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Foreword by Sir Richard Branson

More than two years in the making, here are Virgin’s plans outlining how it will bring
competition to cross-Channel rail — as now really is the time to give customers the
service they deserve. It’s time to end a 30-year monopoly and it’s time to bring joy back
to the journey from a brand with more than 20 years’ experience in the rail industry.

Virgin is determined and ready to bring competition to the Channel Tunnel. We are
partnering exclusively with Alstom on the initial procurement of 12 brand new, state-of-
the-art trains. We have earmarked all the equity funding our project requires and we
have been working closely with key stakeholders involved in securing the necessary
access and licenses.

Just as Virgin has successfully challenged incumbents in air, cruise and of course rail,
we’re ready to do it again. We will shake up the cross-Channel market with our signature
approach, delivering a service that is innovative, bold and unmistakably Virgin. The
customer experience will be seamless, modern and full of flair, with thoughtful touches
designed to make every journey feel rewarding.

Launching in 2030 with services from London to Paris, Brussels and Amsterdam, Virgin
has ambitions to expand further across France, and into Germany and Switzerland. We
will also continue to explore ways to bring services back to Kent and to enhance onward
connectivity to the wider UK rail network.

This is not a speculative proposal - Virgin is well-prepared, committed and capable of
delivery — and importantly, delivering for consumers, as it always does. We can’t wait to
secure access to Temple Mills and start building this business, to finally give passengers
the service they’ve been waiting for.

Virgin is ready — | hope you are too.
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Executive Summary

VTE Holdings Limited (“VTE”) is pleased to present the full detail of its submission to the
Office of Rail and Road (“ORR”) in response to the ORR’s letters of 5 and 12 June 2025
and the associated Section 17 process. This document sets out the relevant information
to support VTE’s case for being granted access to the available capacity at Temple Mills
International depot (“TMI”).

TMl is a critical bottleneck for any rail operator seeking to enter the cross-Channel
market. The process to reach this point has been lengthy, but VTE welcomes the ORR’s
leadership in commissioning an independent capacity assessment by IPEX Consulting
Limited (“IPEX”) and confirming that capacity is available. While VTE believes that more
capacity could be made available than the 1.6 roads identified by IPEX, it can
nevertheless confirm that this is sufficient to supportits plans. VTE’s proposals are
designed to make efficient use of this capacity and, once access is confirmed, VTE is
ready to move swiftly to conclude its financing arrangements and formalise its order for
rolling stock to begin building a world-class international rail operator.

In the chapters that follow, VTE responds directly to the six criteria identified by the ORR
as the basis for its assessment. For each, it provides detailed evidence of progress,
plans and credentials. This Executive Summary consolidates the key strengths of VTE’s
proposal, which is credible, advanced and ready for delivery. It also outlines why VTE is
uniquely positioned to deliver long-term, sustainable competition on the cross-Channel
route.

Who we are

VTE was established by the Virgin group (the “Virgin Group” or “Virgin”) in 2023 to
pursue open-access opportunities in high-speed rail. The Virgin Group has a long and
successful history in rail, having operated Virgin Trains West Coast for over two
decades, consistently delivering industry-leading customer satisfaction, innovation and
commercial performance.

Virgin believes the cross-Channel market represents one of the most exciting
opportunities in European transport. It is a route that deserves competition and Virgin is
eager to bring its distinctive customer focus, brand strength and operational expertise
to a market that has long lacked choice.

VTE is led by Philip Whittingham, whose leadership at Virgin Trains West Coast helped
deliver one of the most successful franchises in UK rail history. VTE’s team draws on
deep experience from across the Virgin Group, including from individuals who played
key roles in that success. This blend of proven leadership and Virgin’s entrepreneurial
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spirit gives VTE the confidence and capability to deliver as a transformative new entrant
to the cross-Channel market.

As the ORR is aware, VTE has been actively developing its plans to launch a new
competitor on the cross-Channel route for more than two years. During this period, the
project has progressed from initial concept to execution ready. VTE has assembled a
complete funding consortium, secured exclusivity with a leading rolling stock
manufacturer and progressed all major commercial, regulatory and infrastructure
workstreams to an advanced stage. VTE is now ready to proceed to financial close and
finalise its train order in short order once the ORR concludes its process.

Funding

VTE’s project has a total capital requirement of c.£700m. The funding structure is fully
identified, institutionally backed and ready to be finalised. It is built around a proven
OpCo-AssetCo model that separates operational and asset risk, providing long-term
stability and transparency for investors and regulators.

e OpCo funding: The operating company (“OpCo”) will be funded_

I - (< <harcholders: Virgi

Holdings Limited, or another holding company within the Virgin Group (“Virgin
Investor”, 50%),_ (“Investor X”,.%) and-
(“Investor Y”,.%). The OpCo shareholders will
also provide a_ lease guarantee to the rolling stock-owning company
(“AssetCo”), with each contributing proportionate to its shareholding. This
guarantee acts as additional downside protection for the operation and further
strengthens the credit profile of the project.

e AssetCo equity: Investor Y will provide 100% of the equity required by the AssetCo.

e AssetCo debt: VTE has undertaken a comprehensive debt-market sounding process,
securing term sheets from over a dozen highly-reputable lenders for more than three
times the required financing. Several of these lenders have provided letters of
support for this submission (included in Appendix B6), evidencing the significant
lender appetite for VTE’s project. The final stage of the debt raise process — securing

binding, credit-approved terms — is now underway, targeting financial close in Q4
2025.
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Taken together, this structure provides full coverage of the capital required to deliver the
project, with strong alignment across all parties and a clear path to execution.

Rolling stock

VTE has secured binding exclusivity with Alstom for the supply of 12 Avelia Stream train
sets. Detailed Heads of Terms have been agreed for the Manufacture and Supply
Agreement (“MSA”), with final documentation on track for completion in Q4 2025.

The Avelia Stream is an evolution of a proven platform and offers a high-capacity,
energy-efficient train with full TSI compliance and cross-border interoperability. It builds
on the successful Pendolino platform previously operated by Virgin Trains and offers the
flexibility to deliver a premium customer experience at scale. Alstom’s track record in
Channel Tunnel operations, and its longstanding relationship with Virgin, makes it the
ideal partner for this venture.

The trains will be configured to meet Channel Tunnel safety and fire requirements and
will be homologated and route compatible with all relevant infrastructure,
electrification and signalling systems across the UK, the Channel Tunnel, France,

Belgium and the Nethertands. I

Access & regulation

VTE has engaged extensively with infrastructure managers and station operators across
the UK and continental Europe. It has validated access pathways for all routes and is
progressing its engagement with the relevant third parties. This includes:

e Track access with London St. Pancras Highspeed (“LSPH”), Eurotunnel, SNCF
Réseau, Infrabel and ProRail;

e Station access at London St. Pancras International (“SPX”), Gare du Nord, Brussels
Midi and Amsterdam Centraal; and

e Depotaccess at TMI, Le Landy, Vorst and Watergraafsmeer.

VTE’s infrastructure plan has been independently reviewed by L.E.K. Consulting LLP
(“LEK”) in relation to the feasibility of its operational model and the availability of
capacity across the network.

VTE has also engaged with all relevant regulatory bodies and obtained confirmation that
there are no material obstacles to securing the necessary licences, safety certificates,
vehicle authorisations and border approvals.

Safety is a core pillar of its operational strategy and VTE has therefore engaged with the
ORR, the CTSA, ERA and EPSF as it has developed its plans. This safety-first culture and
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alignment with regulatory expectations provides confidence in VTE’s ability to meet the
highest safety standards and to obtain the required certifications in a timely and
effective manner.

Proposition

VTE’s customer proposition is built around product and service quality. The Alstom

platform enables a modern, spacious and digitally-enabled onboard experience. Virgin
will lean into its brand, design expertise and hospitality heritage to create a distinctive
offer that resonates with passengers.

VTE will offer 20 daily return services from London: 13 to Paris, 4 to Brussels, and 3 to
Amsterdam. Services will follow a phased launch plan, with the full timetable in place
six months after initial launch in 2030. Its timetable is designed to support both
business and leisure travel, with high-frequency peak services and convenient off-peak
options too.

Business plan

VTE’s business plan is realistic, credible and independently validated. It has been
developed in-house by Virgin with LEK having reviewed VTE’s critical passenger and
revenue projections.

The plan has been through thorough due diligence by Virgin’s partners, Investor X and
InvestorY, as well as lenders, whose commitment reflects their confidence in its

assumptions and VTE’s capability to execute. It is grounded in detailed modelling of
demand, pricing, cost structures and operational dynamics, and reflects a deep
understanding of the cross-Channel market.

Operational readiness

VTE is ready to deliver. It has developed a detailed mobilisation roadmap structured
around four phases: transaction finalisation, pre-mobilisation, mobilisation and service
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launch. These plans are informed by the operational experience of its shareholder group
and supported by its delivery partners.

The mobilisation plan covers every aspect of standing up the business, from leadership
hiring and regulatory approvals to systems implementation and fleet readiness.

Virgin’s impact

Virgin is the project sponsor and will bring its full capabilities to the project. With a long
and successful history in UK rail, Virgin Trains consistently led on customer satisfaction
and operational performance. Virgin is experienced in launching new businesses,
challenging incumbents and building brands that customers love.

The Virgin Red loyalty programme will drive customer acquisition and retention from day
one. Virgin’s employer brand will support recruitment and training. Its operational
expertise will ensure readiness. And its purpose-led approach will shape a business
that delivers for customers, employees and society.

Virgin has a proven track record of operating in regulated sectors, including aviation,
telecoms and financial services. It understands the importance of compliance,
transparency and stakeholder engagement and will bring that same discipline to VTE.

Impact on the market

VTE will grow the cross-channel market. Its analysis confirms that new entrants in other
markets have consistently generated substantial induced demand, and this proposition
is designed to stimulate uptake through better service, lower prices and increased
visibility. VTE will expand capacity, attract new passengers and raise standards across
the board.

VTE’s entry will also drive innovation and performance improvements across the sector.
Competition will incentivise better service, more investment and greater
responsiveness to customer needs from all operators. This is not just about market
share, it is about market transformation.

A purposeful plan

VTE will be built as a purposeful business. It will create hundreds of high-quality jobs,
invest in the UK economy and operate in line with Virgin’s ESG commitments. It will
adopt science-based net zero targets, align with the principles of the Better Business
Act and embed purpose into its governance and operations.

VTE will support modal shift from air and car to rail, contributing to UK and EU
decarbonisation goals. It will operate transparently, engage constructively with
stakeholders and build a business that delivers long-term value for people and planet.
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Concluding remarks

VTE is ready to proceed. It has the plan, the partners, the rolling stock, the funding and
the experience to deliver. This proposal is robust, deliverable and aligned with the ORR’s
assessment criteria. VTE will grow the market, provide a better experience for
passengers and deliver wider benefits to society. It will be the operator this route needs,
the competitor customers want and the catalyst for a new era of cross-Channel rail
travel.
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Chapter 1 VTE’s Depot Requirements

In its letter of 12 June 2025 (paragraphs 2 and 3), the ORR requested that VTE confirms
whether its requirements of TMI have changed and, if necessary, provide its updated

requirements.

VTE’s access requirements for TMI depot are substantially unchanged from its

applications of 23 October 2024 and 8 November 2024, save for minor amendments
and clarifications now that its plans are further progressed:

VTE wishes to clarify that only 200m length tracks are required generally on the
depot and that the three tracks sought for daytime stabling are only required when
the wider network is disrupted.

Due to more efficient planning, only one x 24-hour slot is required for three weeks in
every four to proactively wheel re-profile a complete train, reducing disruption to the
wheel lathe (936 hours in total) compared to the previous 4 x 1-hour nightly slots
(1,456 hours)

A change in overhaul requirements to reflect the current requirement of the fleet
Due to the elapsed time and the necessity to adhere to the Section 17 process, the
placement of an order for new trains will be later than had initially been envisaged.
Consequently, the commencement date for the depot access agreement will now
be Q2 2028.

VTE’s revised access requirements are therefore as follows (changes underlined):

© © N O

. Seven x 200m trains to stable overnight — five in sidings, two inside the shed;

Two x 200m tracks inside the shed for daytime (16 hours) and overnight (8 hours)
maintenance and corrective requirements;

Overhaul slots: 12 slots every 5, 8, 10 and 15 years slot times will vary depending on
content;

Three x 200m tracks for daytime stabling, to be used only during periods of network
disruption;

One x 24-hour slot three weeks in every four to proactively re-profile a complete
train, reducing disruption to the wheel lathe;

Two slots per day in the wash plant;

Five x 45-minute slots per night at the CET/LDA facility;

Access to crew facilities;

VTE seeks a Q2 2028 commencement date for its depot access agreement. The
contract length sought is to be coterminous with the LSPH track access contract for
which it is seeking a 10-year tenure from the start of operations. This longer contract
is sought on the basis that there will be a considerable initial investment to procure
the rolling stock and for potential changes to the depot, which will be better
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understood once further engagement with the depot facility owner (“DFO”) has
occurred.

A detailed comparison of these requirements against the latent capacity identified by
IPEX is provided in Chapter 2 (‘Availability of Capacity’), which confirms that VTE’s
needs can be fully accommodated within the available infrastructure.

VTE notes the DFQO’s representations of 13 November 2024 regarding its requirement to
perform heavy maintenance services at TMI. In its response of 17 January 2025 VTE
noted that, if necessary, it would be prepared to make a complementary appeal under
Regulation 32 of the Access Management Regulations to gain access to the depot for
overhaul work.
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Chapter 2 Availability of Capacity

ORR’s Assessment Criteria

Promote the use and development of the network to the greatest

Relevant Duties . .
extent economically practicable.

Evidence that use of the available capacity is justified by

Anticipated , . . . :
. operators’service plans and is sufficient to support delivery of
Evidence
those plans.
Specific 5. Please indicate how the available capacity identified at TMl is
Question(s) sufficient to support the delivery of VTE’s service delivery plans.

VTE Chapter Summary

e 2.1 Available Capacity: The IPEX capacity assessment (“IPEX report”)
commissioned by the ORR clearly identifies latent capacity at TMl across all
critical facilities, including the maintenance shed, stabling roads, wheel lathe,
LDA roads and carriage wash.

e 2.2VTE’s Service Plans: Alstom’s service plans demonstrate that they can be
accommodated within the available capacity identified

e 2.3 Sufficiency of Available Capacity: A side-by-side comparison of VTE’s depot
requirements and IPEX’s findings confirms that there is sufficient available
capacity to support VTE’s full service plan.

2.1 Available Capacity

Background

As part of the ongoing Section 17 process to which this submission relates, the ORR
retained IPEX as a specialist advisor to undertake an independent capacity assessment
of TMI.

The IPEX report was published on 31 March 2025 alongside the ORR’s draft conclusions
and was followed by a 4-week consultation period. VTE submitted its response to the
consultation on 28 April 2025. Following VTE’s (and others’) responses to the ORR’s TMI
consultation, the ORR in its letter of 5 June 2025 stated that it has “...concluded that the
independent assessment s an accurate reflection of available capacity at TM/”.

Conclusions from the independent capacity assessment by IPEX

The IPEX report clearly identifies latent capacity at TMI in all critical facilities, including
the maintenance shed, stabling roads, wheel lathe, LDA roads and carriage wash. VTE
has summarised the relevant findings in the table below:
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IPEX ref | Area of depot

14.1 Normal Depot Arrival Rate* 0.85 sets per hour
14.1 Exceptional Depot Arrival Rate  2.52 sets per hour
14.2 Normal Depot Set Capacity 5109 x400m sets
(once decommissioned set moved)
14.2 Exceptional Depot Set 5 additional 400m sets
Capacity
14.3 Maintenance Shed Capacity 1.61 x400m roads

(perthe DFQO’s planning)

2.14 x 400m roads

(observed)
14.4 Wheel Lathe Capacity 2,357 hours / 35%
P4 Exec CET & Tanking 0.8 sets per hour
P7 Exec Carriage Wash 2.52 sets per hour

‘* As described in Section 10.7 of the IPEX Report, the Normal Depot Arrival rate is 1.33 sets per hour. This
limit only applies if arriving trains wish to utilise the LDA roads on entry to the depot. IPEX notes that a
train can alternatively use the LDA road on departure. Section 10.7.1 also notes that if both LDA roads are
free, a second set can immediately be accepted while the first set is undergoing CET. IPEX thus
concluded that “the Arrival Rate Capacity is not considered a “bottleneck” at the depot and more Sets
could be accepted for arrival”.

As noted in its 28 April 2025 letter to the ORR, VTE believes that the available capacity
identified in the IPEX report should be viewed as the minimum available. VTE’s letter
included supporting evidence for this position.

Nonetheless, VTE is delighted that latent capacity has been identified at TMI that would
support the introduction of VTE’s planned services and has set out below that this
capacity is sufficient.

IPEX improvement options for realising more capacity

The IPEX report notes that some capacity increases “require changes to EIL’s current
operational practices and may require some improvements”. The report identified six
options in this regard, some of which may not be needed (e.g. Option #1 - CET facility
upgrade) or would be cost-free to VTE in making the depot more efficient (e.g. Option #6
- removal of decommissioned sets). Options #2 to #5 inclusive require upgrading the
Reception, LDA and some of the stabling roads to accommodate sanding, washer-fluid
top ups, train preparation, cleaning and light maintenance.

_10_
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VTE is ready to engage constructively with the DFO to review the operational efficiency
of the depot and to identify any changes needed to the depot to deliver capacity
enhancements, including proportionate sharing of the costs of these improvement
options.

VTE’s willingness to engage constructively on these options further reinforces its
commitment to efficient depot use and collaborative planning.

2.2 VTE’s Service Plans

The maintenance delivery strategy developed by Alstom has been built around VTE’s
planned operational timetable (set out in Appendix A) and around the latent capacity
identified in the IPEX report (set out in Chapter 2.1 above), recognising the requirement
that the maintenance of VTE’s fleet needs to integrate smoothly with the current depot
operations.

The following paragraphs outline the high-level maintenance requirements for VTE’s
fleet and how that strategy is applied to the capacity defined within the IPEX report.

Maintenance Requirements

Planned maintenance

The Avelia Stream requires routine Level 1-4 mechanical inspections at the following
intervals:

Smaller routine mechanical interventions are planned to be addressed through a
balanced regime requiring one monthly intervention per train, which enables:

e Removal of peaks in labour to smooth requirements
e Certainty in the duration and planning of maintenance exams for optimising the
usage of the available depot footprint

-11-
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A whole train preventative wheel-turning strategy will be employed, which enables:

e Areduction in the overall number of visits to the lathe, minimising dead time that
would be required for shunting, set-up and release for each visit

e Areduction in the potential divergence of individual axles’ wheel-turning
requirements within a train

Both give more certainty to the planning process for the wheel lathe and the wider
depot, recognising that VTE and the incumbent will also have casualty wheel-turning
requirements which will require adjustments to the depot’s short-term plan.

Routine maintenance will be further optimised by use of Alstom’s proprietary desktop
HealthHub system which was pioneered on the Virgin Trains Pendolino fleet in 2006 and
enables wayside monitoring of on-train signals and development of predictive
maintenance alerts based on application of algorithms. This drives preventative
interventions during the exam cycle and reduces the unplanned corrective
maintenance requirements of the train.

Application of HealthHub to assist with predictive and condition-based maintenance
enables Alstom to continuously improve maintenance execution and develop upon the
initial maintenance plan, considering also feedback from maintenance activities and
operational service. Opportunities to optimise the maintenance plan will further reduce
train downtime and give further certainty to VTE of when its trains will be available for
commercial service, and further certainty to the wider depot operation management as
to the utilisation of the depot footprint.

Overhaul maintenance

The base overhaul Level 5 maintenance requirements for the Avelia Stream are as

follows:

_12_
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The approach to overhaul will be to minimise train downtime and facility usage,
leveraging the float of spares where practical and focusing on a ‘pit-stop’ style
maintenance strategy, where components are overhauled off-train wherever possible.

Alstom will also leverage the benefits of vertical supply chain integration by utilising its
UK Parts, Overhaul and Modernisation business where possible, which includes the
facilities to overhaul bogies and wheelsets, HVAC units, pantographs, passenger
information systems etc. This enables further control of the end-to-end supply chain
and efficient overhaul execution, creating further opportunities to reduce downtime.

A key requirement for each overhaul will be the proper planning of depot facilities at
TMI, including the lifting road and bogie drop, access to which would deviate from the
nominal maintenance road usage for planned and corrective maintenance tasks.
Alstom is an experienced depot operator and confident that with this planning there will
not be any effect on the depot performance. There is sufficient time before the first
overhaul interventions become due to optimise the delivery of the overhaul of the trains
in the wider context of TMI| operations.

Cleaning

Through its prior relationship with Virgin Trains, as maintainer of both the Pendolino and
Voyager fleets, Alstom is familiar with the high-bar which Virgin sets for customer-
experience, a key cornerstone of which will be train presentation. Alstom will provide
the following scopes of cleaning for the Avelia Stream fleet:

e Turnaround cleaning at stations
e Daily overnight cleaning at TMI and stabling locations
e Periodic heavy cleaning at TMI

On-depot cleaning will be performed on stabling and reception roads.

Maintenance Execution

Steady-state

Alstom’s maintenance programme will make use of two available (200m) berths in the
depot.

During the daytime the nominal usage of the two berths are as per the table below:

Berth M T w T F S S
1 Balanced Work Balanced Work Balanced Work Work
Exam Arising Exam Arising Exam Arising Arising
2 Corrective | Corrective | Corrective | Corrective | Corrective | Corrective | Corrective

_13_
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Figure 1 - Nominal daytime usage

Berth 1 will be used by a train undergoing either planned maintenance as a part of

the balanced regime, or work arising from the exam._
I i s

resilience into the plan and provides flexibility within the week to re-plan exams
based on current mileages. It is not envisaged that the work arising will take a full
shift.

Berth 2 will be used for corrective maintenance.

Overnight during steady-state both berths will be utilised for corrective maintenance:

Berth M T W T F S S
1 Corrective | Corrective : Corrective | Corrective | Corrective | Corrective | Corrective
2 Corrective | Corrective | Corrective  Corrective | Corrective | Corrective | Corrective

Figure 2 - Nominal overnight usage

Overhaul periods

During overhaul periods a change to the usage of the berths is required. For some
overhauls a train will need to be present day and night in one of the berths, this will

remove the availability of the corrective berth during the day and one of the corrective
berths during the night.

Alstom propose to overcome the reduction in corrective maintenance berths through
selective application of the following activities:

Ramping up resolution of known defects during steady-state period just before the
overhaul

Undertaking all outstanding corrective maintenance on the exam train during the
day shift when overhauls are taking place, not just corrective work arising
Ramping up overnight corrective labour on the depot and utilising stabling roads for
interior corrective maintenance

Development of the outstation location capability to deliver more corrective
maintenance during overhaul periods

The nominal usage of the available capacity during overhaul periods is shown below:

_14_
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Day Shift
Berth M T w T F S S
1 Balanced Corrective Balanced Corrective Balanced Corrective | Corrective
Exam Exam Exam
2 Overhaul | Overhaul | Overhaul | Overhaul | Overhaul | Overhaul | Overhaul
Night Shift
Berth M T w T F S S
1 Corrective | Corrective | Corrective | Corrective | Corrective | Corrective | Corrective
2 Overhaul | Overhaul | Overhaul | Overhaul | Overhaul | Overhaul { Overhaul

*Additionalinterior corrective undertaken on stabling roads

There will be periods during overhauls when the train requires usage of lifting capability
within the depot. Prior planning as part of the overhaul programme will define
requirements, optimisation of those requirements and proactive interaction with the
DFO to ensure smooth integration with wider depot operations.

Wheel lathe requirements

There or- I
I = o on the lath, at a ate

of approximately three slots per month. This results in a planned requirement of 936
hours per annum, well within the available capacity of 2,357 hours per annum identified
in the IPEX report.

Cleaning requirements

Access to the units will be required on stabling roads to complete daily and periodic
heavy cleaning activities. Periodic heavy cleaning requires six shifts per month to
undertake exterior manual cleaning of the units.

Management

VTE and Alstom recognise that the maintenance of the new Avelia Stream trains must
be integrated with the current DFO’s maintenance activity. Alstom has extensive
experience of operating multiple fleets for different customers on a single depot, and of
supporting operations where Alstom’s customer’s fleets are stabled on third party
depots.

Alstom will establish a presence in TMI before the commencement of the train
acceptance process to mobilise the maintenance operation. A key part of this will be to
gain an understanding of the depot operation in order that the introduction of the new
trains is integrated with the DFQO’s requirements.

_15_
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During the mobilisation process Alstom would work with the DFO to build a strong
working relationship and to define day-to-day operational interactions including:

e Health and safety on depot

e Start-of-shift briefs

e The maintenance execution plan, facility requirements, shunting requirements and
berth allocations for the upcoming 24 hours, 7 days, month on both fleets

e Periodic (monthly) contract review to ensure a positive working relationship between
the parties to include for example:

Safety performance

Maintenance delivery vs. plan

(@]

(@]

Jointimprovement workstreams to optimise depot usage

O

Key topics as required e.g. overhaul planning

2.3 Sufficiency of Available Capacity

Comparison of available latent capacity vs. VTE’s depot requirements

VTE’s proposed timetable is set out in Appendix A, which shows that five sets are
planned to depart and arrive at TMI each day, with two spare maintenance sets
remaining on depot for scheduled maintenance interventions.

The table below shows the comparison of the available latent capacity identified in
Chapter 2.1 above with that required by VTE, as set outin Chapter 2.2 above:

Location Latent Capacity VTE’s Sufficient
Identified Requirements Capacity?

Normal Depot Set Between5and9 Between 2 and 7
(400m) sets (200m) sets
totalling between assuming no sets
2,000m and are stabled in SPX v

3,600m capacity platforms, totalling
between 400m and
1,400m of capacity

Maintenance Shed 1.6 roads (640m) 2 x200m tracks;
400m in total (one v
road)

Overhaul hours * 1.6 roads (640m) 132 x 16-hour slots
every 6 years; 312 x
16-hour slots every ‘/
11-12 years

_16_
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Wheel Lathe 2,357 hours per
annum annum
Wash Plant At 2 sets per hour

Arrival Rate

(worst case Cl373)
the capability of the
depotis 48 sets per
day which is more
than triple the
depot capacity. The
DFOis noted as
having 7 arrivals
which may use the
facilities each day
(assuming
efficiently
performed on
arrival as per the
IPEX report) leaving
capacity for 41
trains

However, IPEX also
note that only 0.5
sets per hour were
observed

At 1.3 sets per hour
the depotis
capable of
accepting 31 sets
per day. The DFO is
noted as having 7
planned arrivals
and which may use
the CET/LDA
facilities each day
(assuming
efficiently
performed on
arrival as noted in
Section 10.7 of the
IPEX report) leaving
capacity for 24
more trains per day
to be accepted.

Two slots/trains per
day, noting that at
200m VTE’s trains
will pass through
the wash plantin
half the time
assumed by IPEX
and consume half
the water. We
would also note
that the IPEX
observed arrival
rate of 0.5 sets per
hour would allow a
full VTE set each
hour to be
accommodated

Five slots/trains per
day can easily be
accommodated
with 24 available,
noting that VTE’s
200m long trains
will transit through
sections of the
depot twice as fast
as assumed in the
IPEX report.
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CET/LDA Facility

IPEX note that only
0.48 sets per hour
are utilised leaving
0.85 sets per hour
available. IPEX also
note in their
conclusion that
Arrival Rate
Capacity is not
considered a
“bottleneck” at the
depot and more
Sets could be
accepted for
arrival.

Section 10.7.1
notes that “if the
LDA roads are
already free, they
can acceptan
additional Set,
while the first Set is
undergoing CET”

The IPEX latent
capacity arrival rate
of 0.85 sets per
hour would allow a
200m VTE seteach
hour to be
accepted onto the
depot without any
significant planning
changes even if two
trains were due to
arrive at the same
time, and v
particularly so
should both LDA
roads be empty
(and two trains can
be accepted one
after the other)
which, with good
planning or a
reasonable
accommodation by
the DFO, would be
the case in reality.

*- As noted in Chapter 1 VTE would be prepared to make an appeal under Regulation 32 of the Access

Management Regulations for overhauls. Regardless of this and noting there is adequate time for VTE to
plan its overhauls which will not be required until at least 6 years after the start of operations, VTE’s
manufacturer has confirmed that 1.6 roads is adequate to complete the required work. This time period
will also allow VTE to understand the operations of the depot further which will enable VTE to propose
efficiencies which it believes are there to increase capacity at the depot.

Though not addressed within the IPEX report, VTE will require access to stores, welfare
and mess facilities at the depot for VTE crew and Alstom maintenance staff as part of
the depot agreement.

Adequacy of maintenance downtime

The table below shows the times at which VTE’s trains would arrive to and depart from
TMI. Even without utilising the sets that would already be on depot for daytime
maintenance, the table demonstrates that the requirement set out in Chapter 1 for circa
two berths for eight hours overnight maintenance will support VTE’s service delivery
plans and operational timetable.
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TMI Planned Arrival Times for VTE 20:59 21:23 21:59 22:59 23:23
TMI Planned Departure Times for VTE 05:16 05:49 06:16 06:49 07:16
VTE Depot time (assuming safe train turn around) 08:17 08:26 08:17 07:50 07:53
Conclusion

The Latent Capacity identified by IPEX, set out in Chapter 2.1 above, is shown in
Chapter 2.3 above to be more than sufficient to meet VTE’s needs with adequate
performance buffers remaining for periods of network disruption. Alstom has the
experience to seamlessly integrate with the DFO’s operation and deliver the
maintenance plan for the fleet with minimal disruption to current operations.

VTE Service Plans, as set outin Chapter 2.2, are supported by Alstom as confirmed by
its letter of supportin Appendix B1 and by its detailed plans set out and referred to in

that same chapter. Alstom has extensive experience delivering TSA-style maintenance
on comparable fleets (including Virgin’s Pendolino fleet) that performed to very high

standards. VTE is therefore extremely confident that its maintenance and depot
requirements will be adequately supported by the available space at TMI.
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Chapter 3 Impact on Operational Performance

ORR’s Assessment Criteria

Relevant Duties Promote improvements in railway service performance.
Anticipated Demonstration that operators’ plans for more extensive use of
Evidence TMI will not negatively impact operational performance.

6. What, if any, will be the impact on operational performance of
VTE’s proposed use of capacity at TMI?

Specific 7. How has VTE assessed the impact on operational
Questions performance?

8. Please provide any evidence to support VTE’s assessment of
impact on operational performance.

VTE Chapter Summary

e 3.1 Operational Performance Impact: VTE anticipates no adverse impact on TMI
operational performance resulting from its use of the facility.

e 3.2 Assessment Approach: In the absence of dialogue with the depot facility
owner (“DFO”) VTE’s assessment is based on two independent third-party
sources: the IPEX report and data from RealTime Trains.

e 3.3 Evidence and Conclusions: IPEX’s modelling confirms that latent capacity can
be accessed without detriment to performance. RealTime Trains data shows
actual train movements are lower than assumed, indicating additional
performance buffer. VTE concludes that its proposed use of TMI can be
accommodated without adverse impact and may even improve operational
efficiency of the incumbent.

3.1 Operational Performance Impact

As confirmed to VTE on 17 June 2025 by the ORR’s Deputy Director, Access, Licensing &
International, the ORR’s assessment of operational performance is intended to focus
solely on TMI. VTE has therefore confined its analysis to this scope.

VTE has not been provided with any operational performance data or metrics for TMI so
is unable to comment with certainty whether the depotis currently performing well.
However, VTE sees no reason, assuming efficient usage of the facilities by all parties, for
there to be any adverse impact on operational performance at TMI due to its proposed
use of the facility. While the arrival of VTE as a second operator will require some
adaptation of existing practices, VTE is confident that, through collaborative planning
and efficient operations and with Alstom’s vast experience, depot performance will not
be affected.
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VTE is committed to working constructively with the incumbent operator and DFO to
ensure the continued smooth operation of TMI for all operators.

3.2 Assessment Approach

Discussions between VTE and the DFO were suspended by the DFO when the Section
17 process was initiated. VTE expects that, following the ORR’s access decision, direct
engagement with the DFO will resume.

In the absence of ongoing dialogue with the DFO, VTE has drawn on two independent
sources to assess the operational performance implications of its proposed use of TMI:

1. The IPEXreport, commissioned by the ORR, which used a digital twin of the depot to
model train movements and maintenance activity in five-minute increments, based
on both planned and observed data.

2. RealTime Trains data, which provides a record of actual train movements at TMI,
allowing comparison with the assumptions used in the IPEX model.

3.3 Evidence and Conclusions

Evidence from the IPEX report

As detailed in Chapter 2 of this submission, IPEX was engaged by the ORR to undertake
an independent capacity assessment of TMI.

In its Executive Summary, IPEX states that “The capacity analysis was performed using
an IPEX depot modelling tool, which models the movement of Sets through the depotin
5 minute increments. The model uses arrival and departure patterns from the current
timetable, as well as timing and sequencing of all servicing and maintenance activities
performed at Temple Mills. To account for any deviations to the timetable, the model
was also run with observed arrival, departure, and activity timings over a sample time
period, using movement and maintenance records provided by EIL and by IPEX
attending Temple Mills”.

Itis clear from this that IPEX sought to take account of all existing depot activity in its
assessment. It is confirmed in Section 2.5.2 that the DFO was provided with a draft copy
of the report for fact checking prior to its initial publication and the DFO in its 28 April
2025 letter to the ORR acknowledges that “there was nothing that changed in either fact
or evidence between these two versions of the report”. VTE therefore assumes that the
DFO does not dispute that the IPEX report took proper account of all existing depot
activity.
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It also appears that an assessment of operational performance implications is
considered at a relatively detailed level within IPEX’s analysis of the available capacity
at the depot. Section 2.4 of the report sets out IPEX’s methodology including, in Section
2.4.2, how a digital twin of the facility was created with IPEX’s bespoke modelling tool
which “enables flow, stabling capacity, and shed occupation to be analysed”. As a
working mock-up of the depot model was created it would therefore suggest that
performance modelling has been considered when determining the available capacity
at the depot.

IPEX’s operational performance-led approach, and its conclusion that latent capacity
exists, must together support the conclusion that any depot movements required to
utilise the latent capacity will not have a detrimental effect on operational performance
within the operating parameters of the depot.

It would follow therefore that using the latent capacity set outin Chapter 2.1 above can
be done without any significant performance detriment to the overall performance of
the depot. Section 6.2.1 supports this by describing the Normal Depot Capacity as the
“quantity which the depot can accommodate factoring for space required to stable and
service arrivals, make movements and account for typical unforeseen events”. VTE
would expect that users of the depot would take a collaborative and professional
approach to forward depot planning and reasonable accommodations to timetabling
which will ensure any potential problems that may arise are mitigated.

In addition to IPEX analysing and setting out the latent capacity that its depot modelling
suggests can reasonably be accommodated, there are several other observations
within its report that would, in VTE’s opinion, mitigate any impact on operational
performance achieved within the Normal Depot Capacity, such as:

e Section 12.6.13: While not quantified, IPEX states “it is evident that using the
reception roads would unlock more capacity” in the maintenance shed, citing
“evident” inefficiencies such as trains sat waiting for departure or driver preparation,
which can (as is the norm at other depots) be completed elsewhere.

e Section 10.7.1: With efficient planning, two sets can be accepted simultaneously
using the LDA roads. Furthermore, a VTE 200m set will take only half the noted time.

e Section 10.7.2: VTE’s shorter 200m sets will require only half the noted time in the
Carriage Wash thus increasing throughput.

e Section 10.9.2: Itis possible, under seemingly normal conditions, to accept three
trains onto the depot within one hour and two minutes.

e Section 10.10.4: Trains could be accepted almost immediately after one another,
one using the LDA while the other one uses Reception roads, the latter being
planned to exit on the LDA roads for CET. It would be unusual for departing sets to be

_22_



| Chapter 3 | Impact on Operational Performance |

occupying one of these roads which arrive generally in the evenings with departures
in the mornings ready for service.

e Section 4.2: Flow analysis may be different for 200m sets. Itis inconceivable that a
shorter set could worsen performance. To the contrary, VTE’s smaller sets should
enable a significant potential performance improvement for flows on the depot.

e Section 6.3.2: There is the possibility to stable sets in SPX station or Stratford
International station to ease pressure on capacity at the depot.

e Section 4.6: There are potential opportunities where planned capacity and actual
capacity differ, with seemingly more capacity available than plans supplied by the
DFO would suggest.

These findings reinforce the conclusion that VTE’s proposed use of TMI can be
accommodated within the depot’s operating parameters, with no adverse impact on
performance, and potentially with operational benefits.

Evidence from RealTime Trains

RealTime Trains is an independent provider of real-time information about train services
across the UK rail network. Its platform can be used for simple journey planning
searches or to analyse detailed train movements by operator, route and facility — on
both a planned and actual basis.

VTE has used a sample from RealTime Trains of planned and actual train movements
between SPX and TMI to cross-check the findings of the IPEX report.

In VTE’s letter of 28 April 2025, responding to the ORR’s consultation on available
capacity at TMI, reference was made to the two appendices showing that planned train
movements over the two time periods was typically in the order of three to four arrivals
and departures per day (occasionally rising to seven). A further sample week is
summarised in the table below, which shows a similar pattern — typically four to five
arrivals and departures per day (with occasional peaks of seven).

TMI Arrival Times for Eurostar per RealTrainTimes
27/06/25 20:26 21:56 22:56 23:56
28/06/25 05:55 08:17 19:26 21:26 21:56 22:56 23:56
29/06/25 00:22 06:42 20:56 21:26 22:26 23:11 23:56
30/06/25 19:56 21:26 21:56 22:56 23:56
01/07/25 19:56 21:26 21:56 22:56 23:56
02/07/25 19:56 21:26 21:56 22:56 23:56
03/07/25 20:26 21:56 22:56 23:56

By comparison, IPEX states (in Section 10 of its report) that the maintenance plans
supplied to it by the DFO were for seven daily arrivals and departures at the depot.

As the RealTime Trains data demonstrates, actual arrivals and departures, at least over
the periods reviewed, were significantly lower than those on which IPEX based its
analysis. This suggests either:

_23_



| Chapter 3 | Impact on Operational Performance |

e asignificant additional performance buffer is available in the day-to-day operation
of TMI; or
e additional latent capacity exists beyond that captured by the IPEX report.

In either case, this analysis provides further assurance that there should be no adverse
impact on operational performance caused by VTE’s proposed use of TMI.

Conclusion

The evidence provided by the IPEX report is clear and compelling. IPEX has utilised its
depot modelling tool to analyse depot movements and maintenance activity and has
concluded that latent capacity exists at TMI. The modelling confirms that the train
movements required to access this capacity can be accommodated without detriment
to operational performance.

Supplementary analysis from RealTime Trains adds further confidence, showing that
actual train movements are often significantly lower than those assumed in the IPEX
model. This suggests that an additional performance buffer exists in practice.

Taken together, these independent sources provide a robust and credible basis for
concluding that VTE’s proposed use of the depot can be accommodated without
adverse impact on operational performance.
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Chapter 4 Operational Readiness and Viability

ORR’s Assessment Criteria

Promote efficiency and economy on the part of persons

Relevant Duties . . .
providing railway services.

Delivery plans demonstrating clear intent and ability to use the
capacity promptly. Explanation of progress towards securing
other necessary access agreements and regulatory approvals.

Anticipated
Evidence

9. Please provide evidence of VTE’s Delivery Plans, clearly
detailing the timescales in which VTE will utilise the requested
capacity at TMI and how that capacity will be used to deliver
services.

10. Please provide an explanation of VTE’s progress towards
securing other necessary access agreements and regulatory
approvals.

Specific 11. Please provide details of VTE’s rolling stock plans, to include:

Questions e Rolling stock class

e Rolling stock compatibility

e Rolling stock delivery plan

e Rolling stock depot strategy

e Rolling stock maintenance plan

e Rolling stock stabling

e Rolling stock delivery timescales

e Modifications to TMI that VTE envisages are required to
accommodate its rolling stock plans

VTE Chapter Summary

e 4.1 Delivery Plans: VTE will place its rolling stock order during Q4 2025, starting
the clock on a 4%2-year manufacture and delivery period that will enable launch of
services in 2030. Detailed mobilisation plans are in place to ensure operational
and commercial readiness prior to launch.

e 4.2 Access Agreements: VTE has had extensive engagement with all applicable
infrastructure access managers (covering track, station and depot access) to
validate the availability of capacity for its proposed services and to understand
the process requirements for securing access.

e 4.3 Regulatory Approvals: Similarly, VTE has engaged with the key regulatory and
governmental bodies responsible for granting operating licences, safety
certificates and border/security clearances in VTE’s target markets. Virgin has
significant experience of obtaining and maintaining such licences, authorisations
and approvals, both within the rail sector and in other regulated industries (e.g.
aviation, cruise ships, banking).

e 4.4 Rolling Stock Plans: VTE will operate a fleet of twelve Alstom Avelia Stream
trains. These trains will be fully TSI compliant with all necessary homologations for
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VTE’s proposed routes. Fleet maintenance is anticipated to be carried out at TMI
by Alstom under a 30-year Train Services Agreement (“TSA”). 7 trains will be
stabled at TMI each night, with the remaining 5 trains stabled in Paris, Brussels
and Amsterdam. The first trains will be ready for entry into service in 2030. VTE
and Alstom expect no substantial modifications to TMI to be required subject to
the outcome of discussions around the options identified in the IPEX report.

4.1

Delivery Plans

VTE has developed a clear and structured mobilisation roadmap, informed by extensive

sta

keholder engagement and the deep operational experience of its shareholder group.

This includes Virgin’s history of launching and scaling new businesses, as well as the
collective rail expertise of all three shareholders. This group of shareholders know what
it takes to stand up a new operator and have a detailed, credible plan to do so.

VTE envisages four distinct phases in the mobilisation of the business:

Transaction finalisation: Focused on finalising funding documentation, developing
requisite access agreements and completing the transaction.

Pre-mobilisation: Covering the period from financial close to the start of driver and
front-line recruitment, including the appointment of key leadership, systems
procurement, regulatory engagement and infrastructure readiness.

Mobilisation: Begins with driver recruitment and runs through to launch,
encompassing workforce mobilisation, system implementation, safety certification,
initial marketing campaigns and customer readiness.

Service launch: Commencement of services and transition into steady-state

operations, supported by ongoing performance monitoring and continuous
improvement.

In this chapter, VTE sets out further detail on each of these phases, with particular
emphasis on the pre-mobilisation and mobilisation periods. These phases are where

the
put

business is stood up, systems are implemented and the operational framework is
in place to ensure a successful and timely launch and long-term viability.
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Transaction finalisation

The period between now and financial close, during which VTE will complete the key
legal, financial and commercial steps required to proceed. VTE is well-equipped to
reach this point, with significant progress already made across all workstreams. Further
detail is provided in Chapter 5 (‘Financial Viability’), which outlines the funding
structure, shareholder commitments and transaction mechanics in full.

e Funding and financial close: Execution of full-form documentation and commitment
of equity across both AssetCo and OpCo, alongside finalisation of the debt raise.
These steps are well-progressed and described in detail in Chapter 5.

e Rolling stock procurement: Execution of the MSA and TSA with Alstom and
placement of the rolling stock order.

e Lease agreement: Finalisation of the full-form lease between OpCo and AssetCo,
enabling the drawdown of funding and contractual commitment to the fleet.

e Access and infrastructure: VTE does not expect substantive discussions on detailed
Framework Track and Station Access Agreements to be possible until the ORR’s
access decision in relation to TMI. Upon VTE receiving a positive access decision

from the ORR, Framework Agreements for LSPH track and stations access will be
concluded, as will the Framework Track Access Agreement with Eurotunnel
(currently being drafted). VTE will also commence the process to secure Framework
Track and Station Access Agreements with SNCF Reseau, Gare & Connexions,
Infrabel, SNCB, Prorail and NS, noting that a 6-month consultation period is required
by SNCF Reseau on the route.

e |legaland regulatory: Finalisation of the corporate structure, building on the existing
VTE entity. Governance framework to be implemented, reflecting the key terms
already agreed between shareholders.

e Insurance and risk management: Completion of the insurance strategy, building on
existing engagement with Virgin’s appointed insurance broker. Binding quotes and
policies to be secured to ensure all required cover is in place from day one. A

detailed project risk register maintained to ensure timely introduction of services.

e Stakeholder engagement: Final pre-close engagement with key stakeholders
including all relevant regulatory and governmental departments and infrastructure
managers, ensuring alignment on the path to mobilisation.

e Conditions to close: All key rolling stock and financing transaction elements will be
lined up and ready for final agreement by 31 October, when the ORR is expected to
make its access decision. Following that, a short period will be required to satisfy
final conditions (primarily securing remaining infrastructure access once TMI depot
access is confirmed) to enable flow of funds and issuing Notice to Proceed to

Alstom.
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Pre-mobilisation

Spans the period from financial close to the start of driver recruitment, which is
expected to begin approximately 24 months ahead of launch. This phase focuses on
standing up the core of the business, progressing regulatory and infrastructure
readiness and ensuring that all foundational elements are in place ahead of full
mobilisation.

e |Leadership: Senior executive team hired and in place as the business builds towards
launch. Driver-trainers/managers recruited and trained in preparation for full
recruitment in mobilisation phase.

e Train manufacture: Alstom’s manufacturing programme is underway, with VTE

actively monitoring progress against agreed milestones alongside AssetCo and their
advisors. VTE maintains regular engagement with Alstom to track progress and
manage delivery risk.

e Infrastructure and access: Continued progression of framework agreements and

timetable planning with infrastructure managers and planning for depot readiness.
Securing necessary access for train testing.
e Regulatory and safety: Development of the Safety Management System and

preparation of safety certificate and operator licence applications, with ongoing
engagement with regulators and government departments.

e Systems and commercial set-up: Planning and procurement of core systems (HR,
finance, rostering, operational, safety, inventory management, retail), with
implementation scheduled to begin during the mobilisation phase.

Mobilisation

Begins with the start of driver recruitment (c.24 months ahead of launch) and runs
through to the commencement of services. This is the most intensive phase of delivery,
during which VTE transitions from planning to execution across all workstreams. It
includes the onboarding of operational staff, implementation of systems, completion of
regulatory approvals and preparation for customer launch. The structure and
sequencing of this phase aligns with the high-level timeline set out in the programme
plan.

e Workforce mobilisation: Recruitment and training of drivers, crew, HQ and
operations staff. Safety-critical training delivered in line with regulatory
requirements, with the recruitment of drivers starting approximately 24 months
before launch.

e OQOperational readiness: Final bidding for timetables, control room setup,

development of standard operating procedures and readiness testing.
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o Fleetreadiness: Commissioning of rolling stock, including testing, acceptance and
entry into service. Depot preparation and maintenance planning completed ahead
of fleet arrival.

e Regulatory approvals: Submission and approval of safety certificates (and

accompanying safety management systems) and operator licences (including a GB
Passenger SNRP). Engagement with regulators and safety authorities across all
jurisdictions, building on earlier discussions and application preparation.

e Systems implementation: Deployment of core IT systems. Integration of loyalty,

retail and ticketing systems, including reservation platforms and industry interfaces.
All systems will be tested and validated ahead of service launch to ensure
operational readiness.

e Customer readiness: Recruitment and training of customer service teams.

Implementation of accessibility measures, complaints handling procedures and
CRM systems. This includes delivery of accessibility features and inclusive service
design from day one.

e Commercial launch: Launch of ticket sales, marketing campaign rollout and brand

activation across channels in the UK and Europe.
e Stakeholder coordination: Final readiness checks with regulators, government

bodies, infrastructure managers and delivery partners.

Service launch

Marks the culmination of VTE’s mobilisation efforts and the transition into live
operations. It begins with the commencement of passenger services and represents the
point at which all regulatory, operational and commercial systems are fully active. This
phase marks the beginning of VTE’s operational journey and the delivery of a new, high-
quality international rail service.

e Operational go-live: Passenger services commence on VTE’s initial routes,

supported by fully trained staff, validated timetables and operational control
systems.
e Customer experience: Customer service teams deployed across channels and on

board. Accessibility, reservation and complaints-handling systems fully operational.
e Performance monitoring: Real-time monitoring of service performance, safety and

customer feedback. Early operational data used to inform continuous improvement.
e Stakeholder reporting: Initial reporting to the ORR, DfT and other stakeholders to
demonstrate compliance, performance and delivery against commitments.

VTE is well advanced across all workstreams and stands ready to move forward at pace.
The structure and sequencing set out above reflect a credible and deliverable plan,
underpinned by detailed preparation and a clear understanding of what is required to
launch a new operator successfully.
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4.2 Access Agreements

VTE’s proposed services span multiple jurisdictions and infrastructure managers,
requiring a coordinated and multi-layered approach to access agreements. These
include track, station and depot access across the UK, Channel Tunnel, France,
Belgium and the Netherlands. Since early 2023, VTE has proactively engaged with all
relevant stakeholders to validate capacity, understand process requirements and build
the relationships necessary to secure access. This chapter outlines the status of those
engagements and demonstrates VTE’s readiness to move swiftly to the execution of
relevant contracts once depot access is confirmed.

The table below summarises the relevant stakeholders and the types of access required
from each.

LSPH o
Eurotunnel
SNCF-R

Infrabel

Prorail
SNCF-G&C o
Eurostar
SNCF-V

SNCB RRS

NS

Update on progress with infrastructure providers

VTE has been engaging extensively with infrastructure stakeholders since early 2023
and is well positioned to secure all necessary access as summarised below:

LSPH e Letter of support for VTE’s planned services received (see Appendix
B10).
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Track access: Extensive discussions have taken place regarding
Framework Agreements and LSPH’s proposed International Growth
Incentive Scheme. The Framework Agreement process is well
understood and further progress in this regard is now dependent on
the ORR’s decision on TMI.

Station access: Access to SPX has been discussed and VTE has been
engaged in the SPICE’ consultations.

Business plan assumptions and costings for track and station
access charges have been confirmed with LSPH.

VTE and LSPH have met at least fortnightly since 2023 to share
progress and engage in a meaningful way on issues and ideas
arising.

Eurotunnel

Letter of support for VTE’s planned services received (see Appendix
B11).

Discussions regarding Framework Agreements set out in its Network
Statement and eligibility for incentives under the ETICA-Pax scheme
have taken place - the process is well understood.

Business plan assumptions and costings for Channel Tunnel access
charges have been confirmed with Eurotunnel.

VTE and Eurotunnel have met at least fortnightly since 2023 to share
progress and engage in a meaningful way on issues and ideas
arising.

SNCF-R

A letter confirming VTE’s engagement with SNCF Réseau has been
received (see Appendix B12).

SNCF Réseau and VTE have been engaged since 2023, with
Framework Agreements and the process to secure capacity having
been discussed on numerous occasions.

Formal notification of VTE’s traffic intentions was first
communicated in September 2023, with an update following in
September 2024. The latest indicative timetable was shared by VTE
on 12 June 2025.

A joint meeting between VTE, SNCF Voyageurs PSEF department and
SNCF Réseau was held in March 2024 regarding access, stabling and
servicing arrangements.

In January 2024 VTE was formally established as a customer on
SNCF Réseau’s database in anticipation of its eventual launch.

Infrabel

A letter confirming VTE;s engagement with Infrabel has been
received (see Appendix B14).

VTE has been discussing its proposed services with Infrabel since
August 2023 and shared its latest indicative timetable on 12 June
2025.

Framework Agreements and the process to secure capacity have
been discussed on numerous occasions.

1St. Pancras International Capacity Enhancement project
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Prorail An email confirming details of VTE’s engagement with Prorail has
been received (see Appendix B15).

Prorail and VTE have been engaged since August 2023, and the two
parties have been discussing VTE’s proposed services since then.
VTE shared its latest indicative timetable on 12 June 2025.
Framework Agreements and the process to secure capacity have
been discussed on several occasions, as has the status of upgrade
works at Amsterdam Centraal station.

SNCF-G&C A Letter confirming VTE’s engagement with SNCF Gares &
Connexions has been received (see Appendix B13).

SNCF Gares & Connexions and VTE have been engaged since March
2024, with formal notification of VTE’s traffic intentions having been
communicated in September 2024.

VTE shared its latest indicative timetable on 12 June 2025.

The process to secure station access has been discussed on a
number of occasions.

Discussions have also taken place regarding the upgrade of Gare Du
Nord and the facilities at the station which will be available in time
for VTE’s service launch.

Eurostar VTE made initial approaches for depot access at TMI depot in May

(DFO) 2024, following up with a formal application on 26th June 2024.

A depot visit to TMI was made in August 2024.

VTE’s depot requirements were shared in September 2024.

On 18 September 2024, the DFO “paused” its engagement with VTE
citing the Section 17 process with the ORR.

SNCF-V A joint meeting with VTE, SNCF Voyageurs PSEF department and
SNCF Réseau was held on 25 March 2024 regarding access, stabling
and servicing arrangements.

Discussions over capacity, capability, stabling and pricing have been
held in relation to Le Landy depot in Saint-Denis.

SNCB RRS An email confirming the details of VTE’s engagement with SNCB RRS
has been received (see Appendix B16).

SNCB RRS and VTE have been engaged since June 2024.

VTE’s latest indicative timetable has been shared with SNBC RRS.
Station access: Discussions have taken place about capacity, pricing
and services available at the station, including in the international
area.

Depot access: Discussions have also taken place with respect to
stabling and light servicing at Vorst depot.

NS Introductions have been arranged by Prorail to discuss detailed

station access and station facility agreements. Amsterdam is not a
business launch destination and will be developed further once
trains have been ordered

Prorail has indicated that overnight stabling for one 200m train (as
required by VTE) at Watergraafsmeer depot could be
accommodated.
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Delivering access agreements

As detailed in Chapter 4.4 below, VTE has a team with significant rail experience and is
supported by Tier 1 legal advisors, Dentons, to conclude infrastructure access
agreements. Many of these agreements follow standardised formats and are governed
by independent regulators, which helps to streamline the contracting process and
reduce execution risk.

In addition, VTE has initiated a collaboration with Le Train, a French open-access rail
start-up with recent, relevant experience in securing framework track access
agreements and operating licences with the relevant French authorities. Le Train’s in-
house expertise complements VTE’s own capabilities, particularly in navigating the
French access and regulatory landscape. VTE intends, immediately after placing a train
order, to engage Le Train to support its application for track access and to support
discussions on operating licences and safety certification. Le Train’s letter of supportis
included in Appendix B19.

4.3 Regulatory Approvals

In a similar manner to Chapter 4.2, the nature of VTE’s planned operations places it
within the jurisdiction of several national, bi-national and EU regulatory, safety and
securities bodies. Since early 2023, VTE has engaged extensively with these authorities
to understand process requirements, align on timelines, and ensure that all necessary
approvals can be secured in line with the project’s delivery schedule. These
engagements have been conducted at senior levels and have confirmed that there are
no material obstacles to obtaining the required licences, certificates or authorisations.

VTE’s approach has been proactive and structured, with early dialogue focused on de-
risking the regulatory pathway and ensuring readiness to proceed once rolling stock
procurement is confirmed. The table below summarises the status of VTE’s engagement
with each regulatory body and demonstrates the maturity of its plans.

Stakeholder Operating Safety &
Licence Security
ORR PS ®

General Directorate for
Infrastructure, Trasport and ®
Mobility (“DGITM”)
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Channel Tunnel
Intergovernmental Py
Commission (“CTIGC”)

European Union Agency for

Railways (“ERA”) ®

Etablissement Public De

Securite Ferroviare (“EPSF”) ®

Department for Transport

(“DfT”)(DFT) ®
Border Force Py

Update on progress with regulatory and official bodies

VTE has been engaging extensively with Regulatory stakeholders since early 2023 and is
well positioned to secure all the necessary licences and approvals, as summarised
below:

ORR e VTE has undertaken a draft operating licence application to
demonstrate that there would be no barriers to being considered a
“Fit and Proper” operator.

e The ORR’s response is set out at Appendix B19 and concludes that
“we have no concerns to raise with you regarding your prospects for
securing a licence”.

e Afull application will build on the draft application at the
appropriate time to secure the licence (typically up to two years
from start of operations).

e VTE’s management team and shareholders have prior experience of
securing and maintaining safety certification. VTE appreciates that
safety certification is required to obtain an operating licence and
preparation of the licence will commence after trains are procured.

¢ VTE has proactively engaged with both the Principal Inspector for
the Channel Tunnel and the Head of Interoperability and Rail
Vehicle Engineering to discuss safety requirements for operating on
the LSPH and Channel Tunnel networks.

DGITM e VTE met DGITM in September 2024 and presented its project.
e DGITM shared details on the requirements to secure an operating
licence.

e DGITMindicated that VTE should approach it again 12 months prior
to testing on network operations to seek the granting of a licence.
CTIGCand e VTE metwiththe CTIGC members in September 2023 to share
Channel details of its project.
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Tunnel
Safety
Authority
(“CTSA”)

ERA

EPSF

DFT

Border
Force

VTE also met with the CTSA in November 2024 to share details of its
project and to discuss safety requirements and future engagement
for starting operations through the Channel Tunnel.

VTE has been engaged with ERA since September 2023.

VTE has engaged with the Executive Director and Head of the
Planning and Approvals Delivery Unit, sharing details of its project
and gaining an understanding of how ERA would expect to be
engaged and the process for gaining a Single Safety Certificate
(SSC).

Engagement continues with the most recent meeting in July 2025.
VTE has engaged with EPSF which has attended meetings with the
CTIGC and French Ministry.

Discussions with VTE focussed on the process that will be followed
to gain safety approvals.

VTE has been engaged with DfT since September 2023.

VTE has continued to keep DfT apprised of its plans to ensure
ministers can be kept informed.

VTE has been engaged with Border Force since May 2023 and has
shared it plans, most recently in July 2025.

Border Force has discussed various topics (including requirements
for the reopening of stations in Kent, or a new border at Stratford
International) with VTE and its high level operational requirements.
Border Force has proposed a joint meeting with Police Aux
Frontieres (“PAF”) at the appropriate time to share details of VTE’s
plans.

VTE’s wide engagement with the above parties has been at senior levels within its own

company and stakeholders’ organisations. This is important as it (i) demonstrates VTE’s

commitment to its plans and the seriousness with which it takes its regulatory

obligations; and (ii) provides assurance that regulatory stakeholders are fully engaged

and aware of VTE’s requirements, and that VTE has a full understanding of the process

required to gain all legal, regulatory and safety approvals.

4.4 Rolling Stock Plans

About Alstom

As described in earlier chapters, VTE is partnering with Alstom on a mutually exclusive

basis for the procurement and maintenance of a fleet of twelve brand new ‘Avelia

Stream’ trains for cross-Channel operations.
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This revives the successful long-term partnership enjoyed by Virgin Trains and Alstom
on the UK’s West Coast Main Line. Virgin Trains commenced procurement of Alstom’s
Pendolino trains in 1998 with its vision of increasing the capacity from one to three
trains per hour on some core routes and increasing the speed of the line to 140mph,
using the benefit of tilting functionality to achieve this. The success of this saw
passenger revenue quadruple and passenger numbers treble over its stewardship of the
West Coast franchise. Virgin Trains also transferred all fleet maintenance and depot
leases to Alstom under a full Train Services Agreement which improved the depots
significantly and drove positive improvements in operational performance.

Alstom is a globally renowned train manufacturer with decades of expertise in designing
and delivering very high-speed passenger rail solutions. As the first ever manufacturer
to have produced trains for Channel Tunnel operation (Class 373s), and still one of only
two manufacturers to have ever done so, Alstom is uniquely qualified to provide VTE’s
trains.

In addition to its Channel Tunnel credentials, Alstom has extensive experience in
supplying high-speed trains for use on the French, Belgian and Dutch networks. It also
has a strong track record in homologating rolling stock for complex cross-border
operations across Europe, navigating diverse regulatory, technical and safety
requirements to ensure seamless international service.

Train overview

Produced in Savigliano, Italy, the Avelia Stream is the latest evolution of Alstom’s proven
and widely adopted Pendolino platform — an advanced, high-speed train that has
demonstrated long-term reliability and cross-border performance across diverse rail
infrastructure. Building on Alstom’s decades of innovation and successful operation,
the platform boasts:

e 530+ trains sold worldwide
e 30+ years’ experience

e 13 operators

e 15 countries

e 9borders

The Avelia Stream features an optimised architecture vs. previous generation trains,
utilising longer carbodies to reduce the number of cars, bogies, gangways and
equipment. The resultis increased space for passengers, a lower purchase price, lower
long-term maintenance costs and superior energy consumption — all contributing to a
lower total cost of ownership and ultimately a better commercial proposition for
operators.
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Main product characteristics

Class Alstom Avelia Stream

Trainset length 7-cars, 200m

Capacity _

Axle load (MNO) <17 tons

Train weight (MVD) 420 tons

Max power (at wheel rim) 7.4 MW

Multiple unit operation up to 2 units

Traction Distributed power -5 powered and 2
trailer carriages

Voltage 25kV AC,1.5kV & 3kV DC

Signalling ETCS L2 +TVM+KVB

Max operating speed 300 km/h

Rolling stock compatibility

The Avelia Stream is fully compliant with the European Union Agency for Railways (ERA)
2023 Technical Specifications for Interoperability (TSls).

Beyond full TSI compliance, the Avelia Stream also offers a high degree of technical and
operational compatibility features as-standard, to ensure compatibility with the
infrastructure and regulatory requirements of the Channel Tunnel and the international
high-speed routes between the UK, France, Belgium and the Netherlands, as setoutin
the table below:

Multi-system traction e Supports all necessary electrification systems used
capability along the corridor:
o 25kV AC (UKLSPH, France HSL, Belgium HSL)
o 3kV DC/1.5kV DC (Belgium, Netherlands,
France and legacy sections)

e The platform, being an evolution of the Pendolino
platform, has proven performance in complex multi-
voltage and cross-border environments across
Europe.

e VTE is exploring a quad voltage option to access
other markets using 15kV networks to support its
discussion to enter Germany and Switzerland,
subject to ensuring programme delivery remains

unchanged.
Signalling and train e Equipped to ETCS Baseline 3 and supports national
control compatibility signalling overlays, including:
e TVMA430 (used on LSPH, the Channel Tunnel and
LGV Nord)

o KVB (LSPH and France)
o ATB (Netherlands)
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e The Avelia Stream will be fully compatible with the
signalling and safety systems required for Channel
Tunnel operation and will be subject to a tunnel-
specific authorisation process.
Channel Tunnel VTE’s Avelia Stream units will be configured to meet the
Adaptations Channel Tunnel specific case of Loc&Pas TSl and CTIGC
specific rules, including fire safety requirements and
evacuation constraints: The specific adaptations
proposed from the standard train are:

e Modification to guaranty a running capability of 30
minutes at a minimum speed of 100 km/h

e Evolution of fire barrier where needed from 15
minutes to 30 minutes

o Adding specific wheelchairs for the evacuation of
disabled people in the Tunnel

e Specific Channel Tunnel parameters for the TVM

¢ Inhibition of regenerative braking if required

Acceptance, homologation and compatibility process

Alstom has recently sold similar Avelia Streams to another customer within the EU. This
will benefit VTE as the core designs will already be certified and authorised according to
applicable normative frameworks and only changes from this reference solution, both
technical and normative, will need to be formally reassessed during the full certification
process for VTE’s Avelia Streams according to the TSls. While caution has been applied
to the delivery timescales to reflect the multi-jurisdictional nature of VTE’s operation,
there should be opportunity in the schedule to gain earlier approvals.

The Certification & Authorisation process for the Avelia Stream follows the latest
European rules, according to the 4™ Railway Package (EU regulation 2016/796).

A double certification & authorisation process will be followed for VTE trains:

e For Continental certification, the train complies to the latest TSI and Notified
National Technical Rules where the train will be operated (France, Belgium,
Netherlands, Channel Tunnel). Authorisation will follow ERA process.

e For certification in the UK, only on High Speed 1 line (“HS1”), the train complies to
British NTSN and HS1 NTR. Authorisation will follow the British process.

Concerning the Channel Tunnel, in complement to the processes described above, the
acceptance will follow the CTIGC rules. Evidence will be provided to the CTSA.
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UK Authorisation for Placing in Service (“APIS”)

Following the UK’s exit from the European Union, a separate authorisation is required
for operation on the HS1 part of the route. To capitalise on the significant synergies
which remain between EU and UK legislation, certification against the relevant
Technical Specifications for Interoperability (TSlIs) required for EU authorisation will be
sought initially, followed by UK certification against the equivalent National Technical
Specification Notices (NTSNs). Assessment against the latter can therefore be primarily
based on the EU certification limited to that associated with the delta between the two
sets of standards plus the necessary certification against the National Technical Rules
(NTRs) applicable to HS1 operation.

This approach will ensure that duplicate effort is eliminated and the consequential risk
of delay to service introduction is minimised.

Notwithstanding this approach, a full ApBo/DeBo Technical File will be compiled and
submitted to the ORR for APIS, in accordance with the Railways (Interoperability)
Regulations 2011 (as amended).

Alstom has conducted preliminary engagements with a UK Approved Body (ApBo) and
has been advised that this is an acceptable and appropriate approach. Early
engagement with the ORR in accordance with guidance contained in ‘Approach to
Authorisation under the Interoperability Regulations Guidance for Applicants’ will be
undertaken by Alstom to ensure that the strategy is aligned with their expectations from
an early stage in the project’s execution.

Route Compatibility for the UK (HS1)

Alstom has already engaged Network Rail (High Speed’s) representative for LSPH in
discussions specifically relating to this opportunity to ensure that the process for
agreeing route compatibility on the line, together with any technical requirements to be
complied with, is well understood. This has included aspects relating to:

e National Technical Rules (NTRs) applicable to HS1

e The Register of Infrastructure (RINF) covering interfaces not defined by other UK
NTRs

e Compatibility with the access route to TMI

Early and frequent engagement will continue into the execution phase to ensure that all
train-infrastructure interfaces are identified and managed from the outset.

Alstom has significant experience in engagement with relevant stakeholders and
successfully demonstrating Route Compatibility of numerous new train fleets for the GB
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Mainline. It has developed a robust and proven process based on that defined in RIS-
8270-RST, upon which the HS1 Route Compatibility process is also based.

Alstom will use the same proven process during the delivery of the AVELIA Stream
programme.

Rolling stock delivery plan

VTE has putin place several measures to ensure and incentivise the smooth and timely
delivery of its fleet into service. These include:

Robust contractual arrangements

Owner expertise
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Operator expertise

The VTE team has significant expertise of major rolling stock programmes. As Managing
Director and previously Finance Director of Virgin Trains over a 21-year period, and
subsequent Managing Director of Avanti West Coast (“Avanti”), VTE’s Project Lead
Philip Whittingham was involved in:

e Delivering a safe, reliable, profitable and highly performing business with industry
leading customer satisfaction scores.

e Virgin Trains’ 11 car Pendolino expansion project.

e Virgin Trains’ shadow operator appointment for Texas Central Railway, overseeing
specification of trains, delivery, and maintenance for the operator.

e Avanti’s refurbishment programme for the Pendolino trains.

e Avanti’s procurement and delivery of the Class 800 units to replace Class 221
Voyagers, dealing also with the covid impact on this contract.

Throughout the procurement stage of the project, VTE has employed the services of a
former Engineering Director and Major Projects Director for Virgin Trains and Avanti
West Coast. He was involved in the original Pendolino fleet introduction, the 11 car
extensions and Avanti’s existing train refurbishment and new fleet introduction.

VTE will appoint a team of experienced experts into key business roles, covering every
aspect of the business. Early appointments will see the Managing, Commercial,
Operations, Safety and Fleet directors appointed to ensure: the business is established
with a strong safety ethic and high operational performance; that infrastructure access



| Chapter 4 | Operational Readiness and Viability |

is secured quickly; and to oversee the production and introduction of the new fleet into
service.

VTE will also draw on the Virgin Group’s significant experience of successfully procuring
and bringing into service passenger transport assets across multiple categories
including trains, aircraft and cruise ships.

This diverse experience will allow VTE to supplement its wider business and rolling
stock expertise with best practice from other sectors.

Specialist support

VTE and the owner will employ the services of an experienced rail consultancy firm, as
Joint Project Manager (“JPM”) to support the delivery and mobilisation of its new fleet
into service.

The chosen JPM will specialise in rolling stock procurement, commercial and technical
due diligence, maintenance and asset management. It supports rail authorities,
financiers, leasing companies, manufacturers, operators and regulators, across the
private and public rail sector, in the UK and internationally. As JPM, it will be the overall
project manager with accountability for delivery of the trains into service. Having
already been engaged to provide technical advisory support up to contract signature,
the consultancy’s continuing role as JPM will provide significant continuity benefits for
the project. The team will build upon the knowledge and relationships developed during
procurement and contracting stage, and with its detailed understanding of the final
arrangements and terms negotiated will be able to monitor and oversee Alstom and the
detailed delivery programme to ensure timely deliveries of the trains into service.

The JPM will be responsible for delivering all post-financial-close phases until handover,
including:

e Designreview

e Build

e Testing and commissioning
e Acceptance

e Handover

e Contract management

Rolling stock depot strategy

VTE’s operations are centred around London as its primary hub. All services either
originate or terminate at SPX and connect to a variety of continental European
destinations. Itis therefore both operationally and strategically logical for the company
to base its primary depot in the UK.
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Locating the depot close to the operational base of the service offers several critical
benefits: it minimises non-revenue movements (empty stock mileage), supports
quicker and more flexible responses to service disruptions, simplifies crew and
maintenance logistics and reduces overall network complexity.

From a regulatory and safety perspective, this approach enhances resilience and
operational oversight, concentrating key maintenance activities within the jurisdiction
of UK regulatory bodies.

TMI presents itself as the only viable choice. As the only facility in the UK currently
equipped to accommodate European-gauge rolling stock, TMI offers the necessary
infrastructure, technical capability and geographic proximity to support the reliable and
efficient operation of international services from day one.

The location of TMI within the Greater London area also enables support from a wider
local Alstom presence installed across ten depots and maintaining 17 train fleets. This
supportis further augmented by Alstom’s presence in the UK, maintaining
approximately 60% of the UK’s rolling stock fleets. Alstom’s presence across Europe, in
particular France and the Benelux will provide “local” maintenance support for the train
throughout its operating environment.

TMIl is therefore the ideal location for maintenance delivery and will enable Alstom to
deliver all planned, corrective and overhaul maintenance requirements in addition to
the cleaning and overnight servicing and preparation requirements of the stabled fleet.
Utilising an established site such as TMI minimises the need for new infrastructure
development, reducing environmental and planning impacts while accelerating
readiness for operations.

As manufacturer, Alstom will perform all significant maintenance interventions at TMl in
line with its own recommendations. Alstom will perform the maintenance under a full
TSA, subject to agreeing this as part of the depot agreement.

Other stabling locations will be used at Le Landy in Paris, Vorst in Brussels and
Watergraafsmeer in Amsterdam to perform light servicing, minor corrective
maintenance and, if required, emergency rectification work under contract with the
facility owner. Alstom has significant experience developing the capability of outstation
locations through investment and training throughout the TSA lifecycle to deliver
through changing maintenance requirements while providing extra operational
resilience.

Chapter 2.3 further confirms that the available capacity at TMl is sufficient to support
these plans, with no material modifications anticipated and integration alongside
existing operations expected to be achievable through appropriate planning and
coordination.
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Rolling stock maintenance plan

Substantially all the maintenance of VTE’s fleet will be carried out at TMI, with the
following strategy developed around the available capacity defined in the IPEX report:

e Planned exam maintenance and corrective work arising from exams completed
during the day shift, utilising one berth within the depot.

e Corrective maintenance completed during both the day and overnight.

e Overhauls will be completed using the available capacity with each overhaul varying
in terms of train downtime depending on the labour hours required and access
requirements to lifting equipment.

Further details have been provided in Chapter 2.2.

Rolling stock stabling

In addition to the use of TMI as its main depot, VTE will require some overnight stabling
at Le Landy (Paris), Vorst (Brussels) and Watergraafsmeer (Amsterdam) depots, where
light servicing only is expected to be performed. Emergency rectification work will be
performed under contract between Alstom and the depot facility owners to the extent
required. The quantum of (200m) trains overnight at depots is as follows:

e 7trains stabled overnight at TMI (of which 2 in shed for maintenance)
e 3trains stabled overnight at Le Landy

e 1 train stabled overnight at Vorst

e 1 train stabled overnight at Watergraafsmeer

Rolling stock delivery timescales

Alstom has confirmed the train delivery profile to be five train sets at the Notice to
Proceed date (“NTP”) plus 55 months enabling the commencement of operational
service. Thereafter, Alstom will deliver circa one train per month, with all twelve trains
being delivered by NTP plus 60 months. This is confirmed in Appendix B1.

Alstom has committed to VTE to deliver to the following delivery programme:
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Prior to selecting Alstom, VTE engaged extensively with other manufacturers capable of
supplying trains for this route and concluded that Alstom’s proposals offered the fastest
route for VTE to commence operations and a superior product when compared to other
manufacturers’ offers.

Modifications to TMI that VTE requires to accommodate its rolling stock plans

Alstom anticipates only minimal modifications to TMI will be required to accommodate
the Avelia Stream. VTE and Alstom are ready to engage with the DFO to undertake
further site visits and fully scope the works required.
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Chapter 5 Financial Viability

ORR’s Assessment Criteria

Promote efficiency and economy on the part of persons
Relevant Duties providing railway services. Otherwise protect the interests of
users of railway services.

Appropriate business plans, suitable expertise and a reasonable

Anticipated . . . . .
. expectation of securing the required investment and rolling
Evidence
stock.
12. Please provide a copy of VTE’s Business Plan(s). Please
Specific include evidence of the finance secured to enable services to be
Questions run in the short, medium and long term. Details should also

include rolling stock financing arrangements.

VTE Chapter Summary

e 5.1 Financing Structure: VTE has adopted a well-established OpCo-AssetCo
project financing structure, where rolling stock is being procured via a dedicated
SPV (AssetCo) and will be operated by a separate operating company (OpCo)
under a long-term lease agreement.

e 5.2 Business Plan: VTE has developed a comprehensive long-term business plan,
from transaction completion through to launch of service and long-term
operations. Its ridership and revenue forecasts have been reviewed by LEK; the
financial model has been audited by Forvis Mazars; and the plan has undergone
thorough due diligence by third-party investors.

e 5.3 Funding Status: All sources of funding for VTE’s project are identified and on
track to complete by Q4 2025. OpCo will be fully equity-funded by Virgin Investor
(50%), Investor X '%), and InvestorY (.%). AssetCo is to be funded by equity
and long-term debt, with 100% of the equity being provided by Investor Y, and
senior debt to be finalised in Q4 2025 following strong appetite from lenders. This
will ensure that, at the point of ordering its rolling stock, AssetCo and OpCo are
both fully-funded for the short, medium and long-term.

e 5.4 Suitable Expertise: VTE benefits from deep expertise across its shareholder
and advisory group. The project is led by Philip Whittingham, former MD of Virgin
Trains and Avanti West Coast. A clear hiring planis in place to assemble a strong
team with extensive rail expertise well in advance of launch. Regulatory
compliance has been a core focus throughout and Virgin’s track record with
regulators provides a strong foundation.

e 5.5Rolling Stock Procurement: VTE is procuring a fleet of 12 Alstom Avelia Stream
trains, reviving the successful long-term partnership enjoyed by Virgin and Alstom
on the UK’s West Coast Main Line. The parties have agreed the key commercial
terms of the proposed MSA and TSA and have signed a binding mutual exclusivity
agreement to work together on the project.
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5.1 Financing Structure

VTE (or a subsidiary undertaking) will be the OpCo. OpCo will be responsible for
delivering international passenger services and will lease its rolling stock from a
separately capitalised asset-owning entity (AssetCo). This structure is a well-
established model for the financing of moveable assets such as rolling stock, aircraft
and maritime vessels. It has been designed to provide long-term stability and
transparency for both investors and regulators and reflects the shared commitment of
both the operating and asset-owning entities to the delivery of the project.

The AssetCo will acquire the trains and enter into the MSA with the manufacturer. It will
be responsible for financing and owning the fleet. The OpCo will lease and operate the
trains and will enter into the TSA for maintenance and servicing. This delineation
ensures that operational and asset risks are appropriately allocated and managed,
while maintaining a clear line of accountability for service delivery.

The relationship between the two entities will be governed by a long-term lease. Key
terms have been agreed with Investor Y, as the AssetCo’s equity provider, for a 30-year
lease with annual rent and other key commercial terms agreed.

The structure chart below sets out the intended structure of the transaction:
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5.2 Business Plan
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5.3 Funding Status

VTE has made significant progress across the financing of all key elements of its project,
with both the OpCo and AssetCo funding strategies well-advanced and underpinned by
strong institutional support. The project requires approximately £700 million of capital
and VTE has a clear path to full funding through a combination of equity partners and
indications of interest from lenders.
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OpCo funding

In the short term VHL (or another holding company within the Virgin Group), alongside
the other shareholders, is committed to covering all required costs through to
transaction completion. A dedicated project budget supports final-stage activity across
legal, commercial, technical and regulatory workstreams, ensuring continuity and
momentum toward financial close.

The OpCo will be entirely funded by equity._

- The full funding amount will be committed by shareholders at the point of
transaction close, with drawdowns phased in line with the requirements of the

business.

Importantly, VTE’s capital requirement is expected to be lower than the comparative
amount for other applicants due to the strength of the Virgin brand and the commercial
advantages it brings from day one — primarily driving early customer traction and brand
trust in a critical period for cash burn. This brand-led advantage supports a leaner
capital requirement without compromising on delivery or resilience.

The equity will be raised from three shareholders:

e Virgin Investor (50%): VHL or another holding company within the Virgin Group will
be the majority shareholder. A letter confirming the intention for a member of the
Virgin Group to fund 50% of OpCo is included in Appendix B2.

o investorx i+ : I

 investorv (il
I 0" Y's paricipation n the

OpCo (alongside its AssetCo investment) reflects its strong conviction in the Virgin-

led project. Its involvement ensures strong alignment across the OpCo-AssetCo
structure and reinforces long-term project stability. A letter confirming its intention
to- of OpCo as well as all of the AssetCo equity is included in Appendix B4.

In addition to their equity commitments, all three shareholders will provide a lease

guarantee_ to the AssetCo, with each making a contribution

proportionate to their shareholding. This guarantee further strengthens the credit profile
of the transaction.

In the long term, the business is forecast to generate significant and sustained cash
flows, enabling reinvestment in growth (e.g. route expansion, fleet additions, enhanced
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customer experience). Once the business reaches scale and stable cash flows, it will
have the capacity to raise commercial debt in the normal course of business. This
provides strategic flexibility for shareholders, including the potential for a dividend
recapitalisation. Virgin Investor, as the largest shareholder, has a strong track record of
long-term stewardship, exemplified by its continued majority ownership of Virgin
Atlantic today, more than 40 years after launch.

The OpCo investors have agreed an equity term sheet and are now progressing the full
suite of legal documentation required at financial close, with legal counsel engaged to
support expedient finalisation.

AssetCo funding

The AssetCo will be funded through a combination of equity and long-term senior debt.
Investor Y has been selected as VTE’s preferred AssetCo investor. Key commercial
terms of the rolling stock purchase and lease agreement have been agreed.

As noted above, Investor Y is a leading UK and European infrastructure manager.-

_ It will provide 100% of the equity required by the AssetCo, _
_ alongside_ senior debt to be secured against

the rolling stock.

VTE has appointed Apex Rail (“Apex”) as financial advisor for the AssetCo debt
financing. Apex is a specialist rail advisory and investment management firm with a
strong track record in arranging rolling stock finance across Europe, including in the UK.
A letter from Apex confirming the status of the debt raise is included in Appendix B5.

In H2 2024, Apex conducted a comprehensive market sounding process for the
project’s debt financing, securing term sheets from over a dozen lenders for more than
three times the required debt quantum. Several other lenders expressed interest in
participating subject to final terms.

This oversubscription was achieved prior to three key milestones in 2025: (i) the choice
of Alstom as preferred manufacturer on an exclusive basis, (ii) the selection of the
preferred AssetCo investor, and (iii) the finalisation of the OpCo funding consortium. All
three developments have been positively received by lenders, with several indicating
appetite for increased ticket sizes or underwriting capacity.

Given the success of the process in H2 2024, the depth of lender appetite, the recent
positive developments and the strength of ongoing engagement with institutions, VTE
and Investor Y have a high degree of confidence that the final debt package will be
secured on attractive terms. Letters from Supporting Lenders
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confirming their continued strong interest in participating in the transaction are
included in Appendix B6, in which several lenders indicate a willingness to underwrite
significant portions of the debt package. This level of interest and competition among
lenders provides a strong foundation for concluding the financing on schedule.

Investor Y’s extensive experience in financing rolling stock transactions, including its
established relationships with leading transport lenders is a key enabler of this
confidence. By leveraging its track record and credibility in the sector, InvestorY is
ensuring that the process is efficient, competitive and tightly aligned to the project’s
delivery milestones. This partnership gives VTE a clear pathway to financial close and
reinforces its ability to move at pace.

The final stage of the debt process — securing binding, credit-approved terms —is now
underway. This will enable VTE and the AssetCo to reach agreement of final terms at the
point that the ORR makes its access decision (expected by the end of October 2025),
with transaction completion expected by the end of November 2025, subject to
satisfaction of customary conditions precedent.

Taken together, the secured exclusivity with Alstom, the agreed commercial terms, the
equity from Investor Y, and the strong lender appetite demonstrated through Apex’s
process, provide clear and compelling evidence that VTE has a more than reasonable
expectation of securing both the required investment and the rolling stock necessary to
deliver its proposed services.

Next steps

VTE is confident in the strength of its financial consortium and its ability to proceed to
transaction completion in Q4 2025, aligned with the ORR’s expected access decision on
TMVI’s capacity. As evidenced by the supporting materials in this chapter, including
letters from VHL, Investor X, Investor Y, Apex and Supporting Lenders, the project is
backed by a group of motivated and well-capitalised investors.

While the uncertainty around TMI has understandably delayed the final execution phase
to date, the ORR’s process now enables all parties to move forward with confidence
towards agreement of final transaction terms by the end of October. Completion of the
transaction is expected to follow shortly thereafter, subject to satisfaction of customary
conditions precedent, with financial close targeted by the end of November.

5.4 Suitable Expertise

VTE is led by a highly experienced and credible team with deep expertise in rail
operations, infrastructure investment and brand-led customer experience. The project
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is structured to draw on the strengths of its leadership and shareholders, while building
a broader team of sector specialists to deliver a world-class international rail service.

Project leadership

The project is led by Philip Whittingham, former Managing Director of Virgin Trains West
Coast and one of the most experienced executives in the UK rail sector. Philip joined
Virgin Trains in 1999 from KPMG and became Finance Director in 2008 before being
appointed Managing Director in 2015, a role he held through the transition to Avanti
West Coast in 2019. Under his leadership, Virgin Trains consistently delivered industry-
leading customer satisfaction scores, operational performance and commercial
success. Philip’s deep understanding of the UK rail landscape, combined with his
proven ability to lead complex, customer-facing operations, makes him ideally placed
to lead VTE’s entry into the international market.

Virgin’s credentials

VHL is the project sponsor and a member of the Virgin Group. It will be the largest OpCo
shareholder. As one of the UK’s most successful and recognisable business groups,
Virgin brings a formidable combination of sector expertise, challenger mindset and
proven operational and brand-building capability. Its deep, hands-on experience in rail
and wider travel operations will be instrumental in building a credible, consumer-
focused competitor.

Virgin’s credentials include:

e Rail expertise: Virgin’s investment and project teams both include individuals who
directly oversaw the Virgin Trains West Coast operation, which was one of the UK’s
most successful and best-loved train services until the franchise ended in 2019.

That success was built on customer experience innovation, operational discipline
and a determination to challenge the status quo, all of which will be brought to bear
again through this project. Virgin’s leadership also remains consistent with that
which oversaw its success as a shareholder in Virgin Trains — Josh Bayliss continues
to serve as CEO since assuming the role in 2011.

e Travel and leisure expertise: Across sectors such as aviation (Virgin Atlantic, Virgin
Australia & Virgin America), cruising (Virgin Voyages) and hospitality (Virgin Hotels
Collection), Virgin has repeatedly demonstrated its ability to disrupt regulated
industries dominated by legacy players. It has built and scaled distinctive
businesses that challenge incumbents, attract loyal customer bases and become
market leaders, all making it uniquely placed to back a new cross-Channel rail
entrant. From this experience, Virgin understands the realities of building something
new, it knows how to navigate challenges as they arise, how to stay the course
through early-stage complexity and how to commit to long-term value creation.
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Virgin currently operates 40 businesses across more than 60 countries, reinforcing
its global reach and operational breadth.

e Customer acquisition: The Virgin brand is globally recognised and trusted. Its
immediate consumer appeal and extensive ecosystem will provide VTE with a
significant head start in market awareness, aiding rapid ramp-up and helping to

overcome the brand-recognition advantage currently held by the incumbent. Virgin’s
strength in design and customer experience, as seen in businesses like Virgin
Atlantic and Virgin Voyages, will define the passenger experience on this new rail
service.

e Loyalty: Virgin Red, Virgin’s fast-growing loyalty programme, will be a critical assetin
acquiring and retaining customers. It enables rich cross-brand engagement, linking
rail with air, cruise and other Virgin businesses while delivering commercial
synergies and driving repeat usage from day one.

e Brand and operational support: VTE will have direct access to Virgin’s in-house
brand and commercial experts, who provide day-to-day support to all of Virgin’s
companies. This includes brand development, creative strategy, customer
proposition design, sustainability planning and the application of Virgin’s wider

purpose (Changing Business for Good) — all of which will ensure the new rail venture
is distinctive, values-driven and built for long-term impact.

Other equity funders

Business leadership

This group of shareholders, led by Philip Whittingham, is committed to building a high-
calibre executive team across all key functions —including rail operations, commercial
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strategy, customer experience and marketing. The hiring plan is already underway, with
a focus on bringing in proven experts well ahead of launch to ensure readiness across
all dimensions of the business.

The experience and reputation of being a Virgin-branded business will be a critical
advantage in attracting top-tier talent. Virgin’s reputation in rail and the wider transport
and leisure sectors, its extensive network and its strength as an employer brand will
help ensure that the management team assembled for this project is highly qualified
and motivated to deliver exceptional results. This is a business being built for long-term
success, with the right people in place from the outset.

Regulatory track record

Regulatory compliance has been a core focus from the outset of the project, and
Virgin’s track record with regulators provides a strong foundation for VTE’s entry into the
international rail market too. During its two decades of operation, Virgin Trains West
Coast consistently demonstrated a collaborative and constructive approach to
regulatory engagement, delivering high levels of transparency, responsiveness and
compliance across a complex and evolving regulatory landscape. This included close
coordination with the ORR, DfT and Network Rail on matters ranging from access rights
and performance metrics to safety, customer service and innovation. Virgin Trains was
widely recognised for its professionalism and reliability in regulatory matters, helping to
build trust and credibility with key stakeholders.

More broadly, the Virgin Group has a long-standing history of operating in regulated
sectors, such as aviation, telecoms and financial services, where it has consistently
demonstrated its ability to meet and exceed compliance expectations while driving
innovation and customer value. This experience has shaped a culture of proactive
engagement and operational discipline that will underpin VTE’s approach to regulatory
relationships across the UK and continental Europe.

5.5 Rolling Stock Procurement

As covered in greater detail in Chapter 4.4 VTE has secured exclusivity and agreed
detailed commercial terms with Alstom for the supply of 12 Avelia Stream trains. These
are among the most advanced high-speed trains in Europe, offering high capacity,
energy efficiency and proven cross-border interoperability.

Alstom has committed to a clear delivery schedule, with the first 5 units (underpinning
launch) due to be delivered by NTP plus 55 months. Both parties are working toward
finalising the full suite of transaction documentation —including the MSA and TSA - by
the end of October 2025, in line with the overall project timeline.
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This agreement with a globally recognised manufacturer, combined with the secured
delivery window and aligned documentation process, provides a high degree of
confidence in VTE’s ability to launch operations on schedule with a modern, reliable
fleet. When considered alongside the partnership with Investor Y to fund 100% of the
AssetCo equity and the strong lender appetite demonstrated through the Apex-led debt
process, there is a clear and reasonable expectation that both the required investment
and rolling stock will be secured in full and on time.
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Chapter 6 Economic and Societal Benefits

ORR’s Assessment Criteria

Promote competition in the provision of railway services for the

Relevant Duties benefit of rail users. Otherwise protect the interests of users of
rail services.
Anticipated Evidence so that we can assess the benefits (e.g. to passengers)
Evi de:ce of introducing new services and the anticipated financial impact
on existing operators.
13. Please provide evidence of VTE’s assessment of the benefits
to passengers, or any wider benefits, of introducing new services.
14. Please provide evidence of how your proposed services will
Specific contribute to growth of the market for international rail services
Questions to/from the UK.

15. What, if any, assessment has VTE made of the financial
impact on existing operators of introducing new services? If
available, please provide evidence to support VTE’s assessment.

VTE Chapter Summary

e 6.1 Promoting Effective Competition: VTE is confident it is the most credible
challenger to the incumbent, combining prior operational experience, operational
readiness and investor backing with a strong established brand. Virgin’s track
record demonstrates its ability to deliver sustainable competition, thereby
supporting the ORR’s objective of protecting passenger interests through long-
term, viable competition.

e 6.2 Passenger Benefits: VTE will raise standards through high-quality customer
service, greater flexibility and a more rewarding experience. From onboard
hospitality and modern design to loyalty integration and fairer pricing, VTE’s offer
is built to attract passengers and grow the market.

e 6.3 Wider Benefits: The project will create jobs, drive investment and accelerate
modal shift. VTE will operate with purpose from day one, aligning with Virgin’s ESG
commitments and the principles of the Better Business Act. It will be a business
that delivers for passengers, employees and society.

e 6.4 Market Growth: VTE will add more than- new seats per day and
stimulate demand through improved service, lower fares and brand-led visibility.
Independent analysis and international precedents provide assurance that VTE
will grow the market, not just take share.

e 6.5 Impact on Other Operators: VTE’s entry will not displace the incumbent.
Instead, it will grow the market, create infrastructure efficiencies and encourage
productivity. A more competitive cross-Channel market will benefit passengers
and strengthen the sector overall.
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6.1 Promoting Effective Competition

Challenging a monopoly

Effective competition in cross-Channel rail requires more than acquiring rolling stock
and operating services. It demands a compelling customer proposition, operational
resilience and the ability to challenge a well-established incumbent with deep market
entrenchment.

The incumbent is a strong and experienced competitor. With over 30 years of
operational history and backing from SNCF and the French state, it has built a brand
that is synonymous with cross-Channel rail. Once a new entrant is confirmed, it will
have years to prepare for that entry. Whilst VTE cannot predict exactly how the
incumbent will respond, it is reasonable to expect that it will defend its market position.
VTE and its shareholders enter this market with a clear appreciation of the challenge at
hand.

Virgin has a proven track record of launching successful challenger brands in regulated,
capital-intensive sectors. From Virgin Atlantic’s entry into transatlantic aviation to Virgin
Trains’ transformation of intercity rail in the UK, Virgin has consistently delivered high
customer satisfaction, operational excellence and market growth. This experience
includes a deep understanding of the commercial, regulatory and operational realities
of running a rail business — capabilities that underpin the credibility of VTE as a long-
term, sustainable competitor.

Brand strength and customer appeal

The Virgin brand will be a key enabler of effective competition for VTE. Recognised
globally for its travel and leisure credentials, Virgin brings immediate consumer trust
and awareness. This is an advantage that will be particularly valuable during the early
ramp-up phase. The diligence underpinning Virgin’s project demonstrates that new
entrants typically take three years to reach steady-state demand. During this period,
brand recognition and customer trust are essential to accelerate uptake and manage
early-stage financial exposure. Virgin’s global presence, heritage in rail and existing
customer base give VTE a foundation that will be commercially advantageous and
support a smoother operational launch.

This is supported by primary consumer research conducted by KSBR on behalf of VTE to
understand the appeal of its offer. The study surveyed more than 2,000 recent or
prospective customers across five travel segments on both sides of the Channel.
Respondents were shown a description of Virgin’s proposed service and asked to
compare it to their most recent journey with the incumbent. The results consistently
showed VTE’s offer as a highly appealing alternative.
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This brand strength and customer resonance are central to establishing a viable long-
term competitor, one that passengers actively choose over the incumbent.

Credible plan and committed investors

VTE’s ability to deliver effective competition is underpinned by a business plan that is
both realistic in its assumptions and robust in its execution strategy. As detailed
elsewhere in this submission, the plan has been independently reviewed, commercially
by LEK, financially by Forvis Mazars and strategically by its funding partners. The calibre
of the funding consortium reflects a shared belief in the viability of the project and a
commitment to long-term success. The backing of these investors follows detailed
diligence and reflects a clear alignment with VTE’s strategic and operational approach.

VTE will adopt a competitive and sustainable pricing strategy. Fares will offer value to
consumers while supporting a viable business model that ensures healthy competition
on the route.

Taken together, these factors demonstrate the strength of VTE’s proposal and its ability
to offer a sustainable, consumer-oriented alternative that enhances choice and
competition in the market. Granting access to VTE would support the ORR’s objective of
fostering effective competition and protecting the interests of rail users.

6.2 Passenger Benefits

The benefits of competition

Competition in rail markets has consistently delivered better outcomes for passengers.
Evidence from the UK and Europe shows that when new entrants are introduced,
passengers benefit from:

e Lower fares: Open access competition has been shown to reduce prices. According
to the ORR (2016), stations with competition on the East Coast Main Line saw fares
fall and passenger journeys increase by 42%, compared to 27% at stations without
competition. More recent publications from the ORR reaffirm the benefits of
competition.

e Improved service quality: According to the ORR (2016), 63% of consumers associate

competition with better customer experience and 61% cite more reliable services.
These findings remain consistent with the ORR’s ongoing monitoring.
e Greaterinnovation: Competition encourages operators to invest in new technology,

service models and customer experience enhancements.
e |ncreased frequency and connectivity: New entrants often introduce additional

services and routes, improving convenience and access.
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These outcomes are well-documented across liberalised rail markets and form a strong
basis for the case to grant access to VTE. They demonstrate how competition can raise
standards, expand choice and deliver better value for passengers.

This view is reinforced by the UK-France Transport Connectivity Declaration (July 2025),
in which both governments affirm the strategic, environmental and economic
importance of international rail. The Declaration explicitly recognises that “the
introduction of new entrants into these markets will bring a greater choice of services
and lower fares” and commits both countries to “continue close collaboration to
examine how to reduce barriers for potential new entrants looking to join the Cross-
Channelrail passenger and freight markets.”

VTE’s proposal directly supports this shared ambition, offering a credible and near-term
opportunity to realise the benefits of competition that both governments have
endorsed.
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Built for growth

VTE’s ambition extends beyond its initial launch plans. It is actively engaging with
stakeholders to explore future expansion, including Stratford, Ashford and Ebbsfleet
stations, and is in dialogue with MPs and local councils. Further European destinations
are also under consideration, with early engagement underway with SBB in Switzerland
and other operators.

In the past 30 years, London-Amsterdam is the only permanent new cross-channel
route to have been launched. But VTE is not entering the market to stand still. VTE is
built for growth, actively engaging with stakeholders on new destinations, new
partnerships and new customer opportunities. This is a proposition designed to expand
the market, not simply enter it.

| | | | I
|
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6.3 Wider Benefits

VTE will deliver benefits that extend beyond the passengers it serves. From job creation
and economic investment to carbon reduction and a purpose-led approach to
business, the projectis designed to deliver long-term value for people and the planet.

Job creation and quality

VTE will create hundreds of high-quality jobs on both sides of the Channel. Its
headquarters will be in the UK, with operational teams located across the UK and
continental Europe. Roles will span frontline and operational functions (including
maintenance staff, station staff, drivers and on-board crew) as well as corporate and
support functions. In addition to direct employment, the project will support many more
jobs across the supply chain, including rolling stock, maintenance, catering and station
services.

The focus is not only on the number of jobs, but also on their quality. Virgin has a long-
standing reputation as a best-in-class employer, built on the belief that investing in
people leads to better outcomes for customers. As Sir Richard Branson has said, “If you
take care of your employees, they will take care of your customers.” This ethos runs
through every Virgin business and VTE will be no exception.

VTE will also bring this approach to its engagement with trade unions. Virgin has a
strong track record of constructive relationships with unions across multiple sectors,
including rail, aviation and telecoms. VTE understands the importance of partnership
and dialogue and it is committed to building a business that works for everyone.

Anchored in the UK economy

VTE will be UK-based, representing a significant investment into the UK economy. It will
employ over 400 people in the UK thereby contributing income taxes, national insurance
and corporation tax revenues, resulting in economic growth through increased
employment, procurement and infrastructure investment.

Increased international connectivity also drives wider economic benefits. Research by
the European Commission has shown that improved cross-border rail links can boost
regional GDP by up to 2.5% over time, through increased trade, tourism and labour
mobility.

Driving the green transition

VTE’s environmental impact will be equally significant. Rail is already the lowest-
emission mode of intercity transport, and modal shift from air and car to rail is one of
the most effective ways to reduce transport-related emissions. VTE’s entry will support
this shift by making rail a more attractive and accessible option.
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By making rail a more attractive and viable alternative to air and car travel, the project
directly supports national and European policy goals to accelerate modal shift and
reduce transport-related emissions.

The Alstom Avelia Stream is one of the most energy-efficient high-speed trains in
operation. It features improved aerodynamics, lightweight construction and
regenerative braking, all of which contribute to lower energy consumption per
passenger-kilometre. Compared to short-haul flights, high-speed rail emits up to 90%
less CO, per passenger, and even compared to private car travel, the emissions savings
are substantial.

VTE will also align with the Virgin Group’s broader ESG commitments from day one. VTE
will adopt a science-based target (SBT) for net zero emissions, in line with the Science
Based Targets initiative (SBTi) and report publicly on its progress. It will operate in a
purpose-driven manner and include net zero targets in management remuneration
plans, reinforcing accountability and long-term sustainability.

Purpose-led governance

VTE will adopt the principles of the Better Business Act — a UK campaign to amend
Section 172 of the Companies Act so that company directors are legally required to
consider people, planet and profit in their decision-making. This approach is
fundamental to how VTE will build and operate its business from the outset.

Virgin has been a vocal advocate of the Better Business Act since 2021, when Virgin
Management, Virgin Red and Virgin StartUp became early signatories. Certain entities
within the Virgin Group went even further by amending their own Articles of Association
to embed Virgin’s purpose of “Changing Business for Good” into their constitution. This
move was championed by Holly Branson, Virgin’s Chief Purpose and Vision Officer, who
has been a leading voice in the campaign and a passionate advocate for aligning
business with societal and environmental impact.

This reflects Virgin’s broader approach to business: purposeful, people-first and planet-
conscious. A few recent and relevant examples:

e Virgin Atlantic’s Flight100: The world’s first transatlantic flight powered entirely by

sustainable aviation fuel, demonstrating the potential for innovation to accelerate
decarbonisation.
e Virgin Media O2’s sustainability programme: Includes a commitment to net zero by

2040, a £500m investment in digital inclusion and active support for the Better
Business Act coalition.

e Virgin Unite and the B Team: Global initiatives to promote responsible business,
climate action and inclusive growth.
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VTE will be built in this mould, combining commercial ambition with a clear sense of
purpose. It will be a business that delivers for customers, employees, investors and for
society as a whole.

6.4 Market Growth

Market expansion

VTE will materially expand the international rail market by introducing new services and
significantly increasing seat capacity. The proposed timetable includes 20 daily return
services, with a strong emphasis on peak-time frequencies to support both business

and eisure vavel. I

This growth is not simply a function of underlying demand, it is growth that VTE’s entry
will enable. The current market is constrained by limited competition and a lack of
service innovation. VTE brings new capacity, greater frequencies and a differentiated
brand proposition, each of which contributes to expanding the addressable market.

Independent research supports this view. According to the 2025 Passenger Demand
Study by LSPH and Steer, the international rail market has the potential to triple by
2040. Nine in ten passengers would choose rail over air when journey times are equal
and even with a 1.5-hour longer journey, half still prefer rail. One-third of passengers are
also flying less for climate reasons. These findings directly support VTE’s expectations
around induced demand and modal shift.

VTE’s growth potential is further supported by the broader Virgin ecosystem. Letters of
support from Virgin Atlantic and Virgin Hotels Collection (see Appendices B8 and B9)
confirm their intent to collaborate with VTE to deliver a joined-up customer experience
across air, rail and hospitality. These partnerships are expected to help drive modal
shift, attract new customer segments and extend the reach of international rail.

While VTE’s impact will be a key driver of growth, macro trends provide a supportive
backdrop too. Population growth in key metropolitan areas, such as Greater London
(projected to grow by more than 7% by 2035) and ile-de-France (expected to grow by
approximately 4% over the same period), is increasing demand for international
mobility.

At the same time, environmental awareness and policy interventions are accelerating
modal shift from air and car to rail. The European Union Agency for Railways (ERA)
identifies high-speed rail as a core solution to reducing CO, emissions. The French
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government has already restricted short-haul domestic flights where rail alternatives
exist, and similar policies are under discussion in other markets.

Taken together, these factors support a clear conclusion: this is a market with
significant growth potential. VTE will help to unlock that growth. It will increase capacity,
attract new passengers and raise the standard of international rail travel, delivering
benefits not just to its customers, but to the wider industry and society.

Induced demand

VTE’s entry is expected to generate significant induced demand — new journeys that
would not otherwise have occurred. This is a well-documented effect in newly-
competed rail markets, particularly when a new entrant offers a more attractive or
accessible service.

Analysis of international high-speed rail precedents has found that new operators
consistently drive market expansion. In five of the six cases reviewed in the preparation
of VTE’s business plan, total ridership increased materially following the entry of a new
operator. For example:

e Onthe Madrid-Barcelona corridor, total rail journeys increased by 58% within three
years of liberalisation.

e On Paris-Lyon, ridership rose by 25% following the introduction of competition.

e Similar effects were observed in South Korea and Taiwan, where new entrants
helped grow the total market rather than simply taking share.

These effects were driven by a combination of better service, lower prices and
increased visibility — factors that are all central to VTE’s proposition. With the strength of
the Virgin brand, integration with Virgin Red and a pricing strategy designed to stimulate
uptake, VTE is expected to have a similar impact.

Induced demand is expected to come from a mix of sources:

e New trip generation, as improved service and pricing make international rail more
accessible.

e Increased frequency of travel, especially among younger and more mobile
demographics.
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Case study: Madrid-Barcelona

The Madrid-Barcelona corridor offers a compelling example of the growth impact of
competition. Prior to liberalisation, the route was served exclusively by Renfe. Since
2021, three new entrants (Ouigo Spain, Avlo and Iryo) have entered the market.

The result has been a transformation in market dynamics:

e Totalrail journeys increased by 58% within three years of liberalisation.

e Fares fell significantly, with low-cost operators offering tickets as low as €9.

e Service frequency increased, with more than 50 daily departures in each direction.

e New customer segments were attracted, including younger and price-sensitive
travellers.

Independent analysis attributes approximately half of the demand uplift to fare and
frequency effects, the same levers that underpin VTE’s proposition. The remaining
growth came from increased visibility, brand differentiation and improved customer
experience.

This example demonstrates the potential for a strong new entrant to expand the total
addressable market, improve customer outcomes and accelerate modal shift.

6.5 Impacton Other Operators

International operators

VTE cannot say with certainty how the incumbent will respond to its entry or what the
financial impact of the incumbent’s response will be. However, one pointis clear: there
is sufficient capacity on all routes to accommodate both VTE’s services and the
incumbents. VTE’s entry will not displace the incumbent.

In fact, there are several ways in which the incumbent may benefit from VTE’s launch:

e Market growth: Competition will drive increased demand, expanding the total

addressable market rather than simply redistributing existing passengers. VTE will
bring significant new marketing investment to the cross-Channel rail market,
resulting in greater visibility and appeal for international rail as a whole.

e |nfrastructure synergies: Shared use of rail infrastructure and terminals could lead to

jointinvestments, cost-sharing opportunities and operational efficiencies. In
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particular, certain fixed station access charges and portions of the LSPH
infrastructure costs are allocated based on the number of services and vehicle
departures. As VTE increases service frequency, this mechanism will reduce the per-
service burden for all operators, including the incumbent.

e [Efficiency gains: Competition is proven to drive productivity. The presence of a new
operator may act as a catalyst for improved asset utilisation and cost discipline.

e Depot collaboration: Alstom’s experience operating multi-user depots may support
more efficient planning and coordination at TMI. This could help improve overall
depot utilisation and maintenance delivery, benefitting all operators.

While VTE’s launch will naturally lead to changes in the competitive landscape, broader
market growth and operational efficiencies may help mitigate any financial impact on
the incumbent. A more competitive cross-Channel rail market will ultimately strengthen
the rail sector as a whole, supporting its role in the future of sustainable, high-speed
European travel.

Domestic operators

VTE recognises the potential impact its market entry could have on domestic operators,
and particularly Southeastern’s high-speed services, which share the same LSPH
infrastructure. With train drivers already a scarce resource, the recruitment of skilled
drivers by a new entrant could understandably cause concern. VTE has no intention of
adversely impacting the operational performance nor the resourcing of domestic
operators.

To mitigate these risks and support industry-wide resilience, VTE has proactively
engaged with Southeastern to explore areas of collaboration. These include joint driver
recruitment and training programmes, rolling stock testing, cross-hiring of resources
and other operational performance initiatives. The scope of these discussions is
outlined Southeastern’s support letter contained in Appendix B21. VTE believes this
collaboration has the potential to enhance its operational readiness while contributing
positively to the wider UK rail ecosystem.
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Chapter 7 Views of Stakeholders

ORR’s Assessment Criteria
Enable persons providing railway services to plan the future of

Relevant Duties . , .
their businesses with a reasonable degree of assurance.

Anticipated Operators’responses to issues raised by other stakeholders
Evidence during the process.
Spalife 16. Does VTE wish to make any representations on issues raised

by other stakeholders that it has not had the opportunity to make

uestions
Q to date?

VTE Chapter Summary

e 7.1 Engagement with Key Stakeholders: VTE has engaged proactively with a broad
range of stakeholders throughout the development of the project.

e 7.2 Political and Diplomatic Engagement: There is significant political support for
the introduction of competition on the cross-Channel route.

e 7.3 Addressing Published Concerns: VTE proactively addresses concerns
highlighted in consultation responses published by the ORR in early June 2025.

7.1 Engagement with Key Stakeholders

VTE has undertaken extensive and proactive engagement with a wide range of
stakeholders throughout the development of its proposal. This engagement has been
critical to shaping a robust, deliverable plan which commands broad support across
key stakeholder groups.

The following summary outlines the breadth of this engagement, split by stakeholder
category.

e Financing providers: Extensive engagement with a wide variety of potential equity
providers prior to the selection of Investor X and Investor Y as lead OpCo co-investor

and AssetCo investor respectively. Comprehensive market sounding process with
lenders too, as set out in Chapter 5.3.

Infrastructure providers: As set out in Chapter 4.2, VTE has engaged with critical
third parties across track, station and depot access. These engagements have

confirmed the feasibility of VTE’s proposed services and the availability of capacity
across the network.

Regulators and safety authorities: As also detailed in Chapter 4.3, VTE has engaged
proactively with all relevant regulatory and safety authorities on both sides of the
Channel. These discussions have confirmed that there are no material obstacles to
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securing the required licences, safety certificates, vehicle authorisations or border
approvals.
e Rolling stock manufacturers: VTE engaged with multiple rolling stock manufacturers

before selecting Alstom as its preferred partner. Alstom provided the most
competitive delivery timeline while also offering a proven, high-quality platform with
full TSI compliance and Channel Tunnel compatibility. The Avelia Stream platform,
backed by Alstom’s track record and longstanding relationship with Virgin, made it
the best option for this project.

e Political and diplomatic stakeholders: As summarised in Chapter 7.2, VTE has
engaged extensively with political and diplomatic stakeholders and is confident
there is a great deal of support for the introduction of competition on the cross-
Channel route.

e Others:

o CIFFCO: Engagement for driver and operational training certification.
o Virgin companies: Virgin Atlantic, Virgin Hotels Collection and Virgin Red are all

engaged as eventual partners of the business, supporting customer acquisition,
loyalty integration and end-to-end travel experience.

Le Train: Collaboration to support regulatory engagement and access in France.
Southeastern: Engaged on a range of operational synergies with intention to
collaborate in support of VTE’s launch and improve efficiency.

7.2 Political and Diplomatic Engagement

VTE recognises that the successful introduction of new international rail services is not
only a commercial and operational endeavour, but one with significant public, political
and diplomatic dimensions. From the outset, it has approached this project with a deep
awareness of its broader implications — for regional connectivity, passenger choice,
decarbonisation and the UK’s global transport ambitions.

VTE has been considered and thoughtful in its engagement with political and diplomatic
stakeholders, ensuring its plans are informed by the priorities of those representing
passengers, communities and strategic transport interests. This engagement has
spanned more than two years and demonstrates VTE’s commitment to delivering a
service that aligns with the public interest and supports wider policy goals.

Stakeholder quotes and letters of support

The following stakeholders have provided formal statements or letters of support, all of
which are included in the Appendices:
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e SojanJoseph MP, MP for Ashford: Emphasised the importance of maintaining
competitive access to TMI and cautioned against the risks of monopoly control by a
single operator. See Appendix B23 for full quote.

e Gareth Bacon MP, Shadow Secretary of State for Transport: Endorsed the need for
competition at TMI, highlighting the benefits of innovation, better value, and
increased choice for passengers. See Appendix B23 for full quote.

e Kent County Council: Provided a letter of support highlighting the regional benefits
of competition and the importance of maintaining access to international rail
services for Kent communities. See Appendix B18 for full letter.

e Campaign for Better Transport: In a letter to the ORR, strongly supported fair access
to TMI and the principle of competition on LSPH’s infrastructure, citing benefits for
passengers, the economy and the environment. See Appendix B22 for full letter.

Other stakeholders with whom VTE has engaged

In addition to those who have provided formal statements or letters of support, VTE has
engaged extensively with a wide range of political, diplomatic and industry stakeholders
across the UK and Europe. This includes nearly two dozen Members of Parliament and
Members of the House of Lords, including the current and former Shadow Secretaries of
State for Transport, the former Rail Minister and members of the Transport Select
Committee.

VTE has also met with locally relevant representatives, including the MPs for Ashford
and Leyton & Wanstead - the constituencies covering TMI and Ashford International
respectively. Engagement has also included the Deputy Mayor of London for Business,
Transport for West Midlands, Transport for Greater Manchester and Kent County
Council, which has provided a letter of support highlighting the regional benefits of
competition and the importance of maintaining access to international rail services for
Kent communities.

VTE has met with the French Embassy in London and presented at the All-Party
Parliamentary Rail Group to discuss the future of international rail and the opportunities
for growth. This diplomatic and parliamentary engagement reinforces VTE’s
commitment to shaping the sector’s future and ensuring that the interests of
passengers, communities and the wider economy are reflected in the development of a
more competitive cross-Channel market.

VTE is encouraged by the support it has received from many of these stakeholders. As
set out in the Chapter 4 (‘Operational Readiness and Viability’), it will continue to work
closely with them through the mobilisation phase to ensure that key voices across
government and the wider political landscape are not only heard, but meaningfully
reflected in the delivery of a new, high-quality international rail service.
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7.3 Addressing Published Concerns

Eurostar’s response dated 28 April 2025 to the ORR’s consultation.

In its letter of 28 April 2025, the DFO identifies several concerns it has with the
deliverability of the IPEX report. As a general observation VTE notes that IPEX has recent
and significant global experience using its renowned depot modelling tools to
accurately assess depot operations. As experts in its field, IPEX has concluded that (i)
capacity currently exists at the depot; and (ii) more could be made available with
changes to current operational practices. It is evident that efficiencies in the current
depot operational practices, can be achieved through competition and shared depot
usage .

VTE is committed to working constructively with the DFO to better understand its
current operational practices and to make the planning of the depot operations more
efficient. It is ready to engage on that basis once the ORR has made its access decision.

Regarding some of the specific responses in the DFO’s letter, VTE makes the following
comments:

e Heavy maintenance: The DFO observes that heavy maintenance falls outside the
scope of Section 17. As stated in VTE’s 17 January 2025 response to earlier DFO
representations on its Section 17 application, VTE would be prepared to make a
complementary appeal under Regulation 32 of the Access Management Regulations

for any heavy maintenance requirements.

e Earlier draft: The DFO refers to an earlier draft of the IPEX report which it claims
concluded that the maintenance shed was fully utilised and that no latent capacity
existed. VTE cannot pass comment on a draft it has not seen, but notes that IPEX is a
highly reputable organisation and would only revise its conclusions based on
evidence.

e |PEX’s proposed options: VTE notes the DFO’s comments on the availability of the
1.6 roads. In its own response of 28 April 2025, VTE identified several areas where
more capacity could be released. VTE maintains that the 1.6 available roads
identified should be seen as the minimum space that is available at the depot. With
positive engagement and some reasonable adjustments to operational practices,
VTE is confident that sufficient time exists to ensure robust maintenance plans are
developed.

e Moving non-maintenance outside the shed: The DFO comments that moving non-
maintenance activities outside of the shed would not free up meaningful capacity.
VTE believes that in a capacity-constrained environment and with sufficient prior
notice, these would be appropriate and reasonable adjustments to make to increase

shed capacity at the depot.

_72_



| Chapter 7 | Views of Stakeholders |

Storage of decommissioned e300 sets: The DFO acknowledges that the

decommissioned e300 sets are stabled at TMI for convenience, but warns of the
significant cost, time and resources to move them. VTE notes that the cost of
removing them should not be a factor in the ORR’s decision. The depot is a strategic
asset and should be used efficiently.

Increased use of current €320 fleet: VTE notes the DFO’s ambitions to increase
utilisation of the current fleet of €320s. In support of this the DFO cites a trend of
increasing utilisation through 2023 and 2024, though VTE notes that this appears to
VTE to be more likely driven by recovery from the Covid-19 pandemic than by

genuine improvements in utilisation. VTE would also expect that maintenance on
e320 sets deployed on the Paris-Amsterdam route would more logically be carried
out on the continent at one of its shareholder’s depots, thus making more capacity
available at TMI. Using TMI to support Paris-Amsterdam services, which do not
originate or terminate in London, appears to VTE to be a suboptimal use of a UK-
based capacity-constrained facility with unique capabilities to serve the cross-
Channel market.

New fleet: The DFO references a new fleet it is intending to procure. VTE notes that,
as far asitis aware, no firm order for the new fleet has been made, although it
understands from previous announcements that many of the new trains will replace
the ex-Thalys trains used on continental routes. The DFO also comments that it “has
committed to the necessary investment in new facilities to service [the new fleet]”.
However, with no details published, VTE is unclear on whether such investment has
in fact been committed.

Limitations of the Section 17 process: VTE notes the section on limitations of the

Section 17 process. VTE has set out above that the available capacity identified at
the depot by the IPEX report is sufficient for its needs and therefore VTE does not
concur with the comment that “...capacity realised would be insufficient to satisfy
the needs of any one operator...”. The Section 17 process is designed to ensure fair
and transparent access to shared infrastructure and VTE believes it is therefore
functioning as intended.

VTE remains confident that the Section 17 process, supported by the IPEX report,

provides a fair and transparent mechanism for assessing access to TMI. While the

DFQO’s concerns are noted, VTE believes that the evidence clearly supports the

conclusion that its proposed use of the depot can be accommodated without detriment

to operational performance. VTE looks forward to constructive engagement with all

parties to ensure that the depotis used efficiently and in a way that supports growth,

competition and improved outcomes for passengers.
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Glossary of Defined Terms

Apex Apex Rail

APIS UK Authorisation for Placing in Service

AssetCo Rolling stock-owning company

Avanti Avanti West Coast

CTIGC Channel Tunnel Intergovernmental Commission
CTSA Channel Tunnel Safety Authority

DFO Depot Facility Owner

DFfT Department for Transport

DGITM General Directorate for Infrastructure, Trasport and Mobility
EPSF Etablissement Public De Securite Ferroviare
ERA European Union Agency for Railways

HS1 High Speed 1 line

investor X T
investor ¥ I

IPEX IPEX Consulting Limited

IPEX report The IPEX capacity assessment
JPM Joint Project Manager

KSBR KSBR Brand Futures

LEK L.E.K. Consulting LLP

LSPH London St. Pancras Highspeed
MSA Manufacture and Supply Agreement
NTP Notice to Proceed

OpCo Operating company

ORR Office of Rail and Road

PAF Police Aux Frontieres
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SPX London St. Pancras International

Supporting Lenders |
™I Temple Mills International depot

TSA Train Services Agreement

Virgin The wider Virgin group as defined in this document
Virgin Group The wider Virgin group as defined in this document

Virgin Holdings Limited, or another holding company within

Virgin Investor the Virgin Group

VTE VTE Holdings Limited
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Appendix B2. Letter from Virgin Holdings Limited
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Appendix B8. Letter from Virgin Atlantic’s CEO
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Appendix B9. Letter from Virgin Hotels Collection’s CEO
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Translation of letter from SNCF Réseau:

Dear Mr Whittingham,

Virgin contacted SNCF Réseau on 28 April 2023 to present its plans for an international
high-speed rail service between London, Paris and Brussels. This project, setoutin a
formal letter of intent sent to SNCF Réseau on 15 September 2023, provides for
operation from 2029, with 13 daily services in each direction between London and Paris
Gare du Nord and 7 daily services in each direction between London and Brussels, 3 of
which are extended to Amsterdam.

SNCF Réseau, in its capacity as infrastructure manager of the national rail network,
welcomes any initiative that contributes to the development of the rail service and
increases the use of the infrastructure. In accordance with its obligations of neutrality,
fairness and transparency, SNCF Réseau offers structured support to any operator or
applicant expressing a formal interest in using the network.

In this respect, we confirm that we have been informed of your project and that we have
entered into a technical and commercial dialogue with your teams in accordance with
the support standards set up by SNCF Réseau for any potential new customer, in
compliance with the applicable regulatory framework. This dialogue, which began in
2023, has given rise to several exchanges, in meetings or electronically, between your
representatives and SNCF Réseau teams. These exchanges have enabled SNCF Réseau
to get to know the broad outlines of your project, to understand what is at stake and to
give you the best possible guidance at each stage you will need to go through to make it
areality.

As with any relationship of this nature, these exchanges are covered by the
confidentiality obligations imposed on SNCF Réseau as part of its duties. Depending on
the case, these obligations are formalised by a confidentiality agreement signed by the
parties or framed by our Confidential Information Management Plan (PGIC), applicable
to all our staff.

SNCF Réseau's aim is to facilitate access to technical and regulatory information, and
to offer all applicants, in a uniform manner, a better understanding of the steps to be
taken to access the national rail network. In this context, the following were presented:

e therespective roles of SNCF Réseau and its subsidiary SNCF Gares &
Connexions in managing access to the national rail network;

e the capacity request process and the procedures for allocating rail capacity as
described in section 4 of the Network Reference Document (DRR);

e the conditions of access and contractualisation referred to in section 3.3 of the
DRR, including the criteria for analysing requests for framework agreements, with
regard to implementing regulation (EU) 2016/545;
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e the applicable tariff structure, detailed in section 5 of the DRR, including the
incentive mechanisms that can be used under certain conditions for open access
services, i.e. development aid and negotiated tariffs. For the record, these two
measures are in no way linked to the signing of a framework agreement;

e access to service facilities, the terms of which are set out in section 7 of the DRR
and on the website of the Platform for Services to Railway Undertakings (PSEF):
www.psef.sncf-reseau.fr. It is on the basis of these provisions that the interest
you have expressed in the Landy maintenance centre will be examined;

e therole of the Transport Regulation Authority (ART), which is responsible for
ensuring compliance with the rules on fair access to the network and for dealing
with any disputes that may arise.

With regard more specifically to framework agreements, pursuant to article 3.3.1.3 of
the DRR 2025, the opening of a framework line is subject to the presence of two legally
distinct candidates, with different legal entities, running or planning to run on an
identical type of line (LGV or conventional line). The DRR 2025 then distinguishes
between two situations: where the line in question is already published as a framework
line, and where it is not.

To date, the Paris-North — Channel Tunnel line has not yet been published as such
within the meaning of the DRR. However, a request to open a framework line may be
made as early as the first half of year A-3 preceding the order period in question, or even
earlier, if itis justified by objective factors relating, in particular, to the launch of a new
service. However, a framework agreement may not be concluded more than 5 years
before the opening date of the first train path day order period targeted by the applicant.

SNCF Réseau will examine any such request, in particular with regard to the presence of
at least two applicants on the line concerned as well as the elements listed and defined
in Article 8 of Regulation (EU) n°2016/545 and recalled in Article 3.3.1.3 of the DRR.

If, following this examination, SNCF Réseau expresses its intention to conclude a
framework agreement with the applicant, the line concerned becomes eligible for the
conclusion of other framework agreements. This eligibility is materialised by the
publication of the line as a framework line, opening a period (of between 1 and 4
months in accordance with Regulation (EU) 2016/545) during which other potential
applicants may submit applications.

At the end of this period, if the applications received satisfy the conditions listed in
Article 8 of Regulation (EU) 2016/545, SNCF Réseau may express its intention to
conclude a framework agreement. However, in the event that all the requests exceed
the maximum framework capacity determined in connection with the Reference
Operating Plan (PER), SNCF Réseau will be obliged to apply the coordination procedure
provided for in Article 9 of Regulation (EU) 2016/545. The purpose of this procedure is to
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seek, in consultation with the applicants concerned, the best possible allocation of
available capacity. Its duration and outcome will depend on discussions with all the
parties concerned.

In conclusion, and in compliance with the regulatory framework governing SNCF
Réseau's missions, | confirm that its teams are mobilised to continue supporting your
company in structuring its project on the French rail network. In addition, SNCF Réseau
maintains regular exchanges with its European counterparts (Getlink, London Saint
Pancras Highspeed, Infrabel and ProRail in particular) in order to promote, within the
limits of its competences, a coherent articulation of the responses provided by the
different infrastructure managers to customers wishing, like you, to develop an
international activity.

I sincerely hope that your project will be able to progress to the stages required for
formal approval.

Please accept, Mr Whittingham, the assurances of my highest consideration.
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Appendix B13. Letter from SNCF Gares & Connexions
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Translation of letter from SNCF Gares & Connexions:

Mr Whittingham,

In March 2024, VIRGIN contacted SNCF Gares & Connexions to explain its plans for an
international high-speed rail service linking London to Paris, Brussels and Amsterdam.
We have been informed of the company's intention to operate services at Paris Nord
station from 2029, providing 3 services:

e upto 13 services a dayin each direction between Paris and London,
e upto 4 services adayin each direction between London and Brussels, and
e upto 3 services adayineach direction between London and Amsterdam.

SNCF Gares & Connexions welcomes any project that contributes to the development
of rail transport and the opening up of the market. As the manager of passenger stations
on the national rail network (RFN), we confirm that we are fully committed to supporting
the projects of each of the Railway Undertakings, in strict compliance with the
principles of transparency, fairness and non-discrimination that govern our action and
in line with the strategic orientations of SNCF Gares & Connexions.

A number of discussions took place with representatives of VIRGIN. These proved to be
constructive and enabled us to better define the outlines of their project, understand
their service requirements and initiate an operational dialogue on the terms and
conditions of their future service.

Our interactions are covered by the confidentiality commitments to which SNCF Gares
& Connexions is bound. They form part of the process of reciprocal contractual
commitments set out in the Station Reference Document (DRG), a regulatory document
that specifies the conditions of access to regulated station services, their pricing and
the associated procedures.

The DRG, which is available on our website, describes the basic services (passenger
information, flow management, cleanliness, security, etc.) as well as the special
services (PSH/PMR assistance, station areas, cross-Channel services, etc.). The
services requested by VIRGIN will of course be examined within this regulatory
framework, on an equitable basis, as for any other applicant.

In this respect, VIRGIN will have access to the following services, once it has access to
the corresponding train paths:

e the basic service,

e the cross-Channel service,

e special mandatory services,
e optional services on request,
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e close support from a dedicated project manager in our Carrier Customers
Department.

We would also like to emphasise that any request to occupy space, provide specific
services or extend the opening of facilities will be handled in accordance with the
procedures defined in the DRG and will, where applicable, be the subject of a specific
contract, under an access or occupancy agreement.

In compliance with the regulatory framework and our public service commitments, our
teams remain fully mobilised to support VIRGIN in the realisation of its project.

I sincerely hope to see your project come to fruition, and | and my teams remain at your
disposal to help you achieve it.

Yours sincerely,
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Appendix B14. Letter from Infrabel
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Appendix B15. E-mail from ProRail
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Appendix B16. E-mail from SNCB Réseau et Services
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Appendix B17. E-mail from Border Force
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Appendix B18. Letter from Kent County Council
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Appendix B19. Letter from the ORR
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Appendix B20. Letter from Le Train
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Appendix B21. Letter from Southeastern
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Appendix B22. Letter from Campaign for Better Transport
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Appendix B23. Political and Diplomatic Engagement — Supporting Quotes

Sojan Joseph, MP for Ashford

“l met with the Virgin project team earlier this year for a constructive and positive
discussion about the progress they have made towards launching a cross-channel
service and the possibility of reopening stations in Kent.

“Itis important one operator does not have a total monopoly over the Temple Mills
depot. We must keep the potential for market competition open in order to maintain
high standards for passengers travelling to and from Europe.”

Gareth Bacon, MP for Orpington & Shadow Secretary of State for Transport

“International rail would certainly benefit from fresh competition and opening up
Britain’s only cross-border depot to this is highly desirable.

“Passengers have faced rising fares and limited choice for too long. The ORR’s report
makes clear there is space for a new entrant at Temple Mills and we believe that the
capacity should be used to open up the market and drive international rail innovation.

“If any operator can deliver better value and more options for British travellers, they
should be given a fair chance to prove it. The Government must follow suit by making
sure private enterprise and British ambition receive the green light.”
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