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GC/RT5022 Two Rails and Rail Joints  |D6.3 06/125/TNC  |High output track renewals sites on (It is proposed to undertake a trial of High Output track renewals work on Great Western is 06/06/2006 (06/06/2007 02/06/2007 |Network Rail TNC [Yes
Network Rail Great Western running over temporary clamped joints |resulting in 50 mph TS's up to 2 miles long, with obvious (document
Territory. at speeds increasing from 55 to 80 catastrophic effects on train punctuality and train path ceases to be
mph. The trial will be managed by the [availability. Some mid-week work has been achieving 80 in force).
High Output Team associated with the |mph TSRs as the track geometry is appropriate and it is
RM 900 RT Ballast Cleaner and/or possible to make the in-track closing welds in the same
P95 UK Track Relaying System. possession. The 80 mph handback has been successful
in terms of minimising impact on train punctuality and
path availability. For week-end work the higher renewal
length impacts on number of welds that can be achieved.
Cancellation of some work is now inevitable without
handback at 80 mph over clamped temporary rail joints.
No reduction in safety, clamps used at 100mph on
German railways (DB). Trial phase only, subject to
review. Limited numbers of specially trained staff to be
used in implementation phase of the trial.
GC/RT5033 One Terminal Tracks - 5.1.4 01/117/DGN |Bufferstops at Euston Station, For trains less than 137T in weight The new bufferstops offer a significant improvement over |20/06/2001 |Until revised RGS is Railtrack DGN |Yes
Managing the Risk Platforms 1 and 2 (Class 158 and Class 313, 2 and 3 car |the drag sled type bufferstops installed previously at issued and implemented
sets) the average retardation rate will |Euston.
exceed 0.25g.
Two and three car sets are not booked to use Platforms 1
The extent of the non-compliance and 2. Operational use is possible, however, this will be
depends on the degree of passenger |limited to exceptional circumstances, e.g. DC lines under
loading as follows: possession. Provided the mitigation measures listed
above are implemented/retained, the residual risks
Retardation Rate (Empty) associated with this non-compliance do not warrant
major, additional works to the station, or, reducing the
2 Car Sets: Class 158 4.57 m/s? (73T) |operational flexibility of the re-modelled infrastructure.
3 Car Sets: Class 158 3.03 m/s?
(110T) See documentation attached to application for details.
3 Car Sets: Class 313 3.15 m/s?
(106T)
Retardation Rate (Fully Laden)
2 Car Sets: Class 158 3.24 m/s?
(103T)
3 Car Sets: Class 158 2.17 m/s?
(154T)
3 Car Sets: Class 313 2.21 m/s?
(151T)
The bufferstops provide compliant
retardation rates (<0.25g) for all trains
greater than 137T in weight.
GC/RT5110 Two Design Requirements (9.2 01/305/DGN |Concerns the following footbridges |Amendment to the requirement for the |Risk Assessment, RLE Technical Report Rail Safety no:  [29/11/2001 [N/A Document  |Railtrack DGN |Yes
for Structures being constructed as part of the parapet to be imperforate on a number |000-RUG-RLEJS-00113-AB "Non Standard Stainless ceases to be
new Channel Tunnel Rail Link: of non-standard steel girder truss Steel Parapets on Section 1", attached to application. in force on
bridges. 04/08/2007

Deviations in force as at 08/03/2010

Greensands Way
CTRL location - 89+160
Railtrack location - 58m39ch

Cattle Market
CTRL location - 89+842
Railtrack location - 55m66ch (XTD)

Crowbridge Road
CTRL location - 91+915
Railtrack location - 57m8ch (XTD)

All bridges are in the Ashford area
- Railtrack Southern Zone - and
span CTRL and/or Railtrack
infrastructure.

Applies only to footbridges being built,
or modified, to accommodate the new
Channel Tunnel Rail Link.

The engineering and architectural design acceptable to
Ashford Borough Council has been to provide steel girder
truss bridges at these locations. However, owing to
concerns raised by Ashford Borough Council regarding
safety and security of the general public using these
bridges the planning consents process required CTRL to
consider transparent parapets. The use of strengthened
glass was originally proposed, however, this was
unacceptable owing to the risks from breakage. After
extensive consultation with Ashford BC and HMRI the
agreed solution was to provide perforated stainless steel
parapets on these bridges. The use of perforated
parapets on these bridges has secured non-objection
from HMRI.

Technical Report Rail Safety no: 000-RUG-RLEJS-
00113-AB "Non-Standard Stainless Steel Parapets on
Section 1" has been reviewed and approved by the CTRL
Project.

Derogation was discovered during detailed design of
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these bridges and as part of the independent review and
approval by CTRL Compliance Review Group.
Other documents attached to application are:
(a) 001-L98-LKASH-00049-15.20.3-400-SC.doc, 26 May
1998, Minutes of Ashford/HMRI Cattle Market Bridge
meeting, CTRL Project Offices Tottenham Court Road.
(b) 001-L99-LKASH-00029-400-ASH-3-S10-SC, 26 April
1999, Letter from Nick Street (RLEO) to Martin Vink
(Ashford Borough Council)
(c) HMRI letter of 21 May 1999, David Sawer (HMRI) to
Simon French (URS), "Cattle Market Footbridge, Ashford"
(d) HMRI letter of 2 April 2001, David Sawer (HMRI) to
Simon French (URS), "Channel Tunnel Rail Link - Section
1, Cattle Market Footbridge"
Ashford Borough Council planning consents requires
transparent parapets for footbridges in these locations.
The original suggestion of glass parapets was judged
unacceptable by the Project.

GC/RT5203 Three  |Infrastructure 8.2 04/055/DGN  |The geographical scope of the \Work to install and upgrade SPT Risk Assessment attached to application. 21/06/2004 |N/A Network Rail DGN |Yes
Requirements for derogation covers the full extent of |walkways has been carried out. These
Personal Safety in the main routes of the West Coast |works have complied with the A derogation is sought in these cases on the basis that
Respect of Clearance Main Line requirements of GC/RT5203, with the |[the safety benefit is disproportionate to the cost of
and Access exception of the walkway level compliance. Figure 1 presents a schematic diagram of the

requirement, which has not been standards requirement and the proposed derogation

achieved in 350 cases, (approximately [allowance. Appendix A presents a schedule of all WCRM

20% of the total number of SPT locations. Appendices B and C are graphs showing the

walkways on WCML). distribution of walkway levels and walkway to sleeper
gradients among the walkways already built. The

The degree of the derogation varies  |arguments in favour of the proposed derogation are

with the distance from the track level |detailed below.

to the SPT Walkway. At a typical

offset of 2.1m. the walkway will be a (1. The construction of compliant walkways on WCRM

maximum of ~250mm below top of routes would often require major works such as retaining

sleeper level. walls and elevated platforms that would divert resources
from projects that could provide greater safety benefit.
Compliance would only mitigate against a very small
proportion of, if any, driver injuries (See Section 8).
2. Construction on steep banks or in steep cuttings could
instigate slope instability with consequent risk to the
operational railway.
3. The requirement to retain access to existing drainage
and cable routes would necessitate significant
expenditure.
4. Where land-take is restricted, a compliant SPT
walkway at a higher or lower level than that of a compliant
cess walking route may form an obstruction to that
walking route. Steps to allow the SPT walkway to be used
as the walking route would be required, otherwise it would
obstruct the walking route and require them to pass
trackside of the obstacle.

GC/RT5203 Three  |Infrastructure 3 and 6.5 04/056/NC The geographical scope is the full |Having concluded that the standard  [The proposed changes to GC/RT5203 comply with the 09/06/2004 |Until revised RGS is Network Rail NC |Yes
Requirements for extent of the main routes of the requires the installation of steps or decision criterion 1.1 (b) (iii) in Annex G of the RGS Code issued and implemented
Personal Safety in West Coast Main Line ramps to access CPoS or cess because they represent a more practicable and cost
Respect of Clearance walkways wherever they are more the |effective means of achieving the same risk control as the
and Access 0.5m above or below the top of measures they replace.

adjacent sleepers, WCMU assessed
the cost of doing so (>£2m) and
considered it to be disproportionate to
the benefit for the following reasons:
1. Where the intermediate ground
between track and cess walkway has

Deviations in force as at 08/03/2010
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a shallow slope and is free of
obstructions, track workers will
naturally choose it as the direct route
to a position of safety. Compliant
provision would result in a short,
shallow, run of steps that would be
redundant and would divert resources
from projects that could provide
greater safety benefit elsewhere.

2. Any measure to enforce the use of
steps or ramps in areas where direct
access is more convenient could
increase the risk to track workers from
train movements due to the additional
time taken to access them prior to a
train arriving at the site.

3. The widespread provision of steps
and ramps could become a
maintenance liability and, if they are
subject to vandalism, they could
become a hazard to train movements.

4. Steps or ramps could obstruct
access to existing drainage or cable
routes in the cess, thus hindering
maintenance.

It is thought that the spirit of the
standard is intended to require steps
or ramps where beneficial and
reasonably practicable.

Steps or ramps have only been
provided for access to Continuous
position of safety or Cess Walkways
where access cannot reasonably be
gained from the adjacent line by the
existing gradient or provision of a
graded slope. The definition of
'reasonable’ is contained within the
proposed wording of the standard
change below.

GC/RT5212 One Requirements for G2 and Appendix |04/050/NC National GE/RT8029 Appendix B gave a Jon Taylor, Principal Track and Structures Engineer, 29/04/2004 |Until revised RGS is Network Rail NC |Yes
Defining and 1 'Structure gauge for areas close to the [Railway Safety, confirms that it was not the intention to issued and implemented
Maintaining plane of the rail'. This included an exclude bridge girders from the area permitted by
Clearances area defined as being an 'area for GE/RT8029 when GC/RT5212 was drafted. The

dwarf signals, bridge girders, and exclusion was inadvertent - there are no safety grounds
other lineside equipment (conductor  [for such an exclusion.

rail equipment, such as hook switches,
is also permitted to utilise this area)'.
The area extended outwards from a
point 240 mm + 318 mm = 558 mm
from the nearest running edge, to a
height of 110 mm. In GC/RT5212
Appendix 1, the various areas
included in the 'Structure gauge for
areas close to the plane of the rail'
have been consolidated into an area
designated as an 'area reserved for
items intended to come in close
proximity to trains (for example,
conductor rails and AWS magnets)'.
Bridge girders have therefore been
excluded from the area permitted by
GE/RT8029 (as bridge girders are not
'intended to come in close proximity to
trains' in the same way as conductor
rails and AWS magnets).

Deviations in force as at 08/03/2010
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Severity/degree of non-compliance is
considered to be Minor - fixed
infrastructure, including bridge girders.

GC/RT5212 One Requirements for G2 and Appendix |05/001/DGN |Retractable Restraining Device Retractable restraining device (RRD) |Existing site constraints prevent full compliance with 14/02/2005 [N/A Heathrow DGN |Yes
Defining and 1 which acts as a catch point to in the headshunt at Heathrow Express |[GC/RT5212 and the requirements for lower sector Express
Maintaining prevent a train in the headshunt CTA, when locked in the down clearance. Extensive raising of rails would be required, Operating
Clearances from rolling into the running line position, can extend as much as including turnout from main running lines as it is Company

between CTA and Terminal 4. The [62mm ARL when raised until impossible to lower the RRD. A derogation has already

scope of this certificate is limited to |restrained by the locking pin. been granted for Type 32 rolling stock by Derogation No.

vehicles not conveying 02/196/DGN. This application is for the derogation to be

passengers. Up to 62mm inside the structure renewed and extended to cover Type 360/2 rolling stock.
gauge.

GE/RT/8000/T3 |One Possession of the line |Sections 8, 10, 06/119/NC The proposal is for a trial(s) of the |Compliance with the Rule Book Trial site(s) as outlined in Document 6 (attached to 18/07/2006 |Until RGS is revised and Network Ralil NC |Yes
for engineering work  (14.5, 14.6, 15.2, revised protection arrangement set [requires that a T3 possession may original application). issue is implemented.

and form 3198. out in Documents 2 and 4 only be taken around one train and no

(attached to original application & |[provision currently exists within it for

revised as attached). The trial(s)  [giving up a possession around a train.

will be controlled in terms of A series of trials using the

geographical area(s), duration and |methodology set out in Documents 1

instructions. and 3 (attached to the original
application) is proposed to evaluate
the feasibility of easing the former
requirement and introducing the latter.
Documents 1 and 3 (attached to the
original application) give details of the
proposed arrangements. These
include processes for planning the
work, agreements to be reached
between the PICOP, Engineering
Supervisor, Driver and Signaller, the
protection to be provided, applying the
protection, authorisation for train
movements, safety of persons on the
track and completion of the work. This
is on the basis that a T3 possession
may be taken around more that one
train but only given up around one.
These arrangements require various
existing Rules to be modified. These
are listed above.

GE/RT2000 Two Engineering 6.3 07/025/DGN  |CCB/VAB to issue Certification A decision has now been taken to As these two vans are available and specifically quoted in |22/03/2007 |- EWS (on behalf [DGN |Yes
Acceptance of Rail against evidence of conformance |carry out a full C4 overhaul on 99545 [the HSE exemption certificate it is considered prudent to of VSOE)
Vehicles to pre-1994 designs, rather than  |& 99538 if necessary, changing the prepare to reinstate/maintain their operational status as it

current Railway Group Standard  |bogies for the more robust B5 type to |is evident that the replacement vehicles will be effectively
requirements for vehicles 99538  [improve the vehicle and reduce the quarantined for an indefinite time.
and 99545. number of bogie types operated by
VSOE. The CCB will issue Certificates |In re-instating 99545 & eventually overhauling 99538, it
of Conformance upon satisfactory has been decided to carry out a full C4 overhaul to BP-
demonstration of conformance to the [VIO001/1A, part of the Certificated VSOE maintenance
modification being carried out plan, and to fit B5 bogies in place of the Commonwealth
according to BR designs: bogies as built. This upgrade was regularly carried out by
BR on its Mk1 fleets, giving a more robust bogie & better
C-A1-16398 issue D: Conversion of Cl [ride. Interfleet Technology is the VAB and will carry out
305, 302, 307 Trailer Vehicles for B4 [Engineering Aceptance including the B5 bogies. They will
& B5 trailer bogies verify the brake force by load cell tests.
SC/SW4008 issue B: Modificationto  [The B5 bogie fitted in accordance with the BR drgs.
MK21 Underframe to Suit B4 & B5 quoted has been proven by operation of a large number
trailer bogies of vehicles for a period in excess of 40 years. This
experience indicates that with the appropriate
SC/DE 48350: Arrgt. of air brake maintenance its structural integrity is adequate for all
cylinder for dual brake vehicles with normal service at speeds up to 100 mph. The Pullman
B4, B5 & Commonwealth bogies. train formation is limited to 75 mph by the wooden-bodied
vehicles; steel cars are limited to 90 mph.
B5 bogies maintain the vehicles' compliance to C1 gauge
and braking requirements.
GE/RT2000 Two Engineering 6.6.3 07/037/TNC  |This derogation application applies [See Section 4 of the attached The revision of applicable RGS to allow Steam 26/03/2007 |From 01/03/2007 to West Coast TNC [Yes

Deviations in force as at 08/03/2010
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Acceptance of Rail Revised on only to ex Sout h|documentRef. ERPS/NMPW280905 [Locomotives to achieve full compliance would be at odds 01/06/2007. Railways
Vehicles 26/03/2007 Nel sond Cl ass st |prepared by Resco Railways: Review |with the requirements for the RGS to regulate the current EWS
E850 (98750) and for operation of compliance and Non-Compliance of [and future railway operation.
over the entire Network Rail Steam Locomotive 98750 'Lord Reasons why it is not reasonably practical to achieve
Controlled Infrastructure network. [Nelson' against the Requirements of  |compliance can be found in Section 5 of the supporting
Railway Group Standards in Support |document Ref. ERPS/NMPW280905. In general it is
of Derogation Application. considered that it is not reasonably practical to achieve
compliance because doing so would require significant
modifications to the locomotive which would detract from
its originality and its ability to replicate a bygone age as a
heritage and special services vehicle.
GE/RT8000/AC2 |One Rule Book Module Section 7 04/143/NC The geographic area covered by  |A Nominated Person will be permitted |It is not reasonably practicable for one Great Easternto  |27/07/2004 |Until revision to Rule Book One Great NC |Yes
AC2 - Working on or fleet engineering staff at liford to give an OLP to a Designated train and certifcate its depot staff as COSS, as they is issued and implemented Eastern Railway
near to the OLE depot, certificated as Designated |Person, as well as a COSS. The cannot meet the practical assessment requirements for
Persons and required to attend Designated Person will be permitted to [COSS which are defined in GO/RT3358.
trains involved in de-wirements act within the authority given to a
and other problems between train |COSS under the OLP, to sign it and to |In particular, Designated Persons do not have to apply
and overhead line equipment. return it to the Nominated Person red/green zone rules, which form part of the COSS
when work is complete. assessment requirements. Designated Persons are
Work within scope is limited to trained and certificated to similar standards of safety
activites to make overhead The degree of non-compliance is low, |(personal and for those in their workgroup), based on
equipment on a train safe for in that a Designated Person is certified |rolling stock related tasks for which the DP qualification
movement to liford depot, including [as competent to apply the necessary |and rules are designed.
separating the pantograph from rules and in compliance with
overhead wires and ensuring the  |GO/RT3358.
pantograph is secure and within
gauge for movement.
GE/RT8000/M2 |One Train stopped by train |4.1 a), 5.1 a), 5.1 |05/102/DGN |The application relates to the The derogation covers the provision of |This derogation applies solely to the provision of 08/09/2005 |N/A Virgin Trains DGN |Yes

failure

b), 5.2, 5.3 a), 5.3
b), 5.4

Deviations in force as at 08/03/2010

provision of assistance to a failed
class 220/221 train on the down
line at Dawlish sea wall in times of
high tide and excessive storms.
The limits of Dawlish Sea Wall are
defined as Dawlish Warren Station
(204 miles, 34 chains) to
Teignmouth Station (208 miles, 70
chains), on the down line.

assistance to a failed class 220/221
train on the down line at Dawlish sea
wall in times of high tide and
excessive storms. The limits of
Dawlish Sea Wall are defined as
Dawlish Warren Station (204 miles, 34
chains) to Teignmouth Station (208
miles, 70 chains), on the down line.

A derogation is sought from the rule
book requirement to apply detonator
assistance protection for a failed class
220/221 on the down line at Dawlish
sea wall in times of high tide and
excessive storms.

Following operational experience,
modifications have been implemented
on the class 220/221 fleet to prevent
sea water related failures in all but the
most extreme weather conditions.
CrossCountry Trains have participated
in an industry review of Level 1 and
Level 2 Working to reduce the risk of
trains being exposed to unacceptable
weather conditions.

A risk assessment has been
completed which supports the
derogation in these circumstances and
this location only. The risk assessment
demonstrates that the risks arising
from train crew or passengers gaining
access to track side in storm
conditions are unacceptable.

In the event of a class 220/221 failing,
the proposed derogation permits
controlled assistance using an
autocoupler fitted locomotive without
detonator protection. This reduces the
risk of injury to or drowning of train
crew applying detonators.

assistance to failed class 220/221 train on the down line
at Dawlish sea wall in times of high tide and excessive
storms, when an auto coupler fitted rescue locomotive is
available. Not therefore appropriate to amend the RGS
(Rule Book).

The risk assessment and control measures were
reviewed at a meeting with Network Rail Operations and
Standards teams on 28th April 2005. The derogation was
supported.

Operational experience has indicated a low risk that i
despite fleet modifications and revisions to level 1 and
level 2 sea wall operation - class 220/221 may be
stranded on the exposed line in question. The risk of
injury to or drowning of train crew applying detonators is
unacceptable and the derogation provides an alternative
method of assistance.
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GE/RT8000/M2

One

failure

Train stopped by train

Section 4

05/128/DGN

The derogation would apply only in
the tunnels between metre
distance 19908 (from Paddington)
i the tunnel portals, and Heathrow
Terminal 4 on the Heathrow Airport
branch. When the line is line to
Terminal 5 is commissioned, the
proposed derogation will apply to
this line also.

If a train were to become disabled
in a tunnel, but the 300m point falls
outside, normal arrangements in
accordance with the rule book will

apply.

'The nature of the derogation is to
eliminate the requirement to place
detonators on the line as part of the
process of bringing an assisting train
under control before it proceeds to
approach, then couple to the failed
train. The derogation is proposed to
apply in the tunnel sections on the
Heathrow Branch Line.

The proposed derogation serves to
change the way that assures that an
assisting train is brought under proper
control before approaching the failed
train.

The existing section M2 of the rule book is a simple
procedure which can be safely applied on the vast
majority of the UK rail network. To make exceptions, in
the wording of the rule, to take account of unusual
situation in the Heathrow tunnels would unnecessarily
complicate the rule.

The proposed arrangements have been reviewed and
assessed by Lawrie Hall, Principal Consultant, Lloyds
Register Rail. Mr Hall was professional head of
operations safety for Network Rail, Western until August
2004, a post which required him to review applications for
Railway Group and Line Standard derogations and non-
compliances. He has experience of risk assessment,
investigation/enquiry chair

and root cause analysis. A full CV is available if required.

It is not practical to achieve compliance because there is
no safe method of work to carry it the requirement of the
rule.

Risks to staff which would be eliminated if this derogation
is allowed

i Accessibility to the track

The tunnel sections are provided with walkways
throughout their length. The walkways are at normal
platform height above rail level and there is no provision
of steps or other equipment to enable a person to reach
track level in order to place detonators on the line. In
carrying out rule book M 2.4. a member of staff puts
him/herself at risk of injury from slipping tripping or falling.
Additionally there is risk of straining injury from climbing
back from track level to the walkway. It is a task, which if
imposed upon its staff by Heathrow Express, would put
the company in breach of H&S Legislation.

Egress and access to cabs from the non-walkway side, to
rail level is not permitted due to limited clearance.

- Explosion of detonators

In the confined space of a tunnel, the sound of exploding
detonators is amplified, and whilst no precise sound level
has been measured, empirical evidence suggests that it is
undesirable. In addition, it is considered that the danger
from flying metal fragments increases in the tunnel
environment. Again, this would put the company in breach
of H&S Legislation

Note: Full detonator protection (when required by rule
book section M) prohibits any placement of detonators in
tunnels, not just those at the full protection distance at
which the person carrying out the protection might
remain.

20/10/2005

N/A

Heathrow
Express

DGN

Yes

GE/RT8000/0TM

One

Rule Book Module

OTM - Working of on-
track machines (OTM)
outside a possession

Deviations in force as at 08/03/2010

04/086/NC

Only rail grinders C2101, C2102
and C2103 are proposed for
operation outside a possession

It is proposed that rail grinding with
Loram grinders C2101, C2102 and
C2103 is permitted outside a
possession on any lines, including
those that are absolute block lines
with intermediate signals and track
circuit block lines.

The risks associated with the
operation of the C2101, C2102 and
C2103 outside a possession have
been compared with the operation of
the train within a possession. The
proposed operating regime for the
grinders are considered to reduce the
risk to tolerable and ALARP.

The details of how the trains are operated outside
possession are contained in Serco report RG-011,
submitted to OSSC in February 2003, against which a
temporary hon-compliance (03/039/TNC) was obtained.
Hazard logs have been generated in relation to the
operation of the C2101, C2102 and C2103 grinders
outside possession. Submission in October 2003 resulted
in a further temporary non-compliance (03/245/TNC).
System Safety Case submissions to RSAB/GSRP also
set out safety management.

Interfleet Technology Limited has been involved in the
identification of hazards associated with the proposed
grinding operation, and has been involved in the
management of the hazard logs and revision of the
System Safety Case for the C2101, C2102 and C2103

grinders. Interfleet is independent from both the owner

27/05/2004

Until revised RGS is
issued and implemented

Serco Railtest
Limited

Yes
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and operator of the grinder, and is ensuring that all
hazards are being appropriately addressed by the project.
The principal Interfleet person involved in this task is
Peter Green.

The proposed grinding operation outside possession was
developed during 2002, resulting in the submission to
OSSC in February 2003, from which a temporary non-
compliance to elements of the Master Rule Book was
obtained. No operations were undertaken in this manner
until the temporary non-compliance was obtained. Further
submission in October 2003 obtained temporary non-
compliance (03/245/TNC) which expires on 28th May,
2004.

Attachment to application is:
Covering letter from Interfleet Technology

Experience has shown that operating within possessions
is too restrictive, as the complexity of possession
management, including time restrictions, IMC resource
issues, and inaccessibility as a result of other work sites
frequently dictates the limited work achieved against the
potential performance of the machine. This limits the
ability of the C2101, C2101 and C2103 machines to
achieve the extent of planned grinding activities on the
network. Operation of C2101, C2102 and C2103 outside
possession will enable a significant increase in the rail
grinding activity to be realised.

GE/RT8000/OTP [Two On-Track Plant Section 2.1 05/118/DGN |- EMSat On Track Machine with  |[The EMSat on track machine In most situations, the operator of an RMMM will not be a |17/10/2005 |N/A Carillion Rail DGN |Yes
Satellite unit Classed as RMMM  [comprises an OTM and an RMMM train driver competent in Rules and Regs.
- Units 999800 and 99981 only. that is deployed once in the
Possession. Neither the OTM nor the |Adding another person to the crew to stand by the
RMMM go out of gauge to foul the satellite unit would be additional risk.

adjacent line.
The EMSat crew consists of 4 staff: 1 for the OTM, 2 on
The Rule book allows for the OTM not |the fixed point measuring trolley and one for the satellite
to have a machine controller with it as |unit. To enable the satellite unit to have the competence
t he staff are ft r ijofaMachine Controller, it would require an additional

not go out of gauge. person, as the rules do not allow the operator to be the
Machine Controller in this circumstance. The additional
However as the satellite unit is person would not add any value or safety to the job as the

classed as an RMMM, the Rule book [operator is competent in Rules and Regs.
makes no exception that the operators
may al so be fAtrai.l
the competence to protect the
adjacent line etc.

Severity: Not having Machine
Controller with the Satellite unit.

GE/RT8000/OTP |[Two On-track plant 2.1&4.4a 05/166/NC Network Rail Controlled To withdraw the requirement of clause |1. Reduction in number of persons on site subjected to 12/01/2006 |Until RGS is revised and Mechanical & NC |Yes
Infrastructure, and OTMs, certified |2.1 above for a MC to be appointed in |risks associated with movement of OTMs issue is implemented. Electrical
to be driven outside possessions, |such circumstances where an OTM Engineers
and not undertaking lifting (section 6 refers) is to be used by a 2. Machine specific risks identified by persons holding
operations. Driver/Operator who is competentto  |higher level of machine and rules knowledge

GO/RT3251, for the traction
concerned, and where a person with  |Other decision criteria:
COSS competence (who may be the
Driver/Operator) is available to ensure (1. More practical and cost effective whilst achieving a
protection of adjacent running lines is |better risk control than the measure currently in place
taken as may be required.

The non-compliance is considered
minor.

GE/RT8000/OTP [Two On-track plant 2.1 06/109/DGN  |All Network Rail Controlled The Luge trolley comprises a metal T |This machine is not a conventional rail vehicles and the  [25/09/2006 |N/A Carillion Rail DGN |Yes
Infrastructure within a Possession. |frame structure that is mounted on 3 |clause in the standard is adequate as written.
rail wheels to provide a stable working

The Trolleys involved are platform for the operator who lies A machine Controller could be appointed; however, the
Manufactured by Mekaniska with  |horizontally on the trolley. The trolley |advantage of the machine would be outweighed by the
serial numbers: does not go out of gauge and its cost of another person walking next to the machine. The

Deviations in force as at 08/03/2010
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BSM-LT-00101 weight (without Operator) is 75kg. The |clips could be put in place by staff walking, however this

BSM-LT-00102 speed of the machine is variable from [method will reduce slips, trips and falls and back

BSM-LT-00103 0 to 5 km/h. It is proposed that this problems from bending.

BSM-LT-00104 trolley is operated without a machine

controller.

The use of this equipment is for
setting up rail fastening clips ready for
an automated clipping device. Due to
the light weight and low speed of this
trolley, it is thought that the provision
of a machine controller would not give
any safety benefits. The trolley only
travels in one direction and generally
the operator has all round visibility,
only if materials are placed on the
front is visibility reduced.

Trials were completed in Sweden and
found that the machines have very
little power and can be stopped by
appli cati on of somec

The way of working will be no different
when the clips are being placed by
staff walking, and having a COSS in
charge of the workforce safety.

GE/RT8000/OTP [Two On-Track plant 2.1 07/024/TNC  |National across all rail delivery and |A Machine Controller must be The train supervisor is appointed to act as the COSS for |19/02/2007 |05/06/2007 Network Rail NC |Yes
recovery trains. appointed and be present with the the Putler/Rail Delivery Train. It is considered that all risks
OTP when the OTP is working in a are fully controlled by the measures stated in the
possession. OProposed alternative meas

lack of Machine Controllers would lead to the cancellation
Non-provision of Machine Controller  |of rail deliveries and track renewals.
as per rule book definition.

GE/RT8000/S1 [One Signals and indicators |4.6 06/167/TNC  |All Points indicators (PI) on It is proposed that the following At present, at many sites, there is poor presentation of 24/10/2006 |To be valid for one year Network Rail TNC |Yes
controlling train Network Rail controlled aspects and meanings be used in aspect to train drivers if the detection on the facing set of from issue date.
movements infrastructure. Table 5 points to which the Pl applies is lost, i.e. no aspect. This
is undesirable, particularly in darkness and reduced
INDICATION - Red Flashing Light visibility. Furthermore, a

MEANING TO DRIVER - Stop; do not |produced by failure of the filament lamp in the indicator
pass over points until they have been |itself, leading to loss of confidence in the indication
secured in accordance with operating [system. The provision of a Pl constructed with LED

rules. technology will reduce this risk virtually to zero,
INDICATION - Yellow Light The running lines on which point indicators are provided
MEANING TO DRIVER - Points are  [typically have Train Operated Points (TOPs) that have a
correctly set maximum line speed of 15mph over them. Hence all

approaching trains are braking to the low points transit
The presentation of the red flashing speed. The readability requirement of the Pl is Category 3
aspect is the same as that presented |(100m) as defined in GK/RT 0031 Issue 4 Cl. 27.4,

to drivers at level crossings equipped |however the flashing red proposed has been assessed as
with a Drivers Crossing Indicator (DCI) |having Category 1 readability. Hence the aspect will be

viz. a flash rate of 120cycles per capable of being seen by drivers at an increased distance
minute (+ 6) and with an illuminated [from the facing points thus aiding braking control of the
pulse of 100ms (nominal) duration. train.

Minor i It is contended that the The provision of the flashing red aspect is desired as
change as detailed will be a safety opposed to steady indication as it will provide a consistent
enhancement in failure conditions. aspect presentation as at Level Crossings. This conveys

to the driver the information that protection equipment has
failed and actions can be executed under his own
authority to proceed.

In the case of the PI, this is typically the driver stops his
train at the PI, inspects the points, applies and secures a
point clip, proceeds forward into loop, removes the clip
and contacts the signaller to advise him of failure.

Similarly with an open crossing displaying a flashing red
DCI, the operation rules are similar: Stop, inspect
crossing for road lights, then proceed at walking pace

Deviations in force as at 08/03/2010



Deviations in Force Register

RSSB o

TNC
RGS s :
RGS Number lesue RGS Title RGS Clause Cﬁ:mg::e Scope Nature and Degree Risk Assessment/Safety Justification Issue Date| Planned Expiry Date Exgﬁ;uggte ngarr):ilggtri](t)n No? Catallr:)gue
umber
DGN
over crossing and inform signaller as soon as reasonable
practicable. There is minimal change to operating rules.
GE/RT8000/S5 |One Rule Book Module S5 - |Part A Clause 2.2 |04/126/DGN |WCRM AzLM axle counter areas |This clause list all the situations when [The specific reason for the provision of the IRR is to avoid |02/07/2004 |N/A Network Rail DGN |Yes
Passing a signal at excluding AzL70-30 and AzL 90M |a signaller is allowed to authorise the |[the need for the signaller to regard the signal as defective
danger applications driver of a train to pass a signal at when the aspect will not clear due to Aspect Restriction.
danger.
It is considered that the provision of the Indication of
The Indication of Restricted Route is  |Restricted Route (IRR) is an enhancement to safety.
not included in the list of situations.
The specific reason for the provision of the IRR is to avoid
\Whenever an axle counter is reset in  |the need for the signaller to regard the signal as defective
normal service (ie not after a pre- when the aspect will not clear due to Aspect Restriction.
planned possession).
The derogation is required because this is a new facility
that is therefore not considered in the Rule Book.
GE/RT8000/SS1 |One Station duties and train (7.6 b), 5th bullet [06/003/NC Class 350 Desiro Electric Multiple [See 'Alternative Risk Control This amendment ensure that the Rule Book recognises  [03/03/2006 |Until RGS is revised and Silverlink Train  INC |Yes
dispatch point. Units currently operating on the Measures' for full details. the design implications of the majority of modern multiple issue is implemented. Services
West Coast Main Line and unit fleets in that the Gu
associated routes. Minor severity issue. the train when despatching the train from an intermediate
door position (i.e. from within the passenger saloon).
GE/RT8000/SS1 |One Stations duties and 6.5¢c 06/140/TNC  |Currently a trial of the bat is During daylight hours a green A risk assessment is included in the supporting 14/09/2006 |28/02/2007 First Great TNC [Yes
train dispatch proposed at Chippenham and illumination will be shown from the documents. Western
Taunton. If successful, this trial will |dispatch bat rather than a green flag, if
be extended to busier stations relaying the ready to start signalto a [The current method of dispatch is reasonably practicable
such as Bristol Temple Meads and |Driver. to achieve, however a change to the rules is required in
Reading. If both trials are order to use the new style of dispatch bat.
successful, it is proposed to obtain |At night a green illumination will be
a certificate of non-compliance and |[shown from the dispatch bat rather The new dispatch bat will enable a constant approach for
role out the use of the new bat than a green light, if relaying the ready |all train dispatch. It will remove the need for a member of
throughout all First Great Western |to start signal to a Driver. dispatch staff to judge when the conditions have changed
stations. Each station will undergo sufficiently to move from dispatching with a bat to
a review of the method of train The change to the method of dispatch |[dispatching with a lamp. It will also remove the
dispatch and suitable and sulfficient |is not severe. It is only the method of |requirement for a member of dispatch staff working a
risk assessment before its displaying the signal to the driver busy shift that overlaps the change from daylight to
introduction. when the train has no buzzer, the darkness to carry a bat, lamp and green flag. The new
platform does not have a RA indicator |lamp also has the ability to display a red light at the push
and the platform is curved enough to  [of a button. This will make it easier for the member of
prohibit the driver to see the ready to [dispatch staff to be able to stop a train if a problem occurs
start signal from the Guard. during train dispatch.
The green signal will always be an
illumination rather than a flag during
daylight hours and the green
illumination will be from a dispatch bat.
GE/RT8000/SS1 [One Stations duties and 6.5¢ 07/018/TNC  |During daylight hours, a green The current method of dispatch is Please see the risk assessment included in the 19/02/2007 [From 28/02/2007 to First Great TNC |Yes
train dispatch illumination will be shown from the [reasonably practicable to achieve; supporting documents for the original application number 28/08/2007 Western

Deviations in force as at 08/03/2010

dispatch bat, rather than a green
flag, if relaying the ready-to-start
signal to a Driver.

At night, a green illumination will
be shown from the dispatch bat,
rather than a green light, if relaying
the ready-to-start signal to a
Driver.

Currently, the trial of the bat has
taken place at Chippenham and
Taunton. To evaluate the baton
further, it is proposed to extend the
trial to Bristol Temple Meads. If
both trials are successful, it is
proposed to obtain a certificate of
non-compliance and role out the
use of the new bat throughout all
First Great Western stations. Each
station will undergo a review of the
method of train dispatch and
suitable and sufficient risk

assessment before its introduction.

however, a change to the rules is
required in order to use the new style
of dispatch bat.

The new dispatch bat will enable a
constant approach for all train
dispatch. It will remove the need for a
member of dispatch staff to judge
when the conditions have changed
sufficiently to move from dispatching
with a bat to dispatching with a lamp.
It will also remove the requirement for
a member of dispatch staff working a
busy shift that overlaps the change
from daylight to darkness to carry a
bat, lamp and green flag. The new
lamp also has the ability to display a
red light at the push of a button. This
will make it easier for the member of
dispatch staff to be able to stop a train
if a problem occurs during train
dispatch.

06/140/TNC.
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The trial at Chippenham and
Taunton have been regarded as a
success by First Great Western;
therefore, with this application for
the extension of this TNC, the
proposal is to extend the trial to
Bristol Temple Meads.
GE/RT8000/SS2 |One Rule Book Module 6.3 04/085/NC Only rail grinders C2101, C2102 |t is proposed that Loram rail grinders |Operational regime proposed in relation to this issue is 27/05/2004 |Until revised RGS is Serco Railtest NC |Yes
SS2 - Shunting and C2103 are proposed for C2101, C2102 and C2103 are provided in the covering letter attached to the application. issued and implemented Limited
operation under this regime permitted to be driven from the rear Hazard logs have been generated in relation to the
cab when setting back (under the operation of the C2101, C2102 and C2103 grinders
authority of the Signaller) to fight a outside possession. These have been supplied when
fire, thereby preventing the need for  |previously submitting for this derogation (temporary non-
the driver to change ends. compliance 03/246/TNC previously granted instead).
The risks associated with the Interfleet Technology Limited has been involved in the
operation of the C2101, C2102 and identification of hazards associated with the proposed
C2103 outside a possession have grinding operation, and has been involved in the
been compared with the operation of |management of the hazard logs and revision of the
the train within a possession. The System Safety Case for the C2101, C2102 and C2103
proposed operating regime for the grinders. Interfleet is independent from both the owner
grinders is considered to reduce the |and operator of the grinder, and is ensuring that all
risk to tolerable and ALARP. hazards are being appropriately addressed by the project.
The principal Interfleet person involved in this task is
Peter Green.
Initial grinding operations outside possession have been
undertaken by Serco Railtest, during which this issue has
been identified. No operations have been undertaken to
date which have been in contravention of these
requirements of the Rule Book. This application is to
provide operational flexibility and efficiency for future
grinding operations, without undermining safety. This
method of operation is currently permitted under
temporary non-compliance.
\When the driver changes ends in the C2101, C2102 and
C2103 rail grinders, the grinding buggies lift. The act of
changing ends also takes time, jeopardising the chance of
being able to tackle the fire effectively. When forward
movement re-commences, the buggies must be checked
from trackside by staff to ensure that they have correctly
re-deployed. This represents a risk to these staff and will
disrupt the operation, reducing the amount of rail grinding
that can be achieved.
Considered to be a unique situation that is most
appropriately managed as a derogation to permit specific
operating practices for the vehicles involved.
GE/RT8000/T2 [One Protecting engineering (1.2 b) 07/023/NC National. 'The COSS can take part in the work at [No material risk, provided COSS controls safe system at |04/04/2007 |Until RGS is revised and Network Rail NC |Yes
work or a hand trolley site once the safe system of work site and van become aware of changing circumstances. issue implemented.
on a line not under arrangement has been put in place
possession and briefed to staff. The requirement appears only to apply to the
safeguarded green zone condition when there are no
trains, but does not apply to the potentially more
hazardous red zone conditions, which do allow the COSS
to take part in the work.
GE/RT8000/TS1 |One Rule Book Module TS1|14.1.4 04/043/NC All locations with semaphore This is over-restrictive, and it is No additional risk from proposed method of working - the |16/01/2004 [Until revision to Rule Book Network Rail NC |No
- Signalling General signals ridiculous to impose this method of risk is with the stipulated method of working. is issued and implemented
Instructions working at a semaphore signal during
daylight as the light cannot be seen
anyway, but the arm is visible. Need to
change wording to differentiate
between clear weather or poor
visibility.
The method of working described is
over-restrictive, Network Rail would be
imposing over restrictive constraints
that would add no safety benefit, the
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proposed method of working during
clear weather would increase risk
through the additional signallers’
workload and restricted headways.

GE/RT8000/TS1 |One Rule Book Module TS1|13.1 04/083/NC Only rail grinders C2101, C2102  [When setting up to work (grind), itis  |The details of how the trains are operated outside 27/05/2004 |Until revised RGS is Serco Railtest NC |No
- Signalling General and C2103 are proposed for necessary to visually check the possession are contained in Serco report RG-011, issued and implemented Limited
Instructions operation in this manner working equipment (grinding buggies) [submitted to OSSC in February 2003, against which a

are correctly deployed on the track. temporary hon-compliance (03/039/TNC) was obtained.
When packing up it is necessary to Hazard logs have been generated in relation to the
visually check the buggies are operation of the C2101, C2102 and C2103 grinders
correctly stowed. This is not a "failure” |outside possession. Submission in October 2003 resulted
or "exceptional incident". Currently in a further temporary non-compliance (03/245/TNC).
does not cover regular / planned System Safety Case submissions to RSAB/GSRP also
occurrence. set out safety management
\Where working on single / double Driver / crew member will only carry out this activity at a
track routes, visual check can be done |controlling signal, where the machine is already planned
from cess, so trains on other lines do [to be stopped.
not need to be stopped. However,
when working on a middle line of a Interfleet Technology Limited has been involved in the
multi track route, it is necessary for identification of hazards associated with the proposed
trains to be stopped on one of the grinding operation, and has been involved in the
adjacent lines, to allow the driver or a |management of the hazard logs and revision of the
nominated crew member to safety System Safety Case for the C2101, C2102 and C2103
check the correct deployment / grinders. Interfleet is independent from both the owner
stowage of working equipment. This  |and operator of the grinder, and is ensuring that all
will be done at a controlling signal. hazards are being appropriately addressed by the project.
The principal Interfleet person involved in this task is
It is proposed that for rail grinding with |Peter Green.
Loram grinders C2101, C2101 and
C2103, it is permitted for the driver or [The proposed grinding operation outside possession was
other staff member nominated by the |developed during 2002, resulting in the submission to
driver, to go on the track to inspect the [OSSC in February 2003, from which a temporary non-
correct deployment / stowage of the  [compliance to elements of the Master Rule Book was
working equipment. obtained. No operations were undertaken in this manner
until the temporary non-compliance was obtained. Further
The set up / pack up takes place at submission in October 2003 obtained temporary non-
controlling signals, and the train is compliance (03/245/TNC) which expires on 28th May,
planned to be stationary at these 2004 relating to in traffic grinding. Need for this particular
points. It usually occurs twice per shift |derogation was identified during Serco reviews in early
(one set up, one pack up). The need [March 2003, of in-traffic grinding trials (humber/rate of in
to stop trains on an adjacent line traffic of in traffic grinding shifts has been increased as
would only be required when setting  |experience has been gained and reviewed).
up / packing up grinding equipment,
for grinding on a central line of a multi [Attachment to application is:
track route.
Covering letter from Interfleet Technology
Experience has shown that operating within possessions
is too restrictive, as the complexity of possession
management, including time restrictions, IMC resource
issues, and inaccessibility as a result of other work sites
frequently dictates the limited work achieved against the
potential performance of the machine. This limits the
ability of the C2101, C2101 and C2103 machines to
achieve the extent of planned grinding activities on the
network. Operation of C2101, C2102 and C2103 outside
possession will enable a significant increase in the rail
grinding activity to be realised. It is necessary to check
the working equipment is correctly deployed on the track
before grinding, and stowed before transit, as a mitigation
against to mitigate potential for track damage or
derailment.
The derogation is only sought for specific machines
(C2101, C2102, C2103) when deploying / stowing
working equipment.

GE/RT8000/TS1 [Two Signalling General 2.1 - Standard 06/234/TNC  |National but restricted to four A Cl ass 9 passen g Thetestisdesigned to assess how industry planning, 19/01/2007 |31/12/2007 Virgin TNC [Yes
Instructions (Rapid Code of Bell specific trains. class 373 performance, billing, retail and down-stream systems CrossCountry
Response) Signals A This appl i catali o icopewiththe classification in order to aid overall industry
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definition of class 220/221 as class 9

train regulation and performance real time decisions. It is
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when working designated services
(see section 3)

An industry trial is being sponsored by
National Task Force Operations
Group (NTF OG). The purpose is to
test the classification of a number of
designated trains as class 9. These
are long distance cross-boundary
services operated by Virgin
CrossCountry (VXC).

This follows a one-off trial run of 1S66,
0825 Penzance i Dundee on June 9th
2005 which was an ordinary Virgin
\Voyager service train, but operated as
a class 9 for the entire journey. On this
occasion, 9S66 ran without incident of
any note. NTF OG has asked VXC to
run a further, extended, trial in 2006
involving several trains. Subsequently,
a TNC was granted to allow 4
nominated trains per day (SX and SO)
to be classified class 9 with success
between 12th June and 30th
September 2006 (and subsequently
extended to 31/12/2006).

The purpose of the extended trial is to
test how industry planning,
performance, billing, retail and down-
stream systems cope with the
classification, and to aid overall
industry train regulation and
performance real time decisions. To
further validate the benefits, it is now
proposed to run the following services
as class for the period from Sth
December 2006 to an unspecified
date.

The trains on weekdays are
unchanged:

9S66 0830 Penzance - Dundee via
ECML (SX)

9S62 1046 Bournemouth - Edinburgh
via WCML (SX)

9018 0733 Dundee i Bournemouth
via ECML (SX)

9V61 1210 Glasgow Central -
Penzance via WCML (SX).

No class 9 trains on Saturday or
Sunday.

The Network Rail Train Running
Controller (Birmingham) in LNW ICC
will manage the daily performance of
these services and collate relevant
feedback.

The purpose of this application is to
seek a temporary non-compliance
against defined Rule Book sections to
permit the classification of class
220/221 trains operating these
services as class 9.

Low severity issue.

not possible to carry out this real time practical
assessment any other way.

GE/RT8000/TS1

Two

Signalling General

Instructions (Rapid

2.1 - Standard

Code of Bell
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07/050/TNC

National but restricted to four

specific trains.

A Class 9 passeng:!

class 373

The test is designed to assess how industry planning,
performance, billing, retail and down-stream systems

13/04/2007

From 20/05/2007 to

20/05/2008.

Virgin

CrossCountry

TNC

Yes
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Response) Signals A This applicat i oicopewiththe classification in order to aid overall industry
definition of class 220/221 as class 9 |[train regulation and performance real time decisions. It is
when working designated services not possible to carry out this real time practical

(see section 3). assessment any other way.

An industry trial is being sponsored by
National Task Force Operations
Group (NTF OG). The purpose is to
test the classification of a number of
designated trains as class 9. These
are long distance cross boundary
services operated by Virgin
CrossCountry (VXC).

NTF OG asked VXC to run a further,
extended, trial in 2006 involving
several trains. A TNC was granted to
allow 4 nominated trains per day (SX
and SO) to be classified class 9. This
was subsequently extended at each
timetable change and is currently valid
i for specific trains - to 31st December
2007.

The purpose of the extended trial is to
test how industry planning,
performance, billing, retail and down
stream systems cope with the
classification and to aid overall
industry train regulation and
performance real time decisions. To
further validate the benefits it is now
proposed to continue the trials through
2007 and increase the number of
specific trains. The planned services
from May 19th are listed as Appendix
6 AD.

Planned class 9 trains will be agreed
with Network Rail and communicated
through Operating Notices.

The Network Rail Train Running
Controller (Birmingham) in LNW ICC
will manage the daily performance of
these services and collate relevant
feedback.

The purpose of this application is to
seek a temporary non compliance
against defined Rule Book sections to
permit the classification of class
220/221 trains operating services
agreed with Network Rail and
specified in Operating Notices as
class 9.

GE/RT8000/TS2 |One Rule Book Module TS2|9.3.2 04/184/NC National application on all lines Not to require all other movements to [During track circuit failures under the present 28/10/2004 |Until revision to Rule Book Network Rail NC |Yes
- Track circuit block controlled by the Track Circuit be stopped whilst a train examines the [arrangements all trains are stopped and heavily delayed. is issued and implemented
regulations Block mode of signalling affected line. This leads to cancellations, trains working out of course,
passenger overloadings, higher risk of SPADs due to
Severity/degree of non-compliance is |perturbation.

considered to be minor.

GE/RT8000/TS3 [Two /Absolute Block 3.4.3, 3.4.4, 3.4.5,|07/010/NC National. 'To remove the requirement to change |The application of current train signalling regulations are  [04/04/2007 |Until RGS is revised and Network Rail NC |Yes
Regulations 3.4.6 and 3.4.7 acceptance conditions during fog and |causing significant train delays. issue implemented.
falling snow if the distant signal and or
home signal are a semaphore. Acceptance during fog or falling snow:

This application requests to disregard [The current RSSB-led review of these regulations

current clauses 3.4.3, 3.4.4, 3.4.5, provided the opportunity of considering whether there was
3.4.6, & 3.4.7 and apply an amended |a need for variations in the acceptance conditions during
new clause 3.4.3 with standard fog or falling snow. This had first been raised in a 1998

Deviations in force as at 08/03/2010
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clearing points applicable for all
weather conditions, for colour light and
semaphore signals. This new clause
3.4.3 is planned to be introduced from
December 2007 with the revised
Signalling Regulations and this TNC
application is to apply the new
proposed regulations early pending
standards change in December 2007
to the new proposed regulations.

paper on the future of the block regulations. In essence,
the adoption of 'double block' working was a mitigation of
the possible consequences of a signal being passed at
danger when no fogsignalman was on duty at the distant
signal. A SPAD might result from a driver failing to locate
or observe the distant signal, or from misjudging his
approach to the home signal. The mitigation had
remained largely unchanged from the steam era, and no
account had been taken of additional control measures,
or altered circumstances, in the intervening period.

These included:

- Improved cab visibility with diesel or electric traction

- Near complete provision of AWS on the network and
wider provision on traction

- Improved lighting of many semaphore signals
(particularly where electricity had replaced oil)

- Provision of TPWS

- A traction unit on which the AWS was isolated, or while
working over lines not equipped with AWS, was restricted
to 40 mph during fog or falling snow

- All trains were now continuously-braked, with
consequent improved braking performance

- The severity of fogs had reduced, as the extremely
dense 'smog' resulting from coal fires was no longer
encountered.

The review group of the train signalling regulations has
proposed that the existing acceptances during fog or
falling snow can be replaced by less stringent alternatives
such as an extension of the clearing point, or treating a
semaphore distant signal as requiring no extension of the
clearing point beyond that for a colour light. It should be
noted that in no other system of signalling had there ever
been a necessity to adjust the acceptance arrangements
during fog or falling snow, not even for Electric token
block, which had the greatest similarity to absolute block.
The absence of a requirement for 'double block' on an
electric token block line was probably a pragmatic
acceptance that, to have done so, would impose
considerable delay, as two trains could no longer have
approached simultaneously the crossing place where they
were booked to meet. Nor were there any additional
constraints on trains approaching a level crossing
protected only by semaphore signals during foggy
weather.

It does not therefore appear that there is a genuine case
for requiring more restrictive conditions of acceptance
than during clear weather, other than possibly extending
the clearing point. For example, if the distant signal was a
colour light and the home signal a semaphore, the
clearing point should be 440 yards beyond the home
signal, rather than 200. Where there were particular local
hazards, such as short sections, a signal box special
instruction could be issued, if deemed required.

Existing regulation 3.4.5:

This instruction described the clearing point during fog or
falling snow when the semaphore signal was a distant,
and an IB signal existed. As a result of the changes
introduced in regulation 3.4.3, this would no longer
require to be published in the regulations.

Existing regulation 3.4.6:

This instruction prescribes additional constraints on
acknowledging 'blocking back' during fog or falling snow
when the semaphore signal is a distant. As a result of the
changes introduced in regulation 3.4.3, this would no
longer require to be published in the regulations.

Existing regulation 3.4.7:
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In view of the limited application of these instructions
relating to short block sections, the instructions should be
removed from the regulations and, instead, published in
the relevant Signal Box Special Instructions.

GE/RT8000/TS4

One

Rule Book Module TS4
- Electronic token
block regulations

4.2.1,6.1.1,6.1.2

04/189/NC

National application in all signal
boxes on Network Rail

Not to require signallers to place
detonators on the line to try and stop
trains under regulation 6 and to
protect the line under regulation 4.

Severity/degree of non-compliance is
considered to be minor.

Detonators have to be stored, secured and disposed of
safely. Signallers by complying with the existing rules
have to leave the signal box, run down steps and attempt
to place detonators on the line in front of a runaway train
instead of remaining in his signal box and taking any
other more suitable action like replacing signals to
danger, using fixed radio equipment, swinging points and
exchanging bell signals.

The signaller's duties with regards to regulation 4 and 6
have changed over the years. Some signallers now have
the facility to make CSR calls and if this equipment is not
provided then they have to make contact with control to
initiate an emergency NRN call. Making these calls
should be the signaller's priority along with replacing
signals to danger, moving points to divert and exchanging
bell signals with other boxes. Taking detonators out of
metal boxes, running down signal box steps and
endangering himself whilst doing this is no longer
practicable or safe. Detonators in signal boxes also have
to be stored, secured and disposed of safely. By negating
the need to use them would enable them to be withdrawn.

01/09/2004

Until revision to Rule Book
is issued and implemented

Network Rail

Yes

GE/RT8000/TS5

One

Rule Book Module TS5
- Tokenless block
regulations

4.1.1,4.2.1,6.1.1,
6.1.2

04/190/NC

National application in all signal
boxes on Network Rail

Not to require signallers to place
detonators on the line to try and stop
trains under regulation 6 and to
protect the line under regulation 4.

Severity/degree of non-compliance is
considered to be minor.

Detonators have to be stored, secured and disposed of
safely. Signallers by complying with the existing rules
have to leave the signal box, run down steps and attempt
to place detonators on the line in front of a runaway train
instead of remaining in his signal box and taking any
other more suitable action like replacing signals to
danger, using fixed radio equipment, swinging points and
exchanging bell signals.

The signaller's duties with regards to regulation 4 and 6
have changed over the years. Some signallers now have
the facility to make CSR calls and if this equipment is not
provided then they have to make contact with control to
initiate an emergency NRN call. Making these calls
should be the signaller's priority along with replacing
signals to danger, moving points to divert and exchanging
bell signals with other boxes. Taking detonators out of
metal boxes, running down signal box steps and
endangering himself whilst doing this is no longer
practicable or safe. Detonators in signal boxes also have
to be stored, secured and disposed of safely. By negating

the need to use them would enable them to be withdrawn.

01/09/2004

Until revision to Rule Book
is issued and implemented

Network Rail

Yes

GE/RT8000/TS7

One

Rule Book Module TS7
- No-signaller token
regulations

Deviations in force as at 08/03/2010

04/191/NC

National application in all signal
boxes on Network Rail

Not to require signallers to place
detonators on the line to try and stop
trains under regulation 6 and to
protect the line under regulation 4.

Severity/degree of non-compliance is
considered to be minor.

Detonators have to be stored, secured and disposed of
safely. Signallers by complying with the existing rules
have to leave the signal box, run down steps and attempt
to place detonators on the line in front of a runaway train
instead of remaining in his signal box and taking any
other more suitable action like replacing signals to
danger, using fixed radio equipment, swinging points and
exchanging bell signals.

The signaller's duties with regards to regulation 4 and 6
have changed over the years. Some signallers now have
the facility to make CSR calls and if this equipment is not
provided then they have to make contact with control to
initiate an emergency NRN call. Making these calls
should be the signaller's priority along with replacing
signals to danger, moving points to divert and exchanging
bell signals with other boxes. Taking detonators out of
metal boxes, running down signal box steps and
endangering himself whilst doing this is no longer
practicable or safe. Detonators in signal boxes also have
to be stored, secured and disposed of safely. By negating

the need to use them would enable them to be withdrawn.

01/09/2004

Until revision to Rule Book
is issued and implemented

Network Rail

NC

Yes
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GE/RT8000/TS8 |One Rule Book Module TS8 6.1 04/192/NC National application in all signal Not to require signallers to place Detonators have to be stored, secured and disposed of  |01/09/2004 [Until revision to Rule Book Network Rail NC |Yes
- One-train working boxes on Network Rail detonators on the line to try and stop  [safely. Signallers by complying with the existing rules is issued and implemented
regulations trains under regulation 6 and to have to leave the signal box, run down steps and attempt

protect the line under regulation 4. to place detonators on the line in front of a runaway train
instead of remaining in his signal box and taking any

Severity/degree of non-compliance is |other more suitable action like replacing signals to

considered to be minor. danger, using fixed radio equipment, swinging points and
exchanging bell signals.
The signaller's duties with regards to regulation 4 and 6
have changed over the years. Some signallers now have
the facility to make CSR calls and if this equipment is not
provided then they have to make contact with control to
initiate an emergency NRN call. Making these calls
should be the signaller's priority along with replacing
signals to danger, moving points to divert and exchanging
bell signals with other boxes. Taking detonators out of
metal boxes, running down signal box steps and
endangering himself whilst doing this is no longer
practicable or safe. Detonators in signal boxes also have
to be stored, secured and disposed of safely. By negating
the need to use them would enable them to be withdrawn.

GE/RT8000/TW1 |Five Preparation and 15.3 06/205/NC This derogation will apply to all The Module TW1 of the Rule Book This requirement is specific to local operations within 23/11/2006 |Until RGS is revised and Southern NC |Yes
Movement of Trains. power operated door trains worked [requests the guard to give the Ready |Southern. issue implemented.

General by Southern on Network Rail to Start signal to the driver of a train
Infrastructure over the South East |that has been stopped at a station The initial risk assessment was undertaken by a
Territory. platform by signals where it is not competent risk assessor in the Operations Standards
booked to call. department and independently assessed by the Head of
Safety and Environment.
Trains formed of power door stock
stopped at station platforms where the |(Guards may not always be in the cab or guards office (for
train is not booked to call should be example, undertaking revenue protection duties). This
allowed to depart without requiring the [causes delay whilst they return. It is not reasonable to use
Ready to start signal from the guard, |a door station at a passenger door as this will allow
provided the driver has made sure it is [passengers to enter / exit resulting in increased risk to
safe to restart the train. passengers.
Severity issue of derogation: Power
Door Stock Only.

GE/RT8000/TW1 |Five Preparation and -2.1: 06/233/TNC  |National but restricted to four A Cl ass 9 passeng Thetestis designed to assess how industry planning, 19/01/2007 |31/12/2007 Virgin TNC [Yes
Movements of Trains - [Classification of specific trains. class 373 performance, billing, retail and down-stream systems CrossCountry
General Trains, A This applicat i oicopewiththe classification in order to aid overall industry

- Table of definition of class 220/221 as class 9 |train regulation and performance real time decisions. It is
Classification. when working designated services not possible to carry out this real time practical

(see section 3). assessment any other way.

An industry trial is being sponsored by

National Task Force Operations

Group (NTF OG). The purpose is to

test the classification of a number of

designated trains as class 9. These

are long distance cross-boundary

services operated by Virgin

CrossCountry (VXC).

This follows a one-off trial run of 1S66,

0825 Penzance i Dundee on June 9th

2005 which was an ordinary Virgin

\Voyager service train, but operated as

a class 9 for the entire journey. On this

occasion, 9S66 ran without incident of

any note. NTF OG has asked VXC to

run a further, extended, trial in 2006

involving several trains. Subsequently,

a TNC was granted to allow 4

nominated trains per day (SX and SO)

to be classified class 9 with success

between 12th June and 30th

September 2006 (and subsequently

extended to 31/12/2006).

Deviations in force as at 08/03/2010
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The purpose of the extended trial is to
test how industry planning,
performance, billing, retail and down-
stream systems cope with the
classification, and to aid overall
industry train regulation and
performance real time decisions. To
further validate the benefits, it is now
proposed to run the following services
as class for the period from 9th
December 2006 to an unspecified
date.

The trains on weekdays are
unchanged:

9S66 0830 Penzance - Dundee via
ECML (SX)

9S62 1046 Bournemouth - Edinburgh
via WCML (SX)

9018 0733 Dundee i Bournemouth
via ECML (SX)

9V61 1210 Glasgow Central -
Penzance via WCML (SX).

No class 9 trains on Saturday or
Sunday.

The Network Rail Train Running
Controller (Birmingham) in LNW ICC
will manage the daily performance of
these services and collate relevant
feedback.

The purpose of this application is to
seek a temporary non-compliance
against defined Rule Book sections to
permit the classification of class
220/221 trains operating these
services as class 9.

Low severity issue.

GE/RT8000/TW1 |Five Preparation and 10.2 b) and c) 06/241/NC National, all trains and whistle The non-compliance will mean that The overall national level of risk at crossings with whistle {12/03/2007 |Until RGS is revised and Rail Safety & NC |Yes
Movement of Trains. Revised boards. train horns must not be used when boards is estimated to be in the region of 1-2 FWI per issue implemented. Standards Board
General 12/03/2007 passing whistle boards between 23.00 |annum - value in the region £1.5m to £3m p.a. The overall (RSSB)

and 07.00. Persons using the crossing |national level of harm caused by the noise of train horns
will have to rely on their own vigilance, [being sounded at whistle boards is far in excess of this
the wheel/rail and traction unit noise of |safety benefit, on any set of assumptions.

the approaching train and its headlight
(modern headlights are significantly ~ |Although there are some crossings that have at least a
brighter than early designs for British  |reasonable level of foot usage at night, the overall safety
Rail rolling stock). benefit is

a) uncertain, in that the value of sounding the horns at
The non-compliance will not apply if  |whistle boards is locally and generally very uncertain
there is no working fixed headlight on |b) not significant, given the full national value of all whistle
the front of the train involved. boards even where significant risk, as indicated in the
research report commisioned by RSSB (T668, A D Little),
When the horn is sounded at a whistle |exists relative to other locations.

board, the driver will only use the low |c) primarily accrued during the day, when usage is much
tone, if the horn controls on the train  |higher, and horns will still be sounded.

permit that.
It is recognised that a defective headlight removes an
The requirement for the driver to important alternative means of identifying an approaching
sound the horn, using both tones, train to crossing users during darkness and the deviation
when anyone is seen on or near the  |will not apply in this case.

line, will not change.
The industry has identified that it is causing harm to its
The degree of severity is medium, but |neighbours today. The longer it takes to introduce a quiet
it is mitigated by the low level usage of [period, the greater will be the continuing harm and the
foot crossings at night and is justified |imbalance between the safety benefit and the noise harm.
by health benefits to a large number of |A change can be made much more quickly if there is no
the public who live within range of further review of particular crossings or criteria.

Deviations in force as at 08/03/2010
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whistle boards.
A significant proportion of the harm done by the noise of
train horns relates to the effect that they have on sleep.
Cutting out the night time, sounding of horns will
immediately reduce that harm. If there are exceptions to
the night time quiet period, the industry will be less certain
of achieving that reduction i there could be locations that
would see no beneficial change.

This approach is similar to that in the Highway Code for
road vehicles.

Alternatives considered:

1. Reducing the noise of the horns has been explored and
(except for a limited amount of re-tuning of existing horns)
found not reasonably practicable for imnmediate changes
to existing fleets, without installing new equipment.

2. An alternative technology (t he o6br oad ba
been evaluated but is not yet sufficiently developed for rail
use, owing to the difficulty of producing a noise which
would be recognised as a train horn, and the size of the
unit presently required, which would infringe structure
clearances or strike AWS, S&C and other equipment in
the 4 foot.

3. A night time ban with exceptions based on individual
crossing risk was also considered. Creating a night time
quiet period with exceptions would be much more difficult
to implement for both drivers and for communicating with
the public. The difficulty in determining an appropriate set
of criteria to create some exceptions would result in
spurious accuracy and even the most robust quantifiable
risk assessment could not justify any particular cut-off
point and would take a long time to resolve.

A complete national quiet period can be briefed at all
levels of communication, clearly and simply and would
show the industry to be much more responsive to the
needs of its neighbours. This third option was not
pursued.

Limiting the use of the horn at W boards to the low tone
could affect the ability of crossing users to identify the
warning as coming from a train. However, the user should
already be alert to danger by the fact of being at a
crossing and the crossing signs remind them to look as
well as listen for approaching trains. The low tone is also
a reasonably loud noise which willstand out from most
common noises. During the day, the low tone will still
provide warning and if the driver sees anyone on or near
the line both tones must be used. This change will be
reviewed when other changes, to the minimum horn
sound pressure (noise) levels, are implemented and
trains using horns at the new lower noise levels enter
service.

This application meets RGS decision criterion 1.1(b)(ii) (it
is a more practicable means of achieving the same risk
control as the existing measure, taking account of the
noise impact of the existing measure on railway
neighbours and the lower levels of crossing use at night).

GE/RT8000/TW1 |Five Preparation and 4.2 07/008/TNC  |Itis proposed to use a solar Provision of an alternative tail lamp on [See justification supporting temporary non-compliance 12/01/2007 |31/05/2007 EWS TNC [Yes
Movement of Trains: powered tail lampion at the rear of [freight trains which only flashes when |06/160/TNC.
General selected freight trains operated by |ambient lighting conditions diminish. It
EWS between Immingham West  |is not lit during daylight.

Junction and Scunthorpe Trent
Junction. The tail lamp is non-compliant with the
technical specifications for battery
electric tail lamps prescribed in

Deviations in force as at 08/03/2010
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GM/RT2483 Visibility Requirements
for Trains, clause C3.1 and Appendix
4

GE/RT8000/TW1 [Five Preparation and -2.1: 07/049/TNC  |National but restricted to four A Cl ass 9 passengThetestis designed to assess how industry planning, 13/04/2007 |From 20/05/2007 to Virgin TNC |Yes
Movements of Trains - |Classification of specific trains. class 373 performance, billing, retail and down-stream systems 20/05/2008. CrossCountry
General Trains, AThis application seeks additional cope with the classification in order to aid overall industry
- Table of definition of class 220/221 as class 9 |[train regulation and performance real time decisions. It is
Classification. when working designated services not possible to carry out this real time practical

(see section 3). assessment any other way.

An industry trial is being sponsored by
National Task Force Operations
Group (NTF OG). The purpose is to
test the classification of a number of
designated trains as class 9. These
are long distance cross boundary
services operated by Virgin
CrossCountry (VXC).

NTF OG asked VXC to run a further,
extended, trial in 2006 involving
several trains. A TNC was granted to
allow 4 nominated trains per day (SX
and SO) to be classified class 9. This
was subsequently extended at each
timetable change and is currently valid
i for specific trains - to 31st December
2007.

The purpose of the extended trial is to
test how industry planning,
performance, billing, retail and down
stream systems cope with the
classification and to aid overall
industry train regulation and
performance real time decisions. To
further validate the benefits it is now
proposed to continue the trials through
2007 and increase the number of
specific trains. The planned services
from May 19th are listed as Appendix
6 AD.

Planned class 9 trains will be agreed
with Network Rail and communicated
through Operating Notices.

The Network Rail Train Running
Controller (Birmingham) in LNW ICC
will manage the daily performance of
these services and collate relevant
feedback.

The purpose of this application is to
seek a temporary non compliance
against defined Rule Book sections to
permit the classification of class
220/221 trains operating services
agreed with Network Rail and
specified in Operating Notices as
class 9.

GE/RT8000/TW1 [Five Rule Book Module 15.3 07/057/NC National: applies to trains formed |TW1 15.3 was written to control risks  [Similar deviations are already in place for South West 04/04/2007 |Until RGS is revised and Southeastern NC |Yes
TW1, Preparation and of power-operated door stock around slam door stock. These risks  [Trains and Southern, who operate similar rolling stock to issue implemented.
Movement of Trains which are stopped out-of-course at |do not pertain to the operation of stock |a similar service pattern and using the same controls. A
station platforms. with power-operated doors. risk assessment was conducted by Southern in 2006 and
has been reviewed and augmented by Southeastern. This
shows that there are minimal risks associated with
removing the requirement for the Conductor to give the
ready-to-start signal.

GE/RT8000/TW1 |Four Preparation and 3.6 06/004/NC Class 350 Desiro Electric Multiple [See 'Alternative Risk Control By ensuring the automatic de-activation of the door 06/03/2006 |Until RGS is revised and Silverlink Train  INC |Yes
Movement of Trains. Units currently operated on the Measures' for full details. control systems, available within the passenger saloon; issue is implemented. Services

Deviations in force as at 08/03/2010
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General West Coast Main Line and this minimises the risk from malicious operation for the
associated routes by Silverlink Minor severity issue. equipment.
Trains only.

GE/RT8000/TW1 |Four Preparation and 4.2 06/160/TNC  |Itis proposed to use a solar Provision of an alternative tail lamp on |See attached justification. 09/08/2006 |09/02/2007 EWS TNC |No
Movement of Trains: powered tail lampon the rear of freight trains which only flashes when
General selected freight trains operated by |ambient lighting conditions diminish. It

EWS between Immingham West  |is not lit during daylight.

Junction and Scunthorpe Trent

Junction. The tail lamp is non-compliant with the
technical specifications for battery
electric tail lamps prescribed in
GM/RT2483 Visibility Requirements
for Trains, clause C3.1 and Appendix
4.

GE/RT8000/TW2 [Two Rule Book Module B 6.2 04/258/DGN  |Class 373 trainsets on Network Derogation is sought to enable a Risk Assessment attached to application. 17/02/2005 [N/A Eurostar UK DGN |Yes
TW?2 - Preparation and Rail controlled infrastructure. Class 373 to enter service from a Limited
Movement of Multiple- maintenance depot with the automatic |Attachment to application is:

Unit Passenger Trains brake isolated. Appendix A - Braking Effect of an isolated Articulated
Trailer or Motor Bogie 18/03/02.
Eurostar operated Class 373 train
sets. These are designed to operate at [Non compliance was discovered as a result of different
high speed on high speed lines, up to |operating rules between the UK and France.
300kph (186mph). The braking
capability of the Class 373 trainsets is [Derogation only applies to Class 373 high speed
therefore far in excess of what is trainsets.
required to safely operate on
conventional UK infrastructure. If the
Class 373 were designated as a
locomotive hauled train it would be
permissible for the train to enter
service with one bogie isolated (see
Rule Book Module TW3 Section 3.4).
The trains were designed with
capacity to operate at 300kph with the
automatic brake isolated on a bogie.
Derogation is sought to permit a Class
373 to enter service from a
maintenance depot with the automatic
brake isolated on no more than one
bogie and to remain in service for a
maximum of 48 hours..
GE/RT8000/TW?2 [Two Preparation and 1.4(a) 05/137/NC Multiple units with power-operated |Trains with power-operated doors will |[The present rules were not based on a risk assessment  |09/06/2006 (Until RGS is revised and RSSB NC |Yes
movement of multiple- doors operated by South West be allowed to enter service from a and do not take account of changes to fleet maintenance issue is implemented.
unit passenger trains Trains and Virgin West Coast maintenance depot with up to two practices and depot allocations. As part of an overall
Trains. defective doors, subject to defined review of present requirements for managing on-train
restrictions and as long as the door is |defects, power-operated doors were selected as an early
locked out of use. subject for an independent risk assessment. The
assessment showed that risks to passengers were

Severity is minor. The proposal has greater from cancelled or short formation trains than from

been subject to an independent risk  |operating trains with defective doors.

assessment. The number of units

entering service from maintenance The results of the assessment suggested that further

depots may increase slightly but this is [easement of the rules, beyond that requested here by

offset by the reduction in cancelled SWT and Virgin West Coast Trains, may be justified.

and short formation trains. The revised [However, RSSB recommends retention of the other

rules will align with those for trains measures for dealing with defective doors until sensitivity

entering service from other than a tests are carried out on the first assessment and train

maintenance depot. operators gain experience from applying the changes in
this deviation. The data on passenger injuries from falling
from defective power-operated doors is very limited (there
are no records of passengers accidentally falling out of
trains from this cause); similarly there is little recent data
from fires on passenger trains with power-operated doors.
Train crew are trained and experienced in dealing with
defectvedoor s on trains. Mor e
type doors which are considered more reliable than the
ol der 6pocketd sliding doo

Deviations in force as at 08/03/2010
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The existing rules are anomalous in that there is no
restriction on trains entering service from other than a
maintenance depot with a defective door. Economic fleet
maintenance practice means that (for example) a depot
may be designated as a maintenance depot for fleet A but
not fleet B, operated by the same company and stabled at
the same location. In that example, fleet B trains could
enter service with a defective door, but not fleet A.
Similarly, if a door is discovered to be defective after a
unit has left the depot and entered service, the unit may
remain in service for the rest of the day.
A change proposal and revised draft of the relevant
section of GE/RT8000 module TW2 have been prepared.
GE/RT8000/TW2 [Two Preparation and 1.4 a) 07/007/TNC  |National operation but restricted to [The purpose of this applicationisto  |[The temporary non compliance is based upon the risk 11/01/2007 |30/06/2007. Virgin TNC [Yes
movement of multiple- Central Rivers, the one seek a temporary non compliance assessment for the Rule Book TW2 amendment as June 2007 at the CrossCountry
unit passenger trains. maintenance depot for Class against the defined Rule Book identified in the consultation notice, GE/RT/8000/TW2 implementation of the
220/221 trains. sections to permit class 220/221 trains |doors, issued on 17/08/2006 and supported by Virgin amendment to Rule Book
to enter service from the maintenance |CrossCountry. Module TW2.
depot, Central Rivers, with a defective
exterior power operated door locked  |CrossCountry are currently compliant but seek to
out of use. introduce an acceptable method of working prior to the
deferred introduction date of June 2007.

Low severity issue.
The aim was to introduce a revised procedure for
defective power operated doors locked out of use off of a
maintenance depot upon introduction of the rule change
to Module TW2 in the December 2006 Periodical
Operating Notice (PON). The change to our procedure
was made following review of the consultation document
GE/RT8000/TW?2 doors dated 17/08/2006, with the
expectation to introduce following issue of the December
2006 PON. CrossCountry Trains received no further
advice that the change was to be delayed to June 2007
and was unaware of the deferment until receipt of the
December PON and noticing the absence of the rule
change and after publishing reviewed Virgin
CrossCountry instructions.

GE/RT8000/TW2 [Two Preparation and Part A, 1.4 b) 07/016/TNC  |Engineering works: extractor fan to |A door at the leading end of the first  |Risk assessment: 01/02/2007 |From 21/04/2007 to Merseyrail TNC |Yes
movement of multiple- be installed at the departure passenger-carrying vehicle is Likelihood (twice daily) = 5 29/05/2007
unit passenger trains (Moorfields) end of James St defective (locked out of use) but Consequences negligible = 1

platform No 1, on the Merseyrail  [passengers be allowed to travel in the |Risk assessment5 X 1

underground loop line (Wirral line). |vehicle [remain in public use].

It is intended to install a large extractor fan at the
To lock the leading doors out of use  [departure end of James St platform 1 during engineering
on the first passenger-carrying work, on the loop line beyond the station, between
vehicles on a six car unit for all trains  |Saturday 21/4/07 & Monday 23/4/07.
terminating at platform 1 at James St
station during engineering work. The extractor fan will restrict passenger access/egress
through restriction in platform width at the departure end
Minor severity issue: only 2 trains per |of James St platform 1 during engineering work from 23rd
day are being diagrammed into April 07. This will be the leading vehicle at one end of the
platform 1 at James St station. journey, however when training [leaving James Street],
the doors will be unlocked.
The trains will remain in traffic all day with the doors being
locked when appropriate but will not be defective.

GE/RT8000/TW3 [Two Preparation and 2.1 06/093/DGN |Class 67 locomotives operated by [For Class 67 locomotives operated by |It is intended that the RGS GE/RT8000 be amended. 30/06/2006 |- Great North DGN |Yes
movement of GNER on Network Rail LNE, LNW, [GNER, light locomotive running speed Eastern Railways
locomotive-hauled Anglia and Scotland routes. of 75/60mph maximum. Report to justify increased operating speed has been
trains (including HSTSs, produced by external rail consultancy, Engineering
push-pulls, postal, It is intended that maximum light Support Group.
parcels) locomotive speed be increased from

75mph to 100mph. Essentially Derogation application is made pending change to rule
operation at all permissible line book GE/RT8000, module TW3 section 2.1.
speeds up to a maximum of 100mph.
Severity issue: Increase in maximum
speed from 75 to 100mph.
GE/RT8000/TW5 |One Rule Book Module Part B, Section 3 |04/131/NC This application is made for The non-compliance application is Supporting evidence of occurrence is given in the 23/07/2004 |Until revision to Rule Book Heathrow NC |No

Deviations in force as at 08/03/2010
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TWS5 - Preparation and bodyside windows (except made to allow Class 332 vehicles with [Appendix of Document reference ITRL/T6181/001 is issued and implemented Express
movement of trains emergency egress windows) on broken bodyside windows to remain in |Heathrow Express - Rationale for operating with Cracked
Defective or isolated Class 332 EMUs operating over  [service for longer time than that Bodyside Windows' (attached to application).
vehicles and on-train Network Rail Controlled allowed in GE/RT8000, subject to
equipment Infrastructure from Paddington to |certain conditions and time limits. Attachment to application is:
Stockley Bridge Junction,
continuing over Heathrow Express [This method of operation was Certificate of non-compliance 99/237/NC.
Controlled Infrastructure to previously agreed under certificate of
Heathrow Airport Terminal 4. non-compliance 99/237/NC, granted |In the past, the trains have been targeted in a series of
Heathrow Express vehicles are not [against GO/RT3000. The incidents involving projectiles being fired at the vehicles
exposed to any other Network Rail [requirements of GE/RT8000 are from the trackside or beyond, resulting in damaged and/or
Controlled Infrastructure. unchanged in respect of the length of |broken windows. The visual damage has been in excess
time a train may remain in service. of that permitted in the Group Standards for continuous
operation. Due to the severity of the visual damage, it has
The method of working has been been necessary to fit replacement window units at the
formally agreed by Railtrack (now depot.
Network Rail) Great Western Zone
through HEx Support Procedures The fixing material for the windows of the type used on
Manual, HEP SD204 Defective On- Class 332 stock must undergo a curing process in the
Train Equipment, Issue 2, Sept 2002. |depot prior to departure. The duration of this process is
typically eight hours. Thus Heathrow Express are seeking
In the event of impact, the windows a non-compliance from Railway Group Standards to
(double glazed and laminated) used |operate with cracked bodyside windows until they can be
on Class 332 vehicles are designed to [replaced at the earliest available time, subject to the
crack rather than shatter, and thus limitations set out in the following section. In some
retain the residual strength of the circumstances, this includes allowing Class 332 vehicles
glass. If the outer pane is cracked, to enter service from a maintenance depot with cracked
passengers are still protected by the  [windows.
inner pane of glass, which is also
laminated. The windows exceed the
structural requirements outlined in
GM/TT0122, and this application is
made to extend the duration for which
the trains may remain in service if the
window is broken.
Heathrow Express believe the severity
of this non-compliance to be slight
given that the necessary safeguards
will be in place to ensure that the
safety of passengers, crew and
platform staff are not compromised.

GE/RT8000/TWS5 [Two Preparation and Part B Clause 07/035/DGN  |WCML Following a Reversion due to the train |Although the RGS could be amended, it is considered 13/04/2007 [N/A Virgin West DGN |Yes
movement of trains. 31.2 (b) not reading data from a TASS balise [that the principle of drivers reporting defects to signallers Coast
Defective or isolated (automatic speed reduction but the should not be seen to be being altered.
vehicles or on-train train is not bought to a stop) the driver
equipment is required to report the event to the  [Whilst compliance can be achieved, the nature of the WC

signaller at the next convenient operation means that compliance adds risk to the railway.

location (Signal at danger or booked |For example, a reversion on a WC Anglo-Scott train in the

station stop). Rugby area could be advised to the signaller in the
Carlisle area if the train runs non-stop. This will distract

The derogation is to not require the the Carlisle signaller from normal duties, adding risk. It

driver to speak to advise the signaller [may also increase the period of time until the defect is

following the event. The driver will repaired 2 reports of the defective balise need to be

advise WC Control and WCSPL logged prior to NR initiating investigation/maintenance

Defect control who will advise NR procedures, adding to the period of time that trains

Defect Control of the event. operate without speed supervision.

Low severity issue.

GE/RT8000/TW5 [Two Preparation and 25.1 and 25.2 07/048/TNC  |A deviation is sought against Derogations 06/106/DGN against Esk Valley line operations by North Yorkshire Moors 15/03/2007 |30/04/2007 North Yorkshire [TNC |Yes

Movement of Trains.
Defective or isolated
\vehicles and on-train
equipment.

Deviations in force as at 08/03/2010

GE/RT8000 TW5, B, 25.1 and 25.2
for all trains and traction units that
have current derogations
06/106/DGN against GM/RT2472
and 05/210/DGN against
GO/RT3472 for the fitment of
OTDR that are to work North
Yorkshire Moors Railway
Enterprises PLC train operations
on the Esk Valley Line (Battersby
to Whitby) of Network Rail.

GM/RT2472 and 05/210/DGN against
GO/RT3272 have been granted for
certain trains and traction units to
operate North Yorkshire Moors
Railway services on the Esk Valley
Line (Battersby to Whitby) of Network
Rail.

A derogation application against
GE/RT8000/TWS5 has already been
submitted (07/046/DGN), however this
is not being discussed by the Traffic

Railway Enterprises PLC steam services are unlike any
other existing train operation and is of limited transferable
value if applied elsewhere on the network.

The risk assessment is the same as that which supports
06/106/DGN and 05/210/DGN and has been carried out
by Tasque Consultancy Limited, who is independent of
the North Yorkshire Moors Railway PLC. (see attached).

Moors Railway
Enterprises
(NYMR)
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Operation and Management
Standards Committee until
03/04/2007, and a TNC is required in
the interim.
GE/RT8000/TW7 |One Rule Book Module 1 04/087/NC Only C2101, C2102 and C2103 This clause does not accommodate  |The details of how the trains are operated outside 27/05/2004 |Until revised RGS is Serco Railtest NC |Yes
TW?7 - Wrong-direction machines operated by Serco allowing a machine to set back to possession are contained in Serco report RG-011, issued and implemented Limited
movements Railtest and only for purposes of  |extinguish track / lineside fires. submitted to OSSC in February 2003, against which a
extinguishing fires started by the temporary hon-compliance (03/039/TNC) was obtained.
machines whilst grinding It is proposed that the Loram C2101, |Hazard logs have been generated in relation to the
C2102 and C2103 rail grinding operation of the C2101, C2102 and C2103 grinders
machines are permitted to set back for |outside possession. Submission in October 2003 resulted
the purposes on fire fighting of track / |in a further temporary non-compliance (03/244/TNC).
lineside fires, with the authority of the |System Safety Case submissions to RSAB/GSRP also
Signaller. set out safety management.
Existing rule does not allow for setting |Interfleet Technology Limited has been involved in the
back in such circumstances. identification of hazards associated with the proposed
grinding operation, and has been involved in the
management of the hazard logs and revision of the
System Safety Case for the C2101, C2102 and C2103
grinders. Interfleet is independent from both the owner
and operator of the grinder, and is ensuring that all
hazards are being appropriately addressed by the project.
The principal Interfleet person involved in this task is
Peter Green.
The proposed grinding operation outside possession was
developed during 2002, resulting in the submission to
OSSC in February 2003, from which a temporary non-
compliance was obtained. No operations were
undertaken in this manner until the temporary non-
compliance was obtained. Further submission in October
2003 obtained temporary non-compliance (03/244/TNC)
which expires on 28th May, 2004.
Attachment to application is:
Covering letter from Interfleet Technology
It is recognised that as part of rail grinding, lineside fires
are occasionally started. Water cannons are fitted to
C2101, C2102 and C2103 to quickly douse fires.
However it is necessary to set back to do this.
GE/RT8004 One Local Operations B4.3 & B4.6 05/117/NC National Carrying out alternative processes B4.3. The alternative hazard identification and mitigation [09/09/2005 [Until RGS is revised and Network Rail NC |Yes
Instructions until GE/RT8004 is revised and re- process that is more appropriate than risk assessment. issue is implemented.
issued.
B4.6. The documents are only required for information
The severity of the proposed non- and not a safety purpose.
compliance is considered minor.
GE/RT8006 One Interface between Rail [2 scope part (b) [02/041/DGN [FIA intermodal twin wagons (225 |EWS wishes to operate FIA freight The axle load of FIA wagons operating at speed in excess |04/10/2002 |N/A EWS DGN |Yes

Vehicle Weights and
Underline Bridges

Deviations in force as at 08/03/2010

FIA wagons within the range 70
4938 002-3 to 70 4938 742-2).

vehicle at their design maximum
speed of 90 miles/h. In its current
form, GE\RT8006 does not cover
freight vehicles with a maximum
speed in excess of 75 mile/h (although
GE/RT8006 does apply to passenger
and NPCC up to a 125 mile/h
maximum speed).

The severity/degree of derogation is
considered to be minor. Although it is
proposed that the service speed of the
FIA wagons be raised to 90 mile/h, the
maximum axle load will be reduced
from 18 to 14 tonnes. The reduced
axle load is below that of some high-
speed DMU vehicles. The P2 force at
90 miles/h and 14 tonnes axle load is

162.4kN compared to the GM/TT0088
limit of 322kN.

of 75 miles/h shall be 14 tonnes maximum. This axleload
is below that of some DMU vehicles that have maximum
speeds of 100 mile/h or greater.

The main risk identified is that of exceeding the 14 tonnes
axle load limit on the wagons for 90 miles/h services. It is
considered that the control measures below will reduce
the risk to an acceptable level:

- The FIA twin wagons are registered on TOPS/RSL with
a speed change weight of 112 tonnes gross for speeds
between 75 and 90 miles/h. This equates to 14 tonnes
axle load. TOPS/RSL will therefore ensure that the GLW
(and therefore payload) is limited for 90 miles/h operation.

- Positioning and weights of containers will be controlled
by the issue and briefing-in of loading diagram to terminal
staff.

- All containers received for loading will be marked with

the declared weight.
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These load controls are similar to those already in use to
ensure maximum axle loads are complied with for other
container vehicles.
Attachment to application is:
- RSL data for an example FIA twin wagon (design code
FIE790) showing the speed change weight of 112 tonnes
(equating to 14 tonnes axle load for the eight axle twin
wagon).
GE/RT8006 One Interface between Rail |7.1.2 second para |02/084/NC Multiple units and loco hauled This application is for an alternative The existing method of publication requires the issue of  |{14/11/2002 |Until revised RGS is Railtrack NC |Yes
Vehicle Weights and  |(b) passenger trains over all bridges, |method of publication of notification to |exceptional load forms for passenger trains, and which issued and implemented
Underline Bridges including long span bridges on train operators of permission for has generally not been used by either British Rail or
Railtrack infrastructure. passenger trains to run when the Railtrack. The proposed method ensures that information
maximum RA number of every rail restricting rail vehicles is available to train operators and
vehicle in the train is more than the operations controllers.
RA number of the route at permissible
speed to replace issue of exceptional
load forms for passenger trains.
Issue of exceptional load forms for
multiple units and locomotive-hauled
passenger trains when the condition
given in GO/RT3407 Appendix A (f)
apply.
GE/RT8012 One Controlling the Speed |4.3 03/053/NC The non-compliance will exist on  |Both Class 390 and Class 221 tilting |A Human Factors Study has been undertaken, and a site |17/04/2003 |Until revised RGS is Network Rail NC |Yes
of Tilting Trains all WCML routes, affecting lineside |trains are to operate on WCML routes. |trial carried out which conclude that there will be no issued and implemented Virgin Trains
Through Curves signage only. These vehicles have different significant safety decrement.
characteristics and therefore different
Enhanced Permissible Speed profiles. |Attachments to application are:
GE/RT8012 currently allows signing of
a single EPS profile only. The non- (1) Briefing Note for request for non-compliance pending
compliant proposal is for standards change regarding GE/RT8012
implementation of lineside signage (2) "Human Factors Study - Lineside Signage" - Rev.03
displaying two EPS speeds with a May 2002 (ERM Risk)
maximum of three speed values at (3) "Conventional Driver Interviews on Differential
only one sign. Enhanced Permissible Speeds Signage" - January 2003 -
Rev.C (Mott MacDonald)
The proposal is in direct contravention
of Clause 4.3.
GE/RT8014 One Hot Axle Bearing All 99/164b/DGN |Operation of existing Metro units  [The Metro cars are not fitted with hot |Non-compliance was discovered during technical 15/12/1999 IN/A Nexus DGN |Yes
Detection between Sunderland and Pelaw  [axlebox detection equipment. Severity jassessment undertaken as part of the Engineering
is medium category of the ALARP Acceptance process to allow Nexus Metro cars to operate
region. on Railtrack lines. Risk Assessment attached to
application.
GE/RT8015 One Electromagnetic B5.1 06/082/TNC  |The equipment involved is the The clause requires that trains are In order to maintain electromagnetic compatibility, it is 13/06/2006 |11/05/2007 Midland Mainline [TNC |Yes

Compatibility between
Railway Infrastructure
and Trains

Deviations in force as at 08/03/2010

Davis & Metcalfe E70 Brake
Control Unit as fitted to HST power
cars. The modified unit has the
part no. AB519-T29.

designed, operated, built and
maintained so as to ensure that the
safety performance of train systems
are not compromised by exposure to:
a) Emissions at the levels specified in
the immunity requirements of
EN50121-3. b) Emissions from the
train itself including train-borne
equipment. EN50121-3-2 requires
equipment fitted to trains should be
immune to an RF radiated field at a
level of 10V/m over the frequency
range 80MHz i 1GHz.

The Davis & Metcalfe E70 Brake
Control Unit as fitted to HST Power
cars, has a known RF immunity
problem related to mobile transmitters
such as phones, walkie-talkies and the
train-borne NRN radio. In order to
assess the susceptibility of the E70
Brake Control Unit, RF immunity tests
have been undertaken, the equipment

subsequently modified to improve the

reasonable for new equipment to be specified to meet the
requirements of EN50121-3 and any additional
requirements identified by the Infrastructure Controller.
This should be the normal route to demonstrating
compliance. Where equipment cannot be shown to meet
these requirements (e.g. modified equipment of a dated
design), special measures such as train-borne immunity
tests are considered a reasonable approach as an
alternative means to demonstrate that the risks are
minimised as far as is practicable. The latter is the route
chosen for the modified E70 brake control unit.

The risks associated with this derogation have been
identified and amended by Interfleet Technology who
support this derogation application. See attached risk
assessment.

The E70 Brake Control Unit was designed in the early
1970's and its design did not foresee the increase in RF
usage with advances in technology. Although through
modification, significant improvements have been made
to the brake control unit, the design is not conducive to

retro-fitting EMC measures in order to enhance its
immunity to RF phenomena to the level of 10V/m required
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immunity and the RF immunity tests
repeated.

Note: The unit that was tested

retained the traditional relays but it is
likely that the production unit will use
fsolid state rel a.
the units EMC performance.

The RF immunity of the original E70
brake control unit (unmodified) is less
than 1V/m over the required frequency
range. The RF immunity of the
modified unit is substantially improved
over the frequency range 80MHz i
1GHz where an immunity level of
10V/m was achieved across the band
except at 105-118MHz where 5V/m
was achieved and at 165-207MHz
where 3V/m was achieved.

Both the original (unmodified) and
modified E70 Brake Control Units fail
to meet the requirements of EN50121-
3-2 and thus clause 5.1a) of
GE/RT8015.

As part of the assessment,
electromagnetic field tests were
undertaken in the clean air
compartment of a HST power car
adjacent to the installed E70 Brake
Control Unit. The purpose of these
tests was to measure the field levels
present over the frequency range
80MHz i 1GHz under various
scenarios. Tests were conducted with
the cab door open and closed whilst a
range of mobile transmitters were
operated. During the test, the E70
Brake Control Unit was monitored for
maloperation and the field level was
measured and recorded. Mobile
transmitters used were: Orange
mobile phone (900MHz), Motorola
GP340 Walkie-talkie (440MHz) and
the cab mounted NRN radio (190-
200MHz). The field levels recorded
are all less than 1V/m and the results
are detailed in York EMC test report
9109/TR/1. It has also been
demonstrated that the modified E70
Brake Control Unit is immune to the
operation of these transmitters and
other train borne electrical equipment
and therefore meets the requirements
of clause 5.1b) of GE/RT8015.

In order to ascertain the immunity to
others RF transmitter (e.g. Taxi radio,
broadcast transmitters, etc.),
evaluation should be undertaken on
the HST routes (see point (d) of the
section O6Alternati
Measuresd bel ow).

The derogation is against the
requirements of the E70 brake
controller to meet the immunity
requirements of EN50121-3-2 for
train-borne equipment to a level of

10V/m and thus clause 5.1a) of

by EN50121-3-2. It is considered that significant re-
engineering would be required introducing both additional
cost and risk.
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GE/RT8015.
GE/RT8018 One Mechanical Trainstop |B 8.6 04/132/DGN |Class 165/166 vehicles not already [The tripcock reset button is also the  |[The proposal is an already established design with which [16/06/2004 |[N/A Chiltern Railways |DGN |Yes
Systems fitted with Tripcock equipment unit uncouple button and thus already [the train crew are familiar. To introduce an alternative Company Limited
(Unit numbers 165001 - 165005) [performs another function. arrangement on 10 vehicles which is different to the
existing 104 vehicles is likely to cause confusion amongst
Severity/degree of derogation is train crew.
considered to be minor.
Fitting a separate button would also then not comply with
GM/RT2161 Requirements for driving cabs of rail
vehicles, as these vehicles would have different controls.
GE/RT8018 One Mechanical Trainstops [Clause 9.3 06/129/TNC  |There are five proposed This is an extension to 05/089/TNC Existing processes are being followed until the new 04/08/2006 |30/07/2007 Network Rail TNC |Yes
Systems installations of tripcock testing on  |(Tracker No 3369), which expires on |solution is developed. The new solution, as defined in the
the Watford DC Lines. One at 14 July 2006. standard, builds on the existing processes to give greater
Queens Park; two at Harrow & indication to the driver and control to the signaller in
Wealdstone; one at Willesden and [The Signalling Scheme Plan 04-WS- [degraded mode. Until this time, the existing processes
one at Stonebridge Depot. Under |003 Version E states that all tripcock [provide acceptable safety in line with the current
the Willesden Suburban SSI testers will be interlocked with the processes.
interlocking renewal project, signalling to prevent a train with a
control of signalling was defective Tripcock Arm from An existing temporary non-compliance 05/086/TNC
transferred from Willesden proceeding beyond the next signal (Tracker No 3369) is currently in place to address this non
Suburban SCC to Wembley showing a red aspect into a Trainstop [compliance. This application purely seeks to extend
Mainline SCC utilising two SSI fitted arrea, where this is the only 05/086/TNC while further development is pursued. The
interlockings - CAMDC, WATDC. [method of SPAD protection with full safety justification and supporting documentation was
The data solution is to be certain types of rolling stock running  [submitted with the previous application.
implemented in these SSis. on this line.
The existing arrangement of the Tripcock Test failure
The site locations of the Tripcock indicators giving a non-interlocked lineside indication to
testers with their associated the train driver will remain in place upon implementation
interlocked signals have been agreed |of Willesden Suburban SSI interlocking renewal project,
and are shown on the AIP Signalling [until both a new tripcock tester and the data solution is
Scheme Plan 04-WS-003 Version E - [approved & implemented (estimated January 2007).
'DC Electric Lines upgrade and
transfer of control from Willesden
Suburban SCC'.
Due to the novel data constructs that
will be required, and the complexity of
the signalling layout, both a new
tripcock tester and an SSI data
solution cannot be progressed without
incurring a delay to the project
commissioning (July 05). It was jointly
agreed with Network Rail LNW
Territory to exclude this part of the
Project scope until a robust technical
solution is in place.
The current arrangement in place is
both operationally and technically
acceptable in providing a method of
tripcock testing. The proposed solution
still relies on the driver stopping at the
red aspect, but gives greater
information to both the signaller and
the driver to mitigate against entering
a trainstop protected area with a
defective tripcock.
The non-compliance does not impose
additional workload or responsibility
onto either the signaller or the driver
as the processes that have always
been followed will continue to be
followed. Upon compliance with the
revised standard, new processes for
Network Rail Signalling Operations
and the Train Operators that use the
line (currently LUL and Sliverlink) will
have to be implemented in line with
the new equipment and signalling
functionality.
GE/RT8019 One Tilting Trains: 7.8 04/001/NC Class 221 Super Voyagers (44 The Class 390 t r aiSummaryofthe arguments and justification in Appendix [22/01/2004 |Until revised RGS is Virgin Trains NC |Yes

Deviations in force as at 08/03/2010
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Controlling Tilt Units, 88 cabs) Aut hori sedd | aaap, ilA, attached to application. issued and implemented

Systems to Maintain and the Class 221

Clearances Aut hori sedd | amp.

As a result of questions raised within
the VAB process, the VAB has
rejected the Class 221 design as non-
compliant with clause 7.8 of the
Standard. This is based on the
assumption that the Class 390 design
takes precedence. The non-
compliance has no effect on train
operation because the drivers who
operate the Class 390 train will not
operate the Class 221 train in tilting
mode, nor vice versa. This condition is
included in the Ri
Safety Case prepared by West Coast
Trains and CrossCountry Trains Ltd.

GE/RT8019 One Tilting Trains: Clause 7.8 06/028/NC Cl221 Super Voyagers (44 units) [iThe ClI 390 has a ’|Assessment of the risks, including an independent human [25/04/2006 |Until RGS is revised and Virgin West NC |Yes
Controlling Tilt and CI390 Pendolinos (53 unit). lamp in the driving cab and the CI221 [factors study, indicate these are very small with many issue is implemented. Coast
Systems to Maintain has a Tilt Aut hor imitgating factors (safety assessments attached).
Clearances reflects the nature of the routes these

trains principally operate over i with Safety Assessments attached:
Cl221s working non tilting routes and |- A review of the restrictions upon Drivers holding Cl221

CI390s working tilting routes. and 390 main line competence.
- Human Factors Support to the Initial Review of the
The assessment and independent Restrictions relating to Interworking of Cl221 and CI390

human factors studies indicate that the [Drivers.
risk posed is very small, with many
factors acting in mitigation.

GE/RT8025 One Electrical Protective B4.2, fourth 04/095/NC The West Coast Main Lineauto- [The i ncl usi on of {Risk Assessment attached to application. 09/06/2004 |Until revised RGS is Network Rail NC |Yes
Provisions for paragraph transformer system between North |t he | i ned6 in the | issued and implemented
Electrified Line Wembley and Carstairs clause B4.2 is considered to be As currently worded, the requirements of the fourth
unnecessarily onerous with respect to |paragraph of clause B4.2 would require the replacement
the positioning of along track auto- of a substantial number of cantilever structures on the
transformer feeder wires for those West Coast Main Line at an estimated cost of
existing ac electrified routes to be approximately £75 million.

upgraded to an auto-transformer
electrification system, such as the
\West Coast Main line.

The non-compliance application
proposes amendment to GE/RT8025
so as to address more appropriately
the requirements for the upgrade of
existing electrified routes from classic
ac electrification systems to auto-
transformer ac electrification systems.

The alternative practice proposed is
considered to be a more practical and
cost effective means of achieving the
same level of risk control as the
measure that it replaces.

GE/RT8025 One Electrical Protective B4.7 05/088/NC Nationally, throughout Network The non-compliance application \Work on or near to a.c. electrified lines is undertaken in  |11/08/2005 |Until RGS is revised and Network Rail NC |Yes
Provisions for Rail's a.c. electrified lines proposes amendment to the first accordance with Network Rail Standard (NRCS) issue is implemented.
Electrified Lines infrastructure. sentence of clause B4.7 of RT/E/S/29967 'Working On or About 25kV Electrified

GE/RT8025 so as to address more Lines' which, in turn, achieves compliance with
appropriately the requirements for the |GE/RT8024 'Persons Working On or Near to AC
control of vegetation with respect to an |[Electrified Lines'.

auto-transformer electrification
system, particularly with respect to the [The safety of persons cutting back vegetation is also
installation of an auto-transformer controlled by Network Rail standard RT/E/S/29987
feeder wire. 'Working On or About 25kV AC Electrified Lines'.
\Vegetation poses safety risks to people and to the

The alternative practice is considered |integrity of the OLE. Network Rail has OLE Work

to be a practical and more cost- Instructions that impose effective risk controls and set out
effective means of achieving the same |the required actions for the control of vegetation to

level of risk control as the measure maintain safe clearances.

that it replaces.
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