide studies have been
undertaken. The SRA Station Passenger Capacity Study 2002 undertook a
number of evaluations to assess stations across the network and particularly within
the London area where passenger congestion was perceived to occur and where,
in order to respond to passenger growth, mitigation measures may be required in
the near future.

The second study was the London Rail 2025 Station Congestion Report 2006. The
study focused on London stations where station capacity constraints already exist

2 For example Corby station has been included by the DfT in the East Midlands franchise
and is currently under development as a modular station.
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and identified the likely future impact of demand in 2025. Design solutions,
including high level costs, were identified to reduce congestion within the station
and improve passenger journey times. The results of the analysis showed
substantial journey time savings from the implementation of the schemes
generated for the stations. Network Rail was part of the study team and assisted in
developing the design options.

In response to the identified anticipated capacity constraints we are developing
plans for CP4 to address capacity requirements at a humber of crucial locations,
such as Reading and Birmingham New Street; funding for these has been
identified in the High Level Output Statements (HLOS).

In Scotland the RUS highlighted the need for enhanced capacity at Glasgow
Queen Street, Edinburgh Waverley and Edinburgh Haymarket. The current works
at Edinburgh Waverley will ease the pressure on capacity during CP4 but, if current
growth projections are to be realised, further capacity will be needed beyond the
end of the Control Period.

In addition there are significant plans to lengthen platforms at a large number of
stations across the United Kingdom to deliver the CP4 outputs defined in the
HLOS. Examples include commuter stations around Birmingham, Manchester and
on urban routes into London Euston and Glasgow, to facilitate longer train
operation for these busy services. A large number of platforms will be extended as
part of the Thameslink project to permit either 8 car or 12 car operation along the
affected routes.

Early studies to assess the impact of the Olympic games in 2012 highlight
significant concerns regarding the potential increases in demand and the capability
of the station infrastructure to cope with the resulting volumes of people. Many of
the solutions being considered are short term enhanced management techniques.
However, at some stations more intrusive alterations will be needed to maintain an
acceptable level of service during the games. The capacity improvements
provided by other projects, e.g. Thameslink, will also be important to our ability to
accommodate the short term growth which is anticipated.

Developing a strategy

The industry has come together to develop a Network Route Utilisation Strategy.
Stations form part of this strategy and capacity is an element of the stations
workstream. The Network RUS stations working group will review the issue of
station capacity over the next 18 months. This will help to set the direction for our
plans for addressing capacity requirements in the future. It is envisaged that the
Network RUS will then be periodically reviewed to keep pace with the continually
changing environment and passenger demands and expectations. The capacity
remit accepted by the stations group is provided below.
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“To define and respond to the need for counts to measure passenger throughput at
stations.

To examine the relationship between the historic evolution and the prospective
development of ticket delivery systems/station gating policy and future station design
and capacity.

To produce a high level analysis, conforming to the standard RUS approach of
Baselining, Gap analysis and Option recommendations, assessing the ability of key
stations on the network to handle present and predicted future demand (within 10 year
timescales). Capacity at platform level should be within the scope of the analysis.

The RUS should provide advice on how to assess station capacity requirements.”

Our strategy will further develop processes and analysis in this area, so that we can
robustly identify station capacity requirements across the network. We will work
with industry partners to implement the right solutions.

Car parking strategy
Passengers have major concerns about the lack of car parking capacity and the
cost of parking at some locations. Car parking is a significant area for investment
at stations and a coherent industry strategy to expand car parking and address car
park pricing is required.

Without a robust strategy the benefits of many of the other capacity enhancements
planned will not be realised and growth will be suppressed. In particular, the spare
train capacity available off-peak will not be fully utilised.

Network Rail will work with train operators and other stakeholders, using Station
Travel Plans (described in section 5) the RUS process and train operator research
to determine the required car parking capacity and to design the best solutions to
address future demand.

Network Rail is now able to facilitate delivery of car park capacity, using the new
ORR process for self-financing investment. In many cases, investment in car parks
pays for itself over a period of time. However, the payback period is generally
longer than the franchise period. We are able to finance the investment and
recover the cost over a period of fifteen years even where the franchise period is
shorter.

We will agree with train operators which party is in the best position to deliver and

operate the additional capacity, and working together we will seek to prioritise and
escalate proposals to deliver passenger benefits quickly.
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5 Transport interchange

The importance of good quality and safe interchanges to encourage public
transport usage is well recognised. Passengers’ experience of interchanging at
stations is a vital aspect of their overall journey experience. In delivering our vision
to provide stations that are accessible to all, we will work with other parties to seek
to improve access to stations by all modes, and we will concentrate on making
improvements for those with restricted mobility or other particular needs. For
example, we are actively working with Cycling England, DfT, Passenger Focus and
ATOC to establish a Cycling Rail Task Force, as suggested in the White Paper, to
provide a clear and consistent approach to cycle/rail integration across the network.
Topics for consideration include cycle access to stations, cycle parking, information
and publicity and monitoring benefits.

We will work in partnership to develop a high standard of interchange through
clearly defining the level of provision and standards to be delivered, and will work
closely with other transport bodies and authorities to ensure maximum usage is
made of the interchange. For example we are working with First Scotrail and
Transport Scotland to design improvements to interchange, accessibility and the
concourse at Edinburgh Haymarket. We hope to implement the improved
interchange in CP3 in advance of the introduction of new tram services in
2010/2011. The “interchange” aspect may be defined as within the station area, or
may include an adjacent facility. Both will be treated with equal importance by
Network Rail. The specification for any interchange should be an integral part of
any development that affects the station. It is envisaged that the interchange
specification will become part of a Station Travel Plan (see below), thereby forming
an integrated part of the whole journey experience. It is not enough to simply co-
locate different transport modes. Network Rail will seek to facilitate partnerships of
local and longer distance transport providers and the local community. These
partnerships will research the needs and frustrations of those who wish to travel
and will seek innovative solutions, which may include changes to station or road
infrastructure, timetables and access. These groups will be essential to the
production of effective Station Travel Plans.

Station Travel Plans

In line with an idea generated by Transport 2000 (now known as “Campaign for
Better Transport”) and endorsed by the Government, we would propose to create
Station Travel Plans for each of the managed stations by the end of CP4, and to be
active in supporting the development of plans at franchised stations.

Campaign for Better Transport has submitted a proposal to Government
recommending up to twenty pilot locations for Station Travel Plans. We have
requested that at least one trial site will be a managed station since these stations
are likely to pose some different questions and challenges to those of a suburban
or rural nature. Each plan will include stakeholder requirements, targets,
projections, barriers to overcome and strategies required for success. It is expected
that this work will also allow business cases to be made for otherwise unjustifiable
investment.

Network Rail will be an active partner in the industry steering group, being set up
and chaired by ATOC, to spearhead these plans and the opportunities which arise
from them. These will include working with major local employers to organise or
sponsor alternatives to car driving, helping to reduce the impact on local roads
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while making stations more accessible by other modes of transport. Other
examples include working with Sustrans on creating safe cycle routes to the station
and conscious of passenger reluctance to leave bicycles at stations, we will work
with train operators to understand what is needed to provide adequate secure
storage, which meets the needs and concerns of those who cycle. We will address
car parking provision and pricing, for example encouraging car sharing by offering
advantageous car parking pricing and identifying car parking expansion
requirements and solutions.
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6 Asset management

Network Rail is responsible for maintaining the overall asset condition of all
Network Rail owned stations. Effective asset management optimises the
performance of station assets, delivered at an optimum whole life cost. In doing
this we support customer satisfaction, the minimisation of operational delays and
provide a safe environment for passengers, customers and staff.

The asset portfolio

Stations form part of the overall operational property portfolio, which represents one
of the most complex in the United Kingdom, not simply in terms of size and
functionality, but also in terms of the operational and commercial environment. The
nature of assets at stations is diverse and their management requires an approach
that is sensitive to that diversity. Some assets, such as mechanical and electrical
equipment, are such that condition degradation leads to a point of complete
operational failure — others, such as platform surfaces and car parks are physically
more robust and less sensitive to operational failure through degradation. Stations
themselves vary immensely in age, constructional complexity and patronage; these
features inform our approach to maintenance and renewal policy.

Contractual framework

Network Ralil is the custodian landlord of circa 2500 train operator operated
franchised stations and is also owner operator of seventeen of the largest stations.
Our stewardship responsibilities are set out in our Network Licence, which is
regulated by the ORR.

Access arrangements at franchised stations are governed by two contractual
documents, Station Leases and Station Access Conditions (SACs). These
documents define the relationships at stations, including the split of responsibility
for maintenance, repair and renewal between franchisees as station operators and
Network Rail as landlord.

At non-franchised Network Rail managed stations we are responsible for all
maintenance, repair and renewal and for aspects of operational management. The
business relationship between train operators and Network Rail is defined and
managed through the mechanism of the Station Access Agreements (SAAs) and
Independent Station Access Conditions (ISACs).

Substantial cross-industry work has been undertaken to streamline and improve
these two sets of contractual relationships, which have existed substantially
unmodified (although variously adapted for different locations) since 1996. The
product of this, the Stations Code, is shortly to be implemented. The Stations Code
is expected to form the contractual framework for CP4 and beyond.

Allocation of responsibilities for maintenance and repair

It is Network Rail's desire to work with industry partners to find an efficient and
effective solution to the current contractually complex and inefficient arrangements.
It is anticipated that an improvement in the current arrangements can be achieved
following the general industry adoption of the Stations Code. Network Rail is
committed to the proposed Stations Code and to working towards its introduction.
We have been working on industry training and guidance material with ATOC and
ORR and we are working with them to understand and develop the necessary
steps towards accession. We are aiming for an initial move towards the Stations
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Code in CP3 but consider that some train operators may not transfer until CP4.
We will work closely with the relevant train operators to complete the transfer of all
franchised stations to the Stations Code.

Following adoption of the Code (which it is anticipated will be on the basis of
carrying over existing responsibility allocation) we would seek to implement a
simplification of the division of responsibilities between landlord and lessee. We
would like to work with each train operator to discuss and agree what is
appropriate, although we believe that having an entirely different split of
responsibilities with each operator would result in inefficiency. As such we consider
there are likely to be two or three options for a revised split of responsibilities
(including what the Code provides as a standard model under Schedule 8 of the
Code), and we look forward to examining these in more detail with operators. The
process of agreeing responsibilities will require parties to be clear about cost
assumptions and, in order to achieve a shift in responsibilities, there will then need
to be an exchange of funding. We are also establishing processes for monitoring
and reporting delivery of the plan.

In advance of the completion of these negotiations, this document and Strategic
Business Plan assume the current split of repair and maintenance responsibilities.

Asset policy for franchised and non-franchised stations

Network Rail's policy employed through Control Periods 2 and 3 was issued in
2000 and aimed to maintain each asset in the condition required for safe and
efficient operational use, at the most affordable cost.

Whilst the high level aim remains valid, the policy mechanisms have not always
been flexible enough to meet the differing requirements of each of the asset
portfolio types as well as they might. The policy used a standard prioritisation
system that was not designed specifically for the stations portfolio and lacks the
sensitivity to properly differentiate asset management and business priorities.

As part of our move to risk-based asset management we have developed the
following suite of policies which aims to deliver a non-deteriorating asset condition
at portfolio level and features differential policy approaches by asset type and
category:

e Policy A — asset management encompassing the renewal of complete assets
which deliver greater functionality and business value

e Policy B — asset management maintaining current levels of functionality and
business value

e Policy C — asset management representing the minimum level of intervention to
efficiently maintain health and safety and operability in the short-term.

The following tables set out a more detailed understanding of the policies.
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Station Stewardship Policies

Policy A Where renewal of complete assets such as platforms, roofs and buildings are
planned, then renewals which deliver greater functionality and business value
are to be the default.

Where Policy A applies to the renewal of a complete asset, e.g. Platform, Roof
or Building, careful evaluation and planning of intervention is required to
optimise the value of renewal in terms of both (i) most economic lifetime plan
for each asset and (i) greater functionality and business value.

For example, if a platform is to be renewed in its entirety then a like for like
renewal may not be appropriate as consideration should take into account
future requirements and aspiration, e.g. new platform design, layout and re-
gauging. Other drivers such as business enhancements shall be considered
e.g. platform lengthening, increased car park capacity.

Policy B Policy B is decision-making in line with property industry ‘best practice’ for
asset management. Interventions on an asset are to be timed to optimum
effect and are carried out on a comprehensive basis to maximise longevity of
individual assets — triggered by optimum asset life.

Policy B is designed to keep the assets at current levels of functionality but
would not be expected to address the longer term strategic vision issues.

Policy C Policy C is asset stewardship decision-making in line with the minimum
acceptable level of maintenance and renewal, to efficiently maintain safe and
efficient operational use.

The aim is to undertake work on a restricted basis to keep expenditure to the
lowest possible level, whilst maintaining compliance with statutory, contractual,
Health and Safety and duty of care responsibilities.

The application of the above policies in terms of the maintenance and renewal
activities will be applied in accordance with the following general asset policy
statements:
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Operational property policy statement

Number Policy Statement
1 Each operational property asset shall be identified as being managed under
policy A, Bor C
2 Examination of operational property assets shall be carried out at regular

intervals, selected to achieve the optimum balance between cost and risk, and
the condition of each asset inspected shall be recorded

3 Examination results shall be used to develop a bespoke plan for each asset,
consistent with the policy selected for the asset, to remedy the defects found, if
any, in order to maintain the asset’s functionality

4 The selection of the maintenance work to be carried out shall take into
consideration:
e asset condition
e short term and long term historical changes in the asset condition
o the overall policy for the asset (policy A to C)
e the requirements of the route on which the asset is located
e the life cycle cost of each viable alternative (including cost of

possessions and track outages)
e statutory requirements, including the rights of users and heritage
requirements

5 Replacement work shall take into account the same considerations as listed
under policy number 4

6 The condition of each station and light maintenance depot shall be assessed and
given a numerical condition rating.

7 New, substantially altered or replacement stations that are not subject to Listed
Building status shall adopt a modular approach to the design, detailed
procurement and implementation of station elements.

Applying the policy to the stations portfolio

Building on previous internal policy work research undertaken by the Building
Research Establishment (BRE) we concluded that, as a general rule, Network Rail
should aim to apply Policy B across the whole of the portfolio, for optimum asset
and risk management. For those assets that are less critical to the functional and
safety operation of the railway, consideration could be given to application of Policy
C, subject to a satisfactory risk and whole life cost assessment. The
recommendation supports industry property management practice and features
planned preventative condition-based maintenance and renewal activities, which
will deliver improved and robust asset management.

The application of policies to specific elements within station categories, to deliver
the optimal affordable asset strategy for passenger benefit, is summarised in the
matrix below. The classification is based on optimal policy application, based on
internal review undertaken by Network Rail. This is based on risk and business
value evaluation and is sensitive to the passenger usage and commercial
importance.
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Policy application to station elements

Stations Station Category
A B C D

Platforms A A B B C C
Roof & roof drainage A B B B B C
Footbridges B B B B C C
Lifts & escalators B B B B B B
Electrical circuits B B B B B B
Car parks & roads B B B B C C
Facilities & A A B B C C
accommodation

The application of these polices to individual assets has been determined based
upon consideration of asset characteristics and the criticality of those assets to
broader business objectives.

The final application of these policies for each asset type will depend on the
regulatory settlement Network Rail receives for CP4. Depending on the constraints
in early years, assets will be renewed according to the policy applied, when it is
considered more economic, in whole life cost terms, than the continued
maintenance needed to meet the business requirement.

As the implementation of these policies would represent a relatively large increase
in activity levels on our operational property portfolio, the immediate transfer to
these regimes at the commencement of CP4 would be difficult to deliver and is
likely result in a short term increase in the unit cost of this work. As a
consequence, we intend to phase in these regimes over the next control period,
enabling us to ensure the work is delivered at an efficient cost with minimal
unnecessary disruption.

These policy application assumptions have been used in preparing the
Infrastructure Cost Model (ICM) which underpins our Strategic Business Plan to
ORR. The ICM allows us to show the planned expenditure at stations in a number
of different ways and several of these are appended to provide a detailed
understanding of the proposed expenditure in CP4. Information can be presented
by individual station, owning group and station category to facilitate the needs of
specific customers. The detailed expenditure and output projections are subject to
refinement, particularly when considered at an increasingly disaggregated level. It
is important that Network Rail has flexibility to manage the portfolio appropriately,
so that the required outputs can be delivered in an efficient and affordable way.
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Importantly, it allows us to prepare integrated station plans with our train operator
partners based on meaningful expectations of the work required at the station to
deliver a steady asset condition. Network Rail is also open to dialogue with
operators about the most efficient way of delivering the required works.

In order to assess our expenditure requirement for franchised stations, we are
using a sample of approximately 300 stations to estimate costs for each cost band
(1-9) and category (A-F) of station. Costs are calculated for typical categories &
bands of stations based upon differing frequencies of activity, governed by policy
selections (A-C). The categorisation and cost banding is described in the
appendices. There are a small nhumber of stations where there are non-standard
arrangements. We will examine with ORR how these should be treated in terms of
costs.

St Pancras International (Midland Road) Station will become Network Rail's 18"
managed station in December 2007. Following handover of the new station from
the project in December we will be in a position to assess the future work
requirements for the station, and this will be reflected in the April 2008 Network Rail
business plan submission.

Development of the asset management approach

We are pursuing a number of initiatives to support our asset policy approach and
activity and our forward looking Asset Policy Development Programme. These
include:

e Asset inspection: Over the past two years we have compiled a central asset
register that will form the core of the asset system that we have been
developing. The Atrium software programme which will deliver our asset
system is well advanced. The system - the Operational Property Asset System
(OPAS) - will provide us with a powerful asset management tool which will be
used to support our business planning.

e Policy research: Recently we have undertaken work with The Building
Research Establishment and Franklin and Andrews, which has been valuable
in considering and confirming our approaches to understanding unit costs,
asset degradation profiling of our key cost-driving assets, and the intervention
regimes that we could consider in optimising asset life.

e Modular approach: One of the most significant technological changes towards
the end of CP3 and going into CP4 will be the development of the modular
design and construction concept. The conceived modular systems have the
potential to reduce unit costs, to allow renewal or maintenance in shorter
timescales, to create efficiencies in maintenance and repair and to create
higher levels of consistency of the asset base.

We aim to further refine these policies in future building on the work undertaken as
part of the Asset Policy Development Programme with our stakeholders so that
their requirements and expectations are met; and to enable us to maintain the
estate for continuing safe and efficient operational use.

Modularisation and standardisation

The modular stations concept has been well received and is rightly seen as an
opportunity to respond to the challenges of building stations fit for the future.

Stations Strategy October 2007

17

AbBayens suonels



The full potential cost benefits through economies of scale from production-line
manufacture of structural station components will take time to realise and will be
dependent on a substantive programme of activity. Earlier cost savings and
consistency benefits are envisaged from the sub-system elements such as
platforms, canopies, toilet turnstiles, automatic ticket gates, signage and fixtures
and fittings.

Other major benefits associated with faster product delivery, such as quicker
planning application and commissioning and earlier occupancy, are attractive and
persuasive; as is more certainty in subsequent refurbishment costs and reduced
procurement, maintenance and whole life costs.

The modular concept has the potential to provide a modern high quality station
environment that reflects positively on the industry and provides opportunities for
developing consistency of environment across the network.

The development of the modular concept, as it was originally conceived, into a
product suitable to meet current infrastructure demand and current market
demands, whilst meeting the longer term requirements of the future railway,
remains a substantive opportunity. More details of the modular approach are
included in Section 12.

Even where modular solutions are not appropriate, the standardisation of facilities
is an important step towards improving consistency in the service provided to
passengers.

Future development programme

The operational property asset management approach is aimed at enabling
Network Rail to deliver the challenges set out in “Delivering a Sustainable Railway”.
Some of the areas of development work that will be undertaken during the
remainder of CP3 and into CP4 include:

e working in partnership with stakeholders to ensure their business
requirements are met in future policy development

e policy development work under our Asset Policy Development Programme.
This will feature the exploration of opportunities to optimise asset
management of operational property across the industry and to develop
more cost effective and appropriate solutions for the future;

e undertaking research into the application of differential policy application
across operational property assets to improve understanding of asset
performance and asset degradation;

o benchmarking against property and railway industry policy and practice
both in the UK and elsewhere;

e developing condition and asset performance measures for all property
types; and

e undertaking further development of standardisation and modularisation and
the part they should play in both maintenance and renewals and
enhancement activity. This will extend from the standardisation of station
designs, components and fixtures and fittings to modular components,
buildings and structures across the portfolio.
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Procurement and delivery

There are four primary Network Rail delivery routes for Network Rail station
maintenance and renewal procurement. In addition there is a fifth channel; which
involves delivery through the train operator.

1.

Network Rail framework agreements will continue to be used. However, a
reduced number of new five-year agreements will be in place, with the first
year’'s delivery via these being 2008/09. These will provide, for the first time,
consistent framework arrangements across the full portfolio.

We will deliver a relatively high number of small, ‘simple’ schemes through
new call-off contracts which we will put in place for these types of schemes
(i.e. those typically below £500k). Again, the first year’s delivery via these will
be 2008/09.

Where it is appropriate, Network Rail will also continue to deliver through
individually tendered contracts to drive better value for money.

Network Rail maintenance staff, in-sourced as part of the wider Maintenance
in-sourcing strategy, will be utlised to deliver reactive and planned
preventative maintenance activities.

In circumstances where it is efficient and effective for a train operator to
deliver a piece of work, we encourage this delivery route. We will work with
industry partners to establish and utilise the best delivery channel for the
benefit of the industry.

External contracting strategies will be based upon the new Network Rail suite of
contracts aimed at simplifying contract administration and driving cost certainty.
Where our station plans allow efficiencies to be realised through aligning train
operator planned works with Network Rail and/or third party work, we will agree the
optimal delivery mechanisms with those involved. We are receptive to train
operators that wish to take an increased involvement in delivering station works.
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7 Safety and security

The basic function of a station is to provide a safe and secure interchange facility
for passengers wishing to travel on the rail network.

The safety of passengers and those working on the railway is of paramount
importance. This principle underpins the strategies and plans we have for stations
and the development of the stations strategy will enshrine and build on this primary
objective. We will work with others to develop cost effective industry solutions to
maintain and improve the safety of those using and working on stations.

The station environment has a number of safety risks in common with other areas
where the public accumulate in large numbers, in addition to risks specific to the
railway. The major risks to passengers and the workforce at stations, as currently
assessed using the industry Safety Risk Model, are summatrised in the table below.

Risks at Stations *

Fatalities and Weighted injuries per Passenger Workforce
annum.

e Slips trips and falls 29.6 4.9
e Boarding and alighting 10.2 2.7
e Assault 7.2 7.0
e Platform edge incidents 4.1 -

e Contact with objects 2.1 3.0
e Manual handling - 0.9
e Other 0.8 0.7
TOTAL 54.0 19.2
*Excludes terrorism

Source RSSB Safety Risk Model version 5.0

Over a number of years the railway industry has developed a variety of controls to
manage these risks and continually reduce them, so far as reasonably practicable.

An important challenge for the station environment of the future is to maintain the
existing level of safety whilst at the same time accommodating a number of
expected changes, many of which would potentially result in an increased risk if
longer term strategies and tactical initiatives were not put in place to address them.
These anticipated changes include:

increased passenger numbers

increased number of trains, service frequency and network capacity
more elderly travellers

extended peak periods

changes in national climate

increase in serious crime

uncertain threat from terrorism

future large scale international events e.g. Olympics
increased impaired mobility

increase in wheeled luggage

more distractions e.g. mobile devices.
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With over 2500 stations on the network it is not economically viable, or
operationally practicable, to undertake wholesale enhancement of the station
infrastructure in order to improve safety and remove all the risks and challenges
listed above. It is therefore important that management systems are in place to
identify specific risks so that actions can be locally targeted, which will improve
safety at an affordable cost.

Our aim is to create an environment at stations for passengers, staff and the public
where the risks are systematically identified, assessed and reduced so far as
reasonably practicable.

Over recent years there has been growing public concern regarding personal
security and the potential threat of terrorism. We will adapt to meet this need with a
combination of staff presence and behavioural and technological responses. We
will work with external agencies to understand the changing nature of threats to
national and travel security, and will work with our staff and customers to
understand what is required and practical at a particular location.

Building upon the current risk controls enforced through existing legislation,
standards and procedures, we are continuing to develop measures to improve
station safety and we know that the train operators have a number of these and
other measures in development or in place. We plan to implement these measures
consistently across the Network Rail managed stations, and we will work with train
operators to share and transfer initiatives to bring the earliest widespread benefit.

Where significant station infrastructure modification or equipment provision is
required to make safety improvements, Network Rail, as landlord, will work to
provide these in collaboration with the train operating company.

Some plans are outlined below. More detailed descriptions are contained in the
safety section of the Strategic Business Plan and are also included along with train
operator plans in the Railway Strategic Safety Plan 2008-2010.

1)  Introduction of slip, trip & fall reduction schemes. The majority of slips, trips
and falls occur due to intoxication, medical conditions or simply due to lack of
attention. Specific initiatives include:

lighting analysis

consistent design standards for stairs

a common standard for safety signage on escalators and lifts
management of the use of wheeled luggage, trolleys and pushchairs
on escalators

new cleaning specification, improving response levels for spillages

) guidance documents detailing best practices for cleaning regimes and
decreasing accidents on steps, staircases and escalators.

2)  Reducing staff and public/passenger assaults through:

o tools to identify ‘at risk’ areas and to implement effective controls

o measures based on specific local requirements, through working with
Local Authorities

) maintaining Secure Stations Scheme accreditation and working closely
with the Scheme’s steering group to further progress the scheme
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continued membership of the Rail Personal Security Group
development of an improved conflict management training package
personally worn surveillance systems to record visual and audio media
understanding staff concerns to determine more focused action plans
use of Anti-Social Behaviour Orders and other legal measures
advertising campaigns to highlight the issues surrounding violence on
the railway, particularly at stations

) post-assault care programmes to provide support to those directly
affected by this risk.

3)  Reduction of incidents at the platform/train interface through:

o a series of initiatives focused on the platform edge/train gap - including
building out problems when stations and platforms are rebuilt.

) increased provision of yellow lines and accompanying signage or
station announcements.

4)  Station capacity modelling and enhanced crowd management processes and
measures to allow better control during periods of high train service demand
(e.g. sporting events, music festivals).

5)  Trial of improved signage warning of the hazards of crossing tracks at
stations, specifically relating to the hazard of electrocution or being struck by
passing high speed trains.

In the case of new stations, and those which have been identified for future
development to improve capacity, it is vital to include safety improvements which
mitigate risk due to increased patronage. Within CP4 significant enhancements are
being planned, for example at London Bridge, London Kings Cross and Reading.
These enhancements will bring with them corresponding safety improvements as
the latest standards and best practice will be applied within the design.

Improvement targets

The Secretary of State has set two HLOS safety metrics based on measures from
the Industry Safety Risk Model. These have associated targets for passenger and
workforce safety improvements.

° Passenger safety risk: measured as fatalities and weighted injuries
normalised per million passenger kilometres - with a target to reduce this risk
by 3% between the start and finish of CP4.

. Workforce safety risk: measured as fataliies and weighted injuries
normalised per million employee hours - with a target to reduce this risk by
3% between the start and finish of CP4.

Whilst there is not a specific target for reduction of risks at stations, approximately
70% of the total assessed industry risk to passengers is at stations, and the
majority of the initiatives to reduce this risk are also at stations. This distribution of
risk is illustrated in the diagram below.
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The safety plan reflects the anticipated impact of the initiatives planned by both
train operators and Network Ralil, offset by the anticipated impact of the increasing
number of passengers and other external factors. The projected improvements
acknowledge the limited control which the industry is able to exert over passenger
behaviour which accounts for the greatest proportion of the risk. We will continue
to work with train operators to identify and implement effective ways of reducing the
risks to those who use or work on stations.
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8 Network Rail Managed Stations

Network Rail Infrastructure Limited (NRIL) currently manages seventeen non-
franchised stations, known as ‘managed stations’. As from December 2007 it is
anticipated that, subject to our stations licence being extended, this number will
increase to eighteen with the addition of St Pancras International (Midland Road).?

The managed stations form a unique portfolio of large complex stations usually
situated in the heart of city centres. These stations are the busiest and the majority
are also of significant historical, architectural and engineering importance, with
many carrying listed building status.

The overall strategy for stations, including accommodating growth, providing a
seamless transport interchange and developing more sustainable stations, applies
to managed stations as much as to the franchised portfolio. However, as both the
owner and manager of these stations, Network Rail proposes some additional
strategic elements which apply specifically to this group of stations and describes
certain others in some more detail. These are discussed in this section.

Once again, partnership with our stakeholders is important to making
improvements at these stations. We will continue to maintain a regular dialogue
with all stakeholders at each station. We will consult our strategy for managed
stations with train operators, British Transport Police (BTP), Passenger Focus and
Campaign for Better Transport, amongst others. We recognise we will achieve
greater results through consultation and maintaining an open, collaborative
relationship with all our stakeholders.

Raising standards at Managed Stations
We are committed to continually raising the standards of customer service and the
standard and range of facilities at all of our managed stations.

As a workstream in our world class transformation programme, we are focusing on
the effective review and raising of standards of our people, processes and facilities
at managed stations.

The result will be to improve our delivery to our customers and passengers while
becoming more focused and efficient in the way in which we deliver. These
changes will bring cost efficiencies and improved passenger services.

Network Rail has established an independent programme of market research at
our managed stations through annual surveys. The programme is designed to
monitor station users’ perception of the managed station portfolio. It provides a
mechanism for the company to target and track service improvements, identifying
the areas passengers perceive to be most in need of attention and to develop

% This is the lower level station at St Pancras International, incorporating platforms A and B
and the overlying mezzanine level. The overlying St Pancras International Station will be
managed by Network Rail CTRL Limited by arrangement with its owner, London &
Continental Railways, and will therefore not be a managed station.
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actions to deliver the required improvements, remaining in tune with the changing
needs of station users.

In the 2006 survey the ‘overall satisfaction’ of all managed stations was 84%.
Since 2001 we have seen an increase of 14 percentage points in ‘Overall
Satisfaction’, each year showing an improvement on the year before. In the latest
survey the highest performing station was Manchester Piccadilly, which, at 87%,
has been transformed in recent years, while the lowest was London Bridge, where
significant development and refurbishment is planned. However, we do recognise
that, even with some excellent research results, there is much we can do to
improve the services provided at our managed stations.

Criteria for Network Rail Managed Stations

Network Rail has a well established expertise in the operation of the largest
stations on the network. We are an independent, long term operator of stations
and as such will invest and improve performance and service quality for the benefit
of all current and future operators and passengers using the station.

We believe it is appropriate for the train operators to operate the vast majority of
stations on the network. We would generally expect existing managed stations to
remain as such but we wish to work closely with train operators on the
development of our plans for these stations. Where Network Rail can potentially
add incremental benefit we are ready to take on additional managed stations in
agreement with the current station operator. Our experience in retail and
commercial development may enable us to increase industry income and reduce
costs, thereby generating new income which we would wish to use to reinvest in
stations and to improve network operational efficiency.

In analysing our strengths we have developed a set of criteria, which identify a very
small number of stations where the managed stations approach may have industry
merit. These stations fulfil some or all of the following criteria. They:

are busy major hubs or interchanges on the network

serve multiple train operators

are the focus of a number of stakeholders

play a vital role in the city

would benefit from major investment to support capacity growth
and to meet ever-increasing passenger expectations.

We consider that there are up to 15 additional stations which fulfil these criteria.
The remaining stations are currently best operated by a train operator.

As noted above we would only wish to take on additional managed stations if this is
agreed with our partners, as we have done in the past e.g. Liverpool Lime Street in
2003. If we were to do so we would expect to provide a fixed price so that
operators can plan their business, and to clearly define the services which we
would intend to provide.

Operational responsibilities at Managed Stations

It is our policy to manage and operate all core activities at managed stations, and to
do this in agreement with the local train operators. The one exception is ticket
retailing.
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In 2006 Network Rail took over the direct operation of despatch services at
Gatwick. We have recently developed similar proposals to take direct control of
despatch activities at Birmingham New Street, with the agreement of the train
operators. Network Rail would look to replicate this arrangement at other managed
stations, if agreement can be obtained, to bring about a single management control
of these core activities.

Managed Stations capacity

The White Paper recognises that the main station capacity constraints are at the
major London termini where space limitations make increasing capacity a
challenge. Another notable example outside London is Birmingham New Street,
another managed station. We will continue to develop these capacity constrained
stations, maximising development opportunities and finding innovative methods of
increasing capacity and funding the expansion works.

Even where the main station capacity is adequate there is often a shortage of car
parking space. We operate 5000 car park spaces at our managed stations, with
National Car Parks (NCP).

The demand for parking continues to rise at many locations as identified through
the RUS process. We can now install car park decking at a cost-effective rate and
where demand, space and the local transport plan strategy permit we will invest to
deliver the additional capacity required to meet (and exceed) current projected
demand. Network Rail will not necessarily deliver all such capacity expansion and
we are keen to encourage investment by others. Network Rail is now able to
facilitate this using the new ORR process which allows Network Rail to finance
delivery through the Regulatory Asset Base, without asking for additional funds in
the periodic review, since car parks should pay for themselves over a period of
time.

We recognise that changing car park pricing structures can encourage use of rall
for short journeys where in some cases the car parking charge is prohibitive. We
have also successfully introduced revised car park pricing structures at several of
our managed stations (e.g. Edinburgh Waverley, Leeds, Manchester Piccadilly),
which provide the incentive for off- peak rail travel through reduced parking tariffs.
We have also introduced graded short-stay car park charges at some stations (e.g.
Birmingham New Street, Leeds), which are modest for genuine short-stay parking
but include penalty rates to discourage abuse of these parking facilities. We will
continue to review car parking provision and pricing as part of developing Station
Travel Plans, balancing the need for parking with increased access for public
transport, cycles etc.

Asset management policy

The managed stations are the largest stations on the network and are all classified
as category A stations. It is our intention that these stations will generally be
maintained under Policy B (described under Section 6 Asset Management).
However, where appropriate the addition of greater functionality and industry value
will be considered as outlined in Policy A. This is particularly anticipated where
platforms, roofs, drainage and passenger facilities are concerned. This approach
optimises the whole-life and whole-system cost of maintaining and renewing those
stations and this aim underpins our strategy, set out in more detail in section 6.

The life of assets at stations usually covers many control periods. Network Rail is
able to take a long term view in planning work at stations, allowing the whole life
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cost to be minimised. The impact of a whole life costing approach may be to
increase the cost in the earlier years with subsequent benefits in later years. Due
to the differing current condition of assets within the managed stations portfolio, the
introduction of this strategy can be staggered so that the overall funding impact is
smoothed.

Even at our large managed stations it is important to regularly review the assets
held and question the need for any item before renewing or maintaining an asset.
With developments in technology and engineering, the modern equivalent asset
may be quite different and some assets may no longer be required. Station
requirements can also differ so it is feasible to challenge each managed station
individually. Nevertheless, the research by Passenger Focus, then Rail Passenger
Council, in 2005, showed that consistency is also important and in line with our
asset policy we will continue to refine the standard features which should be
expected at a managed station. It will be by exception that a particular facility is
deemed unnecessary at a particular location.

Space management approach

At our managed stations we are careful to balance the multitude of needs and
aspirations for space at stations; including operational facilities, other passenger
facilities and retail development. Retail and other commercial facilities generate
improved customer satisfaction and can increase business for our train operator
customers. They can also increase income to the station which in turn can provide
reinvestment in passenger facilities. This improves the overall affordability of the
railway to government and passengers and enables further improvements in
service. As stations become busier the requirements for space become more
demanding, both in terms of space for congestion management and the scale of
facilities required. A holistic approach to management of the entire space is vital,
so we are developing the tools to deliver the optimum space planning facility.

Retail management and development

Network Rail has been successful in developing the retail offer at managed stations
in the current control period, realising new benefits for station users and delivering
additional income.

There is a constant drive to improve the retail mix of shops, catering and services
and to introduce new retailers to the portfolio where appropriate. Retail Strategy
Plans are being produced for each station, identifying the steps for each station to
move towards optimum layout and retail mix appropriate to the passenger profile at
that station. We work with our business partners to drive growth, deliver high
standards of product, fit-out and operation and provide opening hours to meet the
needs of passengers.

Greater challenges lie ahead. There is insufficient spare space to meet the
demand for retail outlets at our London Stations and at some of the regional
stations. Most of our managed stations have benefited from the development of
the existing sites and the introduction of strong brands. This has brought not only
greater retail choice, but also an increased sense of security among members of
the travelling public. The wider retail environment is becoming tougher and more
competitive. Industry demand is also growing and as the number of people using
stations grows the competition for space increases. In response to these changes
in the environment our strategy is continued search for new opportunities while
building on the successes of CP3.
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Innovative investment will develop previously undervalued space including
basements, upper levels and space currently used for storage. We will continue to
challenge ourselves to ensure that space is optimised to benefit passengers. Other
commercial opportunities will be investigated and developed where these bring in
valuable revenue to the industry; for example advertising, filming, exhibitions and
promotions.

We will build stronger relationships with train operators so that customer and
operational needs are better understood and fulfilled through the planned
developments. By building trust and openness, greater sharing of information will
be possible, so that fully informed plans and initiatives are delivered.

Managed stations development and enhancements

Network Rail's strategic vision is to create world class interchanges, which, through
mixed-use development, seek to provide customer, operational and retail facilities
within modern termini stations fit for the 21st century.

Our development programme will seek to offer new and more efficient spaces for
customer-facing functions such as ticket retailing, information and passenger
lounges. We will work in partnership with train operators and other stakeholders to
build trust and allow the mutual sharing of information and the generation of
integrated station plans, which secure station developments in the context of the
wider industry requirements.

The simple allocation of responsibilities at managed stations readily facilitates the
integration of commercial development or enhancement schemes, with work to
maintain and renew the existing assets. In each case, however, this clearly
requires effective collaboration with the train operators and others to meet their
requirements.

At some locations, the best way to deliver our vision for managed stations will be
through a step change in the environment at the station. It will not always be
possible to meet the forecast capacity demands and to provide a sustainable
environment appropriate to 21st century travel expectations without making major
changes to the layout and facilities at a station. Such changes require significant
investment. We have, therefore, developed innovative solutions for partnership
developments, which have enabled us to plan such transformation at several
managed stations; most notably Euston, Birmingham New Street and Victoria
stations. These developments attract new funding to the industry and provide
additional capacity and new facilities for passengers, without making a
corresponding demand on the funding within the industry. We will continue to
maximise the potential of the station estate to fund passenger enhancements.

Managed Station plans

In support of the holistic approach to management and development of the
managed stations, an overall station plan is being developed for each managed
station. This plan incorporates all the planned work e.g. all elements from
inspection and planned preventative maintenance, renewals, retail, commercial
development, third party enhancements etc, mapped out over the whole of CP4
and beyond, giving an indication of the work to be undertaken and the planned
costs associated with the work. For renewals for example, the detailed workbank
identifies each significant asset element at that station requiring renewal within CP4,
and includes the following detail: item description, applicable engineering policy,
repeatable work item (RWI), unit rate, volume, estimating status and cost estimate
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(shown in each relevant year across CP4). In addition to the general workbank,
substantive renewal schemes are planned during CP4 at Edinburgh Waverley, Kings
cross, Victoria and Paddington.

The plan for each managed station includes all known aspirations for the station.
These integrated plans will drive synergies and efficiencies through the alignment
of work and will ensure that work is not duplicated, or investment wasted by
undoing earlier work. These plans are being developed and an early example of a
managed station plan summary is included in the appendices.

It is our intention to work with train operators to extend these plans to other

Category A stations as part of the broader development of station plans, described
under the stations development and enhancements section.

Stations Strategy October 2007

29

AbBayens suonels



9 Station development and enhancement

We share the aspiration of passengers and other stakeholders to see stations
develop to meet future capacity demands, to provide consistent and improved
facilities and to provide a secure environment for interchange as part of the total
journey experience.

It is essential that we maximise the funding available to develop stations both from
within the industry and from third parties, and that we spend it effectively and
efficiently.

“Delivering a Sustainable Railway” and “Scotland’s Railways” make it clear that
growth in demand for rail is expected to continue into the future and that some
stations will need to change to accommodate this growth. Constrained locations
such as Birmingham New Street and Reading will need major works while other
stations will need platform extensions to allow for the safe operation of the longer
trains needed to transport more passengers. This is an exciting opportunity which
we will work in partnership to deliver. The commitment of funds in the HLOS for
platform lengthening across the network and capacity and station environment
improvements at locations such as Birmingham New St and Reading, is an
extremely welcome indication of the government’s commitment to improve vital
stations to meet the needs of the future.

The offer of funding by the government for the National Stations Improvement and
Access for All Programmes provides an opportunity for a noticeable improvement
in the facilities and accessibility of stations across the network. We will work in
close partnership with the train operators and third party funders to maximise the
impact from this additional funding and use this as a catalyst for closer working with
industry partners in the development and delivery of integrated station plans.

Integrated station plans
Closer industry working and integration of plans will form the cornerstone of our
stations development strategy.

The major challenge to improve the efficient delivery of improvements to stations is
to integrate work at stations regardless of what is driving that work (e.g. renewal,
third party enhancement, DDA, commercial development or train operator driven
schemes) and regardless of who is delivering the work.

It is also important that this work is integrated in a way which reflects the priorities
of passengers and operators as well as the long term stewardship of the assets.

We will work jointly with the train operators and other stakeholders to develop
prioritised and integrated station plans, beginning with all stations within the
National Stations Improvement Programme (NSIP) and all category A stations,
including the managed stations.

These plans will combine all planned work at a station into a robust and efficiently
planned and delivered programme of work to improve the station efficiently and
effectively, with minimum disruption to the travelling public. These plans will be
developed by the NSIP Local Delivery Groups (described in the section entitled
National Stations Improvement Programme) for the stations operated by each train
operator.
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These Network Rail and train operator joint groups have a remit to develop such
plans for those stations included in NSIP. They are also expected to develop plans
for the remaining stations in the train operator’s portfolio.

Station plans should reflect more than simply the workbank of funded works. Our
strategy is to develop these into plans that incorporate strategic direction from the
Route Utilisation Strategies, long-term asset management plans, capacity
improvements required e.g. platform lengthening to accommodate longer trains or
the InterCity Express Programme, and other development potential.

The introduction of these plans will be facilitated by the adoption of the Stations
Code, which will establish a framework for work plans that draws these different
elements together.

Where different priorities arise due to varying commercial and regulatory pressures
on the parties, we will work in partnership to find an acceptable industry solution.
We welcome the confirmation in the White Paper that the government is facilitating
train operator investment at stations by ensuring that assets pass to successor
franchisees at balance-sheet value. This will help the industry to plan for the longer
term.

The existence of such plans will also help to enable train operators and Network
Rail to determine and implement the most appropriate allocation of responsibilities
for delivery. Development of these plans will be vital through CP4 and beyond if as
an industry we are to effectively and efficiently deliver the improvements we all wish
to see.

National overview

In addition to individual station plans, Network Rail has developed a database
which summatrises in a national overview the work currently taking place, planned
or aspired to at stations across the network. The database serves to highlight the
fact that there is an enormous amount of activity going on to visibly improve
stations for the ultimate benefit of passengers. The list comprises over 700
schemes, in addition to renewals and train operator commitments, and are funded
and delivered by a number of parties including Network Ralil, train operators and
third parties.

The types of works include:

schemes involving transport interchanges at stations
schemes involving work at car parks and new car parks
schemes involving DDA activities

gating schemes

schemes involving general improvement of station facilities
platform extension schemes

ticketing enhancement schemes

information systems schemes

schemes involving safety measures, e.g. CCTV improvements
new stations or station expansion schemes

modular station schemes

commercial developments

The database also shows stations impacted by major programmes of work such as
Thameslink and the Olympics.
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This database is designed to be used by all stakeholders with an interest in working
at stations to assist them to plan and integrate their work.

Heritage sites

In conjunction with English Heritage, Railway Heritage and Cadw (Welsh Heritage),
Network Rail has drafted a guide to the care and development of Network Rail's
architectural heritage. This guide is to assist those seeking to care for or change
those parts of the estate which are statutorily protected. The guide indicates the
approvals which may be needed to successfully develop a heritage site. It sets out
standards describing good practice and offers direction based on experience to
illustrate how carefully considered proposals, the choice of materials and well
thought out interventions can enhance the value of a building and have a positive
impact on both its performance and appearance. The guide includes design
principles so that buildings can be adapted to deliver 21% century functionality,
while respecting the heritage of buildings which have been classified for their
importance.

On some lesser used parts of the network, only basic facilities are justified by the
use made of the station. Sometimes innovative uses can be made of station
premises, which keep buildings in use and in good repair, provide a service to
passengers and often provide an increased sense of security when the station is
otherwise unstaffed. Sometimes community rail organisations are able to suggest
appropriate low-cost local solutions, and we welcome the ideas such partners
bring. The Central Stations initiative is a good example of how redundant assets
can be recycled for local use, providing a valuable resource for the local
community, keeping stations assets in active non-railway service and providing
environmental benefits for the stations involved. We will work with others to
develop similar initiatives.

Leverage of third party investment for station improvements

A fundamental element of the strategy for stations development is to seek and
utilise the funding which third parties, both public and private sector, are willing to
invest at stations. This is an effective way of bringing additional enhancement
funding into the railway and providing additional resources for the local community,
which will be essential in developing and improving our stations.

There are a variety of special funds, and many external bodies that may be willing
to invest. In some cases this funding will pay for part of the works in a broader
station scheme, allowing, for example, an enhancement to be made during
renewals work. In other cases a development may release sufficient value to fund
a new station or new facilities at a station which would not otherwise be affordable.

Our strategy is to encourage this new finance and to work with those who may
have an interest in providing financial support to develop mutually beneficial
schemes which maximise the benefits for today’s passengers and for the railway of
the future.

Both Network Rail and the train operators have extensive experience in this area.
Working together we can benefit even further from these opportunities.

Commercial development strategy

During CP3 Network Rail initiated a programme to optimise the release of value
from the land estate, to utilise commercial opportunities to enhance the station
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estate and to grow commercial income to optimise the long term returns to the rail
industry from its land estate.

This programme is reflected in the strategy that supports Network Rail's CP4
submission for property development. The main elements are:

e Through commercial station development opportunities, our aim is to
proactively deliver station enhancements for the benefit of the travelling
public, allowing funds to be raised while simultaneously addressing the
growing problems of station capacity being reached within current station
designs.

e To build a development capacity by partnering with commercial developers
within a clearly controlled and risk-assessed framework to allow Network
Rail to capture a greater proportion of the value from the land estate. By
retaining a significant controlling interest in development vehicles, Network
Rail will be able to speed up the release of this value and ensure complex
station sites are progressed in a timely and appropriate manner.

e To retain long term interest in commercial developments, enabling growth
in the rental estate where there are clear synergies with the current
portfolio. To this end the sales and development teams have been
targeted to generate income equivalent to 20% of the capital value of the
sales and development programme. The current commercial property
hurdle rate will apply and currently this is set at 9% real.

This approach will necessitate fewer interfaces on each scheme, leading to quicker
decision making. The funds generated will remain in the industry while operational
requirements can be protected and properly integrated with the development plans.
The programme is gradually evolving, but will take time to build up, and
consequently value realisation will tend to be back-end loaded and benefiting CP5.

The delivery of station enhancements will often mean that developers will pay for
the acquisition of property or air rights by carrying out station works. This is one
way in which funding can be generated to enable the modernisation of stations and
the alleviation of capacity constraints when government funding is rationed and
confined to the provision of modern equivalent renewals. Network Rail now has
considerable experience of working with property developers and leveraging
investment into the redevelopment of stations. Major developments are planned or
underway at Managed Stations, for example Euston, Victoria, London Bridge,
Waterloo and Cannon Street. Developments are also being led by Network Rail at
other large and medium sized stations, for example Manchester Victoria and East
Croydon.

Work undertaken in lieu of cash is known as hypothecated gains. This form of
value realisation is likely to increase with a decrease in the cash element. More
work is needed to accurately determine the true value of the enhancement arising
from hypothecated gains. The addition of this value to the RAB at the end of the
control period is being considered by ORR. Clearly each site will have its own
unique characteristics and the scale and nature of Network Rail's participation will
vary to ensure maximum value is extracted within a framework of managed risk.
Network Rail should not be penalised for taking the benefit from redevelopments in
investment rather than cash. The benefits are of direct and indirect value to
passengers and usually exceed the value which could be realised in cash terms
were the cash route to be adopted. In many cases the developments would not
proceed if the cash route was to be pursued.
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Commercial development strategy assumptions

Property values have risen significantly in CP3 but that growth has now steadied
and only moderate growth in land prices is anticipated for the foreseeable future.
Our commercial development plans assume that the economy will grow broadly in
line with Treasury forecasts, with neither significant upswings nor depressions in
the property cycle. The sites sold in past years have been generally large value
and easily disposable locations. Such sites will be rare in future with the portfolio for
CP4 comprising more complex sites with lower values and longer gestation
periods.

Station development opportunities now dominate the commercial portfolio.
Examples include residential-led schemes delivering station enhancements e.g.
Epsom; multi-storey car parking and perhaps further commercial opportunities e.qg.
Leeds station; and new station and community links e.g. Luton. Network Rail is
also exploring the opportunity to develop a joint venture with a suitable
development partner to deliver a series of land developments. A key objective of
the joint venture will be the enhancement and regeneration of stations to improve
the travelling experience for rail users.
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10 National Stations Improvement Programme (NSIP)

In the White Paper “Delivering a Sustainable Railway” (July 2007), the DfT
commended the provision for customers at the largest stations, but also highlighted
the “comparative lack of progress at some ‘intermediate stations’.” This reflects
research over recent years by Passenger Focus, formerly Rail Passenger Council®.
The National Stations Improvement Programme (NSIP) is a DfT backed
programme of improvements to stations which will deliver improvements to

approximately 150 medium sized stations in England and Wales.

Network Rail and the train operators have, together, formally stated that we very
much welcome this programme and the opportunity which it provides to improve
the railway for passengers. We are committed to working together to develop and
deliver these plans in an efficient and economic way. We are also working closely
at both national and local levels with other parties such as Passenger Focus,
Transport for London, London TravelWatch and the British Transport Police (BTP),
who have an interest in the passenger benefits which this programme will bring.

This section is the response to the DfT White Paper and to the letter from ORR
dated 24 August 2007 titled ‘National Stations Improvement Programme - ORR
requirements for Network Rail's 31 October Strategic Business Plan.” ORR will
determine whether the industry’s plans are deliverable and efficient as part of its
assessment of Network Rail's proposed expenditure on its enhancement portfolio.

Programme objectives

The primary objective of the programme is to bring about a noticeable and lasting
improvement in the environment at stations for the benefit of passengers. This will
lead to an improvement in the passenger and public perception of the chosen
stations. Improvements will be made to increase passenger perception of security,
to improve access and egress, to enhance the overall presentation of the station
and to improve information provision and other facilities. Network Rail and train
operators are working in close cooperation to develop the programme of
improvements.

The programme will concentrate on approximately 150 stations in England and
Wales, chosen from the busiest stations on the network measured in terms of
arrivals and departures. The specific stations are being chosen to maximise the
impact for the travelling public, based on the level of customer satisfaction and
footfall. Priority will be given to those stations where the maximum impact can be
delivered, and this will be achieved through the leveraging of wider private and
public sector funding opportunities where these are available. Speed of delivery
will also be a consideration. Whilst it is anticipated that the majority of stations will
be in categories A to D (excluding Network Rail managed stations), stations in
category E will not be precluded simply because of their classification. At present
there is not an equivalent programme in Scotland; however Transport Scotland

* E.g. Passenger Focus 2005 report “What Passengers Want”, and more recent National
Passenger Survey results.
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have worked closely with First Scotrail and with Network Rail to improve stations in
Scotland and they are considering the future programme.

In a wider context of stations development and improvement, the aim and
opportunity of this programme is to bring together the many sources of funding and
resources allocated to stations, to create locally produced integrated industry plans
and programmes of work, not only for these 150 stations but for all stations.
Network Rail and the train operators believe that this provides an opportunity to
work together more effectively both on this programme and more widely on stations
at a local level. This will be a key indicator for the success of the programme.

Programme governance and escalation

The programme will be managed as a joint programme between Network Rail as
the landlord and the train operators as lessees and operators of the stations. We
will work closely together at national and local level adopting the following
structures which have been established to facilitate and control this programme:

The National Programme Board was established in July 2007 to provide the high
level, strategic overview of the programme. The board has the following remit:

strategic overview of the programme;

address and determine priorities between each TOC,;

monitor progress with the delivery of the NSIP;

resolve generic issues that are referred to it by Network Rail or the train

operators;

e review regular progress reports prepared by Network Rail for
submission to ORR and DfT; and

e review relevant sections of the October 2007 Strategic Business Plan

and the March 2009 Business Plan.

The National Programme Board is chaired jointly by a representative of the train
operators and Network Rail, alternating between them at successive meetings.
Membership of the board includes senior representatives from Network Rail, all
train operator owning groups, ATOC, ORR and DfT. Network Rail provides the
secretariat.

Local Delivery Groups were also formed in summer 2007 to focus on the portfolio
of stations for a specific train operating company. The remit of these groups is as
follows:

e develop an overall plan for stations which includes Access for All, TOC and
Network Rail maintenance and renewals programmes, franchise;
commitments, pre-planned enhancements and commercial developments

e be accountable for the delivery of the NSIP programme;

o determine priorities for the NSIP at each station and between stations
taking into full account pre-existing train operator commitments and other
initiatives;

e negotiate with third parties regarding private and public funding
opportunities; and

e decide on the procurement of the NSIP in an objective way that delivers
best value for money and follows best procurement methods.
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Whilst the National Programme Board is concerned only with stations in the NSIP,
the Local Delivery Groups’ remit extends to all stations and all works at stations
within the train operator portfolio. However, the primary focus initially will be on
those in the NSIP to ensure that programme delivery is not compromised by the
wider remit.

Local Delivery Groups are jointly chaired by the train operator and Network Rail,
emphasising the partnership approach to this programme.

We believe that this joint venture approach to decision making and implementation
will have significant benefits, particularly at a local level where the totality of station
spending will be brought together. In setting out the arrangements for joint working
it is recognised by Network Rail that train operators are accountable to passengers
who want to see improvements to stations and it is recognised by train operators
that Network Rail will be accountable to ORR for the delivery of the NSIP
programme.

Where the Local Delivery Groups are unable to reach agreement after making all
reasonable endeavours to do so, the matter will be escalated in the normal way
through Network Rail and the train operator. Ultimately, issues which are not
agreed following the normal escalation should be taken to National Programme
Board.

Funding and allocation

The funding for this programme is £150m? to be spent primarily on investment only,
with ongoing costs to be funded as set out below. Further funding will be leveraged
from other sources to maximise the impact of this programme. Leverage of
additional funding is a fundamental and integral part of this programme.

The National Programme Board agreed that the £150m funding would be allocated
in two tranches. The first tranche, of £100m, would be allocated by train operator
estate, with a further review before allocation of the remaining funding. An
allocation methodology has been agreed by the National Programme Board based
on the DfT criteria of fair geographical spread, passenger satisfaction and footfall.

The selection exercise for the subsequent tranche will be based on the same
criteria as the initial tranche (i.e. geographical spread, footfall and passenger
satisfaction), but is also likely to reflect a successful track record in delivery of the
first tranche of schemes and in particular success in securing third party private and
public sector funding. The final test will always be to confirm that the original intent
to increase passenger perception of the station is achieved.

The initial allocation of funding is a critical step in the NSIP process. Following this
the Local Delivery Group will be responsible for managing delivery. A smooth
process for gaining any further necessary approvals, e.g. station change and
landlord’s consent, will need to be established and adhered to. Network Rail and
train operators will work to merge and streamline these processes wherever

® This figure is in 05/06 prices
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possible. The outcome of this work will take the form of guidelines from the National
Programme Board.

Third party funding

The National Programme Board has stressed the importance of obtaining both
private and public sector third party funding to the Local Delivery Groups. The
National Programme Board has insisted to Local Delivery Groups that they must
demonstrate that all avenues for leveraging third party investment have been
pursued. Publicly funded stakeholders will be local authorities, Transport for
London, Passenger Transport Executives and the Welsh Assembly Government.
The attraction of additional private sector funding is critical to the success of this
programme and will be utilised to maximise the improvements possible. One of the
main measures of Local Delivery Group and Programme progress and success will
be the attraction of public and/or private third party funding.

It is likely that Local Delivery Groups which are successful in drawing in additional
external funding will be given priority for the allocation of the second tranche of
funding.

At the time of writing the Board is currently developing a guidance and best practice
note to assist Local Delivery Groups in this activity, although it is important to note
that both Network Rail and train operators have significant experience in this area.
Examples of current mixed funding schemes have also been distributed to the
Local Delivery Groups to demonstrate where success is already being achieved.

Network Rail, ATOC and the owning groups are committed to working with
third parties to develop innovative solutions that benefit the industry.
Notwithstanding the delegation to the Local Delivery Groups, Network Rail,
ATOC and the owning groups will, in parallel, review the possibility of obtaining
commercial sponsorship on a pan-NSIP (i.e. England & Wales-wide) basis. As
stated in the joint letter from Network Rail and ATOC to the DfT dated 18 June
2007, given the scale of what is likely to be proposed at individual stations,
Network Rail, ATOC and the owning groups are concerned to avoid further
complicating the arrangements at stations by inviting third parties to develop
their own plans across a portfolio of stations, since this could constrain the
industry’s ability to respond to the changing needs of passengers.

Selection of stations

Local Delivery Groups have been instructed to include stations on the basis of
targeting those stations with a combination of high footfall and low passenger
satisfaction within Category A to D (but not excluding Category E) stations.

Incremental to baseline obligations

Network Rail and train operators will confirm that the plans for the NSIP
programme are being developed as incremental to Network Rail regulatory and
contractual obligations and train operator franchise and contractual obligations, for
which they are separately funded. Incrementality should also be considered at a
portfolio level. Network Rail and train operators have an objective to work together
on integration and prioritisation of overall station works. A set of criteria has been
developed to support the local groups in defining incrementality at a station level as
listed below:

e increasing frequency of painting and cleaning beyond what is specified in
the lease;
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renewing an asset to better specification than the expired asset;

¢ increasing the numbers of existing assets e.g. passenger seats, shelters,
etc;

e bringing forward renewals expenditure to coincide with cosmetic works and
thereby delivering a significantly improved overall customer environment;
and

¢ the use of enhanced surface treatments, such as using cladding rather than
a painted finish.

A detailed description of this for each type of work within the programme has been
produced and shared with the Local Delivery Groups for guidance.

It has been proposed to ORR that an appropriate way of testing this would be to
use the independent Reporters to review a sample of schemes, rather than a
station-by-station, line-by-line breakdown of activity.

This issue is the subject of extensive discussion between ORR, Network Rail and
ATOC at the time of writing. All parties are committed to working together to find a
way forward, in time for ORR to complete its review of the proposals for
deliverability of the programme.

Procurement and delivery efficiency

The station works will be delivered by the most appropriate party. Network Rail
and train operators are committed to following a competitive process so that the
programme is delivered efficiently and the value is maximised. The Local Delivery
Groups will discuss and agree the party best able to manage the programme of
works identified. This will be done against objective criteria of value for money,
deliverability and track record. OJEU compliant procurement processes for the
component parts of the programme will be followed. The National Programme
Board will issue procurement protocols to guide consistency in the appointment of
the most appropriate delivery parties and mechanisms for the programme. These
will make clear the need for the choice of delivery party and mechanism to be
resilient, if contested, and to provide demonstrable value for money. If the
expected processes have not been followed there must be a clear business case
for the alternative approach adopted. Development of criteria for deciding delivery
will be developed in time for ORR to complete its review of the proposals for
deliverability of the programme.

Where appropriate, works would be identified which can be tendered and delivered
as a package by a third party where this offers efficiency.

We will be developing suitable mechanisms and protocols through the National
Programme Board to use the scale of this programme to deliver purchasing
economies through bulk buying, to maximise value for money. Procurement
processes at a local level, where procurement and delivery accountability lies, must
be capable of investigating potential bulk buying savings achievable by national
procurement.

Roles and risk allocation

The responsibility for delivery of NSIP associated works will be determined at Local
Delivery Group level. Factors which will influence the decision are likely to include
the scope of works; strength in the supply chain market to provide enhanced value
for money; capability and technical ability to deliver; lowest project on-costs and
any safety risks associated with the works.
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The NSIP Board has agreed that risk associated with cost over-runs should stay
with the party who is delivering the works.

The NSIP Board has also agreed that, unless otherwise specified, NSIP funding
and obligations will not affect pre-existing obligations at stations, so that Network
Rail and train operators will continue to be responsible for underlying, day-to-day
activities at stations.

The National Programme Board is available to provide support should the delivery
process experience major delays or issues, which cannot be quickly resolved
locally or through the normal business escalation.

Operations, maintenance, repair and renewal liability and charging
Development of principles for splitting costs, and the use of NSIP funds for brought
forward renewals and activities, over and above existing obligations, is the subject
of extensive discussion between ORR, Network Rail and ATOC at the time of
writing. All parties are committed to working together to find a way forward in time
for ORR to complete its review of the proposals for deliverability of the programme.

Reporting

The reporting lines are from the Local Delivery Groups to the National Programme
Board to enable the Board to monitor progress. In turn the National Programme
Board will review these reports and Network Rail will report progress with the
programme to the DfT and ORR. The National Stations Improvement Programme
is a CP4 output and will be monitored by ORR as a CP4 commitment. Progress
will be subject to annual review by the reporters who will provide an independent
assessment to ORR as part of their annual review of enhancement projects. This
assessment will include issues of efficiency and procurement best practice. Where
necessary, ORR may take further action or seek clarification from Network Rail
about what action it is taking, with train operators, to deliver the programme.

Specification
The specification for each station will be compiled by the relevant Local Delivery
Group to reflect the particular needs of that station. However, it is also important
that the programme delivers consistency and lasting effect. To this end a design
guide has been recommended to the Local Delivery Groups who will consider this
alongside local passenger needs and preferences, as well as the specific Listed
Building and Town Planning issues which affect the particular station. Station
improvements at any particular station within the programme could include:
e customer comfort, safety and security
. good standard of neat seats
« good standard of waiting shelters
« adequate CCTV
o customer information and way finding (e.g. signage)
. core station signage
« concentrated passenger information / help point
. analogue clock
e redecoration, refurbishment and rationalisation

« redecoration of buildings and fittings to full specification
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. removal of all derelict buildings, walls and structures
. cleaning and graffiti removal
« good quality boundary railings

e modular stations.

NSIP funding will not extend to track or signalling improvements around the station,
although obtaining synergy and efficiency through aligning programmes of work is
important. Improvements will be focused on the primary route of the traveller from
arrival at the station to boarding of the train. Fittings and fixtures will be carefully
chosen to provide a consistent and appropriate standard. As far as economically
possible, sustainable fittings and solutions will be adopted including low energy use
LED lighting and automatic lighting switches to turn off lighting which is not in use.
When designing improvements, the possibility of upgrading health and safety will
also be considered, e.g. lighting to facilitate CCTV evidence-gathering; designing
out dark corners and improving flooring surfaces. Redundant assets will be
removed where appropriate. Disused station buildings will only be removed
following rigorous examination of other suitable options such as conversion to
community use or alternative commercial use. For example a disused ticket office
or other accommodation may be refurbished, possibly with third party funding, to
provide premises for a retail outlet, café, créche, or other suitable facility (including
possible use by the BTP), creating a step change in passenger utility and
perceptions of the station. Stations will also be opened up to improve security, for
example by removal of solid fences. Improvements to lighting and CCTV will also
assist personal security.

Synergy with other programmes, processes and protocols

Where funding has already been committed for maintenance, renewals, franchise
commitments, Access for All or planned work on station infrastructure (including
platform lengthening), consequent on the HLOS and SBP, the programme will be
designed to bring together the planned works to maximise impact at the location;
gain synergies and efficiencies across the programmes; and create the minimum
disruption. This also applies to third party enhancements. The benefits of this
programme will only be maximised through the integration of all work planned into
a single, efficient programme of work. LDGs will identify all agreed sources of
funding which contribute to each individual station scheme. The funding will be
clearly determined at the planning stage and, as already described, the deliverer
will be responsible for delivering to the agreed budget.

Measuring success

The core test in determining the success of the programme is the delivery, in
accordance with plans, of tangible and lasting improvements that lead to
improvements in passengers’ perception of the station. It is important that effective
measures are developed and introduced to be able to monitor and demonstrate the
effectiveness of the programme. Such measures are still under discussion. It is
intended that passenger perception will be measured before and after the planned
works using passenger surveys; specifically the Passenger Focus National
Passenger Survey (NPS), and other methods such as focus groups. We are
working with Passenger Focus to develop a plan for success measurement,
including detailed arrangements for the NPS, commencing with the March 2008
wave. Any additional measures will need to be funded by the programme. It is
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therefore important that these are cost effective and do not detract from the overall
achievement of this programme.

The programme

The draft list of candidate stations for the programme is included as an Appendix.
Further information for each of the stations has been provided to ORR, and for a
sample of stations, work plans have been developed to a sufficient level of detail to
allow the ORR to give an initial assessment of efficiency and deliverability.

The selected stations and plans are subject to modification, in particular to
maximise the availability of additional contributions from third parties, or where
there is difficulty in obtaining the necessary external consents. Each scheme will
be considered on its own merits. However, where third party funding or consents
prove difficult to obtain, schemes may be reprioritised or removed; where new
schemes are identified which leverage external funding as a result of NSIP funding
they may be added to the programme. The programme will continue to be refined
and updated for the April 2008 Network Rail business plan submission.
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11 Access for All Programme

The Railways for All Accessibility Strategy describes what Great Britain's railway
industry is doing to improve journey opportunities for disabled people. The strategy
suggests that there may be around 10 million disabled people in Britain, and so
making the railway more accessible to this group will open up employment
opportunities as well as a wider range of social and leisure activities. The Railways
for All Strategy covers all aspects of the rail industry. The most pertinent element
for this strategy is that relating to station buildings and platforms, in particular the
Access for All funding targeted at improving the accessibility of stations. This will
deliver, through the Access for All Programme, £378m worth of improvements
between 2005 and 2015. The programme is supported by the DfT and Transport
Scotland. For Network Rail the requirements of this programme are regarded as a
customer reasonable requirement under Licence Condition 7.

A key output from this programme is for each station included in the programme
scope to achieve an unobstructed and obstacle-free 'accessible route' within the
Network Rail controlled infrastructure, from at least one station entrance (usually
the main one) and all drop-off points associated with that entrance, to each platform
and between platforms served by passenger trains.

Funding

The Access for All Funding spreads over three control periods and is divided in two
ways. Out of the total, 80% (£315M) is provided for capital expenditure. From April
2006, this has been funded through additions to Network Rail's Regulatory Asset
Base (RAB) with target expenditure of £35m per annum®. The remaining 20%,
approximately £7m per annum, is a cash budget held by the DfT and Transport
Scotland. This will be allocated either as Access for All Small Schemes funding or
provided to train operators or Network Rail to support incremental operations and
maintenance arising from the capital works or otherwise, required to provide an
accessible route.

These funding streams are in addition to commitments made by Network Rail, by
franchisees or through franchise specifications.

The “client” for the Access for All programme delivered by Network Rail is the
Department for Transport in respect of all Network Rail works in England and
Wales; and Transport Scotland in respect of all Network Rail works in Scotland.

The programme

The programme sets out to provide an unobstructed and obstacle-free “accessible
route” between parts of the station at as many locations as possible within the
funding available.

An accessible route is defined as:

° a route for a manually self-propelled wheelchair user to negotiate;

® This figure is in 04/05 prices.
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° a distance, ideally not exceeding 400m, from station entrance (or drop off
point if further) to the appropriate point of entry/exit of trains at platforms; and

. meeting all applicable Train and Station Services for Disabled People Code
of Practice technical standards, except where dispensations have been
agreed.

The specific infrastructure required to achieve this will be determined on a station
by station basis, and is intended to provide an accessible route from at least one
station entrance to each platform, and between platforms. The new assets are
expected to include lifts, bridges, ramps, and doorways. The Access for All
programme does not include work which may be required to rectify platform
stepping distances.

In addition to meeting the objective of an accessible route, there are three specific
infrastructure outputs which will need to be considered on a station by station basis
and where necessary cost estimates produced for each option. These are:

. installation of platform edge tactile paving;
. providing access to, but not into, station operator facilities; and
o providing access to, but not into, station retail facilities.

These outputs are consistent with the Disabled Discrimination Act 1995 which
placed the responsibility for making facilities accessible on the facility provider.
Where cost estimates are produced these will include whole-life costs. The DfT /
Transport for Scotland will be responsible for deciding whether these additional
options are included in the specification for the station.

Any works proposed at a station should not reduce the accessibility of the current
station environment. This includes the impact on personal safety and security. For
example, it is expected that where works create station blind spots, additional
lighting or CCTV will be provided within the programme scope.

In most cases Network Rail is responsible for the procurement and delivery of the
capital works agreed at each station. We will adopt a procurement approach for
key infrastructure outputs which provides a balance between whole-life costs
(including capital, maintenance and operation), accessibility, sustainability and
environmental concerns. Unit costs are being carefully watched to deliver
efficiencies where these are possible.

The main RAB funded programme described in the Protocol is limited to stations
where the station landlord is Network Rail. This does not exclude investment
where a RAB addition on a self-financing scheme basis is allowed in line with the
Investment Framework for investments promoted by a third party, although it is
generally not expected that this will be applicable to Access for All schemes.

There may be examples where works to be undertaken to achieve the objectives
described in the Infrastructure Output Specification require the enhancement of
existing Customer Facing Assets. For example, the installation of a new lift on to
an existing bridge may require the installation of a new Customer Information
Screen to maintain visibility of customer information along the platform length. The
ownership and funding of such Customer Facing Assets will follow the treatment of
similar existing assets at the station and may be funded through the RAB where
this would be consistent or where it has been determined that all similar Customer
Facing Assets at that station become owned by Network Rail. Where proposed
works include Customer Facing Assets, agreement on the approach will be
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undertaken on a station by station basis and agreed through the Local Project
Group/Programme Group.

The stations included in the programme will be prioritised by the Programme
Group in line with the criteria determined by the Industry Steering Group (see
below). The final decision regarding the choice of stations lies with the DfT and
Transport Scotland. The list of stations currently agreed for inclusion is included
as an appendix. Local Project Groups will be responsible for evaluating and
agreeing the design for individual stations. Local Project Groups will also
encourage third party funding to enhance the value of the programme. The
relationship between these groups is shown in the governance structure below.

Governance

The programme is guided and controlled by the groups shown in the diagram
below. These are cross-industry groups which together control the determination
and delivery of these accessibility improvements.

Inlusiry Steering Group
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Network Rail provides progress reports each period to the Joint Programme Board
and quarterly to the Industry Steering Group. The ORR also receives regular
information. Agreed changes to the programme are logged and potential changes
to the scope, schedule or cost are discussed at the relevant forum.

Progress during CP3

The programme commenced in 2005/2006 with a period of consultation and early
scheme development. The SRA and DfT canvassed opinion from train operators
to understand their aspirations in respect of the programme. This enabled the
scope and coverage of the programme to be refocused, and fed into the launch of
the Railways for All strategy published by the DfT in March 2006. Development

Stations Strategy October 2007

45

AbBarens suoneis



expenditure continued in 2006/2007 with the first on-site expenditure also
beginning in that year. One of the constraints to delivery encountered at this early
stage was the agreement of Station Change. After significant consultation and
discussion with ATOC and train operators, Network Rail is now using a standard
Station Change document. We have increased the volume of work planned in
2007/2008 in response to a request by the DfT. This will now see work at around
25 stations in the current year with increased expenditure representing work at
those stations and development work for the later stations in the portfolio. A
summary of progress is given below:

Progress in delivering the Access for All Programme

Stage Progress
Option selection 93 reviewed
Outline design 44 completed
Detailed design 24 completed
Construction contracts 22 awarded
On site 8 on site / mobilised
Completed Weybridge station

One of the principles of the programme is that the accessibility improvements
will not inflict an additional unfunded financial burden on the SFO or on
Network Rail. All incremental operating and maintenance costs incurred by
Network Rail are currently to be funded through the Long Term Charge. Train
operators are able to make an annual application to the DfT for appropriate
recompense for the impact this increase has on their businesses.

During the current Control Period a number of strategic changes have occurred or
will occur across the industry. These include the publication of the EU’s Technical
Standard for Interoperability for People with Reduced Mobility (TSI PRM) and the
International Rail Passenger Rights and Obligations Regulation; the publication of
the first High Level Output Specifications (HLOS) by the Department for Transport
and Transport Scotland; delivery of significant new infrastructure at stations
(through the Access for All funding and existing franchise commitments) and other
third party station enhancements combined with the potential change in the
application of law (particularly the Disability Discrimination Act 2005). The
challenge of the programme is to respond to these changes so that it continues to
meet the needs of passengers, funders and legislation. Network Rail is working
with the DfT to consider revisions to the Code of Practice to align with the
European standard “TSI PRM”. This includes reviewing the technical requirements
contained in the code and our service provisions as set out in the Disabled
People’s Protection Policy, which aligns with the Code.

Plans for CP4

By CP4 the programme will be well established and the majority of the planned
expenditure will have been agreed and a significant proportion committed. The
programme expects to make capital investment at a continuing rate of £35m? per
annum throughout the control period. The stations already identified for the first 2
years of the programme are highlighted in yellow in the Appendix.
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All Renewal Costs will form part of Network Rail's Cost Submission for subsequent
Access Charges Reviews.

Small scheme funding works

Initially, Network Rail was excluded from applying for Small Scheme Funding but
could assist third parties with their applications and be contracted to deliver works
funded this way. This delivery option makes particular sense where Network Ralil
is already delivering works for a wider scheme synergising with the additional
works funded through the Small Scheme Fund. The DfT is providing an average
budget of £6m per annum between 2006 and 2015 to support both the
incremental operating and maintenance costs and these small additional works.
Parties can make bids for matched funding of up to £250k for station accessibility
improvements that address local community needs. In CP3 the DIT has funded 3
tranches of small scheme funding to date, totalling £12.08m across 208 bids and
making improvements at more than 575 stations. The final tranche of CP3 funding
is expected to be announced in February 2008. It is believed that in future Network
Rail will also be able to apply for Small Scheme Funding where this is appropriate.
Transport Scotland has not yet announced how they will allocate the £0.75m per
annum Small Scheme Funding which is allocated to Scotland.

Interface with National Stations Improvement Programme

Whilst the two programmes are separately funded and their scopes differ, to meet
their objectives, including that of improving the whole station in the most efficient
and effective manner, it is vital the programmes are considered, planned and
potentially delivered together. NSIP Local Delivery Groups must work closely with
the Local Project Groups and indeed these groups will usually consist of the same
representatives.

NSIP can also benefit from considering the development work and principles
agreed within the Access for All programme e.g. the standard station change
document.
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12 New and Standardised Stations and Facilities

It is our strategy to provide stations and station facilities which meet the needs of
our passengers, are affordable to build and maintain and efficient to operate.

The White Paper urges the rail industry to plan for demographic and life-style
changes which lie ahead. If we are to provide rail transport which reduces the
national carbon footprint and meets the changing needs of a more demanding,
dispersed, diverse and affluent population then it is important that we develop
flexible, affordable solutions for new and standardised stations and facilities.

New stations

New stations are of two types: replacement buildings, required when the
established station is no longer fit for purpose and cannot be economically adapted
to meet current and future needs; and stations built at new locations to meet a new
and developing market.

Leveraging and facilitating third party funding for new stations is a crucial element
of this strategy. To support this, Network Rail is seeking to develop as part of its
Network RUS workstream described above in the section entitled Station Capacity,
a guide titled ‘Investment in stations: A guide for promoters and developers.’

Several new stations are planned to meet the profile of anticipated future demand.
In Scotland the HLOS supports the opening of new railway routes, and stations are
envisaged at Glasgow Airport, at various points between Airdrie and Bathgate and
between Newcraighall and Tweedbank. We are also investigating a number of
additional stations on existing routes.

A number of modular stations will be completed in CP3 while more traditional new
stations are also being progressed. For example, Coleshill Parkway opened in
August 2007 and Laurencekirk is planned to open in 2008. Working with our
partners in Scotland and Wales, we have already opened new stations at
Gartcosh, Larkhall, Llantwit Major and Rhoose—Cardiff International amongst
others.

Standardised stations and facilities

The provision of standardised components at stations will bring a range of benefits.
Passengers will know what to expect at particular categories of station, and this
certainty will make the journey experience easier, more predictable and stress-free
particularly for less frequent travellers. The stewardship of assets will also be
simplified, requiring fewer spares and enabling streamlined procurement which can
together shorten the time required to replace and repair assets. These are
examples of the benefits which we believe illustrate the rationale for adopting a
strategy of standardisation across the stations portfolio.

We believe it is appropriate for the industry to develop the A to F categorisation of
stations and to agree appropriate minimum facilities for each category of station.
This would then become part of our strategy to establish where facilities do not
meet the standard and to plan to fund and provide a consistent level of facilities so
that passengers know exactly what to expect.

This is illustrated by Customer Information Systems where currently at different
stations CIS is provided using different facilities, staffing, systems and methods of
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contracting. Our strategy is to work with operators to simplify and standardise the
existing arrangements. It is our vision for every station to have a consistent level of
customer information provision coherent with the type and utilisation of the station.
We believe that there should be a single suite of customer information that tells
the same story in the same way for the customer at the station. This vision
would see a single customer information point at every station that contains:

departure boards;

local network map;

local area map;

help line telephone or help point;
clock;

taxi and bus information;

real time departures display

In addition to the customer information point there would be consistent signage
around every station including:

¢ main station name sign and way-finding signage
e statutory/operational signage (including appropriately sized and
approved ‘non smoking’ signs) on and around the station/car parks etc.

Whilst we recognise that the train operators will take a leading role in much of
the customer information provision, Network Rail has an important role to play
in providing a single source of information and agreeing consistent standards
for signage.

The Network RUS stations working group will address the facilities challenge with
the following remit:

“To produce a high level analysis, conforming to the standard RUS approach of
Baselining, Gap analysis and Option recommendations, setting out the key facilities
appropriate for various categories of station.

In particular, to explore at a generic level the relationship between the location of
facilities at concourse and platform level and crowding, both on train and at stations. It
will seek to identify an appropriate approach to establishing the requirement for car
park provision. It will also seek to provide an understanding of the effects of changing
perceptions of personal safety on the requirement for stations facilities.”

Modular stations concept

Network Rail is exploring solutions that facilitate faster and more cost effective
delivery of new and renewed assets.

As part of this wider initiative it has established a series of workstreams to develop
modular solutions for the components of a station environment. Included are
designs for modular station buildings, platform canopies, station footbridges, station
platforms, car parks and gating systems all of which feature a modular and
standardised component approach.

The initiative aims to establish a common visual and construction theme to the
station environment, station buildings and structures, raising the design standard
and simultaneously providing capital cost efficiencies, lower maintenance costs and
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longer term sustainability. There are obvious benefits and opportunities from such
an initiative and Network Rail is engaged in the early development of the concept
and exploration of the possibilities for the station portfolio of the future.

The driver is the need to provide ‘right sized’ accommodation to meet the
needs of the modern traveller and to reduce the whole-life costs of maintaining
the building stock over the next thirty years. It is also important that the project
changes the perception of railway buildings as a whole. Whilst acknowledging
that many station buildings have historic and architectural interest and value in
their own right, it is nonetheless true to say that many, particularly the smaller
and unmanned stations, are lacklustre and in poor condition. Achieving
consistency of quality across the network, particularly in respect of customer
expectations, is one of the core aims of the modular approach.

Potential cost benefits of a modular approach to construction accrue from the mass
production of common elements of a standard design. This would allow fabrication
on a production-line basis, reducing costs to a minimum through economies of
scale. Additionally the utilisation of off-site factory based production techniques
achieves improvements in terms of quality, safety, waste reduction and
environmental impact. There are a range of other cost benefits born of reduced
design work and time.

Cost and operational advantages also extend to site activities particularly regarding
speed of construction; reduction in preliminary and supervisory costs; minimisation
of disruption to customers, passengers and the surrounding environment and the
reduction in risk that comes with certainty of programme and repeat activities.

The potential utility of the most recent technological developments could mean that
the vast majority of the components used in construction are recyclable. The
sustainability of future solutions is an increasingly important issue and the concept
has been designed with this in mind: features such as incorporating rain and grey
water harvesting together and the self generation of power from renewable sources
are two examples.

For the industry there are potentially significant benefits issuing from ‘speed to
market'.  Speed in planning application, location specific design, shorter
commissioning time and earlier occupancy and reduced maintenance liability all
make the concept attractive from a business perspective.

The modular concept provides a modern high quality design that provides a station
environment that is fit for purpose for the 21% century and reflects positively in the
eyes of the passenger on both Network Rail and our partners.

The first completed unit, which is an early example developed to demonstrate the
station building design and construction, has been erected in a non-operational
environment at Ringwood in Hampshire. This is a 12m x 12m station building. At
the time of writing, visits by industry partners are in the process of being planned.

The first operational railway modular-style station is planned to open in November
2007. Greenhithe in Kent is a replacement station and will include a modular DDA
footbridge. It is the nearest station to the large Bluewater shopping centre and will
become the domestic railhead for the CTRL at Ebbsfleet. As such it has an
important flagship role to play. This station will be funded through a combination of
Network Rail Development Funding and a significant third party contribution.
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This will be followed by Eastfields (between Mitcham and Tulse Hill on the Sussex
Route and operated by Southern Trains) which is a small new modular station
funded through the Network Rail Development Fund. Completion is expected in
early 2008.

Further stations are planned in 2008 at Effingham Junction in Wessex, and at
Corby in the East Midlands. Whilst Network Rail is investing in developing the
concept and the early stations, it is anticipated that the funding for the modular
stations programme will be by the local third party beneficiaries of each station.

The modular station concept and programme is still in its infancy — there is
significant work required to fully understand the real potential and to realise the
benefits on offer. Only by pursuing this further development will the concept be
applicable to a wider range of locations and suit the demands of customers.

We have sought to create an opportunity to review and re-evaluate the project,
taking into account the views and comments of industry partners. We are
particularly concerned that the building is sufficiently flexible to meet our customers’
requirements and aspirations. With the completion of the trial erection at Ringwood
we have the ideal opportunity to begin that discussion.

A great deal has been learnt to date in bringing the project to its current stage of
development and this, combined with the feedback from customers captured over
the next month, will be incorporated into the next stage of development.

Use of technology

Network Rail recognises the importance of utilising technology for the benefit of
both staff and customers and will continue to explore how and where this can be
exploited.

Our strategy is to work with Europe as well as the UK, to ensure we have access to
the best technology with which to develop our provision of information, facilities and
services.

The pace of technological change continues to grow exponentially and is very
difficult to predict in terms of what a station will look like and how it will function in
thirty years’ time. Current increasing expectations and drivers for increased use of
technology include more convenient ticket selling; continued increased
expectations on shopping and services provision; and improved real time customer
information, including information provision long before passengers reach the
station. We recognise that for many people, including some of those with restricted
mobility, advance information can make travel more accessible. We are therefore
supportive of the ATOC led proposals to introduce a national web-based system
providing information on access facilities at all stations.

Other uses of technology at stations include the ability to count the numbers of
people using a station. This will be important in controlling congestion and for
accommodating growth. We are investing in technology to allow us to measure
passenger numbers at all times and in all circumstances.

European research and benchmarking

Network Rail is a lead member in the European Stations Group, run through UIC.
Current workstreams include:
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« Accessibility

« Making best use of commercial activities

« Rebuilding of stations whilst maintaining operations

. Benefits of standardisation of station equipment

. Synergy between station business and real estate business.

Each country’s activities and policies are shared for all to consider, on a confidential
basis to the participants only. As well as European partners, Japan and India are
represented. Lessons and experiences gained are valuable in the learning
process. Network Rail has also been able to see and discuss learning from the
construction of Berlin Haubtbahnhof and the commercialisation of Zurich Station.
Both stations have led Network Rail to consider new applications and approaches.

The lead group within this work is also acting as a joint voice where this is
advantageous. As described under the section entitled Access for All, Europe is
required to implement the Technical Standard for Interoperability for People with
Restricted Mobility, which requires the provision of level access for all people with
some form of restricted mobility, including parents with children and pushchairs.
This is proving a challenge, and sharing best practice is helpful as well as providing
a joint voice to the European authorities about how this should be introduced
reasonably and affordably.
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13 Sustainability

Part of our responsibility as stewards of the national rail network is to develop the
network in a sustainable and responsible way. Rail travel already has many
environmental advantages; however, it also contributes to pollution and
greenhouse gas emissions. Our objective is to manage our responsibilities
sustainably, securing the future railway today by taking decisions which make the
network safe, socially accessible and appealing, affordable and environmentally
efficient. This applies as much to station management and operation as it does to
other aspects of our business. This strategy for sustainable stations sits within the
context of our wider strategy and plans for sustainability within the company; more
details of these are available in the separate paper within the Strategic Business
Plan on this topic.

Sustainable developments are most effective when tackled together as an industry
and by engaging with other industries and policy makers who are exploring aligned
issues. Network Rail is committed to working with our industry partners,
governments, stakeholders, suppliers and other environmental groups to develop
our understanding of the effect we have on the environment and find appropriate
solutions to negate the environmental impacts of our business.

Regarding sustainability as an important feature in the development of the network
is a relatively new consideration, and our understanding is still in the early stages.
We have therefore determined some early priorities as listed below:

Asset Management
Customer Perception
Resource Efficiency
Capacity
Procurement
Climate Change
Safety

NogrWNE

These priorities apply across Network Rail's business, but some of the highlights
relating to the management of stations are noted below.

Asset management

Our large and varied portfolio of stations makes this an important area for
sustainable consideration. We aim to develop design and specification processes
which support sustainable, efficient and cost-effective, whole-life asset
management. In particular our development of modular solutions for new facilities
and new stations reflects our sustainability objectives. Through our increased
efficiency and move towards whole life cost developments we will reduce the cost
of our stations, helping to make rail transport more affordable, and, in part, helping
to fund the development of more sustainable solutions within the funding available.

Customer perception

It is crucial to the ongoing success of rail as an environmentally friendly mode of
travel that our customers support our sustainable developments. We will keep our
customers informed and involved in our sustainable initiatives through
communication and partnership. We are committed to safe, secure, clean and
reliable station facilities with adequate monitoring to maintain the standards we
have set.
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This will be supported by the development of better integration between train
services, other modes of transport and local communities. Both physical facilities
and customer information play important roles in customers’ confidence in using
sustainable public transport. The NSIP and Access for All initiatives will support our
developments in this area.

Resource efficiency

More efficient use of resources is central to becoming more sustainable. Natural
resources are finite and we need to develop a better understanding and respect of
the limited resources we consume. Efficient use of resources should also be cost
effective and will help to fund the sustainable sourcing of some of our energy
requirements. Initiatives we will be exploring include the following examples:

¢ Reducing water usage, leakage and wastage and employing rain and grey
water recycling where appropriate

o Developing metrics for measuring progress and setting targets

e Planning for systematic identification of energy inefficiency, introducing
renewable sources where possible (e.g. solar) and reducing wastage

¢ Reducing waste and increasing recycling. This year we have put in place a
new recycling facilities contract for managed stations and we hope to
interest train operators in extending these facilities to other stations where
increased recycling is possible

e We are actively seeking innovative solutions which may offer further
opportunities for partnership working. For example, where the sustainable
generation of station heating produces a surplus, this could be offered to
station neighbours.

Network Rail often provides the infrastructure at stations but does not operate the
assets and therefore does not directly consume the resources. We will, therefore,
work closely with train operators and tenants to develop and apply sustainable
opportunities.

Capacity
Maximising the use of the available capacity and increasing this to encourage
modal shift to rail is an opportunity to increase sustainable travel opportunities. We
will increase capacity at stations where needed using a variety of methods
including:

¢ Platform lengthening, using sustainable modular technologies where
appropriate

¢ Reducing non-productive station occupation times, improving turnarounds
whilst protecting performance

¢ Making minor enhancements to relieve bottlenecks, simplifying track
layouts to improve timetabling, etc

¢ Right sizing stations where there is greater capacity than required for
current and foreseeable needs.

Procurement

We are conscious that a significant proportion of the Network Rail carbon footprint
comprises indirect emissions. We will work with our suppliers to understand the
supply chain impacts so that appropriate action can be taken to improve our
sustainability performance.
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Climate change
The following are some of the initiatives being progressed to develop both
efficiency measures and technology solutions for our stations:

Undertaking a current energy efficiency sustainability assessment

o Developing processes for use of affordable technology for refurbishing
existing stations

e Developing processes which incorporate low carbon and right sizing.
Maximising natural lighting and the use of reflected light when designing
and refurbishing stations

¢ Reducing station waste and increasing the proportion of waste which is
recycled

¢ Investigating renewable energy sources.

Safety impact

Safety is embedded in our core vision. Our sustainability initiatives will not
undermine our commitment to safety which remains at the heart of our stations
delivery.

Across all these initiatives the communication and sharing of good practice and
success stories will help the industry to move forward together and build on our
achievements. Some initiatives will be trialled at managed stations, while some
train operators will have environmental franchise commitments which may
introduce good practice at franchised stations which can be applied at other
locations. We will share our progress and learn from that of our partners and
stakeholders to build success through CP4.

Managed stations

Network Rail has recently appointed a Head of Environmental Policy who is leading
our initiatives to drive up efficient sustainability across the stations portfolio. An
early activity in this programme is to establish the base position at Managed
Stations, and from this base our target at each station is to increase station
patronage without a consequent proportionate increase in pollution. We will go on
to develop a Sustainability Management System which will include a sustainability
action plan for each managed station. We will develop these plans in partnership
with our neighbours and stakeholders enabling efficiency and synergy in the
development of areas close to the station. This will lead to opportunities for new
and innovative sustainable technologies, while developments introduced at these
stations will benefit local communities as well as station users. Where possible we
will engage in sustainable development partnering schemes. The base studies and
Sustainability Management System developed at managed stations will readily
transfer to the larger franchised stations and we will work with train operator
colleagues to apply the benefits across the portfolio.

Our Network Rail waste strategy is phased to 2020, by which time we aim to
recover, reuse or recycle 60% of our station waste. We have challenged each
managed station to set a target date by which it will become waste-neutral by
recovering and recycling at least 50% of the waste generated at the stations. To
achieve this within CP4 would be exceptional but we will be seeking to deliver
measurable progress within this timescale. We will be working in close partnership
with our tenants to achieve this challenging target. We will seek a measurable
increase in the volume of recycling, water harvesting, etc. using our initial review at
each station to provide the base against which to measure our progress. Where
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not already in place, we will be installing sub-metering for utility use to encourage
our tenants to make efficiencies in their own supply consumption.

By actively pursuing energy-saving initiatives we are confident that despite the
growth in patronage at managed stations we can achieve an overall reduction in
energy consumption from non-renewable/unsustainable sources by the end of the
next control period.

Enhancements to existing stations
When we implement enhancements to existing stations, we will seek to reduce the
carbon footprint of each station by:

e reducing excessive use of energy, e.g. IT equipment, lights and/or heating
left on unnecessarily;

e improving thermal insulation;

o utilising renewable energy technology for lighting, heating or both;

e employing or improving the energy management system to deliver
efficiency savings in terms of energy use;

e installing a rainwater harvesting, or grey water harvesting process, to
reduce use of mains supply for non-drinking water.

All of these initiatives are intended to be efficient in the longer term; however some
will be costly to implement in the short term and we are actively participating in
environmental sustainability bodies within and beyond the industry supporting the
drive to make sustainable solutions more affordable.

Working to deliver an industry success story

The Brundtland Report defined sustainability as ‘development that meets the needs
of the present without compromising the ability of future generations to meet their
own needs’ ’. We will work with our partners to provide leadership and ideas which
will make rail increasingly sustainable as a mode of travel and our stations
increasingly sustainable interchanges on that network.

" Our Common Future — sustainable development and intergenerational justice. Brundtland,
1986.
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14 Outputs for Control Period 4

Network Rail is committed to its output obligations as stated in our Network Licence
Condition 7, i.e. to “secure:

@ the operation and maintenance of the network;
(b) the renewal and replacement of the network; and
(©) the improvement, enhancement and development of the network,

in each case in accordance with best practice and in a timely, efficient and
economical manner so as to satisfy the reasonable requirements of persons
providing services relating to railways and funders...”

Whilst the CP4 HLOS does not define measured outputs for stations, other than for
station condition, there are a number of outputs required in relation to station
improvements. This document describes how, in CP4, Network Rail intends to
define the CP4 outputs required to move towards our vision.

Current Station Condition Index

The current Station Condition Index (SCI) is not a useful indicator of station
stewardship. The lack of weightings resulted in potentially perverse incentives to
improve the SCI by carrying out work on assets of low cost and importance at
minor stations.

The CP3 expectation was to maintain average condition across the portfolio of
2.25, where 1 is brand new and 5 is life expired. Under the measure the condition
did remain stable and, if the measure had been suitable, maintaining the estate at
this condition level would have demonstrated that there has been no overall
deterioration to date through CP3.

Station Stewardship Measure (M17)

A new measure has been agreed with the ORR and is to be introduced in
conjunction with the reinstatement of the Operational Property Inspection regime.
The new, more appropriately weighted Stations Stewardship Measure addresses
the weaknesses of the current measure. It is more reflective of actual condition
and will facilitate higher levels of transparency of performance against the objective
of maintaining the non-deteriorating condition of the station portfolio.

The new measure features an appropriate array of assets and aligns with Schedule
8 of ORR’s Stations Code. The development process led to the new measure
being structured into 14 asset categories; each being separated by responsibility:
those for Network Rail and those for the train operating companies.

In order to effectively aggregate asset scores to each individual station score, asset
weighting is adopted to place more importance on some assets and less on others.
It was felt that the original aim of looking at the weightings to measure the relative
importance of each asset on the basis of providing safe and efficient operational
use of the station could be encapsulated by looking at the downstream liability of
each asset; in other words the cost implications of not doing the work.

The asset condition of stations by the end of CP4 will be dependent on the level of
funding secured and the level of investment undertaken during CP4. The
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expectation is that non-deteriorating condition will be maintained through CP4. By
the end of CP4, the Operational Property Asset System will be populated with a
substantive volume of asset data which will allow the monitoring and analysis of
trends in asset condition and in the effectiveness and suitability of differential
intervention strategies.

Changes to the asset strategy for CP4 have been defined to seek greater asset
understanding and increased value for money. Nationally, there has been no real
deterioration in the overall Station Condition Index and the aim, subject to
affordability for CP4 is to maintain non-deteriorating asset condition. As a new
measure the Station Stewardship Measure baseline will not be established until a
representative sample has been collected®.

Stations Facilities Index and Passenger Satisfaction Measure

Currently the Station Facility Index is still being maintained and the contributory
data were collected manually during 2006/2007. Network Rail was requested to
collect 20% per annum but this year, in agreement with ORR and its auditing
consultants Halcrow, only 10% was collected. It is widely accepted that the
measure is of little use. There are a number of inherent deficiencies, not least of
which is that Network Rail gets the benefit of any alterations and improvements
made by the train operators under franchise commitments; for example, and a
number of measures under the current index are not within control of either
Network Rail or the train operator.

Determining an appropriate measure for station facilities brings the inherent issue
of different parties having responsibility. These responsibilities may shift when the
Station Code is applied but there remains scope in applying the code for the
responsibilities to be shared differently at different stations, and any future measure
needs to recognise this factor. With this in mind we are currently working to gain a
clear objective of the purpose of a replacement measure and will discuss options
with the ORR and other stakeholders in developing a proposal.

In the same way that Network Rail currently measures and acts upon the
satisfaction of passengers at managed stations, we believe it is important to have a
portfolio-wide stations satisfaction measure.

The National Passenger Survey gives a starting point for this measure and we are
discussing with Passenger Focus the possibilities of developing the NPS survey, or
a new measure, to guide our development of stations over the next control period
and beyond. This will be vital in measuring the success of improved accessibility,
facilities and enhancements through the Access for All and National Stations
Improvement Programmes.

It is intended to discuss suitable criteria with the ORR and others over the coming
months.

& Methodology to be established.
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Other industry measures

There are other measures which focus on the manageable elements of station
guality used in the industry. For example, the second generation of franchise
agreements introduced by the Strategic Rail Authority incorporated a framework of
Key Performance Indicators, covering areas such as the station environment and
security, with financial penalties for the operator should it fail to achieve agreed
targets. Similarly, sections of the network which operate within Passenger
Transport Executives areas have developed their own station condition regimes
such as SQUIRE (‘Station Quality Incentive Regime’). These regimes, although
seen as effective, are not always consistent with the current measures used to
judge Network Rail performance. Our forthcoming work will seek to develop
measures which align more closely with these other industry measures.
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15 Finances and charging

In consultation with the industry we seek to simplify future station charging
arrangements. Our preferred solutions to achieve this are to simplify and integrate
long term charges for franchised stations into the Fixed Track Access Charge, to
move towards fixed charges for “Qualifying Expenditure” costs at managed stations
and to simplify the maintenance and repair responsibilities to give greater efficiency
and clarity.

Station costs and charging

In November and December 2006 Network Rail presented papers to ISG®
discussing future charges for stations. These were followed in April 2007 by a
paper from Network Rail to the wider industry setting out options for long term
station charges for CP4. Our original proposal involved trying to harness the
benefits of a portfolio approach to stations. Due to the significant degree of change
surrounding stations at present we also proposed the option of rolling forward
current charges.

In keeping with the over-arching objectives for the structure of charges a key
challenge for stations is improving cost-reflectivity. Reinforcing this, the strong
message we have received through our industry consultation is that transparency
around costs and spend at each station is critical.

We agree with this and our vision is to create a much greater transparency at the
Station Facility Operator (SFO) level on our expected expenditure and outputs.
This would be set out in our March 2009 Business Plan, to give our customers an
expectation of activity at the portfolio level. Any modification would be transparent
with explanations of any variances. Disaggregated spend would be reported in the
Annual Return. This could provide the foundation for more effective dialogue with
each SFO to jointly prioritise and integrate work at the relevant stations.

Associated with this proposed approach is a radical simplification of station
charges, whereby we would set the stations long term charge (LTC) to zero and
incorporate costs per Station Facility Owner portfolio within the Fixed Track Access
Charge. Our main aims are to levy charges at a more meaningful level and
achieve simplification where possible. This proposal achieves those aims, while
limiting the level of change needed to the structure of existing contracts, which we
consider important while the industry is working towards the Stations Code. The
proposal would mean that beneficiaries at stations would not contribute towards
costs. This is reflective of the nature of stations costs, where up to the point where
capacity is reached, additional usage can be met at very low additional cost. While
the LTC would be set to zero, we would put in place mechanisms to ensure that
payment for enhancements would continue to be made by the sponsor.

o ISG is an industry body which has oversight of the contracts between Network Rail and its train operating
customers. ISG is chaired by Dominic Booth (NED Railways), Graham Smith (EWS) and Paul Plummer (Network
Rail) and membership consists of representatives from non-franchised passenger operators; Association of Train
Operating Companies; Rail Freight Operators Association; Network Rail; Department for Transport; Transport
Scotland and Office of Rail Regulation.
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As explained earlier in this chapter, our projected stations expenditure by SFO is
summarised in an appendix to this plan and other details are contained in the
supporting documents. Over the next year we plan to develop our cost reporting
and coding procedures, which will require assessment of how best to approach
reporting of packaged works. The aim of this is to be able to report in our Annual
Return: Expenditure at stations aggregated for each SFO, and; Overall station
expenditure disaggregated by 8 main work categories.

Under this proposal, station costs would be included in the first component of the
build-up of a fixed charge to each franchised TOC. We believe this delivers greater
reflectivity, enhances transparency, and reduces complexity / administrative burden
for all parties involved. However, we recognise that at least some operators have
significant reservations about this approach and they would currently prefer to
make the current long term charges more cost reflective. We therefore consider
that ongoing discussion is needed with train operators, ORR and funders regarding
this proposal.

For the purpose of the financial projections in this plan we have assumed that there
will be no stations long term charge.

To clarify, the Network Rail funding requirement is calculated net of assumed
property income. Under our proposal to put station long term costs in the Fixed
Track Charge, property income in the form of Property Rent at franchised stations
would be netted off according to the operator which pays it.

It is therefore essential for Network Rail that the property income targets are
achieved. If it is possible to out perform the assumed income, this provides
additional income which we are able to reinvest.

Dilapidations

The current processes for dilapidations at the end of a franchise term are costly in
terms of time, resource and finance. Where Network Rail and train operators can
agree clearer allocation of responsibilities following adoption of the Stations Code,
some of the causes of friction will be eased. However, more progress is possible
where a partnership approach is adopted throughout the franchise term. Good
progress has been made with some franchisees to agree and review planned work
at stations on a regular basis. This approach is consistent with the development of
station plans and, if effective, the costs of dilapidations processes will reduce.

Qualifying Expenditure

Network Rail is in the process of agreeing two-year fixed offers at some of its
managed stations and would like to secure a fixed offer for CP4. Fixed price
charges have benefits for all parties concerned. They provide certainty which
enables improved planning for each party. The charges build in an anticipated
level of efficiency for which Network Rail will carry the risk and, if over achieved,
allows further funds for investment. A fixed charge also reduces the administrative
burden on both parties thereby releasing industry efficiencies.

The Industry Steering Group (economic and contractual framework) and an ATOC
sub-group have been examining the potential for a fundamental review of the QX
arrangements. The possible benefits of a wholesale shift to new arrangements are
slightly more complicated than they might otherwise be because QX is not a
regulated charge and cannot be formally reviewed by ORR as part of the periodic
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review. Consequently in the event of changes in the level or structure of the
charge, 18.1/Schedule 9 arrangements would not neutralise the effect.

However, Network Rail considers that fixed term offers have benefits to the
industry, and as discussed at ISG will consider new ways to achieve fixed deals for
the duration of the control period with train operators at its managed stations.

Managed Stations charges

As set out above fixed price options have been offered to our customers at the end
of CP3. We have offered to guarantee a fixed Qualifying Expenditure (QX) cost
including year on year savings applying a model of “RPI minus X". With a
significant proportion of staff related costs within the QX total this formula demands
real savings not only to deliver the “X” efficiencies, but also to offset the impact of
real wage price rises.

As a further commitment to simplification and reducing costs, Network Rail would
like to discuss moving to a fixed cost method of charging. This would mean the
elimination of the Qualifying Expenditure process which requires significant
administration both by Network Rail and operators. Instead, Network Rail would be
incentivised to reduce the overall cost of delivering the level of service required by
operators. It would not have been realistic to make this change until recently but
we now have sufficient information that this approach is more viable.

Commercial developments have meant that the Long Term Charge (LTC) is no
longer applied at some of our largest stations due to the commercial successes in
retail provision. This reduces the cost to any franchise and hence the tax payer.
The creation of a comprehensive national stations strategy will bring further
economies and customer benefits. Network Rail is confident that it will be able to
absorb a significant level of costs at any additional managed stations in the future,
in the way it has over the last twelve years.
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16 Reporting

We plan to report the expenditure we incur in much more detail than in the past so
that customers and other stakeholders have more visibility of the costs incurred at
stations. This will improve transparency and help all industry parties make more
informed decisions on future proposals at stations.

As part of the periodic review for the next 5-year control period our Strategic
Business Plan contains a fairly detailed breakdown of expenditure forecasts at
stations derived from our Infrastructure Cost Model. In addition to this, the ORR
and our customers want greater transparency on actual expenditure and we have
agreed in principle to provide increased visibility. We are currently developing
systems to support this objective. The aim of this is to be able to report the
following cost breakdown each year in our Annual Return:

1 expenditure at stations aggregated for each SFO

2 overall station expenditure disaggregated by 8 main work categories
i.e.: a) platforms; b) roof; c) footbridges; d) lifts/escalators; e) electrical
such as lighting; f) car parks; g) buildings; h) other such as
minor/reactionary repairs. [We may also separate station surveys and
inspections.]

When undertaking renewal and maintenance work at stations we often package it
to achieve efficient procurement so that the individual contracts cover several
different activities at several different stations along a route. Clearly this makes
disaggregating the costs by activity or station difficult and so our review of reporting
arrangements will need to consider how this is best handled in future. It may be that
some level of cost allocation based on simple metrics is needed to report the
increased disaggregation we wish to achieve.

There are strong links between more open integrated station planning, transparent
reporting and the review of charges proposed in the previous section. When
brought together these can realise a step change in the way in which we work
together to manage our stations, but this can only be effective if there is a spirit of
cooperation and trust between the parties involved.
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17 Efficiencies

This section outlines the sources of efficiencies at stations anticipated for the next
control period. We seek to satisfy our obligations to maintain the overall condition
of the asset base in an efficient and cost effective manner through the strategies
we are adopting and within the funding available. We are in the process
developing a more comprehensive stations strategy efficiency document for the
April 2008 Network Rail business plan submission.

Maintenance and renewal

Our strategy of minimising the whole life cost of stations, and particular assets
within stations, was developed to deliver our asset stewardship obligations
efficiently. By definition this efficiency is taken over the life of the asset concerned.
This efficiency will be delivered through a combination of factors including effective
planning, alignment of work, procurement strategy and standardisation. Some of
these are discussed in further detail later in this section.

The partnership development of station plans to give visibility of all the work
planned by different parties at a station will both reduce abortive work and
duplication and facilitate purchasing economies where works can be combined.
The financial benefits have not yet been quantified as the scale of the programme
and the opportunities it offers will not be fully realised until the plans are created.

In addition to the plans proposed, the implementation of the Stations Code, and
with it the opportunity to clarify responsibilities for maintenance and repair, also
offers potential efficiencies. It is hoped that greater consistency, reduced
duplication and longer term planning will all be benefits from the simplification of
responsibilities. There should also be industry savings at the end of a franchise
period through reduced dilapidation process costs.

Volume

The industry faces the challenge of reducing costs and delivering efficiencies while
simultaneously providing for the continuing growth in the use of the rail network.
Growth in demand of 40% has been experienced over the last 10 years and a
further 30% is predicted for the next decade. Recognising this growth will help us
to plan and deliver efficiently. By identifying the congestion constraints in advance
we can build the necessary enhancements into forward plans, aligning
enhancements with renewals or maintenance to deliver efficiency e.g. lengthening
a platform while renewing, thereby reducing cost and disruption.

Volume changes can be driven by other factors in the wider environment such as
legislative changes and the changing security situation. In regard to these
particular examples, we have not anticipated any new legislation within this plan
and will continue to efficiently respond to the security concerns of passengers and
staff to the best of our ability, realising that there may be additional costs involved in
increasing our safety measures to meet changing needs.

Delivery

We have rationalised our contracting strategy to deliver a more streamlined and
station-focused group of framework contracts which are tailored to the needs of
efficient delivery at stations. We are open to increasing the volume of work
undertaken through train operators where this is cost effective and we anticipate
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further efficiencies through close integration of plans and increased joint working
with train operators.

We have recently let new recycling contracts which we hope can be extended
beyond managed stations. These contracts not only offer efficiencies in the
removal of waste but also help the industry to deliver our sustainability targets. We
envisage that the cost of waste removal is likely to increase over the control period
and that recycling will become more financially attractive as environmental issues
grow in importance.

During CP3 we have brought the maintenance of managed stations in-house. This
realised immediate savings in terms of overheads and contractor profits and has
also enabled us to refocus the activity, restoring local ownership and pride which
will bring further whole-life cost savings. Where appropriate we will consider
bringing other contracted activities in-house where it is efficient and effective to do
SO.

Enhancement and renewal

Our strategies to standardise station design and to make significant intrusive
interventions are both geared towards efficient development and stewardship. Low
cost, low maintenance design specifications will help to make improvements
affordable to deliver and maintain. Standardisation will facilitate procurement
efficiencies and reduce the stock holding required by maintenance teams. Modular
stations offer particular efficiencies in this area and these have already been
described.

We are conscious that our interventions must be sustainable as well as efficient
and where possible sustainable options are being adopted, particularly where
enhancements or new stations are planned. In some cases the cost of sustainable
solutions is still prohibitive and we will continue to work with the supplier industry to
drive costs down to increasingly affordable levels.

Where we are managing major programmes of work, such as NSIP and Access for
All, we seek to plan and deliver the programmes in a way which realises the
maximum potential value using efficient structures and mechanisms agreed with
our partners.

Managed Stations

At our managed stations we will continue to pursue simplifications and
improvements to our processes and interfaces. We will continue to work to build
mutual trust with train operators and hope that this will lead to greater openness
which in turn will enable removal of duplication. Operating expenditure efficiencies
at managed stations are passed on to train operators through the Qualifying
Expenditure charge and are not therefore assumed in our Strategic Business Plan
funding submission.

Stations Strategy October 2007

65

AbBayens suonels



18 Conclusion

Our vision for the railway of the future is to meet the growing demand through the
provision of stations which are safe, sustainable, efficiently operated, and which
offer a world class standard of customer service in the context of the whole journey
experience of passengers. These will be stations which people choose to spend
time in.

This is a challenging vision which will require dedication and innovation to deliver.
When delivered in partnership between industry players and local, regional and
national stakeholders it is an achievable vision and one which these plans can
begin to deliver.

Successful delivery will bring some noticeable benefits for station users through
visible improvements to the condition, capacity and environment at stations which
will improve the passenger experience. Through joint working and whole life
costing, the more efficient spending of a wider range of funds will bring better value
for money, faster development of schemes and increasingly sustainable stations.
We hope CP4 will also see more modular stations being built and modular
components being installed across the network.

The delivery of our vision will also see continuity with respect to our commitment to
safety and security at stations. Train operators will continue to operate the vast
majority of stations and the safe operation of stations will continue to be our prime
concern. We will also seek to maximise the development and retail opportunities at
Managed Stations to reduce the cost to train operators and drive new funding for
further improvements.

There are exciting opportunities ahead for our stations. Working together with our

partners we want to seize these opportunities and improve these important
interchanges on the journeys made by rail passengers.
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Appendix 1: Description of Stations Categories and Cost
Bands

The following definitions are taken from the report “What Passengers Want”
published by the Rail Passenger Council (now Passenger Focus) in 2005.

Category A: National hub
E.g. London Euston, Newcastle and Leeds

Category A stations are major termini providing access to major centres and
connecting major cities across the UK. They contain, and are perceived to provide,
the highest number of facilities for all station types. Some category A stations have
been developed into ‘flagship’ stations, refurbished to serve the increasing demand
and needs of passengers. A good example of this is the refurbishment of
Manchester Piccadilly station to serve the needs of visitors to the Commonwealth
Games (2002), as well as to cope with the demands of existing and potential
business and leisure passengers.

The RPC (now Passenger Focus), sees category A stations as the gold standard
with a proven level of facilities.

Category B: Regional hub
E.g. Cambridge, Oxford and Dundee

Category B stations or regional hub stations service important cities, towns or
business centres.

Category C: Important feeder
E.g. Blackpool North, Hereford and Luton

Category C stations provide important regional connections as well as having the
capacity and facilities to serve large numbers of passengers.

Category D: Medium-sized staffed
E.g. Frome, Aylesbury and Aberystwyth

These stations serve local populations acting as pick-up points and commuter
stations.

Category E: Small staffed
E.g. Iver, Treherbert and Sandy

These serve areas with smaller populations than C and D stations, and mainly act
as pick-up points.

Category F: Small unstaffed
E.g. Matlock, Bridge of Allan and Hawarden

Small unstaffed stations are mainly found in low-population or rural areas. For this
reason services may be infrequent.
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Station Cost Bands

No. of

Station Platforms Description
Without buildings, platform canopies or footbridge; car
Band 1 1
park 50 spaces or less
Without buildings, platform canopies or footbridge; car
Band 2 2
park 70 spaces or less
Band 3 1or2 Without buildings or platform canopies; with footbridge;
car park 70 spaces or less
Band 4 1 Wlth either bwldmgs or platform canopies; with or
without a footbridge
Band 5 2 With glther buildings or platform canopies; without
footbridge
Band 6 5 With e_zlther buildings or platform canopies; with
footbridge
Band 7 3to5 All stations
Band 8 6to10 | All stations
Band9 | over10 | All stations
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Appendix 2: Maintenance and renewals plans for CP4

Contents:
1. Summary of total expenditure on franchised stations
2. Franchised stations expenditure by element
3. Franchised stations expenditure by Station Facility Owner
4. Franchised station expenditure by activity
5. Franchised stations expenditure by station category
6. Franchised stations expenditure by station
7. Managed stations summary
8. Managed stations by element
Note:

The detailed expenditure and output projections are subject to refinement,
particularly when considered at an increasingly disaggregated level. It is important
that Network Rail has flexibility to manage the portfolio appropriately, so that the
required outputs can be delivered in an efficient and affordable way. There is also
an opportunity for Network Rail and operators to work more closely together to
integrate and prioritise their various activities. Network Rall is also open to dialogue
with operators about the most efficient way of delivering the required works.
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