 





[bookmark: _GoBack]








2014 REPORT ON
RAILWAY SAFETY
IN POLAND










[image: cid:image001.png@01D0AA71.7A623FF0]
RAIL TRANSPORT OFFICE 
URZAD TRANSPORTU KOLEJOWEGO — UTK

Warsaw, September 2015


2014 Report on 
Railway Safety in Poland



2014 Report on 
Railway Safety in Poland




	2014 Report on Railway Safety in Poland
	Page 2of 56






















2014 Report on Railway Safety in Poland
Warsaw, September 2015

Publisher:
Rail Transport Office

Technical and graphic development:
Rail Safety Department

Sources of information:
Safety reports of rail operators and infrastructure managers, Rail Occurrence Register 

Developed by:
Rail Transport Office
Aleje Jerozolimskie 134
02‑305 Warsaw

www.utk.gov.pl
utk@utk.gov.pl


[bookmark: _Toc435539914][bookmark: _Toc441736850]Contents
Contents	3
A.	Introduction	4
1.	Aim and scope of the report	4
2.	National safety authority	5
B.	Overall safety situation and strategy	6
1.	Main conclusions for the reporting year	6
2.	National safety strategy, programmes and initiatives	8
3.	Overview of the situation in 2014	9
4.	Priority areas in 2015	10
C.	Changes in safety levels	11
1.	Detailed analysis of the latest trends	11
2.	Results of safety recommendations	18
3.	Implemented measures not related to safety recommendations	24
D.	Supervision	25
1.	Strategy and plans	25
2.	Supervision of management systems in railway transport	28
3.	Human resources	30
4.	Competences	30
5.	Decision-making process	31
6.	Coordination and cooperation	31
7.	Conclusions from measures taken	32
E.	Safety certification and authorisation	33
1.	Guidelines	33
2.	Contacts with other national safety authorities	33
3.	Procedural matters	33
4.	Feedback	33
F.	Changes to legislation	35
1.	Directive on rail safety	35
2.	Changes to legislation and regulations	35
G.	Application of CSMs with respect to risk assessment and evaluation	36
1.	Experiences of national safety authorities	36
2.	Feedback from entities	37
3.	Change to national legislation to include CSMs within the scope of risk assessment and evaluation	38
H.	Deviations from the ECM certification system	39
Annex 1: Common safety targets	40
Annex 2: Changes to legislation	47
Annex 3: Priorities and plan for supervision of the President of the Rail Transport Office for 2015	55



[bookmark: _Toc435539915][bookmark: _Toc441736851]Introduction
[bookmark: _Toc435539916][bookmark: _Toc441736852]Aim and scope of the report
Pursuant to Article 16 of Directive 2004/49/EC on safety on the Community’s railways (the Safety Directive), each Member State shall establish a body to implement all of the tasks of a national safety authority (NSA) for the rail sector specified in the Directive. In Poland, pursuant to Article 10(1) of the Act on Rail Transport of 28 March 2003, this function was assigned to the President of the Rail Transport Office (UTK).
Pursuant to Article 18 of the Safety Directive, each year the safety authority shall publish an annual report concerning its activities in the preceding year and send it to the European Railway Agency (the Agency) by 30 September at the latest. The report shall contain information on:
a) the development of railway safety, including an aggregation at Member State level of the CSIs laid down in Annex I of the Safety Directive;
b) important changes in legislation and regulation concerning railway safety;
c) the development of safety certification and safety authorisation;
d) results of and experience relating to the supervision of infrastructure managers and railway undertakings;
e) exemptions applied pursuant to Article 14(a)(8) of the Safety Directive.
This report (the Report) is for the Agency. However, the Report will be published in the Official Journal of the minister responsible for transport matters and on the European Railway Agency’s website (www.era.europa.eu), on which annual reports prepared by all Member States that have their own rail systems are published. Therefore, it will be available to all interested parties – public administration bodies, rail enterprises, associations and chambers of commerce.
This report covers the national public rail network managed by ten infrastructure managers. This report does not cover networks that are functionally separate from the requirements of the Safety Directive, including narrow‑gauge rail systems, in‑factory rail transport, tram transport, cable transport or cable railway transport systems, or the metro system. Pursuant to the adopted guidelines, the Report does not include all occurrences that took place within national rail premises. The Report only covers occurrences classified as significant accidents, including serious accidents. These terms are defined further on in the report.
A key section of this report was prepared based on data provided to the President of the Rail Transport Office by rail undertakings and infrastructure managers in their annual safety reports submitted based on the requirements of the Rail Transport Act transposing to the national legal system the relevant requirements of the Safety Directive. The data obtained in the reports was supplemented with data obtained by the President of the UTK from other sources including, in particular, data collected in the Rail Occurrence Register kept by the President of the UTK, which constitutes one of the key tools for the ongoing monitoring of safety levels in the rail sector.
The data in the report will be used by the Agency to prepare the ‘Biennial report on the safety of the railway system in the European Union’.
Pursuant to applicable guidelines, the Report was prepared in accordance with a uniform, standardised template developed by the Agency, and is consistent with the system used therein.
Following the previous year’s template, in the interests of consistency and reliability of conclusions drawn from data collected, the President of the UTK published detailed Guidelines on how to prepare safety reports on the website utk.gov.pl. The data presented in the reports is subject to verification by the UTK and, if required, entities are to submit relevant corrections to ensure maximum reliability of data presented in the Report.
The analysis of rail occurrences broken down by serious accidents, accidents and incidents (arising under the Safety Directive) is used in ongoing measures monitoring the development of safety of the rail market undertaken by the President of the UTK, and is presented every year in the Assessment of rail traffic safety for the Minister responsible for transport matters. However, this Report has been prepared based on a classification of occurrences as significant accidents (including serious accidents). Therefore, when comparing data in both documents, this difference must be borne in mind.
[bookmark: _Toc435539917][bookmark: _Toc441736853]National safety authority
In 2014, the Rail Transport Office did not undergo any organisational changes or changes to institutional relationships with the minister responsible for transport and, therefore, pursuant to the guidelines contained in the annual safety report template developed by the Agency, the Report does not provide a description of the UTK’s organisational structure.
[bookmark: _Toc435539918][bookmark: _Toc441736854]Overall safety situation and strategy
1. [bookmark: _Toc435539919][bookmark: _Toc441736855]Main conclusions for the reporting year
Pursuant to the Safety Directive, the common safety targets (CSTs) specify the safety levels that must at least be achieved by different parts of the rail system and by the system as a whole, expressed in risk acceptance criteria. CSTs are set by the European Railway Agency based on national reference values (NRVs) for individual countries in accordance with the procedure specified in Decision 2009/460/EC.
Member States are required to constantly monitor the safety levels of their rail systems, including monitoring the achievement of common safety targets (CSTs), expressed quantitatively and qualitatively.
The standardised table below presents common safety target levels achieved in 2014 expressed both in quantitative and qualitative terms for five individual risk groups, including passengers, staff, level crossing users, unauthorised persons on railway premises and ‘other persons’, as well as the level of risk to society as a whole.  The table contains information on specific safety targets, the national reference value for each target, as well as the indicator itself expressed as a value and as a percentage. The lower the value of the indicator, the better the level of safety in each risk group.
Implementation of common safety targets in 2014 
	Common safety targets (CSTs)
	NRV for Poland[footnoteRef:1] [1:  The national reference values (NRVs) for Poland and other Member States of the European Union are specified in Commission Decision 2012/226/EU of 23 April 2012 on the second set of common safety targets as regards the rail system, amended by Commission Implementing Decision 2013/753/EU.] 

	Calculated indicator value
	Achieved indicator level

	1.1. NRV for risk to passengers (x 10-9)

	CST 1.1.
	Number of passenger FWSIs per billion track kilometres per billion passenger train‑km
	116.1
	19.391
	16.7%

	CST 1.2.
	Number of passenger FWSIs per billion passenger‑km
	0.849
	0.163
	19.2%

	1.2. NRV for risk to employees (x 10-9)

	CST 2.
	Number of employee FWSIs per billion train‑km 
	17.2
	6.56
	38.1%

	1.3. NRV for risk to level crossing users (x 10-9)

	CST 3.1.
	Number of level crossing user FWSIs per billion train‑km 
	277.0
	189.298
	68.3%

	CST 3.2.
	Number of level crossing user FWSIs per billion passenger km (track‑km) multiplied by the number of level crossings 
	N/A
	
	-

	1.4. NRV for risk to ‘other persons’ (x 10-9)

	CST 4.
	Number of FWSIs incurred by ‘other persons’ per billion train‑km 
	11.60
	11.245
	96.9%

	1.5. NRV for risk to unauthorised persons on railway premises (x 10-9)

	CST 5.
	Number of FWSIs incurred by unauthorised persons on railway premises per billion train‑km 
	1210.0
	790.460
	65.3%

	1.6. NRV for risk to society as a whole (x 10-9)

	CST 6.
	Total number of FWSIs per billion train‑km 
	1590.0
	1009.746
	63.5%


Source: own work.
Of the 2014 indicators calculated for established risk groups based on statistics included in the form of common safety indicators (CSIs), none exceeds the accepted level of risk or the national reference values (NRVs) set for Poland. Thus, the required level of safety of the national rail system has been achieved.
The lowest indicator values, indicating greater safety levels, were achieved for the risk to passengers group: less than 20% of the targeted NRV for Poland. Next came the indicator for risk to employees, which achieved a level of 38%. However, the indicator for risk society as a whole reached approximately 65% of the targeted NRV. It should be noted in this respect that risk levels for the aforesaid groups decreased significantly compared with the previous year. The indicator relating to unauthorised persons on railway premises remained at a level similar to that of the previous year, at slightly above 65%.
The highest indicator values were reported for level crossing users and ‘other persons’, with a risk level of over 68% and 96%, respectively. These risks were identified as priority areas, i.e. areas in which measures need to be taken at Member State level to increase rail system safety. The measures taken proved effective for the risk group comprising level crossing users, as the indicator for the previous year stood at 92%. However, the indicator for the risk group  comprising ‘other persons’ increased by approximately 17% in 2014.
One serious accident took place on railway lines in Poland in 2014. This was the category A13 accident that occurred on 10 February 2014 on the Warszawa Rembertów – Sulejówek Miłosna route as a result of a train of Szybka Kolei Miejska sp. z o.o. (SKM) running into the back of a train belonging to Koleje Mazowieckie sp. z o.o. (KM) due to the driver of the SKM train failing to exercise due care. There were no victims in the accident.
At 5:16, the KM train stopped at Warszawa Wesoła station, and continued its journey after approximately 50 seconds. After travelling approximately 300 metres, there was a voltage loss in the overhead voltage line and a simultaneous loss of air pressure in the main braking hose, which made the train stop. After a failed attempt at restarting the train, the driver notified the guard about the need to establish precisely where the air pressure had escaped. The driver did not notify the dispatcher about the fact that the train had stopped somewhere it was not supposed to.
Following the journey of the KM train, at 5:16 the SKM train left the Warszawa Rembertów station. The train passed an exit semaphore from station Warszawa Rembertów, which was displaying an S5 signal (a continuous orange light informing that the next semaphore will indicate the S1 ‘Stop’ signal). In the meantime, there was a lapse in the voltage in the overhead voltage line, which led to a loss of control. This defect distracted the attention of the train driver, who noticed the S1 signal at the last moment. Despite immediately attempting to brake, the head of the train stopped past the semaphore. The train driver should have immediately notified the train dispatcher about the fact that he had passed the ‘Stop’ signal in order to obtain further instructions; however, he failed to do this. After a short stop, the train driver continued the journey and stopped at the Warszawa Wesoła station platform. After obtaining a ‘ready to depart’ signal, the train started and reached a speed of 62 km/h. After travelling approximately 200 metres from where it started, the train driver noticed a standing train without tail signals, upon which he applied the emergency brake. Despite this, the SKM train ran into the KM train at a speed of 36 km/h; the KM train moved forward by six metres.
A railway accident investigation team found the root causes of the accident to be the SKM train driver’s failure to exercise due care after the SKM train passed the automatic block signal displaying the ‘Stop’ signal, and his failure to immediately inform the dispatcher about the unforeseen stoppage of the train on the route.
The following were classified as indirect causes: the failure of the SKM guard (who was in the driver’s cabin) to react to the driver’s incorrect operation of the train, the KM train driver’s failure to inform, using radio communications, the dispatchers of adjacent block posts about the unintended stoppage of the train on the route, which resulted in a failure to organise the rear warning lights, as well as the turning off of the Pc5 train‑end signal. The occurrence also had systemic causes, as specified by the railway accident investigation team: the inability to display signals at the head and tail of a train in an emergency, when it is forced to stop to deal with a breakdown.
1. [bookmark: _Toc435539920][bookmark: _Toc441736856]National safety strategy, programmes and initiatives
In the national context, there is no prevailing strategic document regarding safety in the rail transport sector. One document outlining a rail transport safety strategy at Member State level is the ‘Master Plan for Railway Transport in Poland until 2030’ [Master Plan dla transportu kolejowego w Polsce do 2030 r.] developed by the ministry responsible for transport matters in 2008. This document contains a section covering strategic measures aimed at increasing safety levels of the rail system. 
The issue of rail safety in the above‑mentioned document is addressed in two ways:  
in terms of rail traffic safety, resulting from the characteristics of rail transport as a process that is technical and dependent, first and foremost, on the technical parameters of the devices and systems used;
in terms of transport safety, also defined as safety in the transport of persons, covering any threats to passengers and goods transported via rail, but not directly related to the technical characteristics of the rail system. 
As regards rail traffic safety, the measures included in the plan primarily concern the gradual implementation of modern rail traffic control systems on the national rail network, such as the European Rail Traffic Management System (ERTMS). The document also stresses the importance of investment and revitalisation processes, in particular in relation to rail infrastructure, and highlights the need to ensure appropriate financing to provide adequate maintenance of rail infrastructure. 
As regards strategic documents on revitalisation and maintenance of rail infrastructure, of essential importance is the scale of ongoing investment projects aimed at improving railway infrastructure and safety levels that are currently taking place in many locations on the Polish rail network. A substantial part of this work is co‑financed by the European Union. Details of the tasks to be implemented and related costs are available in the ‘Multi annual Rail Investments Programme to 2015’ [Wieloletnim Programie Inwestycji Kolejowych do roku 2015] covering a total of 140 projects for a combined value of PLN 24.9 billion, implemented in 2013‑2015. 
In the context of ensuring transport safety, among the current investment projects, the construction of new turnouts and the modernisation of level crossings (the measure is closely related to the priority area in which the indicator calculated was closest to the national reference value) are of significance.
Measures in this regard are implemented both as part of the modernisation and revitalisation of lines (in 2014, 1 393km of track, 1 747 turnouts and 545 level crossings were modernised, and 98 two‑level crossings were constructed), and of separate dedicated investment projects (project under Operational Programme Infrastructure and Environment (POIiŚ) 7.1‑71 Improving safety through the construction of new rail turnouts with an improved design standard, which foresees the replacement of 697 turnouts, or projects POIiŚ 7.1‑59 and POIiŚ 7.1‑80 Improving safety and eliminating operational threats at level crossings – stages I and II, which cover the modernisation of 205 turnouts, of which 26 level crossings had been modernised as at 31 December 2014). In addition, investments aimed at improving safety levels involved signage of approaches to level crossings, using rumble strips, installation of additional fault detection equipment in rolling stock or the purchase of base radiophones with a radio‑stop system at level‑crossing gatehouses.
In addition to the investment projects, public information campaigns have been carried out to raise awareness on the risks relating to level crossings and infrastructure theft. The campaign ‘A safe level crossing – stop and survive’ supported by the Rail Transport Office has been ongoing since 2005 and focuses on threats at level crossings and those related to crossing tracks at undesignated areas. The campaign shows rescue operations after level crossing accidents; there are also educational measures addressed both to young people, through meetings at schools, and to adults through information campaigns in the press and on television.
In 2014, the national infrastructure manager also conducted campaigns on combating theft and damage to infrastructure internationally. As part of such international campaigns, on 21‑22 May 2014, anti‑theft campaigns were carried out on rail premises as part of the second iteration of the ‘European Metal Theft Action Day’. The measures were the second part of the ‘2014 Action Plan’ implemented as part of the EMPACT (European Multidisciplinary Platform Against Criminal Threats) programme.
However, as regards the rail safety campaigns undertaken by the President of the UTK in 2014, it should be highlighted that collaboration as part of the implementation of the Memorandum on Cooperation to Combat Theft and Damage to Infrastructure, which commenced in 2012, continued. Under the Foundation ‘Stalwart – Infrastructure Protection’ [Niezłomni – ochrona infrastruktury] set up by signatories to the Memorandum, work was carried out to create an online platform to collect data on theft of and damage to infrastructure affecting various sectors. Functionality tests on the application are planned for 2015, and full implementation is planned for 2016. As at the date of this report, testing of the platform and training on its use are already under way and are being coordinated by representatives of the Memorandum.
In 2014, the Foundation began cooperating with a similar organisation operating in Germany – Security Partnership Against Metal Theft in Germany (SIPAM). The partners signed a letter of intent regarding trans‑border cooperation to combat and prevent metal theft and intensify cooperation in this regard. By signing this letter of intent, the parties expressed their desire to exchange information that could contribute to the prevention of theft of and damage to infrastructure, and minimise their consequences for the public as well as the related economic consequences for institutions, companies and customers, including risks to life and health. All parties will cooperate with public institutions and bodies and, if required, contact law enforcement bodies.
In addition, in August 2014 a Team operating under the President of the UTK was appointed to monitor the level of safety of the rail sector in Poland . The aim of the Team is to monitor safety in the national rail sector, identify alarming safety trends and phenomena, and distribute information in this regard to rail sector entities.
The Team’s tasks include, in particular: identifying information sources regarding the safety of the national rail sector; analysing information regarding the safety of the national rail sector to identify alarming phenomena and trends; defining the optimal means of communication with the sector; forwarding information on problems identified regarding the safety of the national rail sector; and initiating measures enabling rail sector entities to adopt and implement preventive measures and eliminate irregularities.
The main topic discussed during the Team’s most recent meetings in 2014 was rail occurrences caused by a failure of a rail vehicle to stop at a ‘Stop’ signal or where it should stop, or the starting‑up of a rail vehicle without permission, the number of which increased in the previous year. Entities participating in these meetings presented information on measures aimed at maintaining an appropriate level of safety in the rail sector.
[bookmark: _Toc435539921][bookmark: _Toc441736857]Overview of the situation in 2014
The safety level in national rail traffic generally improved in 2014 in relation to the previous year. In 2014, the number of significant accidents on the Polish rail network decreased by 5% compared with 2013, with the number of such accidents dropping from 328 to 313 (a decrease of 15 occurrences). The number of fatalities in significant accidents that occurred in 2014 on the Polish rail network decreased by 9% in relation to 2013, i.e. from a total of 227 persons in 2013 to 206 persons in 2014. Similarly, the number of seriously wounded persons in 2014 dropped by 6% compared with 2013, i.e. from a total of 101 in 2013 to 95 in 2014.
The influence of external entities on the rail system remains problematic, including, in particular, the presence of unauthorised persons on railway premises, road users at level crossings, and persons deliberately acting to the detriment of the rail system. The percentage of accidents (this assessment was made based on statistics covering all accidents, not only significant ones) involving external entities in 2014 remained at a very high level – similar to that recorded in 2013 – i.e. at a level of over 70% (72.4% in 2014 and 73.9% in 2013). The influence of external entities on the safety of the rail system is a particularly difficult challenge for the President of the UTK, given its limited power to influence the actions of these entities.
A worrying phenomenon that occurred in 2014 was the significant increase in the number of rail occurrences (incidents and accidents) caused by damaged wagons or the poor technical condition of wagons (an increase from 50 occurrences in this category in 2013 to 126 in 2014). This phenomenon is all the more disturbing because 2014 was also a year during which the new supervision system for the maintenance of rail vehicles, which should contribute to improving the situation in this regard, was being implemented. For the immediate future, the President of the UTK will, therefore, focus on analysing the causes of this phenomenon.
Occurrences involving the failure of a rail vehicle to stop at a ‘Stop’ signal or where it was supposed to stop, or accidents caused by the starting‑up of a rail vehicle without permission also require particular attention. The number of occurrences in this category increased in 2014 compared with the previous year (from 35 to 64). These occurrences are usually found to be caused by human factors, i.e. failure to observe due care; improper observation of the road ahead; incorrect interpretation of signals; improper cooperation between drivers and guards; starting a train in the wrong direction contrary to the dispatcher’s instructions; driver failure to react to manoeuvring signals displayed directly prior to an occurrence; and failure to adapt speed to local conditions.
As regards the experience gained by the President of the UTK in the course of the certification and authorisation procedure for operators and infrastructure managers, it should be highlighted that improvements are required in the level of implementation of the safety management systems of operators and managers, and in the level of implementation of systems for managing the maintenance of entities in charge of maintenance of freight wagons. The irregularities identified relate first and foremost to the supervision of documentation and flow of information on safety, procedures for continuous improvement, and using the results of external audits to improve the system. Detailed information on the identified irregularities can be found in Chapter D (supervision) of this report.
[bookmark: _Toc435539922][bookmark: _Toc441736858]Priority areas in 2015
The priority of the President of the UTK in 2015 will be to carry out the recertification of approximately 50 operators and infrastructure managers that obtained their certificates and safety authorisations in 2010.
Given the transition period for rail sector entities to obtain the initial safety certificates and authorisations, the period for which expired at the end of 2010, the majority of rail operators and infrastructure managers submitted applications to obtain such documents shortly before the end of the said period. As a result, the majority of safety certificates and authorisations were issued in the second half of 2010, thereby making them expire in the second half of 2015. In Poland, contrary to what takes place based on European Union legislation, the term of validity of safety certificates and authorisations was set in legislation to be five years. Therefore, the President of the UTK will be required to verify the continued ability of the said entities to operate safely in accordance with the common methods for assessing safety.
In this regard, particular mention should be made of the recertification process in relation to the national infrastructure manager – PKP Polskie Linie Kolejowe. As PKP PLK’s ability to operate safely is essential for the safety of national rail traffic, this process must be extremely thorough.
In 2015, the priority of the President of the UTK will be to prepare the implementation of the recertification process for entities in charge of maintenance of freight vehicles. Approximately 30 entities will be subject to reverification as regards adoption and implementation of the maintenance management system. This process is particularly demanding due to the need to carry out audits. Preparations for the implementation of this priority will consist of the preparation of an appropriate procedure to implement the conclusions and train additional UTK teams in the field of auditing.

[bookmark: _Toc435539923][bookmark: _Toc441736859]Changes in safety levels
1. [bookmark: _Toc435539924][bookmark: _Toc441736860]Detailed analysis of the latest trends
This chapter presents an analysis of rail occurrences based on a uniform approach, based on the common safety indicators (CSIs) that are used to monitor safety in the rail sector in all Member States of the European Union. The analysis only covers significant accidents and the serious accidents that fall within their scope that occurred on the main network (not including the separate network).
Pursuant to the definition of Directive 2009/149/EC, a significant accident means any accident involving at least one rail vehicle in motion, resulting in at least one killed or seriously injured person, or in significant damage to stock, track, other installations or environment, or extensive disruptions to traffic. Accidents in workshops, warehouses and depots are excluded.
‘Significant damage to stock, track, other installations or environment’ means damage that is equivalent to EUR 150 000 or more. ‘Extensive disruptions to traffic’ means that train services on a main railway line are suspended for six hours or more.
Pursuant to the definitions of Community provisions, a serious accident is classified under the group of significant accidents characterised by more serious consequences (one person killed or serious injuries to five or more persons, and damage estimated at EUR 2 million or more), and an obvious impact on the management of railway safety or safety regulation.
At the same time it must be highlighted that the report entitled ‘Assessment of rail traffic safety’ submitted to the minister responsible for transport under national law included an analysis of all rail occurrences that took place in Poland in 2014. 
Number of fatalities
The number of fatalities in significant accidents that occurred in 2014 on Poland’s rail network fell by 9% (21 persons) compared with 2013, i.e. from a total of 227 persons in 2013 to 206 persons in 2014.
Changes in the number of fatalities broken down into individual categories covered by common safety indicators between 2013 and 2014 are as follows:
passengers: a drop of 67% (from 6 persons to 2);
employees: a drop of 50% (from 2 persons to 1);
level crossing users: a drop of 27% (from 52 persons to 38);
unauthorised persons: a drop of 2% (from 165 persons to 163);
other persons: unchanged (2 persons in both 2013 and 2014).
Changes in common safety indicators regarding fatalities in 2013 are part of an overall downward trend in the number of fatalities and were normal deviations. The decrease in the number of occurrences at level crossings and the resulting decrease in the number of victims is the result of measures implemented under the information campaigns carried out by infrastructure managers and the police, with the support of the UTK, entitled ‘A safe level crossing stop and survive’.


Total number of fatalities in 2009 – 2014 
	Year
	Fatalities
	Fatalities per million train‑km

	2009
	365
	-
	1.75
	-

	2010
	283
	-22%
	1.29
	-26%

	2011
	320
	13%
	1.41
	9%

	2012
	271
	-15%
	1.21
	-14%

	2013
	227
	-16%
	1.05
	-13%

	2014
	206
	-9%
	0.96
	-9%


Source: own work.
	Total number of fatalities in 2009 – 2014

Source: own work.


A similar trend can be observed in the number of fatalities per million train‑km, which is presented in the chart below. In 2014, this number dropped by 9% compared with 2013, i.e. from 1.05 to 0.96.
	Number of fatalities per million train‑km in 2009 – 2014 

Source: own work.


Number of serious injuries
The number of serious injuries that occurred in significant accidents on Poland’s rail network in 2014 fell by 6% compared with 2013, i.e. from a total of 101 in 2013 to 95 in 2014 (a drop of 6 serious injuries). 
The changes in 2014 compared with the previous year broken down into individual categories of seriously injured persons included in monitoring via common safety indicators are as follows:
passengers: a drop of 25% (from 8 persons to 6);
employees: unchanged (4 persons in both 2013 and 2014);
users of level crossings: a drop of 29% (from 34 to 24);
unauthorised persons: an increase of 4% (from 55 to 57 persons);
other persons: not including serious injuries in 2013, an increase to 4 persons in 2014.
The aggregated data in this area are presented in the table below and in the following charts taking into account the absolute values and indicators referring to the number of train‑km.  
Number of serious injuries in 2009 – 2014 
	Year
	Serious injuries
	Serious injuries per million train‑km

	2009
	199
	-
	0.95
	-

	2010
	187
	-6%
	0.85
	-11%

	2011
	209
	12%
	0.92
	8%

	2012
	184
	-12%
	0.82
	-11%

	2013
	101
	-45%
	0.47
	-43%

	2014
	95
	6%
	0.44
	6%


Source: own work.
	Number of serious injuries in 2009 – 2014

Source: own work.


As in the case of fatalities, the significant drop in the number of seriously injured passengers in 2013 compared with the previous year is the result of the accident on the Sprowa – Starzyny route that took place in the previous year, in which 59 passengers and two rail employees were injured. The remaining changes in 2013 are part of an overall downward trend in the number of serious injuries and should be considered as natural fluctuations.
A similar trend can be observed in the number of serious injuries per million train‑km, which is presented in the chart below. This number fell by 43% in 2013 compared with 2012, i.e. from 0.82 in 2012 to 0.47 in 2013. 
	Number of serious injuries per million train‑km in 2009 – 2014

Source: own work.


Number of significant accidents
In 2014, the number of significant accidents on the Polish rail network decreased by 5% compared with 2013, i.e. the total number dropped from 328 to 313 (a decrease of 15 occurrences). These changes are part of the overall downward trend in the number of significant accidents. 


Number of significant accidents in 2009 – 2014 
	Year
	Number of accidents
	Number of accidents per million train‑km

	2009
	523
	-
	2.51
	-

	2010
	449
	-14%
	2.05
	-18%

	2011
	488
	9%
	2.15
	5%

	2012
	379
	-22%
	1.69
	-21%

	2013
	328
	-13%
	1.51
	-11%

	2014
	313
	-5%
	1.47
	-3%


Source: own work.
	Number of significant accidents in 2009 – 2014 

Source: own work.

	Number of significant accidents per million train‑km in 2009 – 2014

Source: own work.


A similar trend can be observed in the number of significant accidents per million train‑km, which is presented in the diagram above. The number of significant accidents per million train‑km in 2014 fell by 3% compared with 2013, i.e. from 1.51 to 1.47.
Number of precursors of accidents
The categories constituting the common safety indicators comprise indicators regarding precursors of accidents. Precursors include the following types of occurrences:
Broken rails;
Track buckling;
Signalling failure;
‘Stop’ signal or other signals passed at danger (information from automatic train protection systems, as well as e.g. those forwarded verbally);
Broken vehicle wheels;
Broken vehicle axles; 
Precursors of accidents also include registered occurrences that did not result in negative consequences thanks to the correct functioning of all procedures (e.g. passing a ‘Stop’ signal and the train being stopped by a train dispatcher), as well as those resulting in accidents (e.g. passing a ‘Stop’ signal resulting in derailment of a train). The gathering of this type of data allows the monitoring of trends in areas in which there are potential risks and enables preventive measures aimed at minimising such risks.
The group of precursors of accidents, which must be reported, was developed at Community level. Its scope includes occurrences characterised by a high incidence and high likelihood of negative consequences in the form of a significant accident in the event of a failure of relevant procedures or a failure to detect damage to infrastructure or a vehicle, which is critical from the point of view of rail traffic safety.
The table below presents the number of individual precursors of accidents taking into account percentage changes.
Precursors of accidents in 2009 – 2014.
	Year
	Broken rails
	Track buckling
	Signalling failures
	Passing a ‘Stop’ signal
	Broken wheels
	Broken axles
	Total

	2009
	1506
	-
	22
	-
	21
	-
	13
	-
	105
	-
	12
	-
	1679
	-

	2010
	1461
	-3%
	23
	5%
	16
	-24%
	13
	0%
	23
	-78%
	3
	-75%
	1539
	-8%

	2011
	1564
	7%
	20
	-13%
	0
	-100%
	29
	123%
	3
	-87%
	2
	-33%
	1618
	5%

	2012
	1800
	15%
	53
	165%
	5
	-
	33
	14%
	3
	0%
	4
	100%
	1898
	17%

	2013
	1145
	-36%
	83
	57%
	13
	160%
	34
	3%
	1
	-67%
	2
	-50%
	1278
	-33%

	2014
	1293
	13%
	77
	-7%
	10
	-21.3%
	64
	88%
	1
	0%
	0
	-100%
	1445
	37%


Source: own work.
The overall number of precursors of accidents in 2014 increased by 37% compared with 2013, i.e. from a total of 1 278 to 1 748 (an increase of 470 precursors). In all the years listed in the table, broken rails comprised the largest group of precursors of accidents, accounting for 74% of all precursors in 2014. The number of occurrences related to passing a signal at danger also increased; this was the subject of meetings of UTK representatives with rail market entities.
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 Source: own work.
Cost of significant accidents
The cost of significant accidents reached a peak in 2011; however, since then, a clear downward trend can be observed. In 2014, these costs decreased by 6% compared with 2013, i.e. from EUR 189.82 million to EUR 170.22 million (a drop of EUR 10.01 million). The decreasing cost of accidents is due to the decreasing number of occurrences qualifying as significant accidents, and to a more accurate calculation of costs by all rail sector entities.
Cost of significant accidents in EUR in 2009 – 2014
	Year
	Cost of significant accidents (EUR)
	Change

	2009
	-
	-

	2010
	195 644 579
	-

	2011
	236 523 677
	21%

	2012
	189 819 756
	-20%

	2013
	170 223 520
	-10%

	2014
	160 215 127
	-6%


Source: own work. 
	Cost of significant accidents in million EUR in 2009 – 2014

Source: own work.


1. [bookmark: _Toc435539925][bookmark: _Toc441736861]Results of safety recommendations
Pursuant to the Annex to Commission Regulation (EU) No 1158/2010 of 9 December 2010 on a common safety method for assessing conformity with the requirements for obtaining railway safety certificates, and to Commission Regulation (EU) No 1169/2010 of 10 December 2010 on a common safety method for assessing conformity with the requirements for obtaining a railway safety authorisation, rail operators and infrastructure managers operating based on the safety management system are required to establish procedures to ensure that the recommendations from the national safety authority and national investigating body are evaluated and implemented if appropriate or mandated (criterion Q2 of the common safety method for assessing conformity).
Pursuant to Article 13(1)(a)(4) of the Rail Transport Act (consolidated text: Polish Journal of Laws of 2013, item 1594, as amended), by executing their tasks the President of the Rail Transport Office systematically oversees compliance with the conditions or requirements of safety certificates and safety authorisations, including requirements regarding rail sector entities’ compliance with the safety recommendations issued by the investigating body.
Given the above information and the requirements imposed on rail sector entities as regards safety recommendations, rail entities – which include infrastructure managers and rail operators – operating based on a safety certificate or authorisation issued by the President of the UTK were requested to provide information on the state of implementation of the following post‑accident recommendations issued by the Chairman of the PKBWK (State Commission for Investigation of Railway Accidents) in 2014:
1. Recommendations published in the 2013 Annual report pursuant to Article 281(6) of the Rail Transport Act of 28 March 2003.
2. Preventive measures issued by the internal railway accident investigation team immediately following the category A18 accident at the level crossing located on the Grodzisk Mazowiecki – Żyrardów route that occurred on 30 September 2013 that necessitated immediate measures, as published in Report No PKBWK/1/2014.
3. Preventive measures aimed at avoiding similar accidents in the future, or limiting the effects thereof, as published in Report No PKBWK/1/2014.
Pursuant to the obligation arising under Article 281(9) of the Rail Transport Act of 28 March 2003 regarding supervision exercised by the President of the Rail Transport Office, measures taken by rail sector entities in the field related to the performance of safety recommendations were verified during 288 supervisory activities (12% of all supervisory activities) conducted in 2014 and 2015; the implementation of the recommendations issued in 2014, i.e. in Report No PKBWK/1/2014, was verified during three of these activities, during which no irregularities were found.
Rail sector entities submitted information to the President of the UTK regarding the status of the implementation of the post‑accident recommendations issued by the Chairman of the PKBWK in 2014, to the extent concerning them. The table below provides a list of essential safety recommendations issued by the Chairman of the PKBWK in 2014 and their implementation status, including a description of the measures implemented.
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Essential safety recommendations issued by the Chairman of the PKBWK in 2014 
	Safety recommendation
	Method of implementation of the recommendation
	Status of implementation

	Infrastructure manager PKP Polskie Linie Kolejowe S.A. shall conduct an additional six‑hour training course (or broaden the scope of periodic training), during which the following issues shall be discussed: 
1) the rules for using substitute signals by block signal box employees, 
2) the rules for preparing routes for train journeys and shunting, 
3) the rules for conversations using radiocommunications devices with particular emphasis on the correct formulation of radio messages, 
4) discussion of three occurrences related to dispatching and receiving a rail vehicle on an incorrectly prepared route and premature opening of a route, including changing the position of the switch under rolling stock. 
	Pursuant to Section 17 of the Handbook on the Preparation and Professional Development of PKP Polskie Linie Kolejowe S.A. Employees Ia‑5, a list of positions subject to periodic training together with guidelines for organising periodic training were prepared for 2015. In the light of the above, it was recommended that the issues referred to in the recommendation be discussed with the group of employees employed in positions directly related to the preparation of routes and driving of rail vehicles as part of the basic maximum number of hours dedicated to periodic training (six hours).
	The recommendation was implemented.

	To analyse and further successively eliminate the use of substitute signals at block signal boxes as a high risk factor.
	As part of the supervision over the maintenance of railway traffic control devices, PKP Polskie Linie Kolejowe conducts detailed analyses of the failure frequency of railway traffic control devices, speed limits and block signal boxes at which traffic is controlled using substitute signals, as well as the reasons for directing traffic onto a substitute signal. Measures are being undertaken to limit the duration of failures of railway infrastructure devices that require the use of substitute signals. By way of the recommendation of letter IAT1a‑5474/13 of 10 April 2013, cases of using substitute signals at semaphores throughout the entire network managed by PKP PLK S.A. to direct train traffic that continuously last a minimum of three days are also monitored. In addition, a discussion on issues related to conducting an analysis and successive elimination of the reasons for the use of substitute signals at block signal boxes as a high risk factor was also attached.
	The recommendation was implemented.

	Infrastructure manager PKP Polskie Linie Kolejowe S.A. and other infrastructure managers shall update travel figures and the ratio of rail and road traffic at level crossings, conduct a risk analysis and, if the result is negative, collectively conduct a correct reclassification of the level crossing category.
	The travel figures and the ratio of rail and road traffic at rail crossings were updated. A risk analysis and verification of the level crossing category have been conducted.

Data regarding travel figures or level crossings are kept up to date and checked during field trips with the participation of representatives of Zakład Linii Kolejowych, the highways administration and the Police. Furthermore, part of the data regarding level crossings is recorded in the IT system known as the Rail Trip Database (Baza Przejazdów Kolejowych), and any irregularities noticed during its operation are immediately corrected by employees of Zakład Linii Kolejowych, both in the system and in the travel/level crossing figures. A procedure was implemented to update the data in the Rail Level Crossing Database, which requires employees of Zakład Linii Kolejowych to record changes in the Database within 10 days of their occurrence. Each year, Rail Operators send letters regarding the measurements of road traffic volume to road managers that have not conducted them for at least five years, or if the load at a level crossing, be it from cars or trains, has changed significantly.
	The recommendation has been implemented by four entities.

The recommendation is being implemented by five entities.

	Rail operators and infrastructure managers shall broaden the periodic training to cover proceedings relating to occurrences including, inter alia:
1) applicable provisions as regards occurrence investigation,
2) conduct after an occurrence has taken place,
3) the obligations of railway accident investigation teams and measurement of rolling stock and infrastructure at sites of occurrences and in later phases of the proceedings arising under applicable national provisions and the internal provisions of rail operators, 
4) the manner for conducting and documenting proceedings by a railway accident investigation team, 
5) cooperation with the Chairman of the PKBWK and the conduct of railway accident investigation teams if the causes of an occurrence cannot be agreed on. 
An additional eight hours of training per year shall be dedicated to the above‑mentioned topic.
	As part of the recommendation, infrastructure managers and rail operators broadened the scope of periodic training to include the aforesaid topics, and they declared that they would continue to discuss the issues.
Some of the entities are in the process of conducting periodic training.
The entities that took alternative measures discussed the issue during training.
	The recommendation was implemented by 24 entities.

The recommendation is being implemented by 40 entities.

Alternative measures relating to the recommendation have been taken by 23 entities.

	Conduct, as part of the infrastructure manager safety management system, a risk analysis at category A level crossings and consider equipping level crossings with a high risk of occurrences with a device indicating the approach of a train, and installing a RADIO‑STOP system.
	As part of the implementation of the project equipping level crossings with radio communications devices, as a result of a risk analysis conducted for lines with two or more tracks at 17 Railway Operators, PKP Polskie Linie Kolejowe S.A. identified 78 category A level crossings in the areas of operation of Rail Operators in Bydgoszcz, Częstochowa, Gdynia, Kielce, Kraków, Lublin, Łódź, Olsztyn, Opole, Ostrów Wielkopolski, Poznań, Rzeszów, Siedlce, Skarżysko Kamienna, Sosnowiec, Tarnowskie Góry and Warsaw in order to equip these level crossing gatehouses with base telephones with a RADIO‑STOP system. The installation of radio telephones will, in the event of a hazard at a level crossing, enable the level crossing gateman to display the RADIO‑STOP signal.  Furthermore, Rail Operators are in the process of conducting risk analyses of category A level crossings to identify further locations at which radio telephones with a RADIO‑STOP system will be installed in 2015. A risk analysis is being conducted on a total of 575 level crossings operated by level crossing gatemen.
	The recommendation is being implemented.

	During the next inspections of level crossing gatehouses at all category A level crossings, PKP PLK S.A. will check the visibility of the danger zone of the level crossing from where barrier devices are operated, and the route from the position of the gateman, as well as the visibility of the displayed D‑8 signal from the position of the train driver and, if this visibility is limited, will apply the appropriate remedies.
	Based on reports sent to the Polish chamber of statutory auditors (IBR), Rail Operators informed that they had checked the visibility of the danger zone of the level crossings from where the barrier devices are operated and the route from the position of the level crossing gateman.
	The recommendation was implemented.
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1. [bookmark: _Toc441736862]Implemented measures not related to safety recommendations
The table below contains a list of essential safety measures introduced by the Rail Transport Office as the national safety authority, together with a description of the reasons for their introduction.
Essential safety measures introduced by the national safety authority 
	Area covered by the measure
	Description of the reasons for introduction of the measure
	Safety measure introduced
	Number of decisions issued

	Operation of rail vehicles
	Violation of provisions on the maintenance of rail vehicles creating a threat to life or health.
	Administrative decisions on the decommissioning or limitation of use of vehicles.
	623

	
	Violation of provisions on the maintenance of rail vehicles. 
	Administrative decisions regarding the finding of violations of provisions on the maintenance of rail vehicles together with an order to eliminate them.
	17

	Safety management systems.
	Violation of provisions on using safety management systems.
	Administrative decisions regarding the finding of violations of provisions on the maintenance of rail vehicles together with an order to eliminate them.
	14

	
	
	Administrative decisions on withdrawal of certificates.
	3

	Rail infrastructure maintenance.
	Irregularities in infrastructure maintenance.
	Administrative decisions regarding the finding of violations of provisions on the maintenance of infrastructure together with an order to eliminate them.
	82

	
	
	Administrative decisions suspending or limiting rail traffic on sections of railway lines or sidings.
	16

	Financial penalties.
	Violations subject to a financial penalty based on the provision of the Rail Transport Act or the Act on the Transport of Dangerous Goods.
	Decisions regarding imposing a financial penalty for the violations found (including decisions discontinuing proceedings and decisions after reconsideration).
	76


Source: own work. 
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1. [bookmark: _Toc435539928][bookmark: _Toc441736864]Strategy and plans
The priorities supervised in 2015 were specified, first and foremost, based on analyses conducted, including accident rates, maintenance work, certificate validity periods, analysis of the impact of service difficulties and the degree of degradation to rail infrastructure.
Priorities for supervision of the President of the Rail Transport Office for 2015 
	No
	THEMATIC SCOPE OF SUPERVISORY ACTIVITIES

	1
	Supervision of technical condition, maintenance process and classification of crossings of railway lines and public roads (including ‘unauthorised’ crossings) and verification of the provisions contained in documentation regarding rail crossings compared with the facts, with a particular emphasis on level crossings at which rail occurrences took place.

	2
	Supervision of the preparation and implementation of the transport process together with elements of infrastructure maintenance.

	3
	Supervision of working hours of train drivers employed by several entities at the same time.

	4
	Supervision of entities with safety authorisations and safety certificates in the process of recertification, including of selected criteria of safety management systems.

	5
	Supervision of the safety of the operation of railway sidings.

	6
	Supervision of the condition of infrastructure and of the maintenance process as regards safety management systems.

	7
	Supervision of the transport of dangerous goods via rail.

	8
	Supervision of strategic elements of line and point infrastructure used in the transport of dangerous goods.

	9
	Supervision of the work of examining committees.

	10
	Supervision of the preparation and implementation of the transport process together with observance of passenger rights (ensuring adequate levels of quality and passenger safety).

	11
	Supervision of the technical condition of rail vehicles (technical inspections).

	12
	Supervision of products used in the railway industry.

	13
	Supervision of certificates issued to entities responsible for maintenance of vehicles and certificates issued for maintenance.

	14
	Supervision of the safety of rail transport during investigations being conducted on rail infrastructure.

	15
	Supervision of compliance with licensing terms.

	16
	Supervision of the implementation of recommendations of post‑audit statements and administrative decisions.

	17
	Supervision of the relevance of the use of substitute signals and written commands.

	18
	Supervision of the functioning of and reaction to information from systems for detecting emergency statuses in railway rolling stock during travel (ASDEK).

	19
	Supervision of the technical condition and process for maintenance of the system for powering railway traffic control devices.

	20
	Supervision of the technical and maintenance condition of railway traffic control devices.

	21
	Supervision of training centres that are on the list of entities authorised to train and test persons applying for train driver’s licences or certificates, as well as the mode of operation of test committees in these centres.

	22
	Supervision of the transport process in international transport (including at border stations).

	23
	Supervision of the technical condition of and maintenance process for overhead contact lines.

	24
	Supervision of the maintenance process for rail vehicles in terms of safety management systems.

	25
	Supervision of the implementation of the recommendations of the State Commission for Investigation of Railway Accidents.

	26
	Checking the efficiency of the HVAC (Heating, Ventilation and Air Conditioning) system.

	27
	Supervision of products used in the railway industry (in terms of rail interoperability).

	28
	Supervision of the degree of preparedness to operate in winter conditions as regards safety management systems.

	29
	Supervision of compliance with the terms of issue of licences for the provision of traction services.

	30
	The functioning of the dynamic passenger information system (at selected railway stations).




	31
	Availability and reliability of the official timetable (in poster form) at selected passenger platforms.

	32
	Announcements on international trains – in accordance with the requirements of Annex II Part II of Regulation (EC) No 1371/2007.

	33
	Supervision of notified bodies.

	34
	Supervision of pressure equipment.

	35
	Supervision of compliance with fundamental requirements by cable cars.

	36
	Supervision of entities authorised to conduct medical and psychological evaluations.

	37
	Supervision of the causes of SPADs (signals passed at danger).

	38
	Supervision of the functioning of technical rescue teams of infrastructure managers in terms of safety management systems.

	39
	Supervision of the safety of the metro.


Given the length of the document constituting the supervision plan for 2015, this file has been included in Annex 1.
The process for planned supervision operated by the President of the UTK is illustrated in the diagram below.


Supervision of entities whose activities impact rail traffic safety and railway operation is implemented through the performance of the tasks specified in the annual supervision plan of the President of the Rail Transport Office or in the form of ad‑hoc activities; measures implemented outside of the plan include, first and foremost, activities undertaken as a result of declarations received by the Office, as well as rail occurrences that have taken place. It must be highlighted that all supervisory activities carried out by the President of the Rail Transport Office are aimed at ensuring the proper functioning of the rail market; however, ad-hoc activities require immediate intervention due to the high likelihood of a threat to the safety of rail traffic and, therefore, are impossible to plan.
Given the detailed scope of the activities carried out by the President of the UTK, it must be stated that proportionally the largest share of activities related to the working hours of employees (over 17%), as well as inspection runs and measures related to ensuring adequate levels of quality and passenger safety. In addition, a series of activities were carried out in relation to the maintenance of rail vehicles and infrastructure, transport of dangerous goods and the operation of railway sidings.



1. Breakdown of individual supervisory activities carried out by the President of the UTK in 2014 – taking into account activities whose total number exceeded 60.

*Activities related to the supervision of Safety Management Systems are carried out in a comprehensive manner, i.e. individual SMS procedures and processes are subjected to a thorough verification.


Activities implemented by the President of the UTK in 2014 broken down by type of entity being supervised – taking into account activities whose total number exceeded five.




It must be highlighted that in 2014 there was a significant increase in the number of supervisory activities undertaken in relation to rail traffic safety. There was double the number of activities compared with 2013 (a supervisory activity means an activity of varying levels of work and time required – e.g. an inspection run on a rail vehicle and multi‑aspect supervision of the implementation of the safety management system).
Such a significant increase, both in the number and quality of the supervisory activities carried out by the President of the Rail Transport Office was achieved, inter alia, thanks to the prioritisation of supervisory activities, significant improvement and systematisation of the inspection process, the conduct of multi‑aspect substantive training of employees carrying out inspection activities, the introduction of detailed supervisory procedures, and the rationalisation of the use of human resources by the Rail Transport Office.
An important aspect of the supervisory activities of the President of the UTK lies in inspections of the technical condition of rail infrastructure and the maintenance process and quality of maintenance carried out by infrastructure managers. In 2014, irregularities that required immediate elimination by railway operators were found in several hundred cases. Thanks to these measures, not only were potential threats to traffic safety eliminated, but also, in many instances, managers were obliged to restore the original technical parameters of lines, which, in turn, contributed to an increase in the quality of services rendered by operators.

Post‑audit recommendations issued by the President of the Rail Transport Office in 2013 – 2014

Based on the results of the activities carried out, the President of the Rail Transport Office issued a total of 3 906 post‑audit recommendations in 2014 (an increase of 142% compared with 2013), which for the number of supervisory activities implemented gives an average of 1.4.

[bookmark: _Toc435539929][bookmark: _Toc441736865]Supervision of management systems in railway transport
In recent years, the President of the Rail Transport Office intensified supervisory activities regarding rail traffic safety in Poland, which is demonstrated, inter alia, by the increase in the number of inspections of Safety Management Systems (SMS) carried out – in 2012 there were 6 such inspections, in 2013 there were 33 (an increase of 450%), and in 2014 there were 75 (an increase of 127.3% compared with 2013). 
It must be added that all inspections planned for 2015 (84 in total) as part of supervision of Safety Management Systems will be carried out in a comprehensive manner. In addition, it must be highlighted that the other supervisory activities being carried out by rail operators and infrastructure managers will also refer to the Safety Management Systems, including an in‑depth analysis of the individual processes and procedures of such systems, e.g. maintenance of rail vehicles; employee qualifications; and reporting and analysing rail occurrences, occurrences that could potentially have been accidents and other potentially dangerous occurrences.


Number of inspections related to Safety Management Systems carried out by the President of the Rail Transport Office in 2012 – 2014

[image: ]
It should be noted that already in the second half of 2013, a new approach was introduced for the supervision of management systems used in rail transport (SMS and MMS), which are characterised by the following elements: 
· a process‑based approach,
· the use of an audit‑based approach
· the use of uniform assessment criteria,
· relevant competences for employees (auditor certificates, analytical skills)
The use of such a supervisory methodology requires a team that is experienced and constantly improving its skills. Employees exercising supervision must develop their skills at a pace at least equivalent to the level of knowledge in this area on the market. To this end, employees participate in workshops on Safety Management Systems.
The implementation of the above changes enables the exercise of actual supervision of entities that function mainly based on established and implemented Safety Management Systems that, thanks to competent staff, can be supervised in an objective manner. There is an emerging risk that the best‑qualified and most‑experienced employees may choose to go and work for rail market entities that offer significantly better working conditions. This is particularly significant for new issues, such as management systems in rail transport.
As a result of the SMS inspections conducted, a series of irregularities were found – often, during initial inspections, these were related to the adequacy of documentation, as well as the degree of its implementation. This made it possible to give the right impetus for improvements in the rail market as regards compliance with safety rules. Detailed conclusions from these inspections are presented below.
List of irregularities found during inspections of Safety Management Systems (SMS) – based on 2014 data; taking into account irregularities with a share of over 1% 
	No
	Scope of violation
	Share of individual violations

	1
	Annex II(B) – Commission Regulation (EU) No 1158/2010 Vehicle maintenance
	13.9%

	2
	Annex II(A) – Commission Regulation (EU) No 1158/2010 Risk management
	11.7%

	3
	Annex II(C) – Commission Regulation (EU) No 1158/2010 Control of suppliers
	7.1%

	4
	Annex II(L) – Commission Regulation (EU) No 1158/2010 Meeting standards and conditions
	6.0%

	5
	Annex II(S) – Commission Regulation (EU) No 1158/2010 Audits
	5.0%

	6
	Annex II(P) – Commission Regulation (EU) No 1158/2010 Managing documentation
	4.8%

	7
	Annex II(Q) – Commission Regulation (EU) No 1158/2010 ‘Rail occurrences’
	4.7%

	8
	Annex II(R) – Commission Regulation (EU) No 1158/2010 Emergencies
	4.6%

	9
	Annex II(F) – Commission Regulation (EU) No 1158/2010 Distribution of responsibilities
	4.1%

	10
	Annex II(M) – Commission Regulation (EU) No 1158/2010 Managing change
	4.0%

	11
	Annex II(G) – Commission Regulation (EU) No 1158/2010 Control by management
	3.9%

	12
	Annex II(N) – Commission Regulation (EU) No 1158/2010 Maintenance of staff competence
	3.8%

	13
	Annex II(K) – Commission Regulation (EU) No 1158/2010 Targets of the organisation
	2.1%

	14
	Rail Transport Act of 28 March 2003
	1.9%

	15
	Annex II(E) – Commission Regulation (EU) No 1158/2010 Documentation model
	1.8%

	16
	Annex II(O) – Commission Regulation (EU) No 1158/2010 Information
	1.8%

	17
	Annex II(I) – Commission Regulation (EU) No 1158/2010 Continuous improvement
	1.8%

	18
	Regulation of the Minister for Infrastructure on the general technical conditions for operation of rail vehicles
	1.7%

	19
	Annex II(H) – Commission Regulation (EU) No 1158/2010 Involving staff
	1.4%

	20
	Annex II(A) – Commission Regulation (EU) No 1169/2010 Risk management
	1.2%

	21
	Regulation of the Minister for Transport, Construction and Maritime Economy of 3 January 2013 on the method for keeping the rail vehicle register and the method of marking rail vehicles
	1.2%


Main problems of the market in terms of systemic safety management:
· failure to understand the proactive approach to safety management (thinking in terms of a reactive approach – inferring on the basis of (waiting for) effects, failing to consider the potential of threats),
· ‘protection’ of operational employees from SMS elements (e.g. access to procedures, building on internal regulations),
· inconsistent treatment of documents that form part of the SMS (management and supervision by decisions, resolutions or internal regulations as opposed to procedures),
· incomplete supervision of the SMS – lack of management reviews, audits,
· the use of ‘risk assessment’ to ‘rationalise’ violation of provisions,
· lack of monitoring of the effectiveness of risk management measures,
· removing risk assessment from the actual values assumed by individual parameters in the organisation (e.g. indicator of the likelihood of a threat in relation to recorded cases of occurrence),
· failure to use all occurrences and events to improve the SMS.
[bookmark: _Toc435539930][bookmark: _Toc441736866]Human resources
Estimated data characterising the supervision process in 2014 within the context of human resources is as follows:
the total number of hours of inspections and audits carried out was 80 520 hours;
the number of inspections and audits carried out per employee amounted to 1 258 hours;
the percentage of time spent by employees on conducting inspections and audits was 65.5%.
It should be highlighted that this value includes only actual time spent on supervisory activities, while the other part is made up of activities related to analysis and development of post‑audit documentation.
[bookmark: _Toc435539931][bookmark: _Toc441736867]Competences
Pursuant to the provisions of national legislation, employees of the Rail Transport Office are classified as civil servants governed by other laws, i.e. the Law on Civil Servants. The said legal act introduces certain elements of the competence management system common to all civil servants.
Each position in an office should have its own description containing basic information regarding that position, with particular focus on the tasks of that position and the responsibilities and competences required. The descriptions also show the  position held in the organisation and describe its impact on end goals.
The job descriptions are a starting point for many processes and tools that help manage competences in an organisation. For example, the information they contain is very helpful in the recruitment process, as it enables the specification of requirements for the candidates sought. The performance of the tasks specified in the job description forms the basis for periodic employee appraisals carried out every two years.
In addition to the execution of tasks, the periodic appraisal covers a package of four mandatory criteria concerning reliability and timeliness, knowledge possessed, focus on achieving goals, and professional development, as well as criteria chosen by the employee, which may concern, inter alia, foreign language skills, communication skills, resource management, cooperation skills and creativity skills. Each criterion is assigned point values from one to five, and then a final assessment is formulated based on the average of the results.
Another element of a periodic appraisal is the formulation of conclusions regarding an employee’s individual development programme that specifies the employee’s professional development path and planned development activities (in the form of external training and exchange of work experience).
In order to improve the qualifications of employees carrying out supervisory activities, multi‑aspect substantive training has been introduced. It includes the following issues: transport of dangerous goods by rail, analysis of risk in rail transport, new legal, technical and economic issues as regards rail transport, rail transport safety, analysis of rail occurrences, etc. In addition, periodic training is carried out on auditing quality, safety and maintenance management systems, which contributed to a considerable proportion of the team obtaining management system auditor privileges.
[bookmark: _Toc435539932][bookmark: _Toc441736868]Decision-making process
Supervisory activities carried out by the President of the Rail Transport Office may take the form of inspection,  administrative or investigative procedures. In addition, a series of measures is being implemented to promote a culture of safety through the organisation of and involvement in training and seminars, as well as informational campaigns implemented via various means of communications (electronic and direct).
As regards complaints, it must be noted that the differences between the position of the President of the Rail Transport Office and the opinions of enterprises and infrastructure managers revolve mainly around the following issues:
setting entities’ deadlines to eliminate irregularities related to the violation of rail provisions,
the validity and amount of the fines imposed for violations of specific rail obligations and matters relating to inadequate explanation of directives relating to the amount of a fine,
and applying immediate enforceability of administrative decisions.
[bookmark: _Toc435539933][bookmark: _Toc441736869]Coordination and cooperation
On 21 July 2015, at the headquarters of the Lithuanian NSA, a Polish – Lithuanian agreement was signed regarding cooperation in the supervision of entities operating in Poland and Lithuania based on Part B certificates issued by both countries.
Based on the above agreement, there will be an exchange of information regarding the results of supervisory activities of entities that possess Part B  certificates issued in other countries.
Thanks to the joint supervision of entities conducting activities outside the borders of the country, it will be possible to increase rail traffic safety levels of Polish and Lithuanian operators. In addition, the agreement will enable joint supervisory activities in this regard.
[bookmark: _Toc435539934][bookmark: _Toc441736870]Conclusions from measures taken
An unambiguous, comprehensive evaluation of the effectiveness of measures taken by rail operators to eliminate irregularities found is hindered because the effectiveness of these measures depends on the type of irregularity found. This was the same with rolling stock – ‘isolated’ irregularities involving technical failures (damage to side and head door locks, heating and air conditioning units, etc.) were removed effectively, as well as irregularities in documentation. As regards ‘systemic’ irregularities, it will be possible to assess the effectiveness of the measures taken after subsequent inspections regarding the level of implementation of the SMS in these entities.
Regarding violations in terms of infrastructure maintenance, the effectiveness of measures taken by infrastructure managers was inadequate, which was affected by many years of neglect in this area. Safety was ensured by the introduction of appropriate operational limitations, rather than by bringing rail infrastructure to an appropriate level; nevertheless, the broad programme of modernisation and revitalisation of railway lines, which will enable future improvements in this area, should be highlighted.

[bookmark: _Toc435539935][bookmark: _Toc441736871]Safety certification and authorisation
1. [bookmark: _Toc435539936][bookmark: _Toc441736872]Guidelines
Currently, the guidelines of the President of the UTK regarding the procedure for obtaining safety certificates and authorisations are available on the UTK website, which provides the most relevant information on obtaining the above‑mentioned documents. The individual sections include basic information on the safety management system, an application template together with instructions on how to complete it, and information on fees.
In connection with the upcoming renewal of safety certificates and authorisations in 2015, the UTK website provides guidelines for entities applying for the renewal of Part A and Part B certificates and safety authorisations. This information was also supplemented with a planned workflow of the Office in this regard, which will enable entities to properly prepare for the renewal of safety certificates and familiarise themselves with the Office’s expectations in this respect.
The measures taken proved effective; the majority of entities submitted relevant applications for the renewal of certificates and authorisation earlier than required by national law, which enabled the UTK to plan supervisory measures and spread the recertification work out over time.
[bookmark: _Toc435539937][bookmark: _Toc441736873]Contacts with other national safety authorities
In 2014, as in 2013, contact between the UTK and other national safety authorities as part of the safety certification process was limited. The UTK did not receive any applications from other safety authorities requesting information regarding the Part A safety certificate issued for a rail undertaking in Poland. In 2014, no foreign undertakings obtained a Part B certificate in Poland; however, such certificates were issued by the Lithuanian safety authority for PKP Cargo S.A. and Rail Polska sp. z o.o.  Certificates for PKP Cargo S.A. were also renewed in the following countries: the Czech Republic, France, Slovakia, Austria, Hungary and the Netherlands.
[bookmark: _Toc435539938][bookmark: _Toc441736874]Procedural matters
In 2014, emphasis was placed on the conduct of checks on the level of implementation of safety management systems by rail operators and infrastructure managers applying for a renewal of safety certificates and authorisations. Decisions regarding certificate or authorisation renewals were made taking into account the satisfactory implementation of safety management system procedures.
[bookmark: _Toc435539939][bookmark: _Toc441736875]Feedback
The UTK did not prepare a separate mechanism under which rail undertakings or infrastructure managers can express their opinions on procedures for the issue, renewal or amendment of Part A and B safety certificates and safety authorisations or lodge complaints about the activity of the President of the UTK. The solutions in this respect arise directly from the provisions of the applicable national legislation. 
The system regarding complaints and appeals against decisions of the President of the UTK arises from the act of 14 June 1960 – Code of Administrative Procedure. Pursuant to this act, a decision of the President of the UTK issued at first instance, irrespective of whether or not it was positive or negative, may be appealed before the President of the UTK within 14 days of the delivery of the decision with a request to reconsider the case. In 2014, only one appeal regarding a certificate or authorisation issued was submitted to the UTK. This concerned a request to reconsider a case regarding the issue of a Part B safety certificate submitted in connection with the applicant’s reservations, not regarding the decision that was made but regarding the justification of the administrative decision in the said case.
In addition, the Code of Administrative Procedure provides for a procedure to submit complaints and requests to public administration bodies. The object of such a complaint may be, in particular, negligence or improper performance of tasks by relevant bodies or their employees, a violation of the rule of law or the interests of the claimants, as well as lengthy or bureaucratic processing of cases. The object of a request may include, in particular, matters regarding improving organisation, strengthening the rule of law, improving work and preventing abuse, protecting property, or better meeting social needs. 
In 2014, the UTK did not, however, receive any complaints or requests referred to above that related to administrative proceedings regarding the issue, amendment or renewal of a Part A or Part B certificate or safety authorisation.

[bookmark: _Toc435539940][bookmark: _Toc441736876]Changes to legislation
1. [bookmark: _Toc435539941][bookmark: _Toc441736877]Directive on rail safety
Directive 2004/49/EC on rail safety was implemented into national legislation by way of the act of 22 July 2006 on amendments to the Rail Transport Act and accompanying implementing regulations. The following are provisions of national legislation in force in 2014 which transpose the Safety Directive:
· Rail Transport Act of 28 March 2003 (Polish Journal of Laws of 2013, item 1594).
· Regulation of the Minister for Transport of 5 December 2006 on the method for obtaining safety certificates (Polish Journal of Laws of 2006, No 230, item 1682). 
· Regulation of the Minister for Transport of 19 February 2007 on the contents of reports 
· on proceedings in the event of a serious rail accident, accident or incident (Polish Journal of Laws of 2007, No 41, item 268).
· Regulation of the Minister for Transport of 12 March 2007 on the conditions and mode for issuing, renewing, amending and withdrawing safety authorisations 
· and safety certificates (Polish Journal of Laws of 2007, No 57, item 389).
· The Regulation of the Minister for Transport of 12 March 2007 on the procedure for the conducting of inspections by the President of the Rail Transport Office (Polish Journal of Laws of 2007, No 57, item 388).
· Regulation of the Minister for Transport of 19 March 2007 on the rail transport safety management system (Polish Journal of Laws of 2007, No 60, item 407).
· Regulation of the Minister for Transport of 30 April 2007 on serious accidents, accidents and incidents on railway lines (Polish Journal of Laws of 2007, No 89, item 593).
· Regulation of the Minister for Infrastructure of 20 July 2010 on common safety indicators (CSIs) (Polish Journal of Laws of 2010, No 142, item 952).
Detailed information on the status of the transposition of the said directive is available in Table 1 in Annex 2 hereto.
[bookmark: _Toc435539942][bookmark: _Toc441736878]Changes to legislation and regulations
Detailed information regarding the changes to applicable national legislation is available in Table 2 in Annex 2 hereto.

[bookmark: _Toc435539943][bookmark: _Toc441736879]Application of CSMs with respect to risk assessment and evaluation
1. [bookmark: _Toc435539944][bookmark: _Toc441736880]Experiences of national safety authorities
In 2014, the President of the UTK continued to analyse the method by which rail operators, infrastructure managers and entities in charge of maintenance (ECMs) implemented the process of assessing the significance of a change and risk management arising under Commission Regulation (EC) No 352/2009.
First, it must be highlighted that a very serious problem that the President of the UTK identified in this regard lies in the low quality of documentation forwarded (reports on the assessment of the significance of change). Entities forwarded documents in the form of one- or two‑page notes that provided single‑sentence summaries of individual criteria of the assessment of the significance of a change, with an indication at the end that the change is insignificant. However, it must be reiterated that, pursuant to Article 4(2) of Regulation No 352/2009, the proposer must keep adequate documentation to justify his decision. In the majority of cases, documentation forwarded to the President of the UTK noted only the decision made and failed to contain any information allowing the assessment of its correctness and arguments for it.
In addition, it should also be highlighted that the President of the UTK had doubts not only regarding the assessment of the significance of change based on the conditions specified in Regulation No 352/2009, but also regarding a previous stage of the process, i.e. assessment of whether the change affects safety. The President of the UTK identified cases in which the rail system change being introduced was important and resulted in changes to many internal procedures or regulations, but was assessed as one not impacting the safety of that system (e.g. integration of the safety management system and maintenance management system – it seems that inconsistencies under both systems, or their incompatibility directly impact that ability of the enterprise to safely carry out activities).
Furthermore, one of the significant irregularities that the President of the UTK identified in relation to the process for assessing the significance of a change was a failure to understand its nature, as a result of assessing the significance of a change to the safety management system documentation instead of assessing the significance of a change to the railway system. It should be noted that Article 2 of Regulation No 352/2009 clearly states that they apply to any change in the railway system. Therefore, technical, operational or organisational changes being introduced should be assessed, and not changes in the safety management system documentation, which are secondary compared with actual changes in the railway system. An example of a result of the aforesaid approach is the assessment of the reversibility of a change (being one of the conditions for assessing the significance of a change) involving the assessment of the ability to revert to a previous version of documentation that makes up the safety management system, or an assessment of whether the change, in the graphic representation of the process in one of the procedures, is innovative. Assessments of this type obviously do not enable the assessment of the actual significance of a change in the railway system. 
In terms of applications related to rail vehicle maintenance system documentation – applications for a change to the documentation or opinions issued regarding applications for exemptions from the technical conditions for operation of rail vehicles – inconsistencies in the process of assessing the significance of a change related to the lack of a final determination of the significance of a change, or to the lack of demonstration and justification that, due to the technical state, the vehicles can still be operated. Differences were also identified between the technical opinion attached to the application and the records contained in the change significance assessment. A failure to include all existing threats and a failure to indicate possible measures to control risk were also highlighted.
One of the basic shortcomings of Regulation No 352/2009 was the fact that, when indicating the requirements that should be met by an entity in order for it to be an assessment body within the meaning of the Regulation, it failed to specify how the competence of the assessment body could be verified. This issue was resolved by Commission Implementing Regulation (EC) No 402/2013, which specifies two methods for verifying the competence of an assessment body – an accreditation or recognition process. Given the fact that in Poland the accreditation process has been adopted as a method for verifying the competence of an assessment body, in 2014 the Rail Transport Office, in cooperation with the Polish Centre for Accreditation and the Ministry of Infrastructure and Development, commenced work to develop a programme for the accreditation of assessment bodies.
In short, it must be noted that the description of changes forwarded by market entities to the UTK support the claim that, when assessing a significant change, market entities are quite reserved when it comes to classifying changes in the railway system as significant. It is possible that this is related to the need to acquire greater experience in applying the common safety method for risk evaluation and assessment, which has only been in force since mid‑2012. Here, it must be highlighted that the responsibility for the process of assessing a change and managing risk lies with the entity introducing the change. At the same time, considering on the one hand the issues relating to the application of Regulation No 352/2009 in 2014, and, on the other, the direct bearing that the risk management process has on rail traffic safety, the President of the UTK planned to prepare and publish a practical handbook for applying the change assessment and risk management process.
[bookmark: _Toc435539945][bookmark: _Toc441736881]Feedback from entities
Feedback on the experiences of entities with respect to the use of CSMs on risk assessment is provided by rail operators and infrastructure managers in annual safety reports that are submitted to the President of the UTK by 30 June every year.
As regards the application of Regulation No 352/2009, in its guidelines the UTK suggested that the following information should be submitted:
a short description of the significant changes classified by the entity as having no impact on safety;
a description of the main changes deemed insignificant;
a description of the main changes deemed significant, including information on the risk management process implemented regarding the participation of subcontractors in the process, etc.;
a description of audits carried out by the entity regarding the effectiveness of the risk management process.
In this context, it should be noted that the entities complied with the above‑mentioned guidelines and forwarded the required information that constituted one of the bases for developing the applications referred to in point 1 of this chapter.
It should be highlighted that changes in the Safety Management System of rail operators are divided into three main categories:
1) insignificant changes that do not impact the level of rail safety,
2) insignificant changes that do impact rail traffic safety, 
3) significant changes.
The information submitted shows that the most frequently discussed changes were related to the modification of safety management system documentation, e.g. as a result of changes to:
· legislation,
· internal instructions,
· organisational changes in an enterprise.
Most often, these changes were deemed as having no impact on safety, or insignificant.
At the same time, it must be highlighted that changes in the SMS Book, procedures and instructions due to changes to legal acts were often considered as insignificant, but as having an impact on rail traffic safety, which arose primarily from the subject/scope/type of the changes to the legal acts.
The remaining changes that were deemed significant involved other issues, e.g.:
· commissioning new types of rolling stock,
· changes related to level crossings (removal, construction of new ones, reclassification),
· installation of ETCS Level 1,
· removal of tracks and reconstruction of track systems,
· the participation of subcontractors (of other entities) involved in the risk management process,
· the involvement of assessment bodies employed to carry out a due assessment of the application of the EC Regulation on the CSM for risk evaluation and assessment.
It should be borne in mind that, depending on how a rail entity interprets legislation, the same changes can be classified into different categories. The greatest inconsistency lies in the assessment of the impact of a change that introduces a new type of rolling stock. The differences arise from the understanding of the term ‘new type’ of rolling stock, i.e. whether this means newly manufactured rolling stock, or rolling stock that is newly introduced into the inventory of an enterprise and, therefore, the classification of the related change.
Other important information forwarded in the reports includes the fact that, in most cases, rail operators did not involve external entities in their risk management processes. The situation is different in the case of infrastructure managers whose specific role in the rail system requires cooperation with external entities – primarily rail operators or rail project contractors – with respect to risk assessment.
[bookmark: _Toc435539946][bookmark: _Toc441736882]Change to national legislation to include CSMs within the scope of risk assessment and evaluation
In 2014, there were no changes introduced into national legislation aimed at including a common safety method for risk assessment and evaluation. These changes were adopted in 2015 and, therefore, will be described in the 2015 report.

[bookmark: _Toc435539947][bookmark: _Toc441736883]Deviations from the ECM certification system
Article 14(a)(8) of the Safety Directive provides that Member States may, in specific cases, make a different decision on the method of implementation of responsibilities related to the specification of an entity responsible for maintenance, and its certification, other than provided for in applicable European legislation Deviations of this type should be implemented together with the registration of rail vehicles and during the process of issuing safety certificates and authorisations.
In Poland, the aforesaid matter is governed by regulations at national level, i.e. in Article 23(j)(7) of the Rail Transport Act. Pursuant to the provisions of this article, the tasks of the entity in charge of rail vehicle maintenance (ECM) for rail vehicles that:
1. are registered in a country that is not a Member State of the European Union and maintained in accordance with the regulations applicable in that country,
are used on railway lines with a track width different from the track width of the main railway network in the Republic of Poland, and for which compliance with the conditions specified in section 2 is ensured by way of international agreements with countries that are not Member States of the European Union,
are entered into the register of monuments or inventory of museum objects and military rail vehicles and special rail vehicles, the transport of which requires a permit from the President of the Rail Transport Office,
are implemented by the rail operator moving these wagons within the territory of the Republic of Poland.
Given the above, the Rail Transport Office does not issue exceptions in this regard, because such exceptions apply to the aforesaid categories of wagons pursuant to the same act, and do not require any additional permits.

[bookmark: _Toc435539948][bookmark: _Toc441736884]Annex 1: Common safety targets
Table 1. Common safety targets (CSIs)
	Code
	Description of data
	Format of data
	Value

	1.1. Total number of significant accidents and breakdown by type of accidents

	N00
	Total number of accidents
	Numeric value
	313

	N01
	Number of collisions of trains, including collisions with obstacles within the clearance gauge
	Numeric value
	6

	N02
	Number of derailments of trains
	Numeric value
	13

	N03
	Number of level crossing accidents, including accidents involving pedestrians at level crossings
	Numeric value
	65

	N04
	Number of accidents to persons caused by rolling stock in motion, with the exception of suicides
	Numeric value
	227

	N05
	Number of fires in rolling stock
	Numeric value
	0

	N06
	Number of other accidents
	Numeric value
	2

	1.2.1a. Total number of persons seriously injured, by type of accident, divided into the following categories

	TS00
	Total number in all accidents
	Numeric value
	95

	TS01
	In collisions of trains, including collisions with obstacles within the clearance gauge
	Numeric value
	3

	TS02
	In derailments of trains
	Numeric value
	0

	TS03
	In level crossing accidents, including accidents involving pedestrians at level crossings
	Numeric value
	25

	TS04
	In accidents to persons caused by rolling stock in motion, with the exception of suicides
	Numeric value
	67

	TS05
	In fires in rolling stock
	Numeric value
	0

	TS06
	In other accidents
	Numeric value
	0

	1.2.1b. Total number of passengers seriously injured, by type of accident

	PS00
	Total number in all accidents
	Numeric value
	6

	PS01
	In collisions of trains, including collisions with obstacles within the clearance gauge
	Numeric value
	0

	PS02
	In derailments of trains
	Numeric value
	0

	PS03
	In level crossing accidents, including accidents involving pedestrians at level crossings
	Numeric value
	0

	PS04
	In accidents to persons caused by rolling stock in motion, with the exception of suicides
	Numeric value
	6

	PS05
	In fires in rolling stock
	Numeric value
	0

	PS06
	In other accidents
	Numeric value
	0

	1.2.1c. Total number of employees, including the staff of contractors, seriously injured, by type of accident

	SS00
	Total number in all accidents
	Numeric value
	4

	SS01
	In collisions of trains, including collisions with obstacles within the clearance gauge
	Numeric value
	1

	SS02
	In derailments of trains
	Numeric value
	0




	SS03
	In level crossing accidents, including accidents involving pedestrians at level crossings
	Numeric value
	1

	SS04
	In accidents to persons caused by rolling stock in motion, with the exception of suicides
	Numeric value
	2

	SS05
	In fires in rolling stock
	Numeric value
	0

	SS06
	In other accidents
	Numeric value
	0

	1.2.1d. Total number of level crossing users seriously injured, by type of accident

	LS00
	Total number in all accidents
	Numeric value
	24

	LS01
	In collisions of trains, including collisions with obstacles within the clearance gauge
	Numeric value
	0

	LS02
	In derailments of trains
	Numeric value
	0

	LS03
	In level crossing accidents, including accidents involving pedestrians at level crossings
	Numeric value
	24

	LS04
	In accidents to persons caused by rolling stock in motion, with the exception of suicides
	Numeric value
	0

	LS05
	In fires in rolling stock
	Numeric value
	0

	LS06
	In other accidents
	Numeric value
	0

	1.2.1e. Total number of unauthorised persons on railway premises seriously injured, by type of accident

	US00
	Total number in all accidents
	Numeric value
	57

	US01
	In collisions of trains, including collisions with obstacles within the clearance gauge
	Numeric value
	2

	US02
	In derailments of trains
	Numeric value
	0

	US03
	In level crossing accidents, including accidents involving pedestrians at level crossings
	Numeric value
	0

	US04
	In accidents to persons caused by rolling stock in motion, with the exception of suicides
	Numeric value
	55

	US05
	In fires in rolling stock
	Numeric value
	0

	US06
	In other accidents
	Numeric value
	0

	1.2.1f. Total number of other persons seriously injured, by type of accident

	OS00
	Total number in all accidents
	Numeric value
	4

	OS01
	In collisions of trains, including collisions with obstacles within the clearance gauge
	Numeric value
	0

	OS02
	In derailments of trains
	Numeric value
	0

	OS03
	In level crossing accidents, including accidents involving pedestrians at level crossings
	Numeric value
	0

	OS04
	In accidents to persons caused by rolling stock in motion, with the exception of suicides
	Numeric value
	4

	OS05
	In fires in rolling stock
	Numeric value
	0

	OS06
	In other accidents
	Numeric value
	0

	1.2.2a. Total number of persons killed, by type of accident, divided into the following categories

	TK00
	Total number in all accidents
	Numeric value
	206

	TK01
	In collisions of trains, including collisions with obstacles within the clearance gauge
	Numeric value
	1




	TK02
	In derailments of trains
	Numeric value
	0

	TK03
	In level crossing accidents, including accidents involving pedestrians at level crossings
	Numeric value
	43

	TK04
	In accidents to persons caused by rolling stock in motion, with the exception of suicides
	Numeric value
	162

	TK05
	In fires in rolling stock
	Numeric value
	0

	TK06
	In other accidents
	Numeric value
	0

	1.2.2b. Total number of passengers killed, by type of accident

	PK00
	Total number in all accidents
	Numeric value
	2

	PK01
	In collisions of trains, including collisions with obstacles within the clearance gauge
	Numeric value
	0

	PK02
	In derailments of trains
	Numeric value
	0

	PK03
	In level crossing accidents, including accidents involving pedestrians at level crossings
	Numeric value
	0

	PK04
	In accidents to persons caused by rolling stock in motion, with the exception of suicides
	Numeric value
	2

	PK05
	In fires in rolling stock
	Numeric value
	0

	PK06
	In other accidents
	Numeric value
	0

	1.2.2c. Total number of employees, including the staff of contractors, killed, by type of accident

	SK00
	Total number in all accidents
	Numeric value
	1

	SK01
	In collisions of trains, including collisions with obstacles within the clearance gauge
	Numeric value
	0

	SK02
	In derailments of trains
	Numeric value
	0

	SK03
	In level crossing accidents, including accidents involving pedestrians at level crossings
	Numeric value
	0

	SK04
	In accidents to persons caused by rolling stock in motion, with the exception of suicides
	Numeric value
	1

	SK05
	In fires in rolling stock
	Numeric value
	0

	SK06
	In other accidents
	Numeric value
	0

	1.2.2d. Total number of level crossing users killed, by type of accident

	LK00
	Total number in all accidents
	Numeric value
	38

	LK01
	In collisions of trains, including collisions with obstacles within the clearance gauge
	Numeric value
	0

	LK02
	In derailments of trains
	Numeric value
	0

	LK03
	In level crossing accidents, including accidents involving pedestrians at level crossings
	Numeric value
	38

	LK04
	In accidents to persons caused by rolling stock in motion, with the exception of suicides
	Numeric value
	0

	LK05
	In fires in rolling stock
	Numeric value
	0

	LK06
	In other accidents
	Numeric value
	0

	1.2.2e. Total number of unauthorised persons on railway premises killed, by type of accident

	UK00
	Total number in all accidents
	Numeric value
	163




	UK01
	In collisions of trains, including collisions with obstacles within the clearance gauge
	Numeric value
	0

	UK02
	In derailments of trains
	Numeric value
	0

	UK03
	In level crossing accidents, including accidents involving pedestrians at level crossings
	Numeric value
	3

	UK04
	In accidents to persons caused by rolling stock in motion, with the exception of suicides
	Numeric value
	159

	UK05
	In fires in rolling stock
	Numeric value
	0

	UK06
	In other accidents
	Numeric value
	0

	1.2.2f. Total number of other persons killed, by type of accident

	OK00
	Total number in all accidents
	Numeric value
	2

	OK01
	In collisions of trains, including collisions with obstacles within the clearance gauge
	Numeric value
	0

	OK02
	In derailments of trains
	Numeric value
	0

	OK03
	In level crossing accidents, including accidents involving pedestrians at level crossings
	Numeric value
	2

	OK04
	In accidents to persons caused by rolling stock in motion, with the exception of suicides
	Numeric value
	0

	OK05
	In fires in rolling stock
	Numeric value
	0

	OK06
	In other accidents
	Numeric value
	0

	2. Indicators relating to the transport of dangerous goods 

	N18
	Total number of accidents involving at least one railway vehicle transporting dangerous goods
	Numeric value
	1

	N19
	Number of accidents involving at least one railway vehicle transporting dangerous goods in which dangerous goods ARE NOT released
	Numeric value
	1

	N20
	Number of accidents involving at least one railway vehicle transporting dangerous goods in which dangerous goods ARE released
	Numeric value
	0

	3. Indicators relating to suicides

	N07
	Number of suicides
	Numeric value
	71

	4. Indicators relating to precursors of accidents

	I00
	Total number of precursors
	Numeric value
	1445

	I01
	Total number of broken rails
	Numeric value
	1293

	I02
	Total number of instances of track buckling
	Numeric value
	77

	I03
	Total number of signalling failures
	Numeric value
	10

	I04
	Total number of signals passed at danger
	Numeric value
	64

	I05
	Total number of broken wheels on rolling stock in service
	Numeric value
	1

	I06
	Total number of broken axles on rolling stock in service
	Numeric value
	0




	5. Indicators to calculate the economic impact of accidents

	C00
	Economic impact of ALL accidents
	Numeric value in €
	215390000

	C10
	Economic impact of significant accidents ONLY
	Numeric value in €
	160215127

	C01
	Economic impact of fatalities
	Numeric value in €
	128997200

	C02
	Economic impact of serious injuries
	Numeric value in €
	8112136

	As a result of ALL accidents

	C03
	Cost of material damages to rolling stock or infrastructure (all accidents)
	Numeric value in €
	11654100

	C07
	Cost of damage to the environment (all accidents)
	Numeric value in €
	80942

	C04
	Cost of delays as a consequence of all accidents
	Numeric value in €
	66545622

	C05
	Minutes of delays of passenger trains (all accidents)
	Numeric value (minutes)
	240610

	C06
	Minutes of delays of freight trains (all accidents)
	Numeric value (minutes)
	396905

	As a result of significant accidents ONLY

	C13
	Cost of material damages to rolling stock or infrastructure (significant accidents)
	Numeric value in €
	6518608

	C17
	Cost of damage to the environment (significant accidents)
	Numeric value in €
	0

	C14
	Cost of delays as a consequence of significant accidents
	Numeric value in €
	16587183

	C15
	Minutes of delays of passenger trains (significant accidents)
	Numeric value (minutes)
	77133

	C16
	Minutes of delays of freight trains (significant accidents)
	Numeric value (minutes)
	83503

	6. Indicators relating to technical safety of infrastructure and its implementation

	T01
	Percentage of tracks with Automatic Train Protection (ATP) in operation
	Numeric value (%) (67% = 0.67)
	0.00%

	T02
	Percentage of train kilometres using operational ATP systems
	Numeric value (%)
	0.00%

	T03
	Total number of level crossings (active and passive)
	Numeric value
	13447

	T06
	Total number of active level crossings
	Numeric value
	5056

	T07
	with automatic user‑side warning
	Numeric value
	1291

	T08
	with automatic user‑side protection
	Numeric value
	0

	T09
	with automatic user‑side protection and warning
	Numeric value
	429

	T10
	with automatic user‑side protection and warning, and rail‑side protection
	Numeric value
	506

	T11
	with manual user‑side warning
	Numeric value
	55

	T12
	with manual user‑side protection
	Numeric value
	1216

	T13
	with manual user‑side protection and warning
	Numeric value
	1559

	T14
	Total number of passive level crossings
	Numeric value
	8391




	M. Indicators relating to the management of safety

	A01
	Total number of accomplished audits
	Numeric value
	729

	A02
	Percentage of audits accomplished/required (and/or planned)
	Numeric value (%)
	99%

	RT. Reference data traffic and infrastructure

	R01
	Total number of train‑km 
	Numeric value (in million train‑km)
	213.420

	R02
	Number of passenger‑km
	Numeric value (in million passenger‑km)
	15 943.227

	R05
	Number of passenger train‑km
	Numeric value (in million train‑km)
	134.084

	R06
	Number of freight train‑km
	Numeric value (in million train‑km)
	74.1421

	R04
	Number of other train‑km
	Numeric value (in million train‑km)
	4.915

	R07
	Number of freight tonne‑km
	Numeric value (in million tonne‑km)
	157 332.592

	R08
	Number of line kilometres (double track lines are to be counted ONCE)
	Numeric value (in km)
	19 265.491

	R03
	Number of track kilometres (double track lines are to be counted TWICE)
	Numeric value (in km)
	37 537.665

	9. Reference data for economic indicators

	R09
	Average percentage of work passengers per year
	Numeric value (%)
	75%

	R10
	Average percentage of non‑work passengers per year
	Numeric value (%)
	25%

	R11
	National value of preventing a fatality
	Numeric value in €
	-

	R12
	National value of preventing a serious injury
	Numeric value in €
	-

	R13
	National value of time for a work passenger of a train (an hour)
	Numeric value in €
	-

	R14
	National value of time for a non‑work passenger of a train (an hour)
	Numeric value in €
	-

	R15
	National value of time for a tonne freight (an hour)
	Numeric value in €
	-

	R16
	Fall back value of preventing a fatality
	Numeric value in €
	626 200.00

	R17
	Fall back value of preventing a serious injury
	Numeric value in €
	85 390.91

	R18
	Fall back value of time for a work passenger of a train (an hour)
	Numeric value in €
	23.63

	R19
	Fall back value of time for a non‑work passenger of a train (an hour)
	Numeric value in €
	7.88

	R20
	Fall back value of time for a tonne freight (an hour)
	Numeric value in €
	1.43




Table 2. Calculations of the economic impact of accidents
	Parameter name
	Unit
	Value

	Passenger transport

	Value of time for work passengers
	€ / h
	23.634

	Average percentage of work passengers
	%
	75%

	Value of time for non‑work passengers
	€ / h
	7.88

	Average percentage of non‑work passengers
	%
	25%

	Value of time for all passengers VT(p)
	€ / h
	19.70

	Factor 1 (K1)
	
	2.5

	Number of passenger‑km
	(million pkm)
	15 943.22698

	Number of passenger train‑km
	million train‑km
	134.084

	Cost of one minute of delay of a passenger train C(mp)
	€
	98

	Delays of passenger trains
	minutes
	77133

	Freight transport

	National value of time for a tonne of goods (an hour)
	€ / h
	1.432363636

	Number of freight tonne‑km
	million tonne‑km
	157 332.5919

	Number of freight train‑km
	million train‑km
	74.4205743

	Value of time for freight trains VT(f)
	€ / h
	3 028.161037

	Factor 2 (K2)
	
	2.15

	Cost of one minute of delay of a freight train C(mf)
	€
	108.5091038

	Delays of freight trains
	Minutes
	83500
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Table 1. Transposition of changes to Directive 2004/49/EC on railway safety
	CHANGES TO THE DIRECTIVE ON RAIL SAFETY
	Transposition (Y/N)
	Legal reference
	Date of entry into force

	Directive 2008/57/EC
	Y
	1. Act of 16 September 2011 on amending the Rail Transport Act (Polish Journal of Laws of 2011, No 230, item 1372);
2. Regulation of the Minister for Transport, Construction and Maritime Economy of 2 May 2012 on the interoperability of the rail system (Polish Journal of Laws of 2012, item 492);
3. Regulation of the Minister for Transport, Construction and Maritime Economy of 6 November 2013 on the interoperability of the rail system (Polish Journal of Laws of 2013, item 1297);
4. Regulation of the Minister for Transport, Construction and Maritime Economy of 28 August 2012 on the register of railway infrastructure (Polish Journal of Laws of 2012, item 1055);
5. Regulation of the Minister for Infrastructure and Development of 28 February 2014 on the register of railway infrastructure (Polish Journal of Laws of 2014, item 286);
	1. 28 January 2012

2. 11 August 2012

3. 31 March 2014


4. 9 October 2012


5. 31 March 2014


	Directive 2008/110/EC
	Y
	Act of 16 September 2011 amending the Rail Transport Act (Polish Journal of Laws of 2011, No 230, item 1372);
	28/01/2012

	Commission Directive 2009/149/EC
	Y
	Regulation of the Minister for Infrastructure of 20 July 2010 on common safety indicators (CSIs) (Polish Journal of Laws of 2010, No 142, item 952)
	24/08/2010



Table 2. Changes to legislation and regulations
	LEGISLATION AND REGULATIONS
	Legal reference
	Date of entry into force
	Description of the change
	Reasons for the change

	Relating to the national safety authority

	Article 1(8)(b), second indent of the act of 30 August 2013 on amending the Rail Transport Act (Polish Journal of Laws of 2013, item 1152).  
	31 March 2014
	Adding a task for the President of the UTK involving keeping and updating the national register of railway infrastructure.
	Compliance with Commission Implementing Decision 2011/633/EU of 15 September 2011 on the common specifications of the register of railway infrastructure (OJ L 256, 1.10.2011, page 1). 

	
	Article 1(8)(a), second indent of the act of 30 August 2013 on amending the Rail Transport Act (Polish Journal of Laws of 2013, item 1152).  
	31 March 2014
	Expanding the competence of the President of the UTK to grant, refuse, withdraw, suspend and change the scope of authorisations for organisational units to carry out technical tests necessary to obtain type authorisations, conformity to type and the issue of certificates for conformity of type and conformity to type, as well as control over organisational units authorised to perform these activities meeting the requirements of Article 22(g)(2) of the Rail Transport Act.
	Verification that units perform the tests to an appropriate level.  

	
	Article 1(9) of the act of 30 August 2013 on amending the Rail Transport Act (Polish Journal of Laws of 2013, item 1152).  
	31 March 2014
	Broadening of the competences of the President of the UTK as regards excluding rail vehicles from operation and limiting their operation if they were not commissioned in accordance with the provisions of the act or, for freight wagons, if they do not meet the requirements specified in the provisions of Regulation (EU) No 445/2011.
	Increased control over the operation of rail vehicles.

	
	Regulation of the Minister for Infrastructure and Development of 28 February 2014 on the register of railway infrastructure (Polish Journal of Laws of 2014, item 286).
	31 March 2014
	The creation of a national register of railway infrastructure kept by the President of the UTK in a Common User Interface (CUI) based on register data forwarded by managers and users of railway sidings. The regulation sets out which data are to be published in the register of infrastructure.
	Implementation of Commission Implementing Decision 2011/633/EU of 15 September 2011 on the common specifications of the register of railway infrastructure (OJ L 256, 1.10.2011, page 1). The regulation, together with the Rail Transport Act of 28 March 2003 (Polish Journal of Laws of 2013, item 1594) transpose Directive 2008/57/EC of the European Parliament and of the Council of 17 June 2008 on the interoperability of the rail system within the Community (OJ L 256, 18.07.2008, page 1).

	Relating to notified bodies, designated entities, assessment bodies, third parties for registration, testing, etc.
	Regulation of the Minister for Infrastructure and Development of 13 May 2014 on the commissioning of specific types of buildings, devices and rail vehicles (Polish Journal of Laws of 2014, item 720); 
	31 May 2014
	A requirement to obtain a certificate only for the first item of a given type was introduced.
If the given type is manufactured by several manufacturers, a certificate must be obtained for the first item by each manufacturer.
Technical tests prior to obtaining a certificate are carried out by units that are authorised by the President of the UTK to carry out these activities.
New procedures were introduced for assessing conformity with type.
The option of submitting applications on paper and electronically was introduced.
	The regulation implements Commission Directive 2011/18/EU of 1 March 2011 amending Annexes II, V and VI to Directive 2008/57/EC of the European Parliament and of the Council on the interoperability of the rail system within the Community (OJ L 256, 02.03.2011, page 21).


	
	Regulation of the Minister for Transport, Construction and Maritime Economy of 6 November 2013 on the interoperability of the rail system (Polish Journal of Laws of 2013, item 1297). 
	31 March 2014
	· Adapting the list of interoperability constituents for rail system subsystems;
· Amendment of Annex 2 ‘essential requirements regarding the interoperability of the rail system for subsystems and interoperability constituents’ for the following subsystems: rolling stock, infrastructure, rail traffic and telematics applications for passenger services with to include requirements related to access for persons with reduced mobility to provide these persons with access on the same terms as other persons. 
· Annex 3 ‘Procedures for verification of rail vehicles not compliant with the TSI’ was amended.
· The procedures for verification of structural subsystems energy, control‑command and signalling, and infrastructure as regards the conduct of verifications of the subsystem elements (equipment and buildings) to which the TSI does not apply, so as to enable the conduct of verifications of the entire structural subsystem.
· In Annex 5, the ‘list of entities authorised to conduct tests necessary to commission rail vehicles that do not comply with the TSI’, a new entity was added – Technical Transport Supervision.
	· Adaptation of the list of interoperability constituents for subsystems of the rail system as regards subsystems: control of conventional railways and high‑speed railways, and rolling stock – freight wagons of conventional railways, so that it is consistent with the lists contained in the applicable TSI for these subsystems, i.e. Commission Decision of 25 January 2012 on the technical specification for interoperability relating to the control‑command and signalling subsystems of the trans‑European rail system (OJ L 256, 23/02/2012, page 1) and Commission Regulation (EU) No 321/2013 of 13 March 2013 concerning the technical specification for interoperability relating to the subsystem ‘rolling stock – freight wagons’ of the rail system in the European Union and repealing Decision 2006/861/EC (OJ L 256, 12.04.2013, page 1);
· Implementation of Commission Directive 2013/9/EU of 11 March 2013 amending Annexes II, V and VI to Directive 2008/57/EC on the interoperability of the rail system within the Community (OJ L 256, 12.03.2013, page 55).
· Adaptation of the procedures to the provisions applicable under the TSI as regards the subsystem ‘rolling stock’ and the provisions of Decision No 768/2008/EC of the European Parliament and of the Council of 9 July 2008 on a common framework for the marketing of products, and repealing Council Decision 93/465/EEC (OJ L 256, 13.08.2008, page 82);

	
	Article 1(12), (13), (15), (16), (17), (20‑26), (28) and (29) of the act of 30 August 2013 on amending the Rail Transport Act (Polish Journal of Laws of 2013, item 1152).  
	31 March 2014
	· The introduction of a requirement to obtain a type authorisation, only for the first item of a given type.
· If the given type is manufactured by several manufacturers, the requirement was introduced to obtain a certificate for the first item by each manufacturer.
· The issuance of a certificate for a limited period of time for new types, or the necessity of carrying out performance tests with the possibility of issuing another fixed‑term certificate for the duration of the performance tests.
· Commissioning by way of obtaining a type authorisation for types of rail vehicles is possible only for trial vehicles intended to be used solely on railway sidings, narrow‑gauge railways and railway lines that are separate from the railway system due to functional reasons.
· The requirement of obtaining the approval of the President of the UTK for conducting activities involving carrying out technical tests necessary for awarding type certificates, and also confirming conformity with type, as well as issuing certificates of conformity of a type and certificates of conformity with type.
· Determining the conditions for carrying out indirect ‘EC’ verifications of subsystems and for issuing supplementing documents: an indirect ‘EC’ certificate of verification of a subsystem and an indirect declaration of ‘EC’ verification of a subsystem. 
	Clarification of the provisions and implementation of Commission Directive 2011/18/EU of 1 March 2011 amending Annexes II, V and VI to Directive 2008/57/EC of the European Parliament and of the Council on the interoperability of the rail system within the Community (OJ L 57, 02.03.2011, page 21).


	
	The act of 24 April 2014 on amending some acts in relation to the standardisation of some letter templates in administrative proceedings (Polish Journal of Laws of 2014, item 822).
	25 December 2014
	Authorisation of the minister responsible for the economy to specify a template for applications to grant accreditation and authorisation in the form of an electronic document.
	Simplification of the legal environment and creation of simplifications in the conduct of economic activity by enterprises.

	
	Act of 26 June 2014 on amending the Rail Transport Act (Polish Journal of Laws of 2014, No 230, item 962);
	7 August 2014
	Release from the obligation of submitting to the President of the UTK information necessary to obtain a permit for the commissioning of rail vehicles, in paper form, and in its place introducing a rule pursuant to which it is submitted electronically.
	Simplification of proceedings. 

	Regarding rail operators/infrastructure managers/entities in charge of maintenance
	Act of 30 August 2013 on amending the Rail Transport Act (Polish Journal of Laws of 2013, No 230, item 1152);  
	31 March 2014
	Changes to the rules for certification of entities in charge of maintenance of freight wagons cover further clarification of the tasks of the President of the UTK relating to certification of entities in charge of maintenance of freight wagons that carry out all or at least a part of one of the maintenance functions listed in Commission Regulation (EU) No 445/2011. Pursuant to the provisions of Regulation (EU) No 445/2011, these entities are subject to voluntary certification.

An exemption from the obligation to issue technical efficiency certificates for freight wagons covered by the maintenance system of the entity in charge of maintenance of the rail vehicle (ECM), for which this entity issued a ‘release to service’ certificate and, if there previously existed a withdrawal from operation, a ‘return to operation’ certificate pursuant to Regulation (EU) No 445/2011. 
	Adapting the provisions of the act to Regulation (EU) No 445/2011.
The removal of the obligation to issue a technical efficiency certificate by an operator for freight wagons for which the entity in charge of maintenance (ECM) issued an assurance confirming its release to service or return to operation aims to avoid the doubling up of activities and issuing equivalent documents confirming the same technical condition.

	
	Article 9 of the act of 9 May 2014 on simplifying access to the conduct of some regulated professions (Polish Journal of Laws of 2014, item 768). 
	11 December 2014
	Deregulation of the following professions: points operator, bridge operator, lineman, metro traffic dispatcher, train and metro station dispatcher, metro shunter, metro traffic control device installer, installer of remote control devices and metro dispatch console, metro train driver, driver of auxiliary metro rail vehicles. Qualification requirements, examination method and rules for assessing the physical and psychological abilities described in the act thus far are specified by the employer.

The introduction of the obligation to obtain a safety certificate by an enterprise managing infrastructure and conducting metro transport
	Simplification of access to the conduct of a profession.

Increasing safety levels on the metro. 

	Implementing other EU requirements (if the relate to railway safety)
	Regulation of the Minister for Infrastructure and Development of 10 February 2014 on train driver certificates (Polish Journal of Laws of 2014, No 230, item 211);  
	4 March 2014
	The rules regarding the procedure for issuing train driver licences and for the conduct of other administrative decisions by the President of the UTK were clarified. Uniform standards for the organisation of examinations that include the provisions of Commission Decision No 2011/765/EU were introduced. The training hours were increased, the duration of a lesson was varied depending on whether it revolved around technical or practical issues. The requirements necessary to pass an examination were tightened.
	Adaptation of the implementing rules on licensing train drivers to changes arising under the amending act of 12 July 2013 on amending the Rail Transport Act and the act on amending the Rail Transport Act (Polish Journal of Laws of 2013, No 230, item 1033);
Implementation of the provision of Directive 2007/59/EC of the European Parliament and of the Council of 23 October 2007 on the certification of train drivers operating locomotives and trains on the railway system in the Community (OJ L 57, 03.12.2007, page 51).
The regulation also fulfils the provisions of Article 9 of Commission Decision No 2011/765/EU of 22 November 2011 on criteria for the recognition of training centres involved in the training of train drivers, on criteria for the recognition of examiners of train drivers and on criteria for the organisation of examinations in accordance with Directive 2007/59/EC of the European Parliament and of the Council (OJ L 57, 29.11.2011, page 36).

	
	Regulation of the Minister for Infrastructure and Development of 10 February 2014 on train driver certificates (Polish Journal of Laws of 2014, item 212).  
	4 March 2014
	In the current legal status, the programme and duration of training of train driver candidates seeking to obtain a train driver certificate was set individually by rail operators and infrastructure managers as part of the safety management systems used by these entities. In the light of the significant differences between training programmes implemented by individual training and examination centres and rail operators, uniform standards have been introduced for train driver candidates seeking to obtain a train driver certificate. It is now possible to conduct training using a rail vehicle simulator.
	Standardisation of requirements regarding training of train driver candidates seeking to obtain a train driver certificate, and regulation of conditions for professional development of train drivers carrying out activities based on train driver licences and certificates.
Transposition of the requirements of Annexes V and VI of Directive 2007/59/EC of the European Parliament and of the Council of 23 October 2007 on the certification of train drivers operating locomotives and trains on the railway system in the Community (OJ L 57, 03.12.2007, page 51).

	
	Regulation of the Minister for Infrastructure and Development of 17 October 2014 on the list of entities authorised to carry out medical and psychological examinations and to issue decisions to verify compliance with the health, physical and psychological requirements necessary to obtain a train driver licence and certificate, as well as to maintain their validity (Polish Journal of Laws of 2014, item 1534).
	21 November 2014 
	This Regulation replaces the Regulation of the Minister for Infrastructure of 15 March 2011 on entries on the list of entities authorised to carry out tests to verify compliance with the health, physical and psychological requirements necessary to obtain a train driver licence and certificate (Polish Journal of Laws No 66, item 348).
	Repealed by the Regulation of the Minister for Infrastructure of 15 March 2011 on entries on the list of entities authorised to carry out tests to verify compliance with the health, physical and psychological requirements necessary to obtain a train driver licence and certificate pursuant to Article 7 of the act of 12 July 2013 on amending the Rail Transport Act and the act on amending the Rail Transport Act (Polish Journal of Laws, item 1033).

	
	Regulation of the Minister for Infrastructure and Development of 23 October 2014 on centres for training and examination of train drivers and train driver candidates (Polish Journal of Laws of 2014, item 1566). 
	28 November 2014
	Abolition of the requirement for instructors (lecturers) to possess a higher technical education and a minimum of five years of professional experience specialising in railways, or secondary education and professional experience working as a traction vehicle driver for a minimum of five years. 
Introduction of a requirement to know the Polish language and procedures for controlling rail traffic applicable on the Polish railway network for examiners from other Member States of the EU conducting examinations on the Polish railway network. 
	Adaptation of the implementing rules on licensing train drivers to changes arising under the amending act of 12 July 2013 on amending the Rail Transport Act and the act on amending the Rail Transport Act (Polish Journal of Laws of 2013, No 230, item 1033);
This Regulation fulfils the provisions of Commission Decision No 2011/765/EU of 22 November 2011 on criteria for the recognition of training centres involved in the training of train drivers, on criteria for the recognition of examiners of train drivers and on criteria for the organisation of examinations in accordance with Directive 2007/59/EC of the European Parliament and of the Council (OJ L 57, 29.11.2011, page 36) as regards the requirements that should be met by enterprises seeking recognition of qualification to carry out the activities of a training and examination centre. 




[bookmark: _Toc435539950][bookmark: _Toc441736886]Annex 3: Priorities and plan for supervision of the President of the Rail Transport Office for 2015
The document containing the priorities and plan for supervision of the President of the UTK for 2015 is in a separate file.

PLAN FOR SUPERVISORY ACTIVITIES OF THE PRESIDENT OF THE UTK


REGISTER OF RISK PARAMETERS FOR ENTITIES


ANALYSIS OF RAIL OCCURRENCES


REGISTER OF TRAIN DRIVERS – ANALYSIS OF WORKING HOURS AND DECLARATIONS SUBMITTED


SYSTEMATIC QUANTITATIVE PLANNING


PLANNING BASED ON SKILLS AND EXPERIENCE


RESULTS OF SUPERVISORY ACTIVITIES CONDUCTED


ANALYSIS OF AVAILABILITY OF RESOURCES 






















Razem	
2009	2010	2011	2012	2013	2014	365	283	320	271	227	206	


Razem	0,96

2009	2010	2011	2012	2013	2014	1.7494248466257669	1.2918704986102008	1.4075895468881274	1.2098916454972835	1.0460308164825793	0.98	


Razem	
2009	2010	2011	2012	2013	2014	199	187	209	184	101	95	


Razem	

2009	2010	2011	2012	2013	2014	0.95379601226993871	0.85363881003571562	0.91933192281130827	0.82147624638929939	0.46541459235568511	0.44	


Razem	
2009	2010	2011	2012	2013	2014	523	449	488	379	328	313	


Razem	
2009	2010	2011	2012	2013	2014	2.5067101226993866	2.0496461267702477	2.1465740590043945	1.6920624857692634	1.5114454088382645	1.47	


Broken rails	2009	2010	2011	2012	2013	2014	1506	1461	1564	1800	1145	1293	Track buckling	2009	2010	2011	2012	2013	2014	22	23	20	53	83	77	Signalling failure	2009	2010	2011	2012	2013	2014	21	16	0	5	13	10	Passing a ‘Stop’ signal	2009	2010	2011	2012	2013	2014	13	13	29	33	34	64	Broken wheels	2009	2010	2011	2012	2013	2014	105	23	3	3	1	1	Broken axles	2009	2010	2011	2012	2013	2014	12	3	2	4	2	0	
koszty znaczących wypadków	No data

2009	2010	2011	2012	2013	2014	0	195.64457899999999	236.52367699999999	189.81975600000001	170.22352000000001	160.215147	


relevance of using substitute signals	SMS*	examination committees	supervision of the implementation of the recommendations of post audit statements and administrative decisions	control of products – user	operation of railway sidings	transport of dangerous goods	maintenance of track infrastructure and adjacent land	new timetables	vehicle maintenance	ensuring adequate levels of quality and passenger safety	inspection runs	employee working hours	65	75	79	84	100	101	112	141	159	168	326	454	501	

repair workshop (MMS function)	training centres	level crossing user	cable cars	enterprise transporting within a railway siding	entity in charge of maintenance of freight wagons	training centres (train driver’s licence and certificate)	railway station manager	manufacturer/distributor launching a product	other entity, including entities that have had their train drivers’ working hours verified	railway siding user 	transporter of goods	transporter of passengers	infrastructure manager	8	10	13	14	15	26	30	49	51	89	231	741	791	805	

Number of post audit recommendations issued by the President of the UTK in 2013	Number of post audit recommendations issued by the President of the UTK in 2014	1614	3906	
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