Appendix 2
Budget and Performance Committee — 15 October 2014

Transcript of Item 5 - London Overground

John Biggs AM (Chairman): The main item then is London Overground and we have four witnesses,
Jon Fox and Peter Austin from, well, | think of them both from Transport for London [TfL]. Peter Austin, you
are actually from the operator, is that right?

Peter Austin (Managing Director, London Overground Rail Operations Ltd): From the operating
company.

John Biggs AM (Chairman): We have Janet Cooke from TravelWatch and Jonathan Roberts from
Jonathan Roberts Consulting, who many of us know from his work down the years on various bits of London’s
transport. He and | grew old together on the East London line extension, | think.

Peter Austin (Managing Director, London Overground Rail Operations Ltd): Yes.

John Biggs AM (Chairman): We are now younger again. OK, so we have a series of questions, but | think we
will start with a presentation from London Overground Rail Operations Limited (LOROL). So welcome.

Peter Austin (Managing Director, London Overground Rail Operations Ltd): Cood afternoon, thanks
very much. There are just a few slides with thought we would take you through, just to try to set the scene.

| am Peter Austin, | am the Managing Director at LOROL. | have been with the company since we actually
went through the original bidding process as well; originally as Finance Director and for the last 18 months as
Managing Director, so | have seen the whole procurement process and actually the change that has happened.

Where did we start? Back before 2007 | think, a well-known piece of work about London’s forgotten railroad,
about the North London line. The North London line was part of the Silverlink franchise at the time and under
the Department for Transport (DfT). We inherited a lot of stations with lots of graffiti, very little staffing on
them, the trains were pretty much clapped out and in dire need of some money and the stations were pretty
much the same. That was what we inherited and the vision was to try to transform the railway into a world
class metro operator.

Since 2007, under the contracts, we have seen full station staff being implemented. Every single LOROL
station, that is every single Overground station | should call it, is staffed 15 minutes before the first train until
15 minutes after the last train. We also now provide complete “turn up and go” accessibility at all stations as
well; all other National Rail stations have to pre-book. We are adopting the TfL model where actually now you
can just “turn up and go’, we facilitate that.

We have opened a number of new stations - Shepherds Bush and Imperial Wharf. | remember the first time |
went to Imperial Wharf thinking, “Why on earth is a station being built here?” Now it is an extremely busy
station for us.

All the trains we have have been replaced, we operate 57 electric trains; they are all less than five years old.

There is a fleet of eight diesel trains as well, which are also relatively new; all renewed during the concession.
All the electrical trains have all been extended as well. Initially they were introduced as three cars; currently
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running in four cars and from November this year we start seeing those cars becoming five cars. That’s a
response to the increased demand, particularly on the East London line and on the North London line.

Train service frequency has also increased. Originally we were running two trains per hour on the West London
Line; that is now four trains per hour. The North London line was originally two trains per hour and step
changed to three trains per hour; now four trains per hour. We are also doing some work looking to see if we
can extend the last and the first trains as well.

| suppose the biggest change was the opening of the new East London line back in 2010, so a major piece of
new railway. A new fleet of trains, new stations as well; that is probably the biggest change that we have seen
on that.

We also undertook a £35 million investment programme of the existing stations. That involved deep cleaning
of the stations; improving the lighting; some resurfacing of platforms; some general ambience work to try to
make the stations more pleasant places to be; also an investment in closed circuit television (CCTV) and public
announcement (PA) systems and customer information, so new screens. All our stations, every single station
has got the British Transport Police (BTP) secure station accreditation certificate as well.

This graph shows, despite increasing the number of trains and the large increase in the number of passengers -
| think we are up to about 135 million passengers per annum now - the punctuality has seen an increase from
about 91% when we took over to about 96% now. The customer satisfaction survey as well has gone the same
way. The latest results is one of our best ever at about 84%, so again we are very pleased with what we have
achieved there.

Just to give you some headline statistics, | think one that is not on there is quite interesting. Originally we
inherited about 400 staff from Silverlink and the current operation runs about 1,100; that is just a reflection of
the growth in the railway and the additional staffing at the stations.

Weekday services, originally was 405 trains per day; that has more than doubled with 1,100 trains per day.
Passenger numbers went up from 33 million to 136 million; we were seeing revenue growth in excess of 13%
last year on some routes.

Ticketless travel as well, is something that we have really, really tried to drive down and indeed we are
incentivised to drive down - | expect we will come on to that later - to make sure we capture the revenue that
is due to the railway. That has come down gradually over time from nearly 13% to just underneath 2% now.

If I am asked what makes up the success, | think both the operating company that | represent, LOROL and TfL,
we have a shared vision for the Overground. We have all been part of that same journey; the transformation of
it and from understanding the specification, what the vision was, and what the objective was. We bought into

that from an early stage and we have worked very hard in partnership with TfL and our key suppliers to deliver

that.

| think in Rail for London (RfL) we have a very informed client. The specification is very clear. We have a
client who knows what they want and when we do not deliver they tell us so and we are managed hard, we are
managed closely. Also a think the bullet point that is not on here is it was a good procurement process and |
think the right operator was chosen through that, | think that helps.
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| think we do try to put the passengers first; it is about moving people around the railway, moving people
around the system. We try to instil that to all of our staff. At the end of the day it is not about moving trains,
it is not about the stations, it is about the passengers; that is what we try to instil.

John Biggs AM (Chairman): OK, thank you very much. You are actually a private sector operator?
Peter Austin (Managing Director, London Overground Rail Operations Ltd): That is correct, yes.
John Biggs AM (Chairman): You always have been.

Peter Austin (Managing Director, London Overground Rail Operations Ltd): That is correct, yes.
John Biggs AM (Chairman): Even with the Underground fares?

Peter Austin (Managing Director, London Overground Rail Operations Ltd): Yes.

John Biggs AM (Chairman): All your staff are private employees as well?

Peter Austin (Managing Director, London Overground Rail Operations Ltd): That is correct, all LOROL
staff are private.

John Biggs AM (Chairman): We are going to come to various aspects of the concession in a while. | will
start with the questions.

On the face of it this is a sort of win-win-win, it is a superb service and it is doing very well compared to most
of the other operators. We have a table in our briefing note and you are way up there in terms of satisfaction
and punctuality. Some of the better ones like Chiltern and c2c are relatively small compared to you, in terms
of their passengers. That is wonderful, isn’t it? How are you performing - you have already told us that a bit -
and how do you compare with other rail services in London? Are you the best in London?

Peter Austin (Managing Director, London Overground Rail Operations Ltd): It is difficult to make
direct comparisons. c2c | think always set the benchmark in terms of the passengers per minute (PPM), they
are the highest in that. That is what we aspire to. We would argue that they run a much simpler railway than
we do. Typically we are in the top three and that is where we certainly strive to try to get as close to c2c as we
possibly can. Merseyrail is probably a more similar operation to us. We are marginally ahead of Merseyrail and
| think they work hard to try to catch us up.

John Biggs AM (Chairman): That is in terms of the operating contract as well, which we are going to come
to in a while, but also the sort of urban setting we are working in.

Peter Austin (Managing Director, London Overground Rail Operations Ltd): Correct, yes.
John Biggs AM (Chairman): Obviously our job as a budget committee is to look at why this is not such a
great value proposition and how we could do better still. What improvements are you planning in the

operation of the network and what funding is in place to achieve that?

Jon Fox (Director of Rail, Transport for London): | think one of the things that is interesting about this
model is that unlike the National Rail model we, as the client, can intervene, which might be responding to
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policy from the Mayor, or indeed from our view of how things should improve, given that the cycle of these
arrangements are from seven to nine years.

| think it is fair to say that at the moment we are not feeling the need to invest in the performance of the
railway, but the obvious example of the investment is the five car upgrade, because of the volume on the
railway. Therefore £320 million, as | am sure you have seen in the briefing notes somewhere, in that five car
upgrade - which is split between infrastructure, station platform extensions and rolling stock for the five car
upgrade - that is the most significant investment in the railway at the moment.

Going beyond that, | think we have some more tactical investments to make, where it is quite interesting how
we look at infrastructure investment in order to make either capacity or resilience improvements to the
railways. We can come on to capacity maybe with Network Rail and so on, as we go, however tactically one of
the things that we have done is to work with Network Rail and LOROL and ourselves in what we call a virtual
alliance board. You may be aware that in South West Trains they have a formal alliance, a formal joint venture
between South West Trains and Network Rail; they put their people and their organisation formally together.
We have not done that. We have a grouping, if you see what | mean, where we meet together as a sort of
virtual board, and we can make tactical choices about how we might invest across the network. For example,
at the north end of the East London line there is a piece of infrastructure which does not connect to the North
London line. It was descoped from the original East London line project and we are going to put that back in,
such that in times of disruption you can go from the North London line to the East London line, which will help
performance and managing disruption when and if it comes.

| think from our point of view, capital, five car, tactical investments in the infrastructure to help performance
improvement, especially with Network Rail being a little short for cash in control period 5 (CP5), it is quite
important that we keep them focused on keeping investing in the network. | would say those two main things

in investment going forward.

John Biggs AM (Chairman): There is another partner in this relationship, which of course is Network Rail we
have mentioned, so they own most of the asset?

Jon Fox (Director of Rail, Transport for London): That is right, yes.

John Biggs AM (Chairman): Apart from the old East London line, | suppose.

Jon Fox (Director of Rail, Transport for London): Yes.

John Biggs AM (Chairman): And Richmond. Well, no, Richmond is theirs as well.
Jon Fox (Director of Rail, Transport for London): Yes.

Tom Copley AM: Was the East London line transferred to Network Rail or is it still --

Jon Fox (Director of Rail, Transport for London): No, it belongs to us. RfL owns it and operates it and
we are the infrastructure manager under railway jargon.

Peter Austin (Managing Director, London Overground Rail Operations Ltd): Our route starts off down

in West Croydon and Crystal Palace, which is Network Rail infrastructure. Once you cross the line at New Cross
Gate, as it were, you are on to the TfL infrastructure.
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John Biggs AM (Chairman): Yes. Again, this is not a transport committee, but in terms of the operating
performance, the fact that a lot of your railways actually carry a lot of freight and you have managed to have
frequent services is, on the face of it, quite a superb achievement. That is a bit of a geeky question | suppose,
so we can leave that to the Transport Committee in the wake of that. | suppose | was thinking in terms of the
relationship with Network Rail. There are various things that you might want to do, and | know that the
relationship in terms of negotiating arrangements to do them can make that very hard. | do not think that is a
question about the concession, it is a question about the relationships you have with them. Is that a problem?

Jon Fox (Director of Rail, Transport for London): Yes. | think freight delays are more emotive for us than
perhaps the numbers suggest. The numbers suggest of all delays that cumulatively they are around 2% of all
delays. That is actually a small impact, but when it does happen, like last Friday on the West London Line -
three hours later no trains had moved - it has a high impact and, therefore, quite a lot of frustration, shall we
say, for us. That point is quite interesting because | think when you look at the North London line, as
Members around the Committee will be quite familiar with it, what does freight do on the North London line
over time? It has been there since time immemorial; Felixstowe Container Services, Stone Services and what
have you.

In our discussions with Network Rail, what we have been trying to say is, “You are building the cross-country
freight route, which goes from the east coast ports across to the Midlands and so on, please why don’t you get
and encourage the freight industry to move its traffic across there and not come via London at all?”

John Biggs AM (Chairman): Therefore we are sort of getting away with it now and it would be better if we
could get it out of London?

Jon Fox (Director of Rail, Transport for London): Absolutely it would, and | think there is some
encouragement with the freight industry to do that.

John Biggs AM (Chairman): OK, right. | think that is our sole concession today to ‘trainspotting geeking’,
although something like that would have an impact on passenger satisfaction, so it might be something
outside of your control.

Jon Fox (Director of Rail, Transport for London): Indeed.

John Biggs AM (Chairman): Which would affect the reputation of the railway. A very sunny story. It is now
the job of Jonathan [Roberts] and Janet [Cooke] to shoot it down in flames and tell us what is so bad about
London Overground, how they are performing and how they could improve.

Jonathan Roberts (Managing Director, Jonathan Roberts Consulting): | think it is partly about the
relationships going forwards; the further pressures which are going to be faced. Let us be clear, Network Rail
is now once again a creature of Government with the Treasury control from 1 September. We do not know
what that will require in terms of future changes, but certainly | think one is clear that the rules on the capital
available to you are harder. They are back to almost the old days of British Rail (BR). Similarly, there is no
longer a Network Rail credit card, as it was called, which was the ability to spend against the requlated asset
base, as long as you achieved a basic return on that. That, I believe, will make it harder - starting, as it were,
this last month - in terms of the ability for the ambition. There is clear ambition by both TfL and LOROL to do
more, better, and that may limit the ability to do things both in timescale and in terms of future concession
specifications. That is looking ahead a bit, but we do need to understand that it is not going to be a simple
road.
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John Biggs AM (Chairman): That is primarily a third-party problem, so Network Rail as the owner will cause
a problem for the operation of the concession with TfL?

Jonathan Roberts (Managing Director, Jonathan Roberts Consulting): Yes, Network Rail has to, as
always, balance off all the operator’s requirements. At this stage | would say that we are seeing, if you like,
two sorts of Overground and we are now about to see another one. We have, if you like, the ‘orbital Tube’,
which is hugely popular, hugely trusted, and people are willing to commit their lifestyles to it. A resident of
Hampstead is going to be very happy using that, as they might even be happy using the Northern line. There
is the radial Overground in the form of the East London line; grossly crowded. What are the issues there?
Crowding is a big issue. You saw on one of those graphs on that slide there has actually been a dip in terms of
effectiveness and attractiveness of the service in recent months. That is potentially down to crowding and
issues like that. | think that is something we do need to explore further here.

Actually not all the Overground is behaving in the same way. There is also the Euston-Watford Line, which is
in a way the poor relation of it all, with only 20 minute interval services, rather than the more preferred
standard of 15 or better. Yes, there is an overlay with the Bakerloo line services, however it has not seen the
same weight of trains with passenger usage as other parts of the Overground. Going forwards with West
Anglia, we will now see a much tougher challenge, which has to be got right, however we will come on to that
in @ moment.

John Biggs AM (Chairman): We will explore that a bit later on. OK, that is very helpful.

You talk about overcrowding. When | was on the Transport Committee many years ago, we talked about the
notorious pixies - as at the bottom of the garden - which is about passengers in excess of capacity. There were
various lines into London which were really overcrowded. Is London Overground featuring on that at all, on
those?

Jon Fox (Director of Rail, Transport for London): We have a number of “pixie services’, as you are calling
additional services, on the Gospel Oak-Barking Line, particularly. We are in the process of agreeing two
additional services from the December timetable to add to the small number of additional services we can add.
It is a tactical deployment of capacity at the start and end of the peak, very often additional trains. Some of
the constraints of that is around paths, just to unpack that a little bit. Some of the constraints around that is

around the use of rolling stock; very often we can do that and we still do that.

John Biggs AM (Chairman): Obviously TravelWatch look at the passenger experience in particular and
overcrowded trains is one of your bugbears.

Janet Cooke (Chief Executive, London TravelWatch): It is indeed.
John Biggs AM (Chairman): Gospel Oak to Barking is a nightmare, | know this.

Janet Cooke (Chief Executive, London TravelWatch): The overcrowding is still a big issue and it has to be
sorted but | think that has probably been covered.

John Biggs AM (Chairman): Are there other bits that are causing serious concern?

Janet Cooke (Chief Executive, London TravelWatch): In terms of overcrowding?
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John Biggs AM (Chairman): Yes, in terms of the passenger experience, are there bits of it? It looks too
good to be true, doesn’t it? There must be something wrong.

Janet Cooke (Chief Executive, London TravelWatch): The statistics, you know, the National Rail
Passenger Survey (NRPS) and also the reliability statistic do prove that London Overground is running a good
service and it is improving, which is also very important for passengers, and they score pretty well on the value
for money.

One of the things that they do, which we do like, is that they engage with us on behalf of passengers. For
example, recently they have commissioned some independent research from us to actually ask passengers what
they think. This does not always happen, but LOROL are actually very keen to work with us and actually ask
what passengers think. There is a piece of research that TfL have funded that will be published fairly soon.

One of the things that has come out, which is actually probably not very fair on London Overground, but
passengers find it difficult to distinguish between the different bits - the three sort of lines, as it were - so
there is a bit of problem with brand awareness. We will be recommending that TfL do actually better delineate,
so that if there are delays on one bit of the line it does not just come up on the ‘rainbow boards” as delays
everywhere. That will help passengers get better information about disruption.

They are also a victim of the success of being so closely associated with TfL’s logo and roundel that passengers
think they are TfL and do not recognise. They expect a service like the get on the Underground. So once
again there are issues about how passengers understand travelling on the Overground that I think could be
improved to make it better for people to understand what they are getting. | think that would probably
actually drive up some of the value for money scores, because passengers expect to turn up and it is going to
be like on the Tube, not like on National Rail, so | think that is an issue.

Information in terms of disruption; we are still not as satisfied with that as we might be and we still do get
feedback. | think there are probably issues behind that you might want to ask Peter [Austin] a bit more about -
about how they interface with Network Rail and how the information is coming through that they can give
passengers - but we do get feedback from passengers that they do not properly understand what the
disruption means and when it might be sorted or not. | think there are issues there that we would like to see
improvement on. As ever, we would like to see accessibility improved and | think particularly on the line north
of Euston there are some quite serious gaps between the train and the platform edge and that is really difficult
for people to negotiate. Actually | suspect if it is the same as other parts of the National Rail network it stops
people travelling.

John Biggs AM (Chairman): OK. Is there an argument that so much money has been thrown at this railway
to get it up to its current standard that it is unlikely to cause big technical problems for a few years but if there
is not a continuing investment then it will start degrading itself? Is that a problem?

Janet Cooke (Chief Executive, London TravelWatch): | think if you have an operator who is focussed on
passengers you are going to probably look a bit more about the model, where the incentives for the operator
are actually to do things that are good for passengers, which raises the amount of revenue income they are
getting. You are on to a win-win there and we would suggest if you increase gating - so all the stations are
gated - not only does that improve the reassurance around security, it also helps to make sure you do get
maximum revenue. That will help.

If you are running a good service and you are committed to doing things the passengers want it continues to
give the paybacks it needs.
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John Biggs AM (Chairman): In terms of a satisfactory outcome the fifth coach on most of the network is
good news obviously, however on the ‘Cinderella line” - the Gospel Oak Line - we are being asked to wait five
or six years until we have an electric train service and so it will continue to be a sort of cattle service. Is that a
concern to your members? It is a leading question, | know.

Janet Cooke (Chief Executive, London TravelWatch): Yes, it is a leading question, and | have got the
Director over there and a previous member; very closely associated. We have been calling for the
electrification. We are pleased it is happening.

John Biggs AM (Chairman): | think everyone loves the electrification.

Janet Cooke (Chief Executive, London TravelWatch): Yes, and there are all sorts of knock-on impacts of
that, other bits cannot be opened up without that, so we definitely --

John Biggs AM (Chairman): If we are stuck with massive overcrowding in the meantime, then if you break
down the satisfaction, | am sure if you were to survey people of the Gospel Oak- Barking part of it, they would
be a bit less satisfied.

Janet Cooke (Chief Executive, London TravelWatch): There is a slight issue, if | can go on a little bit,
because one of the key standards in the industry, in terms of passenger satisfaction is the Passenger Focus
NRPS. There are some bits of London railway area - which is slightly wider than the Greater London Authority
(GLA) area - which just do not get surveyed. Therefore there are stations and little bits of the service where
passengers have never been asked what they think. There are bits where | think more could be done to actually
ask passengers what they think, which would help to unpick what passengers really think.

John Biggs AM (Chairman): OK. Just to finish from my point of view then is - we are going to come on to
the questions about the concession - it seems to me you have developed a very powerful ground, which has
raised expectations, which seem to be performing very well, however your job is now to maintain and transfer
the quality of that. Is that a big challenge for you?

Jon Fox (Director of Rail, Transport for London): Yes, | think it starts with the basic service; reliability
and capacity are obviously the two basic tenets of what any service can provide. To start with capacity, yes
five car will start now over the next 12 - 16 months for being rolled out, but the next stage in our issue is
moving that capacity on the North London line up from its current eight trains per hour. We have agreement
with Network Rail that we will be able to run to ten trains per hour, at least for part of the day, from 2018
onwards.

We have not published that extensively at the moment because we still need to bottom it out with Network
Rail - what the access arrangements are going to be and so on - however we have done a study with them to
say that that is what we can do. That is a significant step forward and we have put options in our new rolling
stock procurement to take additional rolling stock, which will be needed of course to do that. After five car
the next step for us is to be able to run ten car on the North London Railway; how that pans out between
Richmond and Clapham at the other end, we are still working out those details. We would like to do it sooner;
Network Rail say possibly, but they are not sure. However, in order to be able to do that we have to find some
additional rolling stock.

John Biggs AM (Chairman): OK, so the level of demand is such that you would have ten coach trains on
that line?
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Jon Fox (Director of Rail, Transport for London): No, sorry, ten trains per hour.

John Biggs AM (Chairman): Right, you said ten cars. | am glad we corrected that.

Jon Fox (Director of Rail, Transport for London): Forgive me, sorry, ten trains per hour, five car.
Tom Copley AM: On the Richmond to Stratford?

Jon Fox (Director of Rail, Transport for London): From Stratford, ten trains per hour.

Tom Copley AM: From 2018.

Jon Fox (Director of Rail, Transport for London): Richmond and Clapham have got four trains per hour
each at the moment. How we would spread that ten between those two locations - so either six to one, four
to the other or five and five - that is still to be decided. It depends upon capacity at Clapham pretty much.

John Biggs AM (Chairman): OK. Obviously another part flows out of it, which is there may be additional
things that add to your demand as the service grows. If a High Speed station at Old Oak is open then you
would suddenly find yourselves inundated.

Richard Tracey AM: A couple of things that have come up during that discussion; one of them is this matter
of shared services with freight and with Southern, | think it is particularly, is it not? Frankly I suspect you are
losing valuable revenue when the track has to be repossessed for maintenance and so on. | am a Clapham
Junction user and | know a large number of people complain about the constant weekend closures of the line
from Clapham Junction.

As we are a budget committee, obviously my question is primarily about the lost revenue. What are you losing
and could this be prevented?

John Biggs AM (Chairman): | think you are constrained to performance issues as well, without getting too
geeky, but yes.

Jon Fox (Director of Rail, Transport for London): | think there are two parts to that, those closures are
partly about normal maintenance possessions, so-called, but the predominance of those closures in the last
year have been about the five car upgrade on Overground. Last weekend, again, there were considerable parts
of the network being closed for upgrades. We have tried to minimise the number of possessions that we have
by working behind barriers and so on, so that we can work and extend platforms without shutting the railway;
we have done some of that. Yes, everybody is on our case about another weekend of Overground closures.

Once the preponderance of that work has been done later next year then you will see the number of weekend
possessions reduce substantially to what we might call ‘normal” weekend possessions for maintenance. Beyond
that, | know that the Rail Delivery Group (RDG) has done quite a lot of work in terms of how Network Rail can
be more efficient in terms of its possession. There are all sorts of statistics flying around, around how much real
time is being used in any possession, because so much time is taken up with preparatory and document
submission works and all that sort of stuff. We are very much interested in that and certainly my Managing
Director, Mike Brown is very keen that we take what we have learnt on access from the Underground and take
that to the Network Rail network.
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One of the challenges we have is that on the South London line - you mentioned Clapham Junction - is that
the line is open all night for freight traffic, predominantly from the Channel Tunnel, but from other locations,
therefore the standard model, for example, on the Underground of ‘operate all day, work on it during the
night” is not feasible. Therefore, there needs to be more weekend possessions taken to do maintenance, just
from a standard of doing it all in a frame of seven days concept. It will mean that Network Rail will need to be
more efficient. Interestingly, they need to be more efficient - coming back to the premise of this Committee -
from an efficiency point of view, because in CP5 they have a reduced settlement from previous control periods
and they are going to have to be more efficient for that. It will be interesting to see what they do come up
with in certain innovations in that space, because | think they are going to have to be more efficient on
possession management in the future.

Richard Tracey AM: That is good. The second question | wanted to ask is about the longer trains. As you
say, you are going to five car trains, how is the funding for lengthening platforms? | can see there are stations
where you might get away with five car, even possibly six car trains, but if you are going to get any longer -
and it cannot be long, because of the sheer growth of passengers that you have shown us in the presentation -
how well are you funded to do those platform extensions?

Jon Fox (Director of Rail, Transport for London): | think if you are asking can we go to six, seven, eight,
nine, ten, sort of thing, then some of the constraints are quite substantial. For example, on the East London
line, where we are talking about the East London tunnel, then we are constrained by that bore of the tunnel,
some 150 years, or whatever it is old now.

John Biggs AM (Chairman): Therefore it is quite difficult to do any more and, in fact, in order to deliver the
five car upgrade Peter’s [Austin] team are going to have to operate at a selective door operation. In other
words, some doors at the end of that five car train will not open. We are really pushing the envelope on the
East London line already. On the North London line there are some constraints but it is less so. At the
moment, our policy is to try to push for more frequency to talk to the point that both people to my right were
making about people want to see more frequency in order to get to the standard that London Underground
(LU) provides. That is the sort of policy direction.

John Biggs AM (Chairman): It may be in terms of recommendations that you might want to link any
recommendations to the infrastructure planning for London, because if we want to get a higher frequency it
might be that the Mayor or whoever would need to lobby Government to give greater priority to taking
nuisances like freight trains off the --

Jon Fox (Director of Rail, Transport for London): Over time that can be planned; short term is more
difficult.

Stephen Knight AM (Deputy Chair): First to Jon. In terms of the difference between a franchise and
concession, can you talk us through what the difference is and why TfL chose the concession route rather than
the franchise route?

Jon Fox (Director of Rail, Transport for London): | think there is a little bit of confusion around this. To
be honest, the difference between a franchise and concession is not much when you are talking about -- it is a
contract, basically, between a client and a provider. We get a bit hung up about that, but basically it is a
contract. The feature, | think, that has been the case until recently, has been that our model has been much
more about us as client taking the revenue risk in that contract as opposed to the operator. We believe that
was the right thing to do for principally two reasons. One is that in the London and any dense urban area, any
revenue that goes up and down is mostly a function of gross domestic product (GDP) of that urban area. If we
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give the revenue risk to our providers we are asking them to take a punt upon future GDP and pricing it and
that is not particularly good value, in our view. | think predominantly we are saying leave the risk with us.

Stephen Knight AM (Deputy Chair): It has all been positive in recent years anyway, has it not? The
fluctuation has been upwards, not downwards.

Jon Fox (Director of Rail, Transport for London): Yes, | think the recent past has not exactly exonerated
the revenue risk model, for all sorts of reasons. | think we feel that that has been the right move. In fact, the
Department [for Transport] is now moving down that road with, for example, the tendering of the Southern
Great Northern franchise being on a management contract or retained revenue risk assumptions. We had quite
extensive dialogue with the Department about that to understand what our model was, but they have now sort
of gone for the horses for courses model with revenue risk of longer - | mean distance - and more leisure-
orientated franchises and management contracts, a la the TfL ones for more urban concessions.

Stephen Knight AM (Deputy Chair): OK. | wonder if you can talk us through some of the figures. In
particular, | am interested to know how much TfL has paid LOROL for 2013/14? How does that breakdown in
terms of an element of fee, bonus, penalty, etc, what are the figures?

Jon Fox (Director of Rail, Transport for London): Peter was Finance Director, perhaps Peter is the right
person then to answer the question.

Peter Austin (Managing Director, London Overground Rail Operations Ltd): For 2013/14 we were
paid a fixed fee of £100.7 million.

Stephen Knight AM (Deputy Chair): So £100.7 million is your fixed fee?

Peter Austin (Managing Director, London Overground Rail Operations Ltd): It is not as simple to say
it is 100% fixed, but it is made up of different components for different levels of service that we --

Stephen Knight AM (Deputy Chair): You do not get any bonuses for --

Peter Austin (Managing Director, London Overground Rail Operations Ltd): No, there is a
performance regime. There are a number of performance regimes within the contract. | suppose the one that
is material financially is the operational performance regime, which incentivises the operator to minimise the
delay that it causes. If Network Rail has a points failure, for example, that will not be part of the regime, but if
we have an ill passenger; if we have a station closure; if we have a train breakdown; if we have a driver that
does not turn up, those kinds of things that we control are part of that regime.

Stephen Knight AM (Deputy Chair): In the last year, we are talking about 2013/14, what payments, if any,
were there under that?

Peter Austin (Managing Director, London Overground Rail Operations Ltd): We received an income of
£7.3 million from that regime.

Stephen Knight AM (Deputy Chair): £7.3 million; that is effectively a performance bonus.

Peter Austin (Managing Director, London Overground Rail Operations Ltd): Correct. How the regime
is structured is that for every minute of delay - when we originally began the contract it was set at £50 but
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inflation moves on so it is just over £62 per minute now - there is a benchmark that we aim for. If we do better
than that benchmark we receive an income, if we do worse than that benchmark --

Stephen Knight AM (Deputy Chair): That £7.3 million is a net figure, is it?

Peter Austin (Managing Director, London Overground Rail Operations Ltd): That is the physical cash
we received, so we beat the benchmark by that much for each four-week period the original contract allowed
which is part of the bid process as well, so all the way back in 2007.

Stephen Knight AM (Deputy Chair): That is a net amount which takes into account over-performance in
some areas and delays in others and the net effect is a £7.3 million performance bonus.

Peter Austin (Managing Director, London Overground Rail Operations Ltd): Correct. If we cancel a
train we receive 50 minutes penalty for that. A cancellation is worth just £3,100.

Stephen Knight AM (Deputy Chair): Does it make a difference as to whether it is a peak time train or an
off peak train?

Peter Austin (Managing Director, London Overground Rail Operations Ltd): It does not, no.
Stephen Knight AM (Deputy Chair): It does not, so it is the same.

Peter Austin (Managing Director, London Overground Rail Operations Ltd): It is the same whatever
train, whatever route and whatever time it is.

Stephen Knight AM (Deputy Chair): OK.

Peter Austin (Managing Director, London Overground Rail Operations Ltd): There are a number of
other regimes in the contract as well; that is around operational performance. We also have some contractual
targets around PPN; the National Rail, which includes the Network Rail delay, that is broken down by route.
The contract target for that is just over 95%, so we are ahead of that at the moment. That does have some
financial penalties attached to it if we do not get those, but those are in the tens of thousands, so they are not
the same magnitude. There are also other regimes around the performance of the rolling stock; with
Bombardier if they perform well or if they perform badly.

At all the stations we have a quality regime, where we pay penalties of between £5,000 and £15,000 per period
on that. Every single station, there are about 90 different measures: chewing gum; birds roosting; customer
information; staff presence; ticket machine working, there is a whole list of those for every single station which
we have to comply with. If we fail we attract the penalties. That is really important for driving behaviour for us
because we manage our stations on this regime as well. Although the penalties alone are not that -- when it is
managed the first couple of periods on the concession they were running at £45,000 a period, so that took us
a while to get to grips with. Also, if you have three consecutive periods over £15,000 it invokes all other
horrors in the contract that TfL can make us write remedial plans and spend large sums of money rectifying
issues.

Stephen Knight AM (Deputy Chair): Can | just return to the annual fee, the fixed element; the
£100.7 million?

Peter Austin (Managing Director, London Overground Rail Operations Ltd): Yes.
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Stephen Knight AM (Deputy Chair): Is that upgraded annually in line with the Retail Prices Index (RPI) or
Consumer Price Index (CPI), or what is the arrangement?

Peter Austin (Managing Director, London Overground Rail Operations Ltd): It is split; elements of it
are fixed, elements are indexed by RPI. The contract did allow for some elements to be indexed by CPI but we
chose not to do that.

Stephen Knight AM (Deputy Chair): What is the fixed fee for 2014/15, for example?

Peter Austin (Managing Director, London Overground Rail Operations Ltd): Broadly speaking, it will
be the £100 million plus --

Stephen Knight AM (Deputy Chair): Plus inflation in some of the aspects of it. Perhaps you can write to
the Committee and let us have the breakdown of which elements are inflation-related and which bits are not,
and so on.

John Biggs AM (Chairman): s it transparent as to what your rate of return on that is then?

Peter Austin (Managing Director, London Overground Rail Operations Ltd): On our statutory
accounts, | do not mind telling you that, we make about -- with an original bid we put a 5% return in. The
original bid was a 5% return before tax and we are running broadly to that; in 2013/14 we made a profit
before tax of £4 million.

John Biggs AM (Chairman): OK, thank you.

Jon Fox (Director of Rail, Transport for London): Also one of the devices we put in was a profit
cap/share; had we got the numbers wrong pre-bid and Peter was building swimming pools in his back garden
and so on, then clearly we would have clawed that money back. | think that has been quite important from a
public accountability point of view.

Stephen Knight AM (Deputy Chair): You are making more than £4 million a year profit?

Jon Fox (Director of Rail, Transport for London): It is quite important to be able to say that, because
otherwise it is ‘fat cat” sort of stuff.

Stephen Knight AM (Deputy Chair): Yes, | appreciate that. | was going to come to you next, Jon. You have
paid LOROL £108 million for 2013/14, that is plus the bonus element. In terms of income to TfL you have a
fare income of £149 million for that year, plus £29 million in Department of Transport subsidy.

John Biggs AM (Chairman): You are laughing all the way to the bank.

Stephen Knight AM (Deputy Chair): You are laughing all the way to the bank, are you not?

Jon Fox (Director of Rail, Transport for London): Not all the way; part of the way.

Stephen Knight AM (Deputy Chair): He is making £4 million and you are making --
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Jon Fox (Director of Rail, Transport for London): One thing you did not allow him to finish on possibly
was that he gets a revenue share of 10% of the total revenue income fare box.

Stephen Knight AM (Deputy Chair): In addition to the fee?

Jon Fox (Director of Rail, Transport for London): Indeed.

Stephen Knight AM (Deputy Chair): Ah, OK, and that is included in the £4 million profit?

Jon Fox (Director of Rail, Transport for London): No. Well, one question at a time.

Stephen Knight AM (Deputy Chair): OK, well this is important.

Jon Fox (Director of Rail, Transport for London): It is, yes.

John Biggs AM (Chairman): £14 million, | believe it was, Peter, last year?

Peter Austin (Managing Director, London Overground Rail Operations Ltd): Correct.

Jon Fox (Director of Rail, Transport for London): In terms of revenue share of 10%; your £145 million,
10% roughly gives that number - point one. Point two is we are not here for taking the profit back to Hong
Kong and banking it; we are here to reinvest every penny.

Stephen Knight AM (Deputy Chair): Of course.

Jon Fox (Director of Rail, Transport for London): Where we do make a surplus it does go back in,
however that does not cover, of course, our investment up front in new rolling stock, in stations and so on.

Stephen Knight AM (Deputy Chair): Presumably if you use this revenue surplus to finance that over a
longer period it does cover its costs, does it?

Jon Fox (Director of Rail, Transport for London): Exactly.
Peter Austin (Managing Director, London Overground Rail Operations Ltd): | do not pick up the costs
of leasing the rolling stock either. The class 378 electrics are leased by Jon and Jon also picks up the costs of

maintaining them. Whilst we act as agent for RfL --

Stephen Knight AM (Deputy Chair): You do not pay for the rolling stock - TfL pays the rolling stock - you
pay for the staffing of the people that run it.

Peter Austin (Managing Director, London Overground Rail Operations Ltd): Correct, yes.
Tom Copley AM: Do you own rolling stock?
Peter Austin (Managing Director, London Overground Rail Operations Ltd): We do not, we lease it.

Tom Copley AM: Right, OK.
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John Biggs AM (Chairman): Are you clear that you make £4 million on the £104 million contract, plus
another £15 million --

Peter Austin (Managing Director, London Overground Rail Operations Ltd): | make £4 million.
£4 million is my profit.

Stephen Knight AM (Deputy Chair): Right, so that includes the £108 million you have had from TfL in
terms of the bonus plus your fare income.

Jon Fox (Director of Rail, Transport for London): My total income is about £123 million; | have a few
other income streams as well.

Stephen Knight AM (Deputy Chair): What are your other income streams?

Jon Fox (Director of Rail, Transport for London): There is a little bit of property, about £1 million a year
on property, where we have invested, where we have innovated on stations; the non-East London line core
stations and the Network Rail stations.

Stephen Knight AM (Deputy Chair): Are we talking about things like coffee shops?

Jon Fox (Director of Rail, Transport for London): Coffee shops, we have a bit of rental income there, we
have done quite well on that. For example, we try to encourage most of our stations where we can, where the
footfall justifies it, to have some kind of retail presence, because that is another member of, if you like, almost
free staff that is visible on the stations.

The other big elements — | mean there are a number of other regimes - but the biggest other one that we have
not spoken about is qualifying expenditure. If | have a station, for example, Croydon, the Southern corner;
Southern will pay for each share of using that station. We manage the gross costs of that station then some
elements of that, for example we provide dispatch services to Southern from that station. Across the network
that is worth £4 million a year.

Stephen Knight AM (Deputy Chair): Right. Where you have stations like Richmond that are run by South
West Trains, but you also have TfL and the Tube, you pay an element of the total running costs presumably?

Jon Fox (Director of Rail, Transport for London): That is correct. Barking is another one, Richmond and
also Clapham Junction.

Stephen Knight AM (Deputy Chair): | was going to ask TfL with LOROL collecting the fares, how do you
manage the fare risk? In terms of the person collecting the fares is not the one taking the risk. Of course you
have explained that a big chunk of the money does come from fares; that is presumably how you manage that
risk by incentivising them to collect it. Do you want to talk about that?

Jon Fox (Director of Rail, Transport for London): As a train operator we are the ones that have the
relationship, have the national arrangement. We sign up to the ticketing and settlement agreements, therefore

we collect all the revenues and we also set the fares on behalf of TfL.

Peter Austin (Managing Director, London Overground Rail Operations Ltd): We do not set the fares.
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Peter Austin (Managing Director, London Overground Rail Operations Ltd): We ask TfL what fares
they want.

Stephen Knight AM (Deputy Chair): You collect the fares based on TfL’s decision?
Peter Austin (Managing Director, London Overground Rail Operations Ltd): Correct.

Jon Fox (Director of Rail, Transport for London): It’s a chap in this building [the Mayor of London] who
sets the fares.

Peter Austin (Managing Director, London Overground Rail Operations Ltd): Yes. When | say that, we
input them into the national fares system.

John Biggs AM (Chairman): Are you predominately cashless now though and are you converting to Oyster?

Peter Austin (Managing Director, London Overground Rail Operations Ltd): We have just introduced
contactless payment.

John Biggs AM (Chairman): It is an Oyster system though, isnt it?

Peter Austin (Managing Director, London Overground Rail Operations Ltd): Yes, Oyster accounts for
the vast majority, however that is split between travel cards and pay-as-you-go.

Jon Fox (Director of Rail, Transport for London): LOROL has exactly the same offer as the Underground
does.

Peter Austin (Managing Director, London Overground Rail Operations Ltd): We also have to sell
National Rail tickets.

John Biggs AM (Chairman): You are not closing your ticket offices?

Peter Austin (Managing Director, London Overground Rail Operations Ltd): That is correct. We will
sell a ticket, just as any other train operator sells a ticket. That income goes into the central base and gets
allocated across the different departments. We receive our share back into a dedicated bank account and that

gets swept weekly across to TfL and there is a reconciliation process around that.

Stephen Knight AM (Deputy Chair): A question to TfL. The £60 million revenue surplus, roughly, in
2013/14 --

Jon Fox (Director of Rail, Transport for London): Not £60 million, more like £20 million.
Stephen Knight AM (Deputy Chair): Sorry, more like £50 million revenue surplus.

Jon Fox (Director of Rail, Transport for London): Yes.

John Biggs AM (Chairman): £20 million you are saying?

Jon Fox (Director of Rail, Transport for London): No.
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Stephen Knight AM (Deputy Chair): You have got a bit more than £130 million plus £30 million in
Government grants and you are paying out £108 million.

Jon Fox (Director of Rail, Transport for London): Anyway, the surplus that we get, yes.

Stephen Knight AM (Deputy Chair): The question is really does this wash its face financially to TfL? Does
TfL consider that it is subsidising this service from other services or that this service is paying for itself? What
is your overall take, just taking into account the financing costs and everything else?

Jon Fox (Director of Rail, Transport for London): Yes, in terms of the way we look at, it is about covering
your variable costs and making a contribution to your fixed costs and that is the concept. As long as | think
you are covering your variable costs then it can wash its face and then we, as any public investment body does,
are going to be looking to make a contribution towards our investment capital. However to cover it is almost
unheard of, | think. That is the model and that is the aim. If we are covering our variable costs | think that is a
good target to aim for making a contribution.

Stephen Knight AM (Deputy Chair): In terms of covering, are the 2013/14 figures that we are looking at
typical over the last four or five years or was 2013/14 a bumper year for fares? How does it compare with

2012/13?

Jon Fox (Director of Rail, Transport for London): | think in proportionate terms, conceptually the more
people you stuff in a train the better your returns are going to be.

Stephen Knight AM (Deputy Chair): It has been getting gradually better?

Jon Fox (Director of Rail, Transport for London): Yes. Sadly for our passengers it has been slightly
worse and financially for us it has been getting better.

Stephen Knight AM (Deputy Chair): Financially it has been getting better.

Jon Fox (Director of Rail, Transport for London): This coming year, if you put it in basic accounting and
if you depreciate the investment; £320 million, a proportion of which we will spend over the next financial year
will make a huge step change in the five car and our income will not cover that. That is what really goes into

the big TfL account and is accounted for that way.

Stephen Knight AM (Deputy Chair): Indeed. In a sense your fare revenue is significantly higher than was
forecast for the last year.

Jon Fox (Director of Rail, Transport for London): Yes.

Stephen Knight AM (Deputy Chair): | do not know what your forecast is for the current year. Do you have
the figure?

Jon Fox (Director of Rail, Transport for London): Yes. It is about the same, it is not much more. The
problem we have had this year is because we have had so many weekend closures we have had to write down
some of our revenue. | think probably this year is not the right year to compare and next year will be a better

year to compare, when we would expect a greater contribution again, when we have fewer closures.

Stephen Knight AM (Deputy Chair): OK, | think | have covered everything.
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John Biggs AM (Chairman): What is the cost of monitoring this rather elaborate contractual arrangement,
and how does it compare to the national model of franchising?

Jon Fox (Director of Rail, Transport for London): | think the proxy for the cost is how big is the
management team to manage it? Actually the number of people that we have managing this contract, in terms
of operational review and scrutiny, is about six or seven people. When you actually come to it, it does not take
that much. These guys have to declare what they have done; we do not send “clipboard armies” out. We do in
certain cases, mystery shoppers is a bit different, but in terms of what they have to declare they declare it to us
and we audit that, rather than us sending a host of people in to check Peter’s [Austin] pockets to make sure he
has paid all the money over. It is not that heavy touch, to be honest, it is quite light touch.

John Biggs AM (Chairman): OK.
Tom Copley AM: Is it basically the same as the Dockland Light Rail (DLR) concession?

Jon Fox (Director of Rail, Transport for London): An interesting point. DLR is where we started our
thinking. The current DLR franchise, as we call it, the concession - same thing - which ends in six weeks’ time,
has a 10% contribution in it however the new one will not.

Tom Copley AM: So it is 100% TfL?

Jon Fox (Director of Rail, Transport for London): It is 100% TfL. The reason for that was that when we
actually looked at what incentive that was giving to the operator to do something different, to invest that
money, for example, to be focussed on the outputs, we took some views from around the industry and did
some research; we felt that the other indicators, the other tools that we have to incentivise the operator were
perfectly adequate. That revenue - Peter [Austin] might disagree with me, but this is our view - that revenue
was just part of the way that the operators were bidding for things and not really incentivising behaviours
particularly. Therefore we have taken a choice on the future, six weeks” time starting DLR contract, to make
that a 0% revenue contribution, because we believe both in the partnership and the other incentives it works
perfectly adequately.

Tom Copley AM: OK, thank you. It is basically a management contract though, is it not?

Jon Fox (Director of Rail, Transport for London): Yes, the same model, absolutely, sorry, at a basic level,
just that revenue is different.

John Biggs AM (Chairman): | am going to side track us a little bit. Your top three risks are what?

Peter Austin (Managing Director, London Overground Rail Operations Ltd): | think the top three risks,
clients? No, | don’t think so.

John Biggs AM (Chairman): In terms of your bottom line.

Peter Austin (Managing Director, London Overground Rail Operations Ltd): The thing, | think, that
differentiates London Overground from a lot of other operators over the last four or five years is the rate of
change we have experienced. | think what my team and | have to do is not only run a railway day-to-day, but
run a railway around huge amounts of investment, development and infrastructure change. We have built up
quite a big project resource that is good a managing risk and operating a railway around that. For instance,
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you are running a 16 train per hour service up the East London line, while some of those platforms are being
extended; those kinds of risks. | think there is a big project risk around there and the contract is often opened
up to change things. For example, the extension to Clapham was not originally part of the concession. We
need to make sure we get that right and make sure we understand the risks. West Anglia is another example
of that. That is a big risk for us.

The performance is extremely important for our reputation as well. We are always monitoring that as a risk,
particularly on the East London line at the moment, and the performance of that route, where we do have
some challenges over the last couple of months as we go into autumn. That route is exceptionally busy; other
operators are not performing as well. Network Rail is perhaps not performing as well as it was and we have the
ongoing work around five car, we also have the London Bridge works going on. Those are probably the top
two risks.

Specifically, at the moment the one that is causing us quite a lot of, not headache, but a lot of work is the five
car investment programme. We are operating a railway with reduced trains at the moment; two trains are up in
Derby having a fifth car added.

John Biggs AM (Chairman): There is no risk from staffing costs or industrial relations issues?

Peter Austin (Managing Director, London Overground Rail Operations Ltd): We have had that. At the
moment industrial relations are reasonable, they are good.

John Biggs AM (Chairman): Your staff is part of a national agreement rather than a local agreement?

Peter Austin (Managing Director, London Overground Rail Operations Ltd): No, we manage the
relationship with the unions. We have a collective bargaining agreement with the National Union of Rail,
Maritime and Transport Workers (RMT), Associated Society of Locomotive Engineers and Firemen (ASLEF) and
Transport Salaried Staffs” Association (TSSA), so we manage the relationship with those.

John Biggs AM (Chairman): Do they judge themselves as part of the national network or as part of the TfL
department?

Peter Austin (Managing Director, London Overground Rail Operations Ltd): Part of the national
network, however they negotiate exclusively with us. It is not national agreements.

We do have risks. We are in the third year of a four-year pay deal, so that has put a lot of things to one side.
This year we have just completed the introduction of driver-only operations on the Gospel Oak-Barking line.
Last December we introduced that on the North London line and West London line, which was quite a tense
time for industrial relations; however we managed to see our way through that.

John Biggs AM (Chairman): OK. | hope that was not too bizarre a side track.

Joanne McCartney AM: s electrification of the Gospel Oak-Barking line a risk as well? It is something that
we will be pushing for.

Jon Fox (Director of Rail, Transport for London): Yes, it is a risk. One of the risks is the railway is closed
for a period of time therefore we have to manage customers” expectations around that. There would be a rail
replacement bus, | suspect, of some sort, to manage all passengers turning up. There will be risks associated
with that. The introduction of new trains and the new infrastructure is always a risk; however it is something
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we are quite keen to having managed throughout the programme. That is actually after our concession as well,
however it is one we will help to do further planning for as an operator.

Joanne McCartney AM: Thank you.

Stephen Knight AM (Deputy Chair): Can | ask Jonathan to give us his view to what extent the concession
model, in other words, TfL taking the fare risk, albeit 90% of the fare risk, has been a contributing factor in the
success of this operation, or is the success really down to just the level of capital investment we have had, or
other factors? What is your view?

Jonathan Roberts (Managing Director, Jonathan Roberts Consulting): The process, | believe, has been
very successful in terms of concession, allowing TfL to take the revenue risk. If you contrast that with pretty
well anything else out there on the National Rail network, effectively the DfT contracts out the revenue risk, as
we have seen one or two recent examples it is not doing that, but it contracts out the revenue risk and the
operator then takes that on the nail and obviously prices in the risk. They are also potentially also risk averse
about running additional services where there is not perhaps quite the same certainty of additional revenues.
You have examples, such as in South East London, where you have trains that are only running twice an hour
in the off peak or on Sundays. The Hayes branch comes to mind. That is a distinctly worse offer than a Tube
or an Overground operation. The signals that gives to operators is a fundamental one and TfL effectively are
saying, “Right, that is our problem, you go on and deliver the best service possible and we will, [TfL] aim to
ensure that the specification for the service is as appropriate as possible for the passenger market”.

| go on and say that in practice, because of where the Overground is, to a large extent it is inner London, and it
has to be a sort of “turn up and go’ type service. Years ago in 1975 | was Chairman of the North London line
Committee and we actually got the line on the Underground map in 1976, Jim Daly was the Transport
Committee Chair then at the Greater London Council (GLC). That was the first ever revenue subsidy given by
the GLC to any rail service in its area, other than the Tube. Believe it or not, within the next 18 months or so,
the line, suddenly on the Underground map, had off peak traffic grow by a third. That sort of ability for
strategic intervention, in that case by the GLC, but within TfL about, actually started to liberate the railway.

BR were about to reduce that service to half-hourly.

Stephen Knight AM (Deputy Chair): Therefore merely putting it on the map?

Jonathan Roberts (Managing Director, Jonathan Roberts Consulting): Merely putting it on the map
just increased traffic by a third.

Stephen Knight AM (Deputy Chair): Practically increased traffic by a third.

Jonathan Roberts (Managing Director, Jonathan Roberts Consulting): That is the sort of ability to
influence things. If you like, the whole thing, the whole Underground, in a sense, started there, because that
was the beginning of the change of attitudes. You had the Department of Environment funding supporting
inner city improvements and the East London line was an early beneficiary of that, cumulatively you have then
seen the results on the graph.

There is a very interesting report in which TfL had considered its Rail and Underground Panel back in
November 2011. | would strongly recommend that you look at that. It is essentially an assessment of why the
Overground has been so successful, at that point 2011, and it has carried on. Crudely there is a lovely graph
on page 6, you cannot see it in detail, but you can see the blobs.
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That is effectively saying that a quarter of the extra growth up to that point was background growth, increased
jobs and activity in London. Another, broadly, a quarter is service quality and performance, and that is
something that is a fundamental change from the way frankly Silverlink was operated and its franchise
arrangements were with the Department. Frequency, another quarter, and the other quarter grouped together
is connectivity, marketing and other. The cumulative effect is a totality of focus and | think that that again is
something which needs to be taken further forward with the new concession, however it is the starting point
for an awful lot of things which have been happening.

Stephen Knight AM (Deputy Chair): To get back to my original question. The model of TfL taking the fare
risk under the concession, rather than the franchise model, is critical to this overarching success in terms of the
ability to operate in the way that it has?

Jonathan Roberts (Managing Director, Jonathan Roberts Consulting): Yes, because it has taken away
the risk adverseness that many operators have also had.

Stephen Knight AM (Deputy Chair): The behaviour of the operator, good. Thank you very much. That is
very helpful.

John Biggs AM (Chairman): Would you go as far to say a franchise type operation, like on National Rail, is a
pretty bad option for an urban rail system that needs “turn up and go” services? Is there any compatibility of
some kind there?

Jonathan Roberts (Managing Director, Jonathan Roberts Consulting): It works. Nobody would say
that South West Trains is struggling, trying to find passengers. They are overwhelming it in some ways. Again,
the nature of the debates that | am sure TfL can expand on, in terms of the arrangements you then have to
make in negotiations for Oyster - do you remember the struggles one had to get pay-as-you-go in place?

John Biggs AM (Chairman): | suppose the following thing is, with a franchise you pass quite a lot of risk
and opportunity onto the operator.

Jonathan Roberts (Managing Director, Jonathan Roberts Consulting): Yes.

John Biggs AM (Chairman): Whereas with an urban railway it probably does not make sense. There are not
that many things you can hand on.

Jonathan Roberts (Managing Director, Jonathan Roberts Consulting): No.
John Biggs AM (Chairman): There might be odds and ends.

Janet Cooke (Chief Executive, London TravelWatch): Could | just add one very quick thing on to that?
This is about the business aspect of it, in terms of the model. We very much support the concession model. |
think it is better for passengers. The operator can concentrate on running a good service.

Also, a critical thing which we have been recommending in respect of all other franchises is quality regime for
stations, the service and the mystery shopping that goes with it. The NRPS is great and it has got a long track
record of monitoring trends and all the rest of it, however it is still a measure of passenger satisfaction on that
particular journey. All sorts of things might affect how satisfied the passenger is. | am not suggesting you
would do this, but if you are a train operating company (TOC) who had lots of incentives to get a good score in
that and you knew where the survey was going to take place you might potentially do a little bit of extra
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marketing, who knows. We think that that big objective, that 90% criterion that Peter [Austin] spoke about, is
really important for passengers, that someone is keeping an eye on that, the boring stuff behind the scenes
that makes sure the stations really are clean.

John Biggs AM (Chairman): Obviously we need to get a move on. | think there is a very important issue
here which is about things like the station ambience, which is a very important part of the Overground product,
require some additional investment clearly to get off the ground. With the franchise there is always a jostling
with national Government between keeping the cost down and the payments or the premiums maximised. One
has to accept that to some degree the success of the Overground is a result of us being in the fortuitous
position of being able to throw a reasonable amount of money at it to get it up to a reasonable standard in the
first place.

Jon Fox (Director of Rail, Transport for London): | think there are two things on that. | think the first
point plays to if we take the revenue risk then the Mayor can make decisions around fares policy. If all of a
sudden people come onto the Underground instead of the Overground then somebody in Peter [Austin’s]
chair, somewhere else in the franchise, would be sending the Mayor an invoice to pay for the compensation of
money that he has lost. In this case there is no compensation element; it is a matter of fares policy. | think
that is quite attractive from a London-centric point of view.

John Biggs AM (Chairman): | suppose what | am saying is if there was - there is not quite yet - a Mayor of
Manchester, that person would be able to bang a shoe on the table and say, “The people of Greater
Manchester need to have “turn up and go services’, | will lobby Government for the investment and | will try to
get control of it”. There is sort of something like that there, but the thing in London is the best version of that
| suppose in terms of local control.

Jon Fox (Director of Rail, Transport for London): Bus services, of course, in other urban centres are not
quite the same as they are in London.

John Biggs AM (Chairman): That is right. | think that was for me a useful distraction. Anyway, go on.

Stephen Knight AM (Deputy Chair): Can | turn to Peter then? Your parent company operates rail services
in other parts of the UK, and indeed internationally | believe?

Peter Austin (Managing Director, London Overground Rail Operations Ltd): Yes.

Stephen Knight AM (Deputy Chair): | do not know if you are able to speak about the experience of your
parent company operations, but how does the experience of London Overground compare with the experience
of your parent company in other franchise arrangements?

Peter Austin (Managing Director, London Overground Rail Operations Ltd): | can certainly speak of
other UK franchise and concessions. Particularly through the DB Arriva side, we meet and we swap notes and
share best practice fairly regularly.

There are a number of differences. | think clients are one difference. We serve a variety of different clients;
Welsh Assembly, DfT, Nexus, and TfL. | think TfL is a more sophisticated client than the other bodies. They
are more experienced in managing rail, be it light rail or underground, than perhaps some of the other
operators are. Even the DfT’s experience of that is relatively new, prior to that it was in the Strategic Rail
Authority (SRA), and before the SRA it was in the Office of Passenger Rail Franchising. Therefore | think you
are more advanced than your contemporaries in knowing what you want. | think the question is about, “Do
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you want clean stations? Do you want to include that in the specification? Is that something you are prepared
to pay for?” That is a decision that you will make that perhaps DfT would not, they would leave that to the
operators and the competition to make that decision. That is a key difference for us. That undoubtedly makes
a difference.

They are all very different businesses as well. The different rail franchises or concessions, or rail contracts, are
all slightly different. They are all very different businesses. We are similar to Nexus in some ways, in DB Tyne
& Wear Metro. That is a similar client relationship and no revenue risk. Difficult performance regimes as well
up there. We are similar there.

Stephen Knight AM (Deputy Chair): What | am really trying to get at is how would your behaviour be
different as an operator if you were taking 100% of the fare risk rather than only 10% of the fare risk?

It may be difficult to answer that question, but that is the nub of what we are trying to get at.

Peter Austin (Managing Director, London Overground Rail Operations Ltd): It depends on the
business. Arriva CrossCountry, for example, is a long-distance operator. It spends a huge amount of its time
and management attention looking at yield management; how it can maximise the fares for its trains, how it
can sell its seat from Penzance to Aberdeen three or four times on that journey. They are like an airline when
it comes to managing the revenue. We do not do that. We sell very different products.

Stephen Knight AM (Deputy Chair): If you were doing that, what would you not be doing instead?

Peter Austin (Managing Director, London Overground Rail Operations Ltd): Having said that, Chiltern
also prides itself on quality. | think it is fair to say it is a business incentive to focus attention on the high
yielding business. A franchise will do that. It will drive value. Our average yield is only a little over a pound.
Ours is about providing consistencyand quality of service, across the board. We are more driven by those
regimes in our contract. We do not have the revenue incentive that other operators do.

John Biggs AM (Chairman): Does [Arriva] CrossCountry get penalised for chewing gum on the platform?
Peter Austin (Managing Director, London Overground Rail Operations Ltd): It does not, no.

John Biggs AM (Chairman): No, OK. I think that is quite an important question really.

Stephen Knight AM (Deputy Chair): That is the sort of difference in behaviour, | suppose.

Across the panel, what is the feeling about value for money for the taxpayer and the fare payer in terms of the
difference between the fare risk being borne by the client or the provider? Most of you have said that the
client taking the fare risk has big advantages.

Peter Austin (Managing Director, London Overground Rail Operations Ltd): The other thing is when
you are looking at such a huge investment programme, such a huge change, whatever revenue forecast you
put together is going to have some element of unknown; be it around timing, success, or implementation. At
the point of bidding if you are asking a bidder to take a view on that, and they are not responsible for a lot of
that investment programme as well, you are bringing an element of uncertainty into a bidding process that the

bidder will have to price to take account of.

Stephen Knight AM (Deputy Chair): The cost of an upgrade programme would be much more --
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Peter Austin (Managing Director, London Overground Rail Operations Ltd): Potentially, yes.

Jon Fox (Director of Rail, Transport for London): That is what dragged the DfT, | think, into their
decision on Thameslink on the Govia Thameslink Railway (GTR) because the Thameslink upgrade programme
was driving so much risk into the marketplace; the price they would get back for operating it would be
stupendous.

Peter Austin (Managing Director, London Overground Rail Operations Ltd): Having said that, LOROL
has benefitted from having the revenue share. We have done better than the original predictions. We have
done better than our original bid predicted. We have done better than that. There are also other areas where
we have done worse.

It does align incentives. Whilst | agree that in the example of London Overground we should not be taking
what | call primary revenue risk. | think taking a revenue share has aligned objectives. It does help to align
objectives, and it does help you share the pain and the gain, like the profit share, as well. | would just be a
little bit cautious in where you leave the operator with the contract going forward is my view. In DB Tyne &
Wear, for example, there is very little opportunity to go anywhere other than down from your bid. We have
that flexibility. We can do well in some areas and do badly in other areas and still keep an even keel.

Stephen Knight AM (Deputy Chair): General comments from Janet [Cooke], Jonathan [Roberts], or both,
about this difference between fare risk and whether or not --

Janet Cooke (Chief Executive, London TravelWatch): Can | just say that | think eliminating the perverse
incentives that there is on the franchise, which were not necessarily intended but that is an unintended
outcome, has got to be better for the taxpayer. For passengers | think the satisfaction figures speak for
themselves. | think what we said previously about the operator being incentivised to keep improving really
helps. For example, the study that | talked about earlier that TfL have commissioned to find out more, to drill
down into what it is in terms of value for money that passengers on the Overground think are important so
they can actually feed that back to LOROL is important.

Going back a few years to the date when perhaps none of the operators was good at complaint handling, but
then they are all much better than they were. We used to do something called a complaint handling audit. We
used to go around to the train companies, basically passenger focused, to give them tips for improvement. We
did that and paid for it ourselves because it was so bad then. We stopped doing it when it was not needed
anymore. LOROL have paid twice subsequently for our time to go back and actually look at the complaint
handling and for further improvements. | think that is a real indicator of an operation that is incentivised to
actually keep continuously improving.

Jonathan Roberts (Managing Director, Jonathan Roberts Consulting): Transport is a means to an end.
That is what | was taught in school. It is all very well just wanting to go around orbitally as many times as you
can in a day but that is not the point of it. It is about the city as a whole functioning, achieving capacity for
economic growth. There is Crossrail, it has 10% extra capacity, and you can make the city do 10% more or
better than that. This is the same thing. It is partly inner city, it is partly radial movements.

All this work the GLA is doing about London 2050, the forecasts in terms of jobs and in terms of population,
tends to be pointing towards higher densities in one form or another, particularly in central and inner London.

| do not think that - not even ambition, it is projected as going to happen whether you like it or not in the
present circumstances - can in any way be accommodated successfully unless you have a relationship with train
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operators in general; Overground if you like is a current, specific example, that actually incentivises, certainly
no perverse actions at all, please, and actually has strong beneficiary actions.

If you like, the discussion about franchises tends to be yield management focused because that is where the
revenue lies in terms of responsibility. Here were are fortunate, and it started a while ago. TfL is focused on
overall benefit. That is how it measures things. It gets a little concerned to get the revenue at the margin. It
has to. Even if it is a pound a journey it is still better than having nothing. The key thing is that it is a benefit
focused appraisal of investments rather than what the yield can be from individual investments. Unless you
can do that and increase capacity going forwards through to 2030, 2050, whatever your date is, actually
London will struggle. Therefore this is fundamental glue for the future.

John Biggs AM (Chairman): Thank you very much. That sounds good and socialist to me.

Richard Tracey AM: | just have one question; it seems to me it is an obvious one we must ask. We have
been hearing about the benefits of concession to Overground, to DLR, and Crossrail coming along. Has
London Underground thought about concession for the London Underground as a whole?

Jon Fox (Director of Rail, Transport for London): | am sure it has.
Richard Tracey AM: It should, should it not, if it is such a good model?

Jon Fox (Director of Rail, Transport for London): Yes, | think when we brought the DLR competition to
the TfL Finance and Policy Committee there was a challenge about consistency of model across the piece. The
answer then was we can live with more than one model. It does not necessarily mean that one size fits all. It
depends what you are trying to do, what you want to do. The cost of changing the Underground to a different
model, both in social and other costs, may be extremely high. Would we be prepared to take that sort of risk if
you were thinking about privatising the Underground again, in a different way? There are quite a lot of
political and emotive issues around doing so. | do not think it is necessary to say that just because it is
successful here it has to be done that way everywhere. Horses for courses is probably what | would say.

Richard Tracey AM: | will not ask all the other panellists the same question. Jon, | know you are trying to
make progress; | think you are trying to make progress.

John Biggs AM (Chairman): The final bit on this question, and then we are going to motor on, is what have
TfL done in terms of evaluating this model against say a franchise type model? Did you consider doing that?

Jon Fox (Director of Rail, Transport for London): It goes back to what we said before. The evolution of
this came from the original thinking on the DLR model, yes.

John Biggs AM (Chairman): Has there be any cross-comparison stuff? We are a budget committee, we are
interested in value for money.

Jon Fox (Director of Rail, Transport for London): Yes.
John Biggs AM (Chairman): It could be that some things, there might be a bit more chewing gum on the

platform, for example, but we might get bigger bang for our bucks in terms of a good quality service at less
cost to the taxpayers.
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Jon Fox (Director of Rail, Transport for London): | think the only answer | can give to that is that in
every bid we try to put a public sector comparative bid together. Before we start, we say, “How much should
this cost to rebuild or operate services on this line?” or whatever. That becomes a benchmark. Actually going
through that and saying, “If we did revenue risk how much more would it cost?”, for example, | cannot point to
a precise study which we have done which says, “If we did it that way it would cost that”. | have not got a
piece of work | can say to that. It was more intuitive, around the sense of the speed of change and the
arguments that we have talked about.

John Biggs AM (Chairman): | am sort of settling my mind that this is a model that is particularly applicable
to urban networks.

Jon Fox (Director of Rail, Transport for London): Yes.

John Biggs AM (Chairman): Do you sit down with people who run other urban networks in the UK but who
are burdened with franchise agreements, and talk about the relative strengths of your operations?

Jon Fox (Director of Rail, Transport for London): Two examples | can give. Certainly Peter Wilkinson
[Franchising Director, Department for Transport] who now runs the Department franchising for them, we sat
down and talked to the Department about this model versus the revenue risk to the operator model. We would
like to think at least it was partly due to that discussion, certainly that logic, whatever the discussion was, that
the Department changed to have a management contract for the Thameslink franchise; point one. Point two,
when Nexus came to look at how they were going to operate and invest the £150 - 200 million that the
Government had given them for their upgrade programme in the North East, they came to us, | was at DLR at
the time, and said, “Please can you give us your contract. We think it is a great idea to go in this way. In fact,
the Department suggested it might be a good way to go. How might we do that?” Therefore we have
certainly shared with other authorities how we might do this and the benefits from that, and they seem to have
appreciated that.

John Biggs AM (Chairman): Thameslink is substantially different from franchises in what ‘two-sentence’
respect?

Jon Fox (Director of Rail, Transport for London): That revenue risk is with the Government.
John Biggs AM (Chairman): Totally?

Jon Fox (Director of Rail, Transport for London): | am not sure if it is 10% or 0%, but it is predominately
with the Government.

Tom Copley AM: Is it not basically a concession then? A fare concession with the Government?
Jon Fox (Director of Rail, Transport for London): Yes.
Tom Copley AM: They still call it a franchise?

Jon Fox (Director of Rail, Transport for London): It is just the technical terminology, yes. It should be a
concession, it would be simpler.

Peter Austin (Managing Director, London Overground Rail Operations Ltd): It is the awarding
authority that determines that.
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John Biggs AM (Chairman): They have some fairly long-distance travellers, including incentivising families
to take their kids to the seaside, weekend off-peaks and so on which would classically be the sort of thing you
would incentivise through a franchise?

Jon Fox (Director of Rail, Transport for London): Most of the risk in that franchise is around London
Bridge and the Thameslink upgrade and the introduction of a huge swathe of rolling stock.

John Biggs AM (Chairman): Thameslink is a sort of urban thing, with a few longer distance bits stuck on it?

Jon Fox (Director of Rail, Transport for London): Maybe that is a bit London-centric, but that is one way
of describing it.

Janet Cooke (Chief Executive, London TravelWatch): It is 30% of London’s train capacity, is it not?
Jon Fox (Director of Rail, Transport for London): Yes.
John Biggs AM (Chairman): OK, | am a bit London-centric.

Tom Copley AM: Before | come to the questions, and forgive me if | missed this before, staffing; are the staff
on the same conditions, pay etc as other staff? TfL and its Underground staff; or is it separate?

Peter Austin (Managing Director, London Overground Rail Operations Ltd): LOROL terms and
conditions.

Tom Copley AM: LOROL terms and conditions. The stations, are they owned by Network Rail?
Jon Fox (Director of Rail, Transport for London): How long have you got?

Tom Copley AM: | do not know. How long have we got, Chair?

John Biggs AM (Chairman): We have got all day, come on then.

Peter Austin (Managing Director, London Overground Rail Operations Ltd): On the London
Overground, yes they are, except the stations on the core route.

Tom Copley AM: Who owns the stations on the core?

Peter Austin (Managing Director, London Overground Rail Operations Ltd): TfL. We lease those
stations off either Network Rail or TfL. We are the operator of those stations.

John Biggs AM (Chairman): When you have got something complicated like Croydon where you have
Network Rail and Overground services stopping; it is your station, not theirs?

Peter Austin (Managing Director, London Overground Rail Operations Ltd): West Croydon is a

Network Rail station. We are what is called the station operator so we are the station facility operator. We
operate that on behalf of the railway and we sell basically capacity to some, for want of a better word.
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Tom Copley AM: | will move swiftly onto learning lessons. What have TfL and LOROL learnt from the
Overground experience, and what evaluation has been done of the contribution of the concession model? |
think we have talked a bit about this already.

Jon Fox (Director of Rail, Transport for London): | think we have, yes. | have been repeating myself a
bit. | still think that our ability as a client to direct a change in the scope during the tenure of the operator,
without it costing an arm and a leg to do so because of the lack of revenue compensation that we happen to
be talking about, is a huge advantage for policy makers and clients like ourselves. If demographics, or
whatever, change and we want to run different services to different places we can do that more flexibly than if
you have got a very rigid contract with a very boxed kind of risk around it. From our point of view it is about
the flexibility, which is also partly due to the relationship and how the operator takes that kind of, “We would
like to do something different”, “OK” or not. | think it is about that flexibility. As well as value for money, |
would say it is flexibility.

Tom Copley AM: Peter, like | said, | think we have covered a lot of this already, but anything to add from
LOROL’s point of view on lesson learning?

Peter Austin (Managing Director, London Overground Rail Operations Ltd): Yes. Certainly our
contracts included a number of capital works or station refresh programme. We did not cover ourselves in
glory in that. That was certainly a quite difficult period of the concession for us. We overspent and probably
under delivered, to be honest, we were consistent in that regard. That was difficult for us. That type of work
is very different to managing project risk around a railway, or operating a railway. That would be something we
would certainly look at very differently. We have a much different approach to that now.

| think another area where we can probably work better together as well is around some of the initial
specification setting. Whilst the new electrics are absolutely fantastic from a passenger’s perspective, the
drivers are not entirely happy with them. It is quite a cramped cab. In the future more could be done with
operators in terms of consulting with the right people. Indeed, that is what we are looking to do for
Overground and the trains being used for the electrification on the Gospel Oak-Barking Line.

Those are probably the two main elements.

Tom Copley AM: Jon, what planning has TfL done so far regarding Overground services after the current
deal expires in November 20167

Jon Fox (Director of Rail, Transport for London): We have issued a prior information notice (PIN), in
other words a procurement notice, to say it is coming. That externally is what we have done. We are in the
phase of working out what to do next. Clearly it is just over two years away now.

| do not see a lot of substantial change in terms of the overall model.

Tom Copley AM: You mentioned the DLR; taking out the T0% and going to 100%. Is that something that
you are considering?

Jon Fox (Director of Rail, Transport for London): It is. You heard Peter [Austin’s] view which is slightly

different to ours. That is something we want to consider as to whether in this case there is a different logic
there that we need to consider. That is one of the things we will be thinking about.
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West Anglia is obviously another one. We have done an add-on deal to start from 31 May 2015 until
November 2016. We will look to integrate that fully in the contract next time round, and have it bid in totality
rather than as an extension, if you see what | mean. Beyond that, of course, next time there will be new rolling
stock into this new contract and the new services | talked about earlier, we ought to have ten trains per hour
and so on. We are also looking at on the East London line moving from 16 trains per hour beyond that to 18,
and possibly 20. At this stage we cannot put that in writing anywhere because we have not committed and
have not got the studies finalised on that.

Tom Copley AM: How easy is it for you to vary those things within the contract?

Jon Fox (Director of Rail, Transport for London): It is not easy.

Peter Austin (Managing Director, London Overground Rail Operations Ltd): In the contract?
Tom Copley AM: Say if you want to up the number of trains per hour, is that something simple?

Jon Fox (Director of Rail, Transport for London): The way we would do that is, if we are certain about it
and we have got letters and processes from Network Rail saying, “You can have these [train] paths and here
they are” then we would put in the scope of the contract, in the invitation-to-tender and say, “Please price
that”. If we are not, sometimes you might put it in as an option, “Please price this option, we cannot be
certain about it but at least give us prices for that so that if does come on stream we know what it is going to
cost”.

Tom Copley AM: It is relatively flexible?

Peter Austin (Managing Director, London Overground Rail Operations Ltd): The contract is very
flexible. The Clapham extension and the West Anglia are all done through the current change mechanisms and
variation mechanisms in our existing contract. Within parameters Jon has got complete flex over what service
he drives off us.

Tom Copley AM: The next question is the reverse of Richard’s question, could TfL operate the Overground
itself? That is what Ken Livingstone [former Mayor of London] originally envisaged. There might be
something in law that prevented TfL from doing that, | am not sure.

Jon Fox (Director of Rail, Transport for London): There may be technical legal arguments; we would
have to go and offer all his guys 10% more to come and work for us. It does not sound like good value for the
taxpayer.

Tom Copley AM: Are there any advantages to bringing it completely in-house?

Jon Fox (Director of Rail, Transport for London): One of the critical factors from our perspective, is what
the private sector operators do very well, is managing labour cost and industrial relations.

Tom Copley AM: Keeping wages down, is that part of what you are saying?
Jon Fox (Director of Rail, Transport for London): | did not say that. | just said labour cost, managing

cost. Evidence would suggest that is the case. There is a political point, | completely get that. In terms of
doing that | am not so sure we would do it any cheaper.
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John Biggs AM (Chairman): My question is, within TfL there has been this value for money thing and cost
cutting which has seen a lot of back office cuts chopped out of the system - and there have been staff cuts as
well; ticket office and so on, on the Underground - there has been some cost engineering to focus resources,
we are told, on the front line. Until now the Overground has been protected in the same way as the
Underground, by those savings elsewhere. In a climate in which the grant regime became less generous from
the Government, and there were no future opportunities for savings in the back office, how would you
restructure the way in which you were going, we are talking about the next concession? Are you being driven
by TfL to get better value out of the next concession?

Jon Fox (Director of Rail, Transport for London): First of all | believe that per passenger carried on the
Overground the cost is less, for example, than on the Underground. Therefore in terms of relative efficiency |
do not see that as a pressing need.

John Biggs AM (Chairman): Within TfL you would say, “Cut them first, not me”?
Jon Fox (Director of Rail, Transport for London): It is a question of relative efficiency.
John Biggs AM (Chairman): Not that you should do either, of course.

Jon Fox (Director of Rail, Transport for London): Indeed, but | think secondly just in the way it works |
cannot tell him to take ten people out of his team and charge me less, even if | wanted to. He could say, “No,
thank you very much because unless you pay me more money | am not going to take those people out because
it gives me more risk”. The only real device | have to do that is to say, “Please cut your service and give me the
price reduction from that”.

John Biggs AM (Chairman): Alright, but if you were retendering under cost pressure, the sorts of things you
would do would be what?

Jon Fox (Director of Rail, Transport for London): You have got two choices. You either cut back and
say, “We are not going to run the same services in future so, please, instead of eight trains per hour on the
North London line we will only run six trains per hour on the North London line and have a huge overcrowding
problem magnified” or some variant of that which is a strange way of going about it. Or, indeed, to actually
say, “Let us have a look at the demand on the Overground, as we have, and let us see if we can create more
revenue from existing services which then creates a better efficiency from that”. That is the direction that we
prefer to go in, certainly.

John Biggs AM (Chairman): Right. Thanks very much. | thought that was again, useful for me in my
strange world.

Tom Copley AM: Moving on Jonathan [Roberts] and Janet [Cooke], what do you think TfL need to change
in the next concession agreement?

Jonathan Roberts (Managing Director, Jonathan Roberts Consulting): Potentially quite a lot would be
my answer. | think we have broadly discussed concession, fine, but what do you want out of it? Back to my
point that transport is a means to an end. There are examples within the present Overground timetable of low-
frequency late evening services on week days. | think there is something like a half-hourly gap towards the
end.
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Given the nature of London being more 24/7, that does not fit | would say, just like that. No doubt there will
be debate with Network Rail who will want to say, “End the service so we can do engineering” or whatever.
The reality is there is the public demand. That is at weekends as well. Try to get on a train at Stratford with
the Westfield crowds; it is really full. It is full and standing leaving Westfield so there are issues there.

There is the question of the quality of how individual services can be managed on a station by station basis,
sorry that is a perverse way of describing it. One goes to Canada Water in the peaks, it is only a four coach
station, it is limited in its size. Unless you spend a lot of money you are stuck with it like that. Every delay
that might occur at Canada Water is critical to the reliability of the East London line, which then interacts down
the line with Southern and so forth. | am not suggesting one does Japanese sort of crowd style management,
but certainly something may need to be done and written into the contract going forward to say how the
future operator can manage that sort of situation better during quite a lot of periods.

There is also an issue about, from TfL responsibility, not just looking upwards and outwards to Network Rail
and the Department, we are currently in what is called Network Rail CP5 which is 2014 to 2019, and then
control period six (CP6), if it happens, is 2019 to 2024. There are only two years left for TfL to get in its bid
for what should be in that period, from 2019. Yet that is going to be a fundamental part of the future
concession because it will certainly extend through to 2024 - 2025, | am assuming it is a seven or eight year
concession period. Getting the ducks in a row both upwards and across within the rail industry, as well as then
turning that around and putting that sort of thing into the specification is going to be fundamental. | have not
yet seen a lot that convinces me that we are going to be ready for some of those things which are going to
happen.

| will give you an example | only learnt about this month. | went to an Institution of Civil Engineers (ICE)
meeting on the second of this month, and Network Rail were there saying that they want to put electronic
signalling across the entire National Rail system, certainly on busy lines, by 2029. That is up to 10,000 route
miles and a large amount of it is London focused. 1 just hate to think how many weekend engineering works
and so forth, are going to follow. London Bridge will be a piece of cake potentially compared to what might
have to happen on most London main lines and the suburban networks.

Tom Copley AM: What can TfL do about something like that?

Jonathan Roberts (Managing Director, Jonathan Roberts Consulting): They have to speak loudly on
behalf of the users, over to Janet [Cooke] on that. They also have to anticipate what the rail industry is going
to do and make sure that you get the best possible plan for that sort of situation. London Gateway with that
new port, you cannot send its trains any other way than over the Gospel Oak-Barking Line so there is another
load of traffic that needs to be accommodated and managed. All these accumulatively put pressure on TfL
and, in turn, on the future operator, whoever that is. There are other aspects, however it strikes me that that
sort of thing is going to be pretty fundamental.

| could go on and mention things like you can do interchanges, but TfL, above all, ought to be able to
encourage better interchange between bus services and Overground and so on. That may or may not be a
matter for the operator, however it is certainly something for TfL.

| will stop there, | could go on.

Tom Copley AM: Before | ask Janet [Cooke] to come in, do you want to come back on any of those points,
Jon?
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Jon Fox (Director of Rail, Transport for London): | do.
Tom Copley AM: | thought you might.

Jon Fox (Director of Rail, Transport for London): Poignantly enough in the context of the previous
discussion about TfL’s budget and affordability, we used to have late night services and weekend services in
our service offering and had to make a choice to cut those services because at that time, some four or five
years ago, they were not as well used as they are today.

Tom Copley AM: Right.

Jon Fox (Director of Rail, Transport for London): It used to be in the specification. It is a fair point to
say now that those services are likely to see higher demand in future we should really consider putting them
back into the Overground 2, as we call it, the next time we go to Overground contract. | think that is a good
point and one we would like to consider.

On the quality by station point and Canada Water - obviously Canada Water is going to have five car rather
than four car - it does mean to say that, yes, there will be even more people there. | do take the point that
Canada Water is one of those pinch points in the system where there is a huge volume that goes through
there, especially going on the Jubilee line out to Canary Wharf and so on. We have just got to think about
that. We have done it by mitigation, additional staff on the station for direction and so on, and contraflows on
the platform itself. | think that is fair, and we need to consider those stations.

Whether we incentivise station by station and the contract becomes extremely labyrinthine and complex is
something we need to think about, but it is a fair point.

| think on the CP6 bid, we do not approach it as a CP6 bid, ie beyond 2019 per se, but some of the things we
have been talking about today around more trains on the East London line; more trains on the North London
line; new rolling stock, and we will talk about West Anglia in a minute, are definitely on our radar for
continuing. | do not disagree with what Jonathan [Roberts] says. We still have a job to do for a couple of
months yet by the sound of it, yes.

Tom Copley AM: Janet [Cooke], do you want to come in on changes to the concession?

Janet Cooke (Chief Executive, London TravelWatch): Just do it differently. One of the things the DfT
are now starting to do, which his very welcome, is they say every time passengers are at the heart of their
franchising process; they are actually commissioning work independently to actually find out what passengers
want in new franchises. It is quite interesting the wording that Peter [Austin] used back at the beginning, “TfL
know what they want”. Usually they do, very clearly and they are usually right, however sometimes what
passengers want or what passengers have to say might be slightly different. We would say in terms of the
concession model that TfL should be doing what the DfT are now doing, actually commission independent
research - we would say through the watch dog [London TravelWatch] - to actually find out about some of
these local issues. That is what one picks up from that kind of survey that they can then feed into the
specification. To be fair we are starting to talk to them about that, however | think that TfL sometimes
perhaps do not ask as much as they might.

In terms of the actual model, and | cannot really get into the technicalities, | am picking up on something that

Jonathan [Roberts] said, | think there was something about jointly incentivising people. | think possibly, and
this might come out, one thing we have advocated to the National Rail franchises is actually for Network Rail;
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joint incentives between the operator and Network Rail to actually improve things for passengers. | am
thinking particularly of accessibility at stations. It may be that TfL want to look a bit more at that. There is
also something about joint incentivising. | would say it might not be possible, but who knows, from a
passenger point of view for Network Rail to do something about the standard of the line side graffiti and
rubbish that is down the side of parts of its track which just looks awful for passengers. It does not stop
people using the trains; we have done some research on this. If people want to travel that sort of stuff does
not stop them. However, what does it say about what they think about Londoners and people using it? If
there is any way that they could work something in there to have some joint incentive, | think they should.

Tom Copley AM: Do you have any idea as to TfL might do that, the joint incentivising?

Janet Cooke (Chief Executive, London TravelWatch): Possibly | could get back to you after the meeting
when | have a chance to consult with my experts back at the office.

Tom Copley AM: Of course.
Janet Cooke (Chief Executive, London TravelWatch): | am quite sure we have got some ideas on that.

Then there are issues to do with integrating things and interchanges. Jonathan [Roberts] started to allude to
it. We would expect somebody operating on behalf of TfL to actually have staff that have the knowledge
about the bus services. It is what we would like to see at all stations, particularly interchange stations; staff
that actually know enough about what else happens. They take ownership of the station on behalf of the
passenger; they know that the buses have all been diverted around the back of the station or that the next
Thameslink train usually comes in at so and so, therefore you get that more joined up approach.

Tom Copley AM: | am conscious of the time, unless there is anything burning that Jon wants to come back
on then | will move on to my next --

Jon Fox (Director of Rail, Transport for London): | think there are a few things. On the last point, staff
being armed with smart phones and much more information at their fingertips is one answer, however we have
got more work to do.

Tom Copley AM: OK, thank you. Jon, how will you improve the level of transparency before the next
Overground concession, and how much financial information will you disclose?

Jon Fox (Director of Rail, Transport for London): In the DLR’s case, the DLR contract, apart from the
confidential commercial information, is on the TfL website. The current contract with LOROL is not on the
website but has been requested under freedom of information (FOI) a number of times and we have provided
it again in redacted form. Those are a couple of things.

Tom Copley AM: It could be put on the website?

Jon Fox (Director of Rail, Transport for London): It could be put on the website and perhaps we ought.
Other than that, the number of Freedom of Information requests that | see across my desk, | do not feel that
we are an opaque organisation, however that is my perception and easy for me to say. We do get lots of
requests for information. One might say, quite rightly,”If you put more on the website people would not have
to ask the questions”. Any ideas you have, | am happy to listen.
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Tom Copley AM: We are very keen on transparency obviously. You do not disclose the money you pay at the
moment to LOROL, do you? | presume that is not going to change?

Jon Fox (Director of Rail, Transport for London): We do disclose a fair amount of financial information
and we disclose passenger information. If one looks on the website there is an inordinate amount of
information. Part of the contracting process is we keep some things confidential in terms of the bids that
come in from operators and we have taken those bids out. However, typically speaking, we do answer FOI
requests as transparently as we can.

Tom Copley AM: | will ask my final question then, unless any other Members have anything on transparency,
which is: how has the Overground experience influenced the structure of TfL’s concession for Crossrail?

Jon Fox (Director of Rail, Transport for London): Quite a lot, | think. There are significant parallels
there. The so-called Crossrail train operating concession (CTOC), in other words the first services from
Crossrail, from Shenfield into Liverpool Street, are on a very similar model. That starts at the same time as
West Anglia starts next year. | think we recognise that the model works in an urban environment for all the
reasons that we have talked about now. Originally to Maidenhead, not to Reading, and down to Abbey Wood
is predominately within the GLA area so therefore why would we not? | think it has very strongly done so.

Tom Copley AM: The Crossrail concession, is that 100% fare risk for TfL, or is it 90% or --

Jon Fox (Director of Rail, Transport for London): | knew you would ask me that. | did not run that
competition. | cannot remember, but | can fill you in.

Tom Copley AM: | am sure you can find out.

Jon Fox (Director of Rail, Transport for London): Yes.

John Biggs AM (Chairman): Now we move onto the easy question, West Anglia.

Joanne McCartney AM: Yes, because | represent Enfield and Haringey this is very dear to my heart. Can |
just clarify though; you are going to be taking over services out of Liverpool Street to Enfield Town, Cheshunt
and Chingford?

Jon Fox (Director of Rail, Transport for London): Indeed.

Joanne McCartney AM: However, those out to Liverpool Street via Tottenham Hale up to Hertford East, do
you have anything to do with that line at all, or not?

Jon Fox (Director of Rail, Transport for London): No.

Joanne McCartney AM: OK, however you have helped with some of the bidding for, | believe,
Northumberland Park and Angel Road improvements, is that correct?

Jon Fox (Director of Rail, Transport for London): Yes.

Joanne McCartney AM: That is where your involvement is.
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Jon Fox (Director of Rail, Transport for London): Yes. There is a decision to be made about who is the
operator of Stratford to Angel Road services. That has not been made yet. We would like to be considered on
our merits for doing that, however that is not a decision that has been made yet.

Joanne McCartney AM: The Hertford East Line, | understand, is being extended at the minute, is that right?
Rather than a new franchise to Abellio. Will there become a point shortly when you will be able to bid for that
as well, or not?

Jon Fox (Director of Rail, Transport for London): When we will be able to bid for that?

Joanne McCartney AM: Yes.

Jon Fox (Director of Rail, Transport for London): As TfL we will not be bidding for anything, to answer
your question exactly. Just let me repeat, tell me to shut up if | am telling you lots of things you know, but the
Shenfield to Liverpool Street services come out of Abellio Greater Anglia from 31 May next year. Those
services that you have declared come out of Abellio Greater Anglia and come to us, and we are giving that to
LOROL. All of the rest of Abellio Greater Anglia, at the moment, stays with Abellio Greater Anglia, contracted
by the Department with Abellio Greater Anglia. Does that make sense?

Joanne McCartney AM: | understand that, yes. | understand that the Hertford East Line though was only an
extension to Abellio for another two years? | am wondering whether your empire is going to grow shortly or
not.

Jon Fox (Director of Rail, Transport for London): The Abellio contract in totality has been extended for
another two years by Direct Award. All of the rest of the bit that is not coming to TfL then goes out to
competition again. We will not be able to run that competition. That is still a Departmental competition.
There is an argument about whether we should be going to Hertford East.

Joanne McCartney AM: | think it should be. It would make sense because it shares a lot.

Jon Fox (Director of Rail, Transport for London): Therein lays a lot of the devolution argument about
this so-called democratic deficit of where TfL should be running services to just within GLA boundary or
beyond. There is plenty of arguments around on that, however TfL has been running services beyond that
GLA boundary out to Watford and so on for many a long year. That is part of the devolution debate.

Joanne McCartney AM: | think the Hertford East one is a logical one --

Jon Fox (Director of Rail, Transport for London): Right.

Joanne McCartney AM: -- to be honest with you. That should come to you.

Jon Fox (Director of Rail, Transport for London): We note your enthusiasm, yes.

Joanne McCartney AM: On what | am told is now called the Inner West Anglia routes.

Jon Fox (Director of Rail, Transport for London): Yes, ‘West Anglia Inners', we call them colloquially.

Page 35



Joanne McCartney AM: Yes. You have got certain plans over them. Can | just ask you first of all about the
financial package though? How much are you investing in this line in the next few years? Are you receiving a
Government subsidy, or do you actually have to pay the Government anything to operate?

Jon Fox (Director of Rail, Transport for London): To answer that question first, the numbers are still
coming through. They have been an interesting negotiation process. The concept is that there is no transfer
either way between the Department and TfL for the transfer of those services because the net sum to operate
them, in other words the revenue minus the cost, is a zero sum gain. When we take those services on
financially it is neutral and therefore we take those services on and get in the revenue which is there today and
the cost which will be from this gentleman to my left [Peter Austin, Managing Director, London Overground
Rail Operations Ltd] rather than from Abellio Greater Anglia, is comparable to what it is today. Therefore we
do not pay anything more than the Department does today, conceptually.

Joanne McCartney AM: You take all the risks.
Jon Fox (Director of Rail, Transport for London): That is operational cost. That is not capital cost.
Joanne McCartney AM: Right.

Jon Fox (Director of Rail, Transport for London): In capital cost terms, what we have done is put aside
£25 million for upgrade of the 24 stations which are coming to us for West Anglia. | am not talking about the
Crossrail stations for a minute, just the West Anglia ones. We have got a programme of station upgrade work,
just like we did when Overground took over the North London line, for upgrading that area.

You will be aware that £25 million for 24 stations is not a huge investment per station. | think we can all do
the maths, even | can. What we are doing for that is largely making sure that the signage and the branding of
those stations improves; we will do a deep clean of those stations; we will do some repainting of those stations;
we will do some station works; we have got to do some accommodation work to put the staff in, because there
are now more staff requirements for accommodation in those places, and we will make them clean and fit and
friendly. They are not rebuilding stations or anything like that. We have not got that capital sum there.
However, they will feel quite different. They will have security, CCTV and better lighting to boot.

Joanne McCartney AM: That is helpful, because at the moment they are in a disgraceful state quite frankly.

Jon Fox (Director of Rail, Transport for London): | think they are, horrendous. They are a bit like those
photographs that Peter [Austin] showed up there, | think.

John Biggs AM (Chairman): Will they look like, the stations on, say, the West Croydon route, which | think
are fairly reasonable?

Jon Fox (Director of Rail, Transport for London): Yes, except on the West Croydon route there is new
palisade fencing all down the back of those stations. Whether we can actually run to all new high tech, high
spec fencing down the back of the stations we have got to see. That is all part of going to the market. We

have not gone to market yet. Effectively that is what it will be.

We do have, though, a lot of Victorian infrastructure out there, old buildings that leak like sieves and so on. A
lot of that money will have to go into actually plugging the running water coming down the steps at Hackney
and those sorts of things. There are some issues. Effectively they are to change them and make them feel a
lot better, friendlier, welcoming, better lit and so on.
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Joanne McCartney AM: That is helpful. Can | return now to the financial package? You are not envisaging
getting any money from the Government, or giving any money to them?

Jon Fox (Director of Rail, Transport for London): Correct, because the money that we will get is from the
fare box.

Joanne McCartney AM: You have obviously done projections, do you think it will stay on an even keel or do
you think you will be making profit?

Jon Fox (Director of Rail, Transport for London): We are telling Government that we think it will stay on
an even keel.

Joanne McCartney AM: OK, sorry.

John Biggs AM (Chairman): You are about to talk about the capital side of it as well, | think.
Jon Fox (Director of Rail, Transport for London): Yes, the £25 million scheme.

John Biggs AM (Chairman): That is it?

Jon Fox (Director of Rail, Transport for London): No, in addition to that we have the £250 million
equivalent of investment in new rolling stock coming to West Anglia.

John Biggs AM (Chairman): That is from yield sales or from Government?

Jon Fox (Director of Rail, Transport for London): It is going to be financed by leasing, but that is going
to be our financial responsibility. We are getting no money from Government for that.

John Biggs AM (Chairman): OK, sorry. Thanks.

Joanne McCartney AM: Presumably you also talk to Network Rail about what is theirs or not as well in part
of this. Are there any disputes with that, or is that going well?

Jon Fox (Director of Rail, Transport for London): That was the bit about how long have you got earlier
on.

Joanne McCartney AM: The reason | ask is because we have got a tree growing out of Bruce Grove
station and no one will say who owns it because they cannot decide amongst themselves who owns it.

Jon Fox (Director of Rail, Transport for London): | went to see the leader of Haringey here upstairs
actually, with Neale Coleman [CBE, Mayoral Advisor on Tottenham] the other day and he said, “There is a sign
at Bruce Grove Station that you must get fixed” so we are going to do that. If you let us know which it is we
will sort it for you.

John Biggs AM (Chairman): What sort of tree?

Jon Fox (Director of Rail, Transport for London): And whether it has got a tree preservation order on it.
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Joanne McCartney AM: It was not one of those. Apart from the improvements to the stations; the cleaning
and the repainting, and CCTV, | get lots of complaints about that, however | also get complaints about capacity
and frequency, is that going to improve as well?

Jon Fox (Director of Rail, Transport for London): Yes. There are two things at the moment. One is we
are going to make the Saturday service be replicated on a Sunday service. Rather than having two trains per
hour figuratively on the Sunday, we will have four trains per hour throughout the day so the Sunday service is
better than it is today. Also, on that well-known and highly patronised railway called Romford to Upminster
which comes as a sweetener, obviously, to us as part of the deal, Government has insisted, we at some point
intend to run a Sunday service on that line where there is no Sunday service today. That will not be, probably
speaking, from May next year but at some point. That is partly due to the timetabling process and lead times
etc and actually how we find the rolling stock to do it. That will be a change.

In addition to that, the question is not so much about intent as capacity into Liverpool Street. As

Jonathan [Roberts] | am sure can corroborate, in terms of additional capacity in the peaks into Liverpool
Street, Network Rail are absolutely adamant that there is no capacity to be had, otherwise would be thinking
about using it today.

Question, is there some opportunity to run, for example, from Enfield Town four trains per hour rather than
two trains per hour off-peak and is there a business case for it? Yes, there is to the first question notionally. Is
there a business case for it? Possibly, we are having a look at that.

Joanne McCartney AM: Cood.

Jon Fox (Director of Rail, Transport for London): Until we see some more capacity relief into Liverpool
Street then | do not have lots of plans up my sleeve to say it is all going to get better for everybody from now
on sort of thing.

Joanne McCartney AM: The two trains from Enfield Town is a real disappointment actually.
Jon Fox (Director of Rail, Transport for London): They are, yes.

Joanne McCartney AM: Can | ask, one of the things that | know one of the local Members of Parliament
(MPs), Andy Love [Labour, Edmonton] has suggested is why could you not put a shuttle from Seven Sisters
back and forward? If you cannot go into Liverpool Street --

Jon Fox (Director of Rail, Transport for London): Indeed.
Joanne McCartney AM: The train decamps at Seven Sisters, at least half the train gets off there.

Jon Fox (Director of Rail, Transport for London): Yes, absolutely. This has been thought about before.
We have done the numbers on that. It does not look fantastically beneficial in terms of an economic case. The
advantage is that we could do that in the peak. The infrastructure to turn trains around at Seven Sisters is not,
at this moment in time, in such a state that we could turn them around efficiently and get them out of the
way, however that is something we are talking to Network Rail about. We do not have the rolling stock to do
it at the moment therefore if anybody wanted to do that it would have to be through purchasing more rolling
stock. The first of the new trains does not come in until 2018. Therefore in all reality, even if we had all guns
blazing, “Yes, we want to do that, no problem, no economic difficulties at all” it is not going to be until 2019,
2020 that we could do it because we have not got the rolling stock to do it.
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Joanne McCartney AM: Are you still looking at it?
Jon Fox (Director of Rail, Transport for London): Yes.

Joanne McCartney AM: That is helpful. Will you be setting any targets to LOROL about passenger
satisfaction? At the moment it is pretty low on this line.

Jon Fox (Director of Rail, Transport for London): Yes.
Joanne McCartney AM: Is that part of your performance management at all?

Peter Austin (Managing Director, London Overground Rail Operations Ltd): Yes, it is.

Our contract has a PPM, which is an operational performance target, in there; we have a customer satisfaction
surveys (CSS) target in there; we have a ticketless travel and a mystery shopper survey target in there as well.
All of those show improvements. What we have tried to do over the 18 months is map the same improvement
that we saw in Overground core, over the first 18 months. We are trying to put the same trajectory over the
first 18 months of operating the West Anglia areas.

Joanne McCartney AM: Thank you.

Jon Fox (Director of Rail, Transport for London): One of the big differences, just to re-emphasise, is we
are not going to be able to do all this infrastructure work from day one. It is not that we can do it secretly at
night and then all of a sudden reveal it, “Tah dah” on day one. Most of the difference is going to be staffing
from day one. That is where most of the passengers in your neck of the woods will see the difference because
we will be staffed all operational hours, which is nowhere near that at the moment.

John Biggs AM (Chairman): Here is a very simple question; a scale of one to ten question. If all of the stuff
you have taken on so far was say, | do not know, a maximum of five on a scale of one to ten, what is West
Anglia Great Northern?

Jon Fox (Director of Rail, Transport for London): You mean in terms of difficulty?
John Biggs AM (Chairman): Yes, in terms of difficulty and challenge.

Jon Fox (Director of Rail, Transport for London): Back from 2007 | would say it is about the same
challenge because we are talking station dilapidation; we are talking old rolling stock, and we are talking
performance and customer satisfaction which are poor.

John Biggs AM (Chairman): Are you comfortable of the ability you have to get it up to the desirable
specification and so on? You are not going to get there, are you?

Jon Fox (Director of Rail, Transport for London): That is part of the discussion with Network Rail. | think
one of the points earlier around what do Network Rail bring? They are funded to get a 92.5% PPM national
performance level. We are at the moment running 96 point something on Overground, and on West Anglia
they are running at about 93.5 - 94%, some days a bit better. If you said to Network Rail, “Please, will you
invest in this area?” they would naturally say, “Well, actually no because you are performing better than the
national average so why should we put money in?”
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John Biggs AM (Chairman): Jon, you are basically saying it is not significantly more challenging than stuff
you have done already?

Jon Fox (Director of Rail, Transport for London): | do not think so because that has been quite a
challenge anyway.

John Biggs AM (Chairman): Which is not the impression | have had, OK.

Joanne McCartney AM: Certainly in my area it is an area of great population growth and one of the major
regeneration in housing areas in London so the case should, if you like, speak for itself.

Jon Fox (Director of Rail, Transport for London): It is pockets, is it not? Tottenham is quite different to
Chingford in terms of population growth and demand profile from that. That is why we believe the Enfield
Town Line is one that is worth considering how we can transform it, or at least change it for the better for the
future. We get the arguments. They are very similar to the Silverlink arguments. The question really is about
managing expectations over time. It will not transform overnight, which is the point.

Joanne McCartney AM: Janet [Cooke] and Jonathan [Roberts], what do you think should be TfL’s priorities
when it takes over this line?

Janet Cooke (Chief Executive, London TravelWatch): Jonathan [Roberts] has just said it is sort of a
challenge on a similar line. | think it is probably going to be a different challenge, in the sense of there is not
going to be the immediate investment that possibly happened last time around. There are a lot more
passengers already using those routes. They are taking on a route with a lot of passengers reqularly travelling
to Liverpool Street. They have a different group of passengers that they are working with.

| think it is really important that the soft things, which they are going to have to prioritise, so that passengers
can actually see a difference. | think it is really important that they work closely with LOROL to make sure that
that is clear.

| might be slightly getting my background stuff here wrong, but | think it is important for local stations if they
are, for example, doing something at Hackney to stop the flooding down the steps - because | believe that TfL
do the communications or the publicity rather than LOROL - that they let passengers know.

Jon Fox (Director of Rail, Transport for London): Yes.

Janet Cooke (Chief Executive, London TravelWatch): Do not put too much spin on it, but just tell them
what they can expect.

Jon Fox (Director of Rail, Transport for London): Yes.

Janet Cooke (Chief Executive, London TravelWatch): Then they have got some way of passengers seeing
that at Bruce Grove maybe they are going to say, “Joanne [McCartney AM] is going to make us chop the tree
down” or something. | do not know. Have a local flavour to it so that they bring their passengers with them.

The other thing, in terms of passenger satisfaction, is that | said earlier that not all of the stations are actually
surveyed in the NRPS. The only way that is going to get increased is TfL is going to have to pay to boost the
samples. One way that one would actually get that measure that is the industry standard of passenger
satisfaction is to commission on the existing LOROL that are not currently surveyed, the bits that come in from
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Greater Anglia, and then compare with some of the other currently unsurveyed bits that are going to other
franchises. That means that they will, over time, be able to demonstrate how the passengers rate it, or do not
rate it.

The other thing, in terms of actually supporting LOROL, or negotiation with Network Rail, is when they are
making some investments on the station improvements and things like that to actually get Network Rail to
finish the work. Have some kind of agreed schedule. We have had discussions with Peter [Austin] about the
length of time it takes to finish things off. At some stations it has almost become institutionalised. Network
Rail has been there since whoever knows; clearly they do not have to rent the scaffolding! When they are
about to do things then get on and get them done and get them offsite so passengers can see the difference.

Jon Fox (Director of Rail, Transport for London): Yes.

Jonathan Roberts (Managing Director, Jonathan Roberts Consulting): | declare three interests on this
one. | am an advisor to the West Anglia Routes Group WARG and have been since it started in 2006, based
roughly on the East London line Group model. | am also advising Enfield on schemes such as opening Angel
Road. Separately, contractual arrangements with WARG; in the last four years we have counted, physically, at
most of the stations which leads to very different numbers than the Office of Rail Regulation (ORR) would
have you believe. This is actually a budget and performance issue that ORR numbers for the London area can
be severely out and underestimated. The quick headline is clearly how you allocate a zonal ticket, such as we
have, on to a point to point basis in order to say that Bruce Grove Station has X number of passengers. They
have tended to use a model based on 2001 travel flows, which is pre-Oyster pay-as-you-go, London growth
and service improvements, and the Overground. Unsurprisingly it is not very reliable. The counts that, for
example, we did last year - it is still fresh in my mind; 18%2 hours counting at Seven Sisters Station
continuously - one person did one platform, another did the other; not the tube, that would have been
impossible. The official number is about 3.5 - 4 million passengers a year entry/exit at Seven Sisters and that
includes Victoria line interchange flows. The actual number is about double that, it is over seven when you
gross the numbers up. Tottenham Hale, ditto, just over 4 million officially; it is actually over 8 million, and it
goes on. Bruce Grove, about 300,000 or 400,000 in the ORR numbers for the latest year, 2012/13; it is
actually over a million.

Joanne McCartney AM: Edmonton Green was similar.

Jonathan Roberts (Managing Director, Jonathan Roberts Consulting): Edmonton Green, yes, having
counted that plenty of times now; about 1.8 million officiallly, north of 3 million actual. We have done that
enough times to be clear. This will actually affect the business case. On the Overground with the new trains,
one can count because they have got load meters or whatever they are called on the trains. Some of that data
has been supplied to TfL for part of its business planning purposes for West Anglia. It is there and available
and up on the website, | can make some available. Where does that lead them? The business case for doing
more may actually be stronger than the official numbers given, and yet the DfT will not yet accept that there
are different numbers, it relies on the official numbers and so forth. That, | think, is going to be something
where the Committee and maybe the Transport Committee could push a bit further in terms of what could be
done. Clearly they need the funding and they have only got, as you said, a certain amount of money.

Other practical things, from personal experience at all these stations for long hours; it is going to be a very
difficult railway to guarantee that, frankly, when the service falls down how does the Underground not fall
down as well. They will be locked into a terminus at Liverpool Street with no spare capacity and yet the quality
that people will be looking for, they will want to somehow see a distinctive better feel for the service even if
they cannot actually start with running more trains or make the existing trains work harder. That is going to be
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a huge challenge for TfL and the spec through to the operator; how does one feel a great difference when in
practical purposes it is going to be the same queue of trains going past Bethnal Green junction.

Information varies; however it is generally not very good on the stations at present and the train describer
systems are poor as well. | think they tend to use something called the long line information. One gets,
occasionally, some useful details but it is not a total updated information service as on the Overground
elsewhere. One other point is that certainly counting after the official end of the evening peak at 7.00 in the
evening, that next hour group of trains coming out of Liverpool Street are very crowded --

Joanne McCartney AM: They are.

Jonathan Roberts (Managing Director, Jonathan Roberts Consulting): -- and it is an 8.00 evening
peak not a 7.00 peak. Something needs to be addressed in that in service planning. There is more that could
be said but that gives the flavour that this is a railway which has not had the TLC on it that we now need to see
as well.

Joanne McCartney AM: Can | also ask TfL, what are the key risks out of all this? | suppose part of the risk is
that, certainly at Liverpool Street you are sharing the line with the Stansted Express and the Western Anglia
Abellio services and you are probably the smaller player in those three. Does that pose any risks?

Jon Fox (Director of Rail, Transport for London): | will have a go and then Peter should. | think we
talked about the relationship with Network Rail. Now, Abellio have a fairly good relationship with Network Rail
however | think our relationship with Network Rail is stronger and probably we have got more leverage,
probably, and therefore | think one of the things that we have been talking to Network Rail already about is
how we deal with contingency plans and response. One key thing we have got to get right is once upon a time
it did not really matter, if you were the operator of all of those lines you ran the contingency plans that
operationally benefited you. Clearly now if one of our lines is shut because an Abellio service is blocking the
other lines or something then we have got to be clear about those contingency plans in advance so that one
operator’s failure does not impact the other operator’s performance. A bit like Southern and LOROL at the
moment on south of New Cross Gate. | think that is important around those contingency plans.

Peter Austin (Managing Director, LOROL): | think what is interesting is if you combine LOROL or London
Overground and c2c we will be the majority player in this. If we take a joined up approach, although we would
be at opposite ends of the station, we can have a key influence in how Liverpool Street is run. The behaviours
that Anglia has shown, we can have a joined up approach where we have to buy services of Abellio Greater
Anglia and | think we have got a pretty common view on how the station should be operated.

Jon Fox (Director of Rail, Transport for London): One operational point is we cannot dedicate platforms
to operators at Liverpool Street; there are not enough platforms to do that. Therefore, we have to work
together and my personal view is if we as TfL insist for dedication of platforms, arguments will be wafer thin, in
fact seen through, and then the whole argument for devolution is undermined because as soon as we ask for
dedicated platforms for our service with dedicated branding it does not work. Then those who do not favour
devolution can say, “Actually, look it shows it does not work, what you really need is the old model because
that works better, etc”. We have to be careful about how hard we argue for dedicational platforms at
Liverpool Street and working together, in my view, is the best outcome however equally we have to have a
voice which is listened to by Network Rail when disruption happens.

John Biggs AM (Chairman): Once Crossrail opens you will have extra capacity at Liverpool Street?
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Jon Fox (Director of Rail, Transport for London): We will however the Department and Network Rail’s
plans are for bringing more longer distance Anglia services where the demand is from Cambridge and Stansted
and so on --

John Biggs AM (Chairman): OK.

Jon Fox (Director of Rail, Transport for London): -- into Liverpool Street instead and that is a debate we
have still got to have but we will not get that space.

Joanne McCartney AM: They can go to Stratford.

Jon Fox (Director of Rail, Transport for London): Stratford is an option, yes.

Joanne McCartney AM: The other thing | wanted to ask briefly is that | know that Enfield Council, for
example, has just released plans it wants to do to improve the area around, | think about six or seven of these
stations and | think they may even be bidding for money, whether it is from you or from whoever | am not
quite sure. It will be a shame if they want to do improvements outside the stations to make it a better
passenger experience and you are doing your improvements on the stations, if you do not join up. It seems to
me that it is a perfect opportunity there.

Jon Fox (Director of Rail, Transport for London): | get that. The station ambience, if we can call it that,
improvements that we are talking about are relatively short-term. Most of those developments, as |
understand them, are a bit longer term than that and | do not see us making structural changes to the station
which would prevent those longer developments going forward. | take your point in principle however the
timing is such so that that will not be so much of an issue.

Joanne McCartney AM: OK.

John Biggs AM (Chairman): | have a couple of things to tidy up. One is £250 million of rolling stock, the
leasing costs on that over that period, what do you --

Jon Fox (Director of Rail, Transport for London): Yet to be decided.

John Biggs AM (Chairman): OK, the fag packet figure would be what?

Jon Fox (Director of Rail, Transport for London): | would have to send you it. | do not know.

John Biggs AM (Chairman): Right, OK. The other little tidy up question was you sort of implied this in your
answer earlier on that you have got all these other bits coming but you have got this Romford to Upminster

which essentially nobody wants. | think that, reading between the lines, is what you are saying.

Jon Fox (Director of Rail, Transport for London): We love our passengers on the Romford Upminster
route.

John Biggs AM (Chairman): It is currently a rather neglected little service; it could do a lot better. Did the
Government give it to you at the point of a gun basically or did you bid for it, or what?

Jon Fox (Director of Rail, Transport for London): We did not bid for it.
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John Biggs AM (Chairman): That is an interesting remark you should know. You were told you had to have
it as part of the deal, they could not think of anywhere else to put it.

Jon Fox (Director of Rail, Transport for London): It came as a sweetener to the deal, yes.

John Biggs AM (Chairman): OK. That is a very interesting answer. Goodness me. OK, it will link to
Crossrail, | suppose, but yes.

Gareth Bacon AM: | am looking forward to further expansion. What is TfL’s vision for further expansion in
rail, Mr Fox?

Jon Fox (Director of Rail, Transport for London): In devolution terms, you mean?
Gareth Bacon AM: Yes.

Jon Fox (Director of Rail, Transport for London): Well, | think we have made not too much of a secret
that we think that the devolution argument is a compelling one. If you then look at where the practical
application of that is around London, it is South London. Southeastern, Southern, and Southwestern are three
franchises that come up for renewal in 2018, 2019, and 2021. When you actually think about that, given it is
roughly a two-year process from the starting gun going off to the start date of a franchise, Southeastern, for
example, is coming up so is a process opportunity from 2016; not too long away. We went through the
arguments ad nauseam, some might say at length on Southeastern before. We do not believe that anything
has gone away in terms of logic from those arguments.

We still believe that the money that we had lined up to invest in those stations in the way that we are going to
do in West Anglia and have done on the existing Overground network, would have benefited those
Southeastern passages in the metro area and we still believe that enhancing those services and bringing those
stations up to the Overground standard would be a good thing. We are in the process of formulating the
arguments again for Southeastern when it comes up next time and we would argue that Southwestern and
Southern, when they come up, are also cases for us to advance the devolution argument on too and we are in
the process of working out what that actually means and how to do that.

Gareth Bacon AM: The Mayor outlined his vision in 2012, did he not, which was along the lines of what you
have just described and the Government ignored it or disagreed with it and extended the Southeastern
franchise, as you say, until 2018. What are you going to change about the way you pitch it to Government? If
the argument is as compelling now as it was then, how are you going to change the way you put it in order to
be successful?

Jon Fox (Director of Rail, Transport for London): There are two things, there is the politics of the
argument and there is the economics or the railway arguments. It is not for me to opine on the politics of the
argument here. It is not for me to do so anyway.

Gareth Bacon AM: No, it is probably for us here.
Jon Fox (Director of Rail, Transport for London): On the offer | think what we put forward last time, a
lot of that, interestingly, was picked up by the Southeastern Direct Award and ideas that we had about serving

Victoria directly from the Dartmouth suburban lines. Many of those things have gone in the Direct Award
therefore a number of our ideas have already been adopted.
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Not to the same level as the station upgrades that we were looking for. | do not think one will see the
ambience improvements on Southeastern metro in that Direct Award as one would have done if TfL was
operating it. | do think that Thameslink and all of the London Bridge capacity issues does throw up some
opportunities however I think it is quite difficult to find additional services that we would run into the London
Terminals out of the Dartmouth suburban lines. That is kind of what we are doing at the moment. What else
would we do?

Gareth Bacon AM: Well, indeed. What is the business case then?

Jon Fox (Director of Rail, Transport for London): At the moment, to answer you directly, we have not
got the argument to trot out to you today to say, “We think it is this, this, this and this”. We would say that
the argument from last time that we put forward is still there in terms of the services that we proposed and in
terms of station upgrades that we proposed. Some of those have been taken on in the Southeastern Direct
Award. What | am saying is we have to go back literally to the drawing board to come up with more compelling
arguments for the transfer from a railway and economic point of view. | still think there are ticketing and zonal
advantages which could come out of that which will not come out of the Direct Award so we have got to do
some more work on that. Yes, that is kind of what we are doing at the moment.

Gareth Bacon AM: Does the redevelopment of London Bridge get in the way of all of that?

Jon Fox (Director of Rail, Transport for London): The redevelopment of London Bridge facilitates some
more efficiencies within the London Bridge area which enables more services that will run that the
Southeastern Direct Award will be able to take advantage of.

Gareth Bacon AM: Yes, | would be inclined to agree but that is in the future, is it not?

Jon Fox (Director of Rail, Transport for London): Yes. Once the Direct Award is over, really the majority
of that opportunity is in the future when the competition is re-bid and we would argue that we can make as
good a case of that as anybody else. If you say train services are part of that argument, have we got some new
ideas beyond what Network Rail have come up with? Not yet. Is our offer at station level a better one? We
believe it is, from security, friendliness, the whole environment, ambience question, we reckon that that is a
better offer than what is currently being provided. Actually the business case for doing up stations” ambience
is not in itself a very good business case. If you ask any operator whether it is worth investing money in station
ambience they will not do it. Look at the National Rail Network; it does not happen from TOCs. Only if there
is significant regional advantage will TOCs invest in that area, and even then because their cycle of franchise is
fairly short they do not get the return. Our argument is for the fare-paying passenger the environment is
going to be better and that is something that is quite compelling in our argument.

Gareth Bacon AM: Speaking as somebody who uses Southeastern Rail on a daily basis | would be inclined to
agree and | wish you Godspeed, however you were talking about the bid not being ready | suppose. Have you
been having conversations with Government ministers, MPs, and local representatives?

Jon Fox (Director of Rail, Transport for London): We were talking only yesterday about the previous
experience of trawling around the wards of Kent. In essence, as officers, most of our focus last time was not
upon the inner London politicians in offices, MPs, Assembly Members or boroughs, it was actually about the

Kent end of the discussion as | am sure you are more than well aware.

Gareth Bacon AM: Indeed.
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Jon Fox (Director of Rail, Transport for London): Certain councillors in Kent County Council were very
much against TfL taking over and this whole argument around the ‘democratic deficit” and so on and, “Kent
will be a barren wasteland when it comes to trains if TfL takes over”, was perhaps misrepresenting exactly what
we had said because we had made an absolutely copper bottom guarantee that there would be no less services
from Kent than previously. That comes back to the question of perhaps it was about politics rather than about
the economics of the argument.

John Biggs AM (Chairman): There is a provision in one of the revisions to the GLA Act to have people from
outside London on an advisory or on a TfL board, | think --

Jon Fox (Director of Rail, Transport for London): Yes, there is.
John Biggs AM (Chairman): -- in order to help meet that democratic deficit.

Jon Fox (Director of Rail, Transport for London): Yes. We did put forward that as part of the argument
last time and it could still be put forward again.

John Biggs AM (Chairman): OK, yes. Right, sorry.

Gareth Bacon AM: The other question, or the final question really to put to our two guests here is what you
believe that TfL’s ambition should be and what should their priorities be?

John Biggs AM (Chairman): Richard indicated, do you have something to TfL before --

Richard Tracey AM: Yes, | do actually although the others might have some interesting ideas. The South
London question, actually yesterday in the Transport Committee we were talking about the infrastructure up to
2050 and we had lan Brown [CBE, Non-Executive Director, Crossrail Ltd] there --

John Biggs AM (Chairman): Something like the West Lothian question.

Richard Tracey AM: -- who unfortunately you will know well. The point was that there was some discussion
about either the business case for what is called R25, the doughnut railway around - even further out than the
Overground - but also the point about perhaps linking up the Overground to various railway lines and so on in
order to serve that outer ring of London. To do what many people in South London say the Underground does
not do because there is the Bakerloo line debate going on that the Northern line and the District line do not
really go very far into South London. What do you think of the prospects there on a business case?

Jon Fox (Director of Rail, Transport for London): | think the business case is self-evident in terms of the
demand in South London - look at Southwest Trains today, look at the demand profile on them; look at
Clapham Junction; look at Wimbledon.

Richard Tracey AM: Yes, | use them and my experience is exactly the same as Gareth’s [Bacon, AM] on the
Southeastern Line.

Jon Fox (Director of Rail, Transport for London): Yes. | do not think the business case in nominal terms
is actually arguable. The question is how you satisfy that demand and our viewpoint - however it is not
articulated in detail - is that the investment in junction capacity and creating more ‘“throat capacity” into the
London terminals, a bit like the Liverpool Street question, is good value for money in terms of a business case.
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The downside of that is it is an extremely complex piece of work, it is extremely expensive, and it will be long
term. We have to, | think, fuse the sort of short-term opportunities and those long-term plans together to
create a south London story because | do not think there is one, however, there is a compelling case for one.
Stand on any platform in south London and they will tell you.

Richard Tracey AM: Yes. Conceivably it would not be as expensive as building R25 though.

Jon Fox (Director of Rail, Transport for London): It is that sort of scale of choice. It is not tens of
millions it is hundreds of millions that we are talking about.

John Biggs AM (Chairman): OK. | think that is a very useful intervention.
Richard Tracey AM: Thank you very much.

John Biggs AM (Chairman): No, it was, yes. Uncharacteristic as always. | will stick on the end of it
obviously Crossrail 2.

Jon Fox (Director of Rail, Transport for London): Sure.

John Biggs AM (Chairman): Just for the record, Crossrail 2 will form part of this as will the considerations as
Richard mentioned, of sending the Bakerloo line down to wherever it is — Hayes.

Obviously looking at the future there will presumably be a Crossrail 3 coming up and people might want to talk
about how that integrates. The French have done it, the Chinese have done it. We might as well have several
and that is a performance issue for London in terms of capacity and infrastructure and so on.

Janet Cooke (Chief Executive, London TravelWatch): | think that the Mayor’s vision should continue to
be to actually devolve rail services because rail services should be further devolved. Travel in London, as you
all know, the modes are so interconnected particularly with ticketing now interconnected. Travel in London is
so interconnected it must make better sense to have one authority having an overview of the whole thing
therefore you can actually maximise planning and interconnectivity so people can have different journey
options. Particularly in parts of South London and we had this discussion with [Sir] Peter Hendy
[Commissioner of Transport] a few months ago.

They could give people options so they might choose to use their car which is absolutely fine but if for
example they were travelling from Chessington to Croydon, | think that is the example he used, they would not
think they could only use the car, they might think actually the frequency of services is such that they could
say, “l will just get the train to Clapham Junction” a bit like you might do in North London on the Tube. It has
got to be better if they do that.

There is the other thing though, that as you probably know we represent rail passengers in London’s commuter
belt. Services do not fall off the edge of London as they do not do with the Tube or bus services so last time
round when there was the discussion about Southeastern and the arguments were being made, we did work
together with Passenger Focus who represent rail passengers further afield than that, we represent | think
going to the Kent Line, | think we go to Sevenoaks? Yes.

Possibly more could have been done to talk to passengers about the benefits they were getting and also to just

reassure them that the services would not - your argument about Liverpool Street - LOROL would just take it
over or TfL would take it over to the disadvantage of East Anglia services. | do not think that is the case and
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we did actually get TfL and Mike Brown [Managing Director, London Underground and London Rail] has
actually signed up to a nine point, | think it is, passenger assurance that we sought from him. We did it jointly
with Passenger Focus so passengers outside London could be reassured that services would continue to act in
the best interests of all passengers not just London passengers.

Gareth Bacon AM: How would you crack that though? | am a passenger on Southeastern and | did not know
about that. How would you make sure that passengers -- because for them to be reassured they need to know
what you have just said and they probably do not.

Janet Cooke (Chief Executive, London TravelWatch): You have the dialogue with them. You tell them
what it would mean because | think there was probably - and these things happen - some misinformation and
maybe they did not talk to their elected representatives, | do not know, however it is just a question of letting
people know what it might mean and what it probably will not mean. | know we were talking to James Cleverly
[AM] a few weeks ago and he was saying, “Yes, | need to do more talking to my colleagues down in Kent so
that they understand how devolution would help their constituents”. It is just talking to people and letting
them -- dispelling some of the myths.

Richard Tracey AM: | recollect it was Tunbridge Wells that particularly kicked up about these ideas however
there were people there, probably the politicians that Jon [Fox] was talking about, and you do not go as far as
that, do you, Janet?

Janet Cooke (Chief Executive, London TravelWatch): No, not Tunbridge Wells, no.
John Biggs AM (Chairman): | am still waiting for my first letter from ‘Angry of Tunbridge Wells".
Gareth Bacon AM: Mr Roberts, do you agree with that?

Jonathan Roberts (Managing Director, Jonathan Roberts Consulting): | do agree that that has to be
the overall thrust in terms of policy direction, yes. There are practical and pragmatic issues that need to be
addressed and | do not think the economics is really the issue. You can add value in one way and another and
they are going to have to, in the 2020s through to London 2050, do a huge amount more in terms of capacity
and they are only going to get one shot at it probably for each ride. If one looks at the Network Rail long-term
planning process forecasts for 2043 that are up there, they are published, for London and Southeast, one does
the maths and if you get a piece of paper here and there is actually, in addition to High Speed 2 (HS2) and
Crossrail 2, three to four additional main lines needed. It is that scale of volume and that is one in from the
Southeast and one in from Greater Eastern or West Anglia joined up together, things like that. That is the
scale of what is going to be required for London if one believes those forecasts and that is just for London
2050 numbers.

To get to that point, therefore, they have to start by getting in and making some good, useful differences with
the railway network that they have. | totally understand the pragmatics about it is probably best trying to do it
by when the next franchise sequence comes around. One looks at the actual physical numbers in terms of
thousands of passengers travelling on the main corridors and it is shouting about the whole of South London,
Southern, the South Western, from your perspective, and the South Eastern. Those are really big numbers of
passengers who are only going to grow in total number as well. Yes, they come across the border, they come
in from Kent, Surrey, Sussex and so on and one has to take a judgement as to where the TfL involvement stops
or slows down. There is already an agreement between TfL and the DfT about where Oyster could go. It goes
out as far as Hartford and Guildford, things like that. That is crudely the inner suburban service network and |
rather think that it is going to be that sort of animal which needs to be addressed.
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One final thing, certainly Crossrail 2 is needed for main line relief and Tube relief, plus whatever needs to be
done at Euston. Maybe there is some policy sense in seeing whether one can do more on those corridors, such
as through Winterbourne and so on, in a pre-Crossrail 2 phase. That is just a thought however it is that way of
anticipating that over the next 35 years we are going to be seeing more than half a million passengers coming
in on the main line because that is the forecast. That is not the Tube; that is the main lines. If you are not
careful a large number of those will be standing, including both inner and outer suburban services, and that
nettle really has to be grasped. It is not going to be easy it will be a joint Government issue with TfL and
everybody else. The funding scale; you need effectively a main line production line.

Darren Johnson AM: This is a final question for Jon really because surely in terms of making the future case
in Southeastern, the biggest potential advert for that is getting things right in West Anglia and showing that
the fears can be allayed about the impact on other services, that services can improve and so on. Surely that is
going to be your biggest advert for hopefully taking over Southeastern at some point in the future.

Jon Fox (Director of Rail, Transport for London): We are off to do it right now.

Darren Johnson AM: Good. OK.

John Biggs AM (Chairman): Can we thank you very much. | am sorry if you feel over-delayed or in excess
of capacity or whatever but it has been great having you here and we understand. We try not to become
trainspotters too much and we understand a lot better, | think, about the ‘thing’, the concession and how it

works and how we might give some advice out of this. Thanks very much for that and we will note your
answers.
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