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A. Introduction

As the national safety authority (NSA) for railways in Germany, the Federal Railway Authority [Eisenbahn-Bundesamt – EBA] is competent for the tasks listed in Article 16 of Directive 2004/49/EC (the ‘Railway Safety Directive’):
· authorising the bringing into service of the structural sub-systems in accordance with the Directive on the interoperability of the rail system within the Community (2008/57/EC);
· supervising that the sub-systems of the rail system and the interoperability constituents are being operated and maintained in accordance with the essential requirements;
· authorising the placing in service of rolling stock that is not yet covered by a TSI;
· the issue of safety certificates for railway undertakings and safety authorisations for infrastructure managers;  
· monitoring and promoting the railway safety regulatory framework including the system of national safety rules;
· registering rolling stock in the national register.

The EBA handles further tasks, such as establishing the plan for operating installations of the Federal Railways. It cooperates in the financing of building measures under the Federal Railway Development Act [Bundesschienenwegeausbaugesetz]. It carries out activities in the field of dangerous goods and as the implementing body for Regulation (EC) No 1371/2007 on rail passengers’ rights and obligations (the EBA is also competent for passenger rights in the shipping and motor omnibus sectors) and handles planning, authorisation and supervision for magnetic levitation railways.

In accordance with Article 18 of the Railway Safety Directive, this report is limited to activities as NSA, especially development of the following: 
· railway safety, including the common safety indicators (CSIs);
· the legal framework in the field of railway safety; 
· safety certificates and authorisations; and 
· the knowledge gained from its supervision of the railway undertakings.

The report is structured as recommended by the European Railway Agency (ERA). Its target audience is primarily the rail sector in Germany and Europe, though it also addresses politicians, representatives of business and the press from other sectors, and interested members of the general public.


B. Safety balance sheet and strategy



B.1 Main conclusions for the year under review

In 2014, the EBA carried out its supervision in similar form and to a similar degree to previous years. Viewed over several years, the incidence of safety-related defects found in the context of its supervision has remained roughly unchanged, so that no critical influence on the safety level can be inferred from the results. Fundamental structural deficits were not found. Including the real accident trend of past years, coupled with a rising trend in transport services on the German rail network, it can be noted that the safety level remains stable and consolidated. 



B.2 National safety strategies, programmes and initiatives 

The following programmes were carried out in 2014, some extending over several years:
•	replacement of old safety engineering at level crossings, with harmonisation in accordance with the current corpus of rules; 
•	elimination of speed restrictions (focusing more on capacity than safety aspects);
•	devising simplified fire protection plans for building constructions;
•	implementation of the special programme to equip track stretches with intermittent automatic train control based on the amended requirements of the Railway Construction and Operation Order [Eisenbahn-Bau- und Betriebsordnung – EBO], cf. also Section C.2;
These programmes are largely implemented by the railways and monitored by the EBA via various procedures. 



B.3 Rating of the year under review

In 2014, the EBA focused its supervision on the following points, most of which had already occurred in previous years:
•	tightened controls on consignments of dangerous goods coming from abroad, as an increased level of complaint is evident in this field;
•	wheelset and bogies on various types of vehicle, especially comparing rated and actual loads on bogie components and their maintenance implications in each case;
•	elements for implementing the EU Regulation on a common safety method for monitoring (European Commission Regulation (EU) No 1078/2012): configuration and assurance of internal checks of process effectiveness; creation of suitable parameters and indicators as instruments of control to guarantee process effectiveness;


•	consistent maintenance documentation and traceability in conjunction with appropriate IT processes;
· internal checking of process effectiveness and guarantee of compliance with
safety-related rules;
•	operational sequences and cooperation between participants during construction and maintenance works on railway infrastructure and safety-related processes to configure simultaneous running and building. This took place with special attention to how to establish a safety culture to overcome hazards in construction operations among all members of companies involved in construction and maintenance - which are often external - and how the companies convey and obey safety rules;
•	procedures and processes for adequate organisational responsibility for secure configuration of entrepreneurial cooperation schemes and third-party involvement;
•	procedures and processes for the deployment of operating personnel temporarily hired from personnel agencies or other companies; and
•	maintenance cooperation between vehicle and track. 
Furthermore, in practice, a growing number of vehicle-related inquiries were recorded in the field of passenger rights.

When safety-related defects were noted, the EBA issued directives as necessary for the proper maintenance of track equipment and vehicles, and for the safe running of the business as per Section 2.4 EBO. In addition, measures to rectify shortcomings were raised and agreed in bilateral discussions at management level. The EBA regularly monitors the implementation of its directives and the elimination of shortcomings. In the infrastructure sector, the documentation of plant data proved deficient.

Overall, the EBA conducted around 8 500 checks of railway undertakings and infrastructure managers in 2014 (including both on-site inspections and process audits). In around 1 800 cases, administrative proceedings were instigated. At least 1 200 of these culminated in an order to the affected undertaking. Furthermore, over 12 500 checks were carried out in the dangerous goods sector, focusing not only on the railways, but on other providers such as forwarding agents, loaders or fillers. The level of objections on checks in the dangerous goods sector was 7.1%.  

For the conduct of supervision of railway undertakings and infrastructure managers, there are guidelines whereby the EBA implements the criteria of supervision under the EU Regulation on a common safety method for supervision (Regulation (EU) No 1077/2012). The Administrative Regulation on the Supervision of Plant Installation entered into force on 1 January 2014. It includes the supervision guidelines referred to, as Annex 1 and is available on the internet via the following link: http://www.eba.bund.de/SharedDocs/Publikationen/DE/Infrastruktur/AllgemeineVorsc hriften/VVUeberwachung/21_VV_Ueberwachung.pdf


B.4 Priorities for 2015

The lessons learned in 2014 are that this form of regular supervision, with this scope, has been worthwhile. The supervision should therefore remain essentially unaltered, and retain the same priorities next year.

The following themes in the field of supervision of railway infrastructure undertakings’ safety management systems (SMS) should also be dealt with:
•	creating references for the interfaces to procedural sequences laid down in the maintenance rules and the inclusion of sets of rules in the sequence of maintenance processes; and
· application and effectiveness of the continuous improvement process pursuant to EU Regulation No 1078/2012.

C. Developments in the area of safety



C.1 In-depth analysis of latest trends noted 

The trend analysis relates to the categories of Common Safety Indicators (CSIs) listed in the Directive on safety on the Community’s railways (2004/49/EC).

Accident casualties

The number of people severely injured in railway accidents stood at 109 in 2014, roughly the same as the previous year (107) but still below the average level for previous years. Indeed, this is the second-lowest figure since CSI records began in 2006. As the number of train kilometres travelled also rose slightly, the ratio of severely injured people to train kilometres travelled was almost constant (0.104 severely injured per million train kilometres). The number of passengers severely injured was up on the previous year, from 6 to 13. Just under 80% of all people severely injured are level crossing users or trespassers and/or others. A fall was recorded in severe injuries to level crossing users and staff. Conversely, the number of trespassers and others severely injured in railway accidents rose.

A rise was recorded in the number of people killed in railway accidents, from 137 in 2013 to 160 in 2014. Related to train kilometres travelled, this represented a rise from 0.132 to 0.153 fatalities per million train kilometres. As in previous years, around 90% of all deaths are attributable to the categories ‘level crossing users’ and ‘trespassers on railway premises’. Well over half the total fatalities are trespassers on railway premises (65%). A detailed examination shows that the rise is largely attributable to the two categories: level crossing users and trespassers, which are the largest in quantitative terms. It is pleasing that, as in 2013, no passenger was killed in a railway accident.

Significant accidents1

In 2014, a total of 333 significant railway accidents occurred on the rail network in Germany in the field of application of the Railway Safety Directive. The number of significant accidents thus rose again, to its highest since the CSIs under Directive 2004/49/EC were first 








1 Accidents are deemed ‘significant’ under Directive 2004/49/EC if they involve at least one rail vehicle in motion and at least one person is killed or severely injured, or significant material damage is done (at least EUR 150 000) to rail vehicles, rails, other plant or the environment, or significant operational disruption occurs (suspension of service on a main line stretch for at least six hours).

recorded. Relative to train kilometres, the result is a rise over the year from 0.291 to 0.319 serious accidents per million train kilometres travelled. After the continuous decline in figures for significant accidents from 2008 to 2011, a rise has been observed since 2012. Detailed examination reveals that the rise mainly affects the accident types ‘accidents with personal injury’ (+21) and ‘accidents at level crossings’ (+8). Slight increases are also detectable in collisions, vehicle fires and other accidents. On the other hand, there were far fewer derailments (down from 16 to 9 occurrences).  

Accident precursors

Under Directive 2004/49/EC, the following accident precursors must be recorded: broken and bent rails, signalling errors and signals crossed at danger. Once again, there has been a clear fall in the number of broken rails, from 644 occurrences in 2012 to 453 in 2013 and 285 in the year under review, 2014. The main cause was another very mild winter without long periods of frost. However, measures such as universal testing for eddy currents, preventive grinding of rails and increased investment activity may have also contributed to this result. The number of distorted rails stands at exactly the previous year’s level: 31. As in the previous years, there were no signalling errors. As for the number of signals passed at danger, there was a significant rise of about 25%, to 470. It remains to be seen in 2015 whether this rise was a one-off outlier, or represents a growing trend.

Costs of accidents

Since 2010, figures on the economic consequences of accidents have been included. For this purpose, in line with the requirements introduced by Directive 2009/149/EC, material and environmental damage has been recorded. The costs of delays and costs and/or social losses caused by accident casualties have also been calculated. As recommended by ERA, the calculations were based on the results of the HEATCO Project (an EU-sponsored project to work out principles for the economic valuation of infrastructure projects. More at http://heatco.ier.uni-stuttgart.de). By this method of calculation, when deaths and severe injuries from railway accidents increase, there is also a rise in accident costs. For 2014, accident costs amounting to EUR 477 million were recorded and/or calculated. This total breaks down as follows: EUR 405 million of ‘social losses’ caused by accident casualties; EUR 41 million of material and environmental damage; and EUR 31 million of costs due to accident-related delays.

Annex A of this report presents the safety indicators.


C.2 Results of the safety recommendations of the Federal Railway Accident Investigation Office (EUB)

Table 1: 2014 safety recommendations
	
Recommendation
	
Action
	
Status

	
Incident: train collision between Mühlheim East and Hanau on 13.4.2012

	Make the rules more specific for placing rail/road vehicles on/off the open track, especially local induction of those responsible.  
	Themes of administrative proceedings opened in 2013 were: improving local knowledge of those concerned; and taking account of the risks associated with local special features. The railway infrastructure undertaking concerned is deriving internal procedures from these.
	Being dealt with. Success must be checked in the long term.  

	
Incident: train derailments at Stuttgart Main Station on 24.7.2012 and 29.9.2012

	1. Revise Ril 800.0110 and Ril 800.0120 and make them more specific, in order to regulate alignments outside control values and target values more closely. 
	Revision of Ril 800 is ongoing.

	Procedure not yet closed.

	2. Further investigations for a general check of the unrestricted suitability of the buffer design on reverse-running long coaching stock, with special attention to distortion forces and all possible parameters on the network. If this evidence cannot be provided, the recommendation is to discontinue using this buffer design on reverse-running long coaching stock.
	Prompted by the investigation findings, the undertaking concerned has reviewed the buffers previously used in this specific scenario, and decided that they are unsuitable. A technical solution will be to identify suitable buffer types and use them as replacements for the buffers now in use. Until then, safe operation will be assured by company rules combined with temporary removal of the originally affected vehicles, even from similar infrastructure. Furthermore the EBA has opened a dialogue with those concerned, to discuss the necessary conditions of safe operation, allowing for the permitted use of tolerances, both on vehicles and infrastructure, in the intended operating mode. 
	Procedure not yet closed.
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	Incident: accident on level crossing between Düsseldorf-Rath and Düsseldorf-Eller on 19.12.2012

	The planning and licensing of level crossing safety installations should include a risk appraisal, leading to more specific application and modification of the technical level crossing safety devices as per Section 11.6 EBO, in order to minimise, as far as possible, the extent of damage caused by vehicles at a standstill in the level crossing danger zone.
	Ril 815, applicable to the planning of level crossings on the Federal Railways, already contains various instructions on the choice of technical configuration of level crossing safety installations. The revision now impending will include any necessary additions to these, in the light of the views expressed in the safety recommendation. In the present state of the art, only a full-barrier installation with obstacle detection in the danger zone can meet the stated aim of the safety recommendation. Other safe detection options are not yet available. A combination of the ‘danger zone clear’ signal with half-barriers and train control components such as intermittent automatic train control is currently under discussion.
	Procedure not yet closed.

	
Incident: train collision at Gladbeck West on 26.10.2013

	1. Reduce the current ‘authorised brake tester on train’ procedure to the minimum strictly necessary (emergency, e.g. after a fault during a train journey which necessitates a brake test).
	There are no legal requirements for this. The actual implementation is taking place in the rail industry in the context of recognised engineering codes of practice (VDV 757). The NSA has launched a further development of the existing approaches of the Association. Final version in preparation.
	Procedure not yet closed.

	2. In the medium and long term, technical devices should be brought into use for the safe execution of brake tests in the Europe-wide carriage of goods, to minimise the incidence of human error. 
	Technical devices to carry out brake tests in goods transport are not currently available. Such a development in the european carriage of goods is only achievable via the competent European bodies. 
	Procedure not yet closed.
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Table 2: Safety recommendations from previous years
	
Recommendation
	
Action
	Status

	
Incident: accident on level crossing between Lübbecke (Westphalia) and Espelkamp on 9.1.2013

	1. The crossing keepers should continue to give their signals to road traffic to stop after the auxiliary equipment is in place. This requirement should be specified in Ril 456 and the clear use of the term ‘auxiliary equipment’ revised in the corresponding annexes 2 and 5.
	The relevant railway infrastructure undertaking has introduced measures allowed under the Highway Code and implemented internal arrangements. These include better visibility of the crossing closure by the crossing keeper, by improved visibility of the auxiliary equipment signalling to road traffic to stop. 
	Closed.

	2. Where there is planned or relatively lengthy suspension from service of level crossings and protection is provided by crossing keepers, the risk of any error on the part of the crossing keeper that has safety implications should be identified in order to determine an acceptable maximum duration of crossing keeper protection and to specify this in future. 
	In principle, the action in 1 above will be decisive in controlling the causes of accidents such as the one described here. Due to the frequent incidents resulting from failures by crossing keepers, also observed elsewhere, a plan of entrepreneurial measures has been launched, following more thorough supervision. 
	Mostly closed. The action plan is being checked for success, through further supervision.

	3. Where there is planned or relatively lengthy suspension from service, coordination should be carried out with the transport authorities (e.g. a special joint review of the level crossing). 
	The road transport authorities give regular invitations to traffic reviews. Where there is, for example, relatively lengthy suspension from service, the crossing partner can apply for special traffic reviews. 
	Closed.

	4. Where there is planned or relatively lengthy suspension from service, mobile barrier systems with light signals and half-barriers (e.g. TH BÜP model) for easier visibility of guard protection for road users should be used more often. In this connection, the rules on giving the signals should be adapted. 
	The relevant rail infrastructure company has meanwhile made internal arrangements for mobile barrier systems for expected deployment times longer than seven days. Further operational measures related to this will be included in a corporate directive from December 2015.
	Closed.








[image: ][image: ]
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	5. For the purposes of protection prthem easier to see,   und  zur  besseren
	The relevant rail infrastructure undertaking has taken suitable action for this purpose. Internal rules now govern the minimum requirements for hi-visibility workwear to make the crossing keeper visible and warn of their presence. 
	Closed.

	and to make them easier to see, crossing keepers should wear high‑visibility clothing that is easier to see (class 3, at least vest and trousers).
	
	

	6.   Invalid light signals should only 
ever be covered up by means conforming to the Technical Notice. Visibility of auxiliary equipment should be improved.
	The rule currently agreed with the NSA on covering up light signals is contained in an internal company regulation. As further auxiliary equipment, the rail infrastructure undertaking concerned has meanwhile developed a mobile folding pyramid, shining backwards,  with a red light on top. This should be deployed regularly in future.
	Closed.

	7. Where there is planned or relatively lengthy suspension from service, greater use should be made of mobile lighting when it is dark if this makes the crossing area easier to see, even if the rules have not previously prescribed level crossing lighting.
	The party responsible for the installation must decide on implementation in each case, by agreement with the road-building entity.
	Closed.

	
Incident: train collision between Werlau and St. Goar on 11.9.2011

	1.   In a risk assessment, the like-
lihood of any occurrence and the amounts of rainfall to be expected in the future (instances of heavy rainfall triggering the event) should be estimated. Then gutters/drainage facilities with associated drainage basins should be checked in order to identify and implement any additional safety measures that may be required.
	Inspections of the sloping land by the railway infrastructure undertaking, in accordance with internal guidelines, surveys by a building land institute, classification of the slopes into hazard classes. A detailed presentation of the measures was given in reporting year 2013.
	Closed.
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	The relevant rail infrastructure undertaking has added a rule to this effect in the technical network access section of the 2014 Conditions of Use of the Rail Network. For the relevant rail transport undertaking, and in the context of audits at other rail transport undertakings, the focus was directed at corporate requirements that all staff must be able to make emergency calls, quickly and directly. 
	Closed.

	2. Creation of ‘another telecommunications link’ according to Ril 408.0581 so that train crew can request an emergency stop on stretches without trackside telephones.
	
	

	
Incident: vehicle fire in Berlin East Station on 26.7.2011

	Check whether, for traction vehicles of the structurally similar 112, 114 and 143 series, measures should be put in place which increase the fire safety on the conductor rails and traction motor clamping points (in particular traction motor clamping points 1 and 4) and prevent impermissibly high transfer resistances and differing power distribution.
	The keeper of the vehicle has arranged several individual measures to improve the fire safety of the listed vehicle series. These involve using different materials and various process engineering arrangements during maintenance. 

	Closed.

	
Incident: train collision in Hordorf on 29.1.2011

	1.   Upgrade all lines with automatic
train control by means of which a train which passes a signal at danger without authorisation can be brought to a halt automatically. Additionally, on main lines, an unauthorised approach to a signal at danger can be prevented automatically. 
	The Sixth Regulation amending the Statutory Provisions Governing Railways, of 25 July 2012, amended the railway building and operation ordinance. The Regulation took effect on 1 December 2012. Through this amendment of the EBO, comprehensive upgrade obligations are prescribed, the vast majority of which have been implemented.
	Closed.

	2.   Until sections of the lines are up-  
graded with automatic train control in accordance with Recommendation 1, additional measures suitable for each case should be taken to reduce the probability of occurrence and/or extent of the consequences of passing a signal at danger without authorisation.
	Until the upgrade is complete, the NSA has ordered the infrastructure managers to investigate and to introduce risk and operation-specific interim measures. In response, the infrastructure managers have carried out various activities with the railway undertakings and taken suitable action.
	Closed.
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	Incident: derailment in Cologne Main Station on 9.7.2008

	Safety recommendation for ICE 3
locomotives with axles in material 34CrNiMo6 as follows:

Due to the lack of structural homogeneity detected in the tests by the Federal Institute for Materials Research and Testing (BAM), the initial date of the material used for the wheelset axle must be checked against the fatigue strength certificate.
	All axles are regularly checked for absence of cracking by non-destructive tests (NDT). 

The drive wheelset axles in        
34CrNiMo6 are being replaced with axles in EA4T. The approval procedure has been completed.
	Closed.

	
Incident: train collision in the Landrücken Tunnel on 26.4.2008

	1. Consider whether it is possible to continue to do without fencing of the line or parts of the line, or whether similar events can in future be prevented by other methods, so as to improve the margin of safety against derailment for high speed trains.
	The rail infrastructure undertaking concerned had decided, in August 2008, to ascertain the risks to train passengers and crew from collisions with animals, using a risk-based approach, and to assess whether it would be proportionate to fence high-speed lines.

An engineering company was commissioned to devise a risk assessment. The following options were explored:
-	complete fencing of the high‑speed lines;
-	partial fencing of the high-speed lines at critical points; and      
-	fencing of the high-speed lines in the area of the north portal of the Landrücken Tunnel.


Result of risk assessment:
1.  As far as the individual risk is concerned, fencing is not necessary either on the high-speed lines or on the rest of the network.
2.  From the point of view of the collective risk, complete fencing is not a proportionate measure, either on the high-speed lines or on the rest of the network. 
3.   The differentiated investigation of the types of line on the 
	From the construction viewpoint, the review of partial fencing of high-speed lines completes the implementation of the safety recommendation.  

In the context of railway supervision, the EBA   will carry out random monitoring of the implementation of the partial fencing.    
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	high-speed stretches has shown that fencing is only just a proportionate measure on the tunnel - tunnel type of line (subsequent tunnels in both directions of travel).  

As a result of the review of fencing of local sections of high-speed lines, because of several risk-enhancing factors, the relevant sections of line were identified. 
	

	
	
	




C.3 Measures implemented without reference to safety recommendations 

No safety measures in the form of general orders were issued in 2014. To comply with the statutory railway provisions in individual cases, a total of around 1 800 administrative proceedings were carried out in 2014 in relation to an organisational or technical/operational improvement in the companies’ safety organisation. The EBA also published technical notices on various cases. These are permanently available for download from the internet: 
http://www.eba.bund.de/DE/SubNavi/Veroeffentlichungen/FM/Archiv/2014/archiv_fm_2014_node.html


For example, the following defects and related repair measures can be listed from the infrastructure area:
Area concerned

Trigger moment

Action
Infrastructure: permanent way
In the context of supervisory measures, defects were found in the deep-level drainage. 
The relevant infrastructure manager has made the following arrangements:
•	initiation of a cleaning/     rinsing programme using a cleaning train;
•	preparation of a chart for deep-level drainage;
•	introduction of drainage logs;
•	improvement of the documentation of deep-level drainage.
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Infrastructure: permanent way       Increased incidence of     
track layout errors



The following measures were agreed with the relevant infrastructure manager:
•	continuous monitoring to reduce track layout errors;
•	intensified track grinding programme and welding to order;         
•	care of rail joints.




Infrastructure: level crossings Defect identification at level crossings by personnel of an infrastructure manager revealed shortcomings. 



The undertaking concerned has carried out appropriate further training.

Infrastructure: measuring tools       Defects emerged in the     
use of measuring tools.

The relevant infrastructure manager has analysed and revised the processes established in relation to the use of measuring tools in the SMS.



Infrastructure: sound insulation	In the context of supervision, de-
walls 	fective documentation of inspections of the sound insulation walls was found. 

The relevant infrastructure manager has introduced a single form for the inspection record and made it binding internally.

Infrastructure: control and safety systems - intermittent automatic train control 

In the context of railway supervision, several examples emerged of out-of-date calculations of the layout of the 500 Hz track magnets of the intermittent automatic train control in relation to the respective stop boards (known as the ‘INA’ calculation). 

Acting on instructions, or by agreement with EBA, the relevant infrastructure manager has adopted the following measures:
•	check all relevant operating centres with a risk-based   scale of priorities;
•	update the calculation according to prioritisation. Ready by 12/2015;
•	monthly reporting to EBA;
•	revision of the calculation plan in the company’s in‑house rules.
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Infrastructure: control and safety systems – stability of signal foundations


The EBA had evidence that stability defects existed in certain signal foundations.


The relevant infrastructure manager has made the following arrangements:
•	compile a calculation procedure to prove stability;
•	compensate by supports or braces;
•	remedy by renewing the foundations.


Infrastructure: control and safety systems – control calculation


During the monitoring of selected signal boxes on electrified lines, the infrastructure manager was unable to produce any valid control calculations. This has been reported in previous years. In mid-2014, further systems such as technical level crossing safety installations and self-locking signals were included within the scope. Similar defects then emerged.


The affected undertaking included the new focus on systems in its plan for the calculation update. If the calculations show that limit values are exceeded, appropriate action is taken. The EBA receives quarterly progress reports.

	Infrastructure: points drive
	The investigation of a train de-  Zug-
	The relevant infrastructure manager has conducted  Infrastrukturbe-

	
	railment on points in Herne on
	operator conducted a special in-

	
	5 June 2014 showed that wrong
	spection, by October 2014, of    Sonderinspektion    aller

	
	dimensions of the control 
	all points (30 000) potentiallhypotentiallygleichen

	
	contacts of the points drive
	potentially affected by the same



were allowing trains to proceed according to the signalling, although the end-position had not been reached.

fault, and rectified identified defects.

Infrastructure: hot box detectors

Knowledge gained from regular monitoring indicated increased failure rates of hot box detectors.

The EBA asked the relevant infrastructure manager for information about the extent of the failures. The manager supplied the failure frequencies. The necessary regular reports of failures to the EBA, according to the instruction on reporting of technical irregularities and faults in safety systems were often missing. The infrastructure manager reliably adopted the necessary compensatory measures in the event of failure of two adjacent detectors.



	Infrastructure: control and safe-
Siche-
	An irregularity occurred in the
	By agreement with the EBA, the

	ty systems – signal box
	signal box at Gaschwitz in which bei
	relevant infrastructure manager

	
	
	a stored pathway was withdrawn
	first established operational

	
	
	but the signal then still switched
	measures. A modification of

	
	
	to ‘go’, leaving the safety status
	the circuit is necessary to avoid

	
	
	of the track components initially 
	the error and is currently in

	
	
	unclear. The investigation re-
	preparation.

	
	
	vealed that the pathway was 
	

	
	
	fully secured.
	

	
	
	
	

	
	
	
	

	Infrastructure: control
	
	Inspections had detected
	The relevant infrastructure Infrastrukturbe-
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and safety systems – intermittent automatic train con-
trol

ineffective track magnets in the
intermittent automatic train control, although these ought to have been effective. The cause lay in indeterminate electronic defects which occurred, for example, after over-voltage caused by lightning strike.

operator took the 
following action:
•	check all magnets of the affected manufacturer;
•    replace defective magnets;
· documentation.

	Infrastructure: control and
safety systems - signal box
	In a track plan signal box at 
Würzburg station, despite a
	The relevant infrastructure manager arranged as follows:

	
	shunting route being set, a
	•    to find out how many

	
	set of points was driven over.  Ähnliche
	signal boxes had the same

	
	The same events occurred in  Nürnberg
	design;

	
	Nuremberg and recurred in Würzburg.
The cause was a fault in a relay of the signal box’s points group
	•   pre-selection based on load  criteria;
•	hazard analysis on the selected signal boxes;


· complete exchange of the affected relay groups, justification and prioritisation if exchange was not complete;
•	prevention of a change back;
•	evaluation of the results by an expert panel; agreement of further action if necessary.  

D. Supervision



D.1 Strategy and plan(s) 

The EBA carries out regular supervision of railway undertakings and infrastructure managers. The purpose of this is to establish both the effectiveness of the undertakings’ SMS and the fulfilment of the railways’ responsibility for safety. Thus the supervision serves to maintain the existing safety levels within the scope of the statutory competence. The group of companies involved is permanently recorded, based on the legal requirements. The undertakings are informed of the scope and timing routine of the supervision. Nevertheless, the EBA also conducts inspections unannounced.

Based on Regulation (EU) No 1077/2012 on a common safety method for supervision by NSAs and on general administrative law, the EBA configures its supervisory procedure according to the following fundamental criteria:
•   proportionality
•   coherence
•   fitness for purpose
•   transparency
•   accountability and
•   cooperation.

The EBA’s supervision comprises systematic checking whether the requirements applicable for the issue of a safety certificate or safety authorisation - defined in Annex II to Regulation (EU) No 1158/2010 and, as applicable, Regulation (EU) No 1169/2010 - are permanently complied with, whether the processes and procedures contributing to a process of continuous improvement are being continued if necessary, and whether the railways are applying Regulation (EU) No 1078/2012 on a common safety method for internal monitoring to be applied by railway undertakings.

Supervision in the field of vehicles, operation and dangerous goods focuses on the provision of safe railway transport services on a permanent way safely operated for this purpose. The focus here is on safe organisation of the business activities of the railway undertakings and infrastructure undertakings in railway operating and technical matters, plus compliance with general or special legal obligations of the undertakings. The strategy of preventive supervision in the form of process audits of the maturity of the SMS, and of supervision of the undertakings’ ‘safe journey’ product remains unaltered, as established as a result of the approach introduced.

[image: ][image: ]
The supervision of the permanent way operators considers the fields of system installation and the maintenance of systems and controls. Generally the method of working and implementation of the SMS is checked. For this purpose, the EBA conducts process and object-related supervision and special 

supervision. By these means, random checks are carried out of whether the General Railway Act (AEG) and the legal regulations based on it as well as the recognised codes of engineering practice are being complied with during the use of the approved systems. A significant cornerstone of railway supervision is also checking the fulfilment of the safety obligations of the railways established in Section 4.3 AEG. The principles of implementation are further specified in the Administrative Regulation on monitoring the production and maintenance of systems. The Administrative Regulation is available via the following link: http://www.eba.bund.de/SharedDocs/Publikationen/DE/Infrastruktur/Allgemeine Vorschriften/VVUeberwachung/21_VV_Ueberwachung.pdf

In all fields, there are annual/multi-year plans for supervising the railways. These plans are regularly reviewed and, if necessary, revised. Announced and unannounced supervision takes place on the basis of the plans. The aim is to inspect every undertaking, irrespective of size, at least once a year. Larger railway undertakings and infrastructure managers are therefore supervised more often, differentiating according to region. The specialists at head office and in the divisions of the EBA external offices liaise regularly on this. The results of the supervisory measures are recorded on special databases. They are then available as the basis of evaluations, for setting future priorities, for adaptations of the supervision plans and for re‑certifications of the undertakings.



D.2 Staff

A total of 224 EBA employees handle activities in the supervisory field. 



D.3 Skills

The sections responsible for personnel and organisation implement skills management in cooperation with the respective specialist offices of the EBA. The components are as follows:
•   Defining requirements
Job descriptions contain both necessary expert skills and general qualifications such as interpersonal or methodological skills. The job descriptions and specialist profiles are regularly revised.
•   Establish fulfilment of requirements 
When a new person is appointed, their skills are checked by structured thematic interview and possibly by role plays. For higher grades, an analysis may be used to establish potential specifically in interdisciplinary skills. Special induction courses given by the relevant specialist departments prepare new employees for their future work.


•   Continuing further training
Based on training needs sheets, the training need per employee and per organisational unit is assessed at least once a year. The EBA further training office organises targeted coverage of these needs. Furthermore, there are training officers in the specialist departments, who liaise closely with the further training office and hold specialist training courses annually, to keep the knowledge specific to a specialist area up to date. Every year, around 250 further training courses are held. The trend is rising. E-learning programmes are also offered, e.g. for the subject areas of occupational safety - in the office and on the track.
•   Quality assurance of further training 
At the end of each further training course, there is an anonymous evaluation sheet which can be completed. The further training office evaluates these and passes them on to the respective event organisers, so that constant improvement of target-oriented training provision can take place.
•   In-house education
The EBA offers career-oriented education courses in high-level and senior technical grades, in up to five different subjects, depending on the future field of activity. Following on from regular study, the courses offer new entrants the best possible preparation, initially for one or two years, for their largely technical tasks.  By attending lectures and courses, they can profit from the knowledge and skills of the existing experienced staff. This ensures retention of specialist knowledge at the EBA and task-specific training of new entrants. Furthermore, depending on need, dual vocational courses are offered in various disciplines, for example for employees specialising in office communication or administrative staff.



D.4 Decision-making

The EBA’s decision-making on its supervision of railway undertakings and infrastructure managers is governed by the applicable statutory provisions, made specific in the administrative regulations. The EBA is mindful of the fundamental principles of EU Regulation 1077/2012 such as proportionality, coherence and transparency.

The EBA draws on the following sources to determine the criteria of its supervision:
•   information from the evaluation of the SMS; 
•	results of past supervisory work, especially supervision of railways; 
•  accident reports and recommendations of the Federal Railway Accident Investigation Office; 
•   other reports or data on accidents or disruption; 
•   railway safety reports;
•   information from authorisations for placing into service;
•   complaints from members of the public; and
•   other sources.

The railway undertakings and infrastructure managers can lodge objections to the EBA’s decisions, in the context of administrative proceedings, or bring an action before the administrative courts against a rejection of an objection.

The official enforcement of organisational improvements in the undertakings’ SMSs has proved a challenge for the EBA. The underlying administrative procedure must include enforceability of official instructions, though this may be countered by the undertaking’s freedom to adopt suitable organisational solutions.



D.5 Coordination and cooperation

The EBA cooperates with national safety authorities of other countries. This includes information exchange and the possibility of coordinating aspects of supervision (primarily the monitoring of railway undertakings working across borders and in relation to vehicles). In 2014, the EBA used and expanded its existing contacts and exchange procedures for joint supervision with the supervisory authorities of neighbouring states (especially Belgium, Switzerland and the Netherlands). In one case (Poland), it established new contacts. For the Fehmarn Belt Fixed Link, a cross‑border project between Denmark and Germany, agreements are regularly made on supervisory and authorisation procedures between the Danish NSA Trafikstyrelsen and the EBA. In future years, more cooperation agreements should be entered into with the authorities of neighbouring states, as envisaged in EU Directive 1077/2012. The focus of these will be cross-border railway undertakings. 



D.6 Learning from action taken

Both the supervision strategy and the action taken under it have proved fundamentally worthwhile. With regard to in-house measures, the measures introduced in previous years, especially 2014, to increase the use of electronic data processing in the form of databases have proved an effective and valuable support for the proper exercise of the supervision of the railways. 

As for external measures, the main one to mention is the launch of the further development of industry-specific engineering codes of practice by the corresponding industry and/or professional associations (e.g. establishing which vehicles have composite brake pads, reliability of brake tests carried out on goods trains, and use of electronic media for locomotive driver activities).


E. Safety certification and authorisation 



E.1 Guidelines

The EBA supplies applicants for safety certification parts A and B with a guideline and supplementary notes to the guideline. The guideline has been in force since 24 August 2012. The supplementary notes have been available to applicants since 5 March 2013 and 18 July 2013 respectively. In reporting year 2014, no update was necessary. Guidelines and notes are published at the EBA website. Link: http://www.eba.bund.de/DE/HauptNavi/FahrzeugeBetrieb/EVU/SiBe/SiBe_neu/sibe_ neu_node.html

Since 23 September 2009, the Guideline on the Issue of Safety Authorisations [Leit- faden zur Erteilung von Sicherheitsgenehmigungen] (version 1.0) has applied to the issue of safety authorisations. This guideline is available at the EBA website. Link: http://www.eba.bund.de/SharedDocs/Publikationen/DE/Infrastruktur/SiGe/Leitfaden%
20SiGe_23.04.2009.html?nn=488114



E.2 Contacts with other national safety authorities

In 2014, there were no requests from safety authorities of other Member States for information about Part A certifications for a railway undertaking certified in Germany but applying for Part B certification in another Member State. 

The EBA did make one request, to the Hungarian NSA. The subject was information on the Part A certification of a railway undertaking, as this had been issued with validity for only one year.

For the Fehmarnbelt Fixed Link cross-border project between Denmark and Germany, agreements are regularly reached on supervisory and authorisation procedures, with the participation of Trafikstyrelsen and the EBA.



E.3 Procedural aspects

During the year under review, no problems arose over the evaluation of the SMSs of railway undertakings for the issue of safety certifications. In 2014, two undertakings lodged objections to EBA decisions. Neither procedure was closed during the year under review.


As for safety authorisations, the situation can be presented as follows: on 31 December 2014 (end of the year under review) a total of four infrastructure managers held a safety authorisation in the terms of Section 7c AEG and three infrastructure managers held a provisional safety authorisation in the terms of Section 38.5c AEG. In the latter three cases, the examination of the applications is ongoing. In all three cases, the EBA has asked the applicants for further documents, which the EBA had not received by the cut-off date of 31 December 2014.

The EBA has rejected one application for a safety authorisation from an infrastructure manager. The applicant’s complaint against this decision was unsuccessful, so that the rejection is final. In two cases, it is being reviewed whether the undertaking concerned needs safety authorisation at all.



E.4 Feedback

The general administrative procedure in Germany allows applicants the opportunity to lodge an objection or, in further proceedings, lodge a complaint after a decision has been published (on the issuance, refusal, renewal, amendment or revocation of a safety certificate or authorisation). Applicants also have the option of stating their position at any time during the processing of their applications. No such position statements were received during 2014.


F. Changes in the legislation



F.1 Railway Safety Directive

Directive 2004/49/EC on safety on the Community’s railways has been implemented in national law in Germany. The relevant legal acts implementing Directive 204/49/EC were as follows:
•   Fifth Law amending the Statutory Provisions Governing Railways [Fünftes Gesetz zur Änderung eisenbahnrechtlicher Vorschriften] dated 16 April 2007 (BGBl. I p. 522), containing:
 amendment of the General Railways Act (AEG); and
 amendment of the Federal Rail Traffic Management Act (BEVVG).
•	Second Regulation on the issue and amendment of the Statutory Provisions Governing Railways [Zweite Verordnung zum Erlass und zur Änderung eisenbahnrechtlicher Vorschriften] dated 5 July 2007 (BGBl. I p. 1305), containing:
 issue of the Trans-European Railway Interoperability Regulation (TEIV);
 issue of the Railway Safety Regulation (ESiV),
 issue of the Railway Accident Investigation Regulation (EUV);
 amendment of the Railway Operations Manager Regulation (EBV),
 amendment of the Railway Operations Manager Examination Regulation (EBPV);
 amendment of the Regulation on Access to the Occupation of Railway Entrepreneur (EBZugV); and
 amendment of the Federal Railway Charges Regulation (BEGebv).

The same applies to the 2008 and 2009 amendments to this Directive, the implementation status of which appears in Table 1, Annex B.



F.2 Amendments to the laws and administrative regulations

Table 2 of Annex B contains all the amendments to the national legal framework relating to railway safety (legal acts and administrative regulations), which were made in the year under review, 2014.


G. Application of the CSM of risk evaluation and assessment

G.1 Experience of the NSA

[bookmark: OLE_LINK1][bookmark: OLE_LINK2]Commission Regulation (EC) No 352/2009 of 24 April 2009 on the adoption of a common safety method for risk evaluation and assessment, as referred to in Article 6(3)(a) of Directive 2004/49/EC of the European Parliament and of the Council, has been mandatory since 1 July 2012. The transitional provision defined in Article 2(4) of Regulation (EC) No 352/2009, for projects which are at an advanced stage of development, continued to apply, at least to projects being developed in 2014. From the point of view of the EBA, uncertainties continue to arise in the following areas:
· interpretation of the terms ‘change’ and ‘significance’, meaning in particular criteria for deciding the significance and the impact on safety; and
•	requirement of an explicit reference system for risks identified in the simplified procedure.

Infrastructure:
In 2014, the federal railways applied and continued to develop their processes for CSM risk evaluation and assessment. The infrastructure managers submitted documentation to the Technical Department on their application of the CSM process, in the context of the granting of authorisations in individual cases, in the context of the building works. In several cases, the CSM process: 
•	was not followed, invoking the exemption under the CSM Regulation Article 2(4) or the fact that theirs was a regional network (S-Bahn); 
•	or was followed, leading to the finding that the change had a safety impact, but was not significant.
A full review of all significance checks is not carried out, as a notification or submission obligation does not exist in all cases. As part of its supervision, the EBA monitors the application of the CSM risk assessment and evaluation by random sample, including reviews of the significance checks carried out.  

Operation
No added knowledge is available in this area. It is noted, however, that the criteria of ‘significance’ and ‘safety impact,’ which are not more precisely specified in the CSM risk evaluation, leave the undertakings considerable leeway in their handling of the process. For the many smaller undertakings, in particular, the availability of resources to apply this method poses a challenge.

Vehicles
With regard to rolling stock, the ‘Rolling Stock Safety Regulations’ [Sicherheits-Regelwerk Fahrzeuge (SIRF)] were added to the Administrative Regulation on Authorisation for Placing Railway Rolling Stock into Service’ [Verwaltungsvorschrift für die Inbetriebnahmegenehmigung von Eisenbahnfahrzeugen (VV IBG)] and the ‘Manual on CSM Risk Evaluation and Assessment’ [Leitfaden zur CSM Risikoevaluierung und -bewertung] in 2011 and were updated in 2012. Annexes to the VV IBG were also drawn up; these annexes may serve as a template for the safety assessment report in accordance with the CSM. The procedure which it outlines is used for the authorisation to place new vehicles into service and notification and authorisation of modifications to existing vehicles. In addition to the use of risk assessment when placing vehicles into service (IBG) within the framework of the VV IBG, the ‘Sector Agreement MoU on Vehicle Licensing’ [Sektorvereinbarung MoU Fahrzeugzulassung] also stipulates the use of CSM risk assessment when licensing vehicles from mid-2013. As a rule, the documents envisaged in the MoU on Vehicle Licensing are submitted (result of safety assessment report and related declaration). For all significant changes, a risk management procedure in the terms of Article 4(2) of Regulation (EC) No 352/2009 must be followed in accordance with Article 5 of this Regulation, backed by a declaration that the result of the safety assessment report as per Article 7 documents that the relevant risks have been identified by all suitable methods and the implemented measures provide sufficient evidence of all risks arising from the significant change. Where Regulation (EU) No 402/2013 applies, this is done in the proposer’s written declaration under Article 16 of that Regulation.



G.2 Feedback from providers

No formal feedback procedure has been introduced (e.g. by means of questionnaires). The undertakings concerned have not forwarded their experiences using CSM to evaluate and assess risks directly to the EBA.



G.3 Revision of national safety regulations to take account of the Commission Regulation on CSM for risk evaluation and assessment 

Germany has issued no special national safety regulations to take account of the Commission Regulation on CSM for risk evaluation and assessment. This was not necessary. Instead, the current EU Regulation is being directly applied.


H. Exceptions to the ECM certification system



The EBA has issued no exceptions in accordance with Article 14(a)(8) of Directive 2004/49/EC regarding the method for certifying the entity in charge of maintenance (ECM). There has therefore also been no need to lay down alternative measures.

ANNEX A: Common Safety Indicators



Safety indicators in accordance with Annex I of the Railway Safety Directive (2004/49/EC)

1. Indicators relating to accidents

1.1. Total number of significant accidents and average number of significant accidents (per million train kilometres), broken down into the following types of accident

	
	All types of accident
	Collisions of trains including collisions with obstacles within the clearance gauge
	Derailments of trains
	Level crossing accidents including accidents involving pedestrians at level crossings
	Accidents leading to personal injury caused by moving railway vehicles, excluding suicides
	Vehicle fires
	Other accidents

	Total
	333
	32
	9
	67
	182
	5
	38

	Average number
	0.319
	0.031
	0.009
	0.064
	0.174
	0.005
	0.036



1.2. Total number and average number (per million train kilometres) of serious injuries and fatalities by type of accident, broken down into the following categories

1.2.1. Persons seriously injured

All types of accident
Collisions of trains including collisions with obstacles within the clearance gauge

Derailments of trains

Level crossing accidents including accidents involving pedestrians at level crossings
Accidents leading to personal injury caused by moving railway vehicles, excluding suicides

Vehicle fires

Other accidents
Total seriously injured
109
8
0
31
68
0
2
Average number seriously injured
0.104
0.008
0.000
0.030
0.065
0.000
0.002











including:

	Passengers
	13
	4
	0
	6
	3
	0
	0

	Average number of seriously injured passengers
	0.012
	0.004
	0.000
	0.006
	0.003
	0.000
	0.000

	Average number of seriously injured passengers per billion passenger kilometres
	0.146
	0.045
	0.000
	0.067
	0.034
	0.000
	0.000

	Average number of seriously injured passengers per million passenger train kilometres
	0.017
	0.005
	0.000
	0.008
	0.004
	0.000
	0.000

	Employees, including the staff of contractors
	9
	2
	0
	2
	4
	0
	1

	Average number of seriously injured employees, including contractors
	0.009
	0.002
	0.000
	0.002
	0.004
	0.000
	0.001

	Level crossing users
	23
	0
	0
	23
	0
	0
	0

	Average number of seriously injured level crossing users
	0.022
	0.000
	0.000
	0.022
	0.000
	0.000
	0.000

	Trespassers on railway premises
	37
	0
	0
	0
	36
	0
	1

	Average number of seriously injured trespassers on railway premises
	0.035
	0.000
	0.000
	0.000
	0.035
	0.000
	0.001

	Others
	27
	2
	0
	0
	25
	0
	0

	Average number of others seriously injured
	0.026
	0.002
	0.000
	0.000
	0.024
	0.000
	0.000
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1.2.2. Fatalities
	

	
	
	
	
	Derailments of trains
	Level crossing accidents including accidents involving pedestrians at level crossings
	Accidents leading to personal injury caused by moving railway vehicles, excluding suicides
	Vehicle fires
	Other accidents

	
	All types of accident
	Collisions of trains including collisions with obstacles within the clearance gauge
	
	
	
	
	

	
	Total number of fatalities
	160
	0
	0
	41
	118
	0
	1

	
	Average number of fatalities
	0.153
	0.000
	0.000
	0.039
	0.113
	0.000
	0.001


[image: ]including:

	Passengers
	0
	0
	0
	0
	0
	0
	0

	Average number of passengers killed
	0.000
	0.000
	0.000
	0.000
	0.000
	0.000
	0.000

	Average number of passengers killed per billion passenger kilometres
	0.000
	0.000
	0.000
	0.000
	0.000
	0.000
	0.000

	Average number of passengers killed per million passenger train kilometres
	0.000
	0.000
	0.000
	0.000
	0.000
	0.000
	0.000

	Employees, including the staff of contractors
	8
	0
	0
	0
	7
	0
	1

	Average number of employees, including the staff of contractors, killed
	0.008
	0.000
	0.000
	0.000
	0.007
	0.000
	0.001

	Level crossing users
	41
	0
	0
	41
	0
	0
	0

	Average number of level crossing users killed
	0.039
	0.000
	0.000
	0.039
	0.000
	0.000
	0.000

	Trespassers on railway premises
	104
	0
	0
	0
	104
	0
	0

	Average number of trespassers on railway premises killed
	0.100
	0.000
	0.000
	0.000
	0.100
	0.000
	0.000

	Others
	7
	0
	0
	0
	7
	0
	0

	Average number of others killed
	0.007
	0.000
	0.000
	0.000
	0.007
	0.000
	0.000




2. Indicators relating to dangerous goods 

Total and average numbers (per million train kilometres) of accidents in connection with the carriage of dangerous goods, broken down into the following categories

	
	Accidents in which at least one rail vehicle carrying dangerous goods was involved
	Accidents in which dangerous goods were released

	Total
	9
	9

	Average number
	0.009
	0.009




3. Indicators relating to suicides

Total and average numbers of suicides (per million train kilometres) 

	
	Suicides

	Total
	781

	Average number
	0.749
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4. Indicators relating to incidents and near misses

Total number and average number (per million train kilometres) of incidents and near misses, broken down into the following categories

	
	All incidents and near misses
	Broken rails (infrastructure managers only)
	Buckled rails (infrastructure managers only)
	Signalling errors (infrastructure managers only)
	Signals passed at danger
	Broken wheels
	Broken axles

	Total
	786
	285
	31
	0
	470
	0
	0

	Average number
	0.754
	0.273
	0.030
	0.000
	0.451
	0.000
	0.000

	
	Resulting in an accident
	0
	0

	
	Found in service
	0
	0

	
	Found during regular maintenance
	0
	0



5. Indicators relating to the consequences of significant accidents

Total amount in EUR and average values (per million train kilometres) for


	
	Number of deaths and serious injuries multiplied by the value of avoiding accident victims
	Costs of damage to rolling stock and infrastructure
	Costs of environmental damage*
	Costs of 
delays caused by accidents

	Total costs
	404 730 718
	40 595 088
	72 000
	31 132 851

	Average costs
	388 014
	38 918
	69
	29 847



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

6.1 Automatic train protection

	Percentage of tracks with automatic train protection (infrastructure managers only)
	
96.5%

	Percentage of train kilometres run using operational train protection systems
	
99.3%



6.2 Number of level crossings (in total, per line kilometre and per track kilometre), broken down into the following eight types: **

	
	With automatic user warning
	With automatic user protection
	With automatic user protection and automatic warning
	With automatic user protection and automatic warning, with trackside protection
	With manual user warning
	With manual user protection
	With manual user protection and manual warning

	Actively protected level crossings
	746
	191
	6,818
	981
	112
	187
	809

	Average number per line kilometre
	0.022
	0.006
	0.204
	0.029
	0.003
	0.006
	0.024

	Average number per track kilometre
	0.012
	0.003
	0.111
	0.016
	0.002
	0.003
	0.013



	
	Total

	Passively protected level crossings
	4 139

	Average number per line kilometre
	0.124

	Average number per track kilometre
	0.067


[image: ][image: ]


ANNEX B: Amended legal provisions



Table 1: Implementation of Amendments of Directive 2004/49/EC

	Amendments of Directive
2004/49/EC
	Implemented? (Y/N)
	Main legislative act
	Date of entry into force

	Directive 2008/57/EC
	Y
	Eighth Law amending the Statutory Provisions Governing Railways of 12 September 2012 (BGBl. I p. 1421)
	18.9.2012

	
	
	Seventh Regulation amending the Statutory Provisions Governing Railways of 10 December 2012 (BGBI. I p. 2632)
2012 (BGBl. I p. 2632)
	20.12.2012

	
	
	Eighth Regulation amending the Statutory Provisions Governing Railways of 22 November 2013 (BGBI. I p. 4008)
2013 (BGBl. I p. 4008)
	29.11.2013

	Directive 2008/110/EC
	Y
	Eighth Law amending the Statutory Provisions Governing Railways of 12 September 2012 (BGBl. I p. 1421)
	18.9.2012

	Directive 2009/149/EC
	Y
	Fifth Regulation on the issuing and amending of Railway Regulations of 29 April 2011 (BGBl. I p. 705)
	7.5.2011




Table 2: Changes to the national legal framework during 2014

	Laws and administrative regulations
	Rule
	Date of entry into force
	Description of main change
	Reason for change

	Concerning national safety authority
	Administrative Regulation on Monitoring the Provision and Maintenance of IOH and STE 
	1.1.2014
	New version. Guidelines on EBA supervision of the infrastructure manager 
	Transposition of Regulation (EU) No 1077/2012

	
	Administrative Regulation on Railway Supervision of Built Works 
	1.1.2014
	Revision prompted by new Administrative Regulation on Supervision
	Transposition of Regulation (EU) No 1077/2012

	
	Administrative Regulation on Railway Supervision of Signalling, Telecommunications and Electrical Engineering Equipment
	1.3.2014
	Revision prompted by new Administrative Regulation on Supervision
	Transposition of Regulation (EU) No 1077/2012

	
	First Regulation in Amendment of the Railway Charges Ordinance dated 11.7.2014 (BGBl. I p. 1047)
	24.7.2014
	Higher hourly rate for individually attributable public services of the EBA 
	To break even on public services

	Concerning NoBo, DeBo, AsBo, third concerning registration, checking, etc.
	
	
	
	

	Concerning railway undertakings / infrastructure managers / ECMs
	
	
	
	

	Implementation of other requirements (as they impinge on railway safety)
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ANNEX C – Abbreviations


34CrNiMo6          A grade of steel
AEG	General Railways Act [Allgemeines Eisenbahngesetz]
AsBo	Assessment Body
BAM	Federal Institute for Material Research and Testing [Bundesanstalt für Materialforschung und -prüfung]
BEGebV	Regulation on Fees and Charges of the Federal Railway Administrations (Federal Railway Fees Regulation) [Verordnung über die Gebühren und Auslagen der Eisenbahnverkehrsverwaltungen des Bundes (Bundeseisenbahngebührenverordnung)]
BEVVG	Federal Rail Traffic Management Act (Federal Railway Administration Act) [Gesetz über die Eisenbahnverkehrsverwaltung des Bundes (Bundeseisenbahnverkehrsverwaltungsgesetz)]
BGBl	Official Journal reference [Bundesgesetzblatt]
BNetzA	Federal Network Agency [Bundesnetzagentur]
CSI	Common Safety Indicator
CSM	Common Safety Method
DeBo	Designated Body
EA4T	A grade of steel
EBA	Federal Railway Authority [Eisenbahn-Bundesamt]
EBO	Railway Construction and Operation Order [Eisenbahn-Bau- und Betriebsordnung]
EBPV	Regulation on the Examination for Railway Operations Managers [Verordnung über die Prüfung zum Betriebsleiter für Eisenbahnen]
EBV	Regulation on the Appointment, Confirmation, Tasks and Powers of Railway Operations Managers [Verordnung über die Bestellung und Bestätigung sowie die Aufgaben und Befugnisse von Betriebsleitern für Eisenbahnen]
EBZugV	Regulation on access to the profession of railway entrepreneur [Eisenbahnunternehmer-Berufszugangsverordnung]
EC	European Community
ECM	Entity in charge of maintenance
ERA	European Railway Agency
ESiV	Railway Safety Regulation [Verordnung über die Sicherheit des Eisenbahnwesens (Eisenbahn-Sicherheitsverordnung)]
EU	European Union
EUB	Federal Railway Accident Investigation Office [Eisenbahn-Unfalluntersuchungsstelle des Bundes]
EUV	Regulation on the Investigation of Dangerous Occurrences in Railway Operations [Verordnung über die Untersuchung gefährlicher Ereignisse im Eisenbahnbetrieb]
Hz	Hertz
ICE	Intercity Express
INA	No equivalent (‘INA calculations’ relate to the layout of the 500 Hz track magnets for intermittent train control in relation to the respective stop boards)
IOH	Permanent way and structural equipment [Ingenieur-, Ober- und Hochbau]
IT	Information technology
MoU	Memorandum of Understanding
NDT	Non-destructive testing
[image: ][image: ]
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NoBo	Notified Body (interoperability)
NSA	National safety authority
Ril	Deutsche Bahn Group Directive
SIRF	Rolling Stock Safety Regulations [Sicherheits-Regelwerk Fahrzeuge]
SMS	Safety Management System
STE	Signalling, telecommunication and electrical equipment [Signaltechnik, Telekommunikation und Elektrotechnik]
TEIV	Trans-European Railway Interoperability Regulation [Verordnung über die Interoperabilität des transeuropäischen Eisenbahnsystems (Transeuropäische-Eisenbahn-Interoperabilitätsverordnung)]
TH-BÜP	Technical auxiliary equipment for level crossings [Technisches Hilfsmittel für Bahnübergangsposten]
Trafikstyrelsen	Danish NSA [Trafik- og Byggestyrelsen]
TSI	Technical Specification for Interoperability
VDV	Association of German Transport Companies [Verband Deutscher Verkehrsunternehmen e.V.]
[bookmark: _GoBack]VV IBG	Administrative Regulation on Authorisation for Placing Rolling Stock into Service [Verwaltungsvorschrift über die Inbetriebnahmegenehmigung von Eisenbahnfahrzeugen]
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