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PART A - INTRODUCTION
A.1	Purpose and scope
This document has been prepared in accordance with Article 7 of Legislative Decree No 162 of 10 August 2007 ‘Implementation of Directives 2004/49/EC and 2004/51/EC on safety on and on the development of the Community’s railways’, transposing Article 18 of Directive 2004/49/EC.
It describes the safety performance during 2015 in the part of the Italian railway system over which the Italian National Railway Safety Agency (hereafter Agency or ANSF) performs its regulatory, authorisation and supervision activities. In 2015, this consisted of national railway infrastructure, the management of which is contracted out on a concession basis to Rete Ferroviaria Italiana SpA by Decree 138-T of 31 October 2000 of the Italian Transport Ministry (the instrument of concession), and the rail transport service operated over the infrastructure by railway undertakings holding a safety certificate.
The Report, drawn up on the basis of instructions in the document ‘Annual safety report – Template – Network of National Safety Authorities’ (Version 1.2) issued by ERA on 5 September 2013, is published on the website of the National Railway Safety Agency www.ansf.it and sent to the European Union Agency for Railways (new name for the ERA following the issue of the fourth railway package) and to the Ministry of Infrastructure and Transport.
A.2	 Organisational changes and staffing
During 2015, the Agency employed 100 staff in service, of whom 94 performed roles within the Agency and six were seconded to another Administration. The Agency was established by Legislative Decree No 162 of 10 August 2007, which also defines the tasks for which it is responsible. It is a non-economic public entity independent of the railway operators and of the investigating body and is supervised by the Ministry of Infrastructure and Transport.
The workforce recalculated following the last spending review (DPCM [Decree of the President of the Council of Ministers] of 22 January 2013, implementing Article 2 of Legislative Decree No 95/2012) provides for 265 staff instead of the 300 staff originally established. The number of managerial positions was also reduced.
The managerial staff redeployment procedures started in 2014 prior to the implementation of bankruptcy proceedings under Legislative Decree No 165/2001 were completed in 2015. Upon completion of the above procedures, in 2015 a manager was recruited and given responsibility for managing the inspection and audit sector, a position that until then had been covered by an interim assignment.
During 2015, non-managerial staff redeployment procedures were also started for technical and administrative areas with the aim of filling 24 job positions in the category of officials and 10 positions in the category of workers. These procedures were started in June 2015 and completed in 2016.
PART B – OVERALL RAILWAY SAFETY PERFORMANCE AND STRATEGY
B.1	Main conclusions on the reporting year
B.1.1	Accident analysis feedback
In this report, ‘significant accident’ refers exclusively to an accident falling within the definition set out in the Appendix to Annex 1 of Legislative Decree 162/2007, as amended by Ministry of Infrastructure and Transport Decree of 26 June 2015[footnoteRef:2]1 [2:  Under the terms of Annex I a 'significant accident' is any accident involving at least one railway vehicle in motion, resulting in at least one fatality or serious injury or significant damage to rolling stock, tracks, other installations or the environment (or damage amounting to EUR 150 000 or more) or a prolonged interruption in traffic, excluding accidents in workshops, warehouses and depots.] 

The number of significant accidents occurring in 2015 was 97, down from the 109 recorded in 2014. The following table shows the number of ‘significant accidents’ in 2015 compared to values during previous years starting in 2005, the first year for which national data collected in accordance with the reference thresholds established by the aforementioned Annex I are available.
	
	SIGNIFICANT ACCIDENTS under Annex I of Legislative Decree 162/2007, as amended

	
	2005
	2006
	2007
	2008
	2009
	2010
	2011
	2012
	2013
	2014
	2015

	Train collisions
	5
	4
	4
	2
	3
	2
	6
	7
	4
	9
	4

	Train collisions with railway vehicles
	2
	1
	2
	1
	0
	0
	0
	0
	0
	1
	1

	Train collisions with obstacles within the clearance gauge
	3
	3
	2
	1
	3
	2
	6
	7
	4
	8
	3

	Train derailments
	6
	11
	8
	8
	5
	3
	3
	5
	6
	4
	3

	Level-crossing accidents
	25
	32
	19
	9
	5
	15
	18
	13
	14
	16
	19

	Accidents to persons involving rolling stock in motion
	90
	76
	83
	79
	73
	77
	77
	79
	71
	74
	67

	Fires in rolling stock
	4
	4
	4
	2
	0
	0
	0
	1
	2
	0
	2

	Other types of accident(*)
	4
	5
	3
	3
	7
	3
	2
	1
	1
	6
	2

	TOTAL
	134
	132
	121
	103
	93
	100
	106
	106
	98
	109
	97


(*) ‘other accidents’ means all accidents not covered by the previous cases such as derailments and impacts during shunting or by work equipment and hazardous goods spillages.
In the previous table, the definition of the category ‘train collisions’ was realigned with the definition in Annex I of Legislative Decree 162/2007 amended by Ministry of Infrastructure and Transport Decree of 26 June 2015 by subdividing it into ‘Train Collisions with railway vehicles’ (against trains as well as against rigging and so on) and ‘Train collisions against obstacles within the clearance gauge’.
Since 2007, there have been no significant accidents involving a collision between two or more trains due to the use of train running protection systems that cover almost 100 % of traffic (failure to achieve complete traffic coverage is due to system malfunctions caused by faults).
The following graph shows performance in terms of the total number of significant accidents during the reporting period (2005-2015), showing the number of accidents as well as performance in relation to millions of train-kilometres covered, the average value and the trend.
Traffic changes over the years were not significant enough to influence the data performance. These weighted values are more useful for comparison with the performance of other EU countries. For 2015, a reduction in the total number of accidents was recorded despite an increase in traffic volumes (rising from 330 587 000 train-kilometres in 2014 to 340 535 000).
In 2015, the total number of accidents fell by approximately 28 % compared to 2005 and by about 11 % compared to 2014. Between 2014 and 2015, there was an increase only for the categories ‘level crossing accidents’ and ‘fires in rolling stock’.
The most frequent accidents continue to be ‘accidents to persons involving rolling stock in motion’ and ‘level crossing accidents’.
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	INCIDENTI SIGNIFICATIVI AI SENSI DELL'All.I DEL Dlgs162/2007 e smi
	SIGNIFICANT ACCIDENTS UNDER ANNEX I OF Legislative Decree162/2007, as amended

	INCIDENTI TOTALI
	TOTAL ACCIDENTS

	n° INCIDENTI TOTALI/Mln tr-km
	TOTAL NO OF ACCIDENTS/million tr-km

	n° INCIDENTI TOTALI
	TOTAL NO OF ACCIDENTS

	trend
	trend

	valore medio
	average value


As the following graph shows: in the first case, the incidence out of the total number of significant events recorded during the year remains virtually constant, increasing from 68 % in 2014 to 69 % in 2015; in the second case, however, there was a percentage increase with the incidence out of the total increasing from approximately 15 % in 2014 to 20 % in 2015.
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	DISTRIBUZIONE PERCENTUALE DEGLI INCIDENTI SIGNIFICATIVI NEL SINGOLO ANNO
	PERCENTAGE DISTRIBUTION OF SIGNIFICANT INCIDENTS IN THE INDIVIDUAL YEAR

	Collisioni ai treni
	Train collisions

	Deragliamenti ai treni
	Train derailments

	Incidenti ai passaggi a livello
	Level-crossing accidents

	Incidenti alle persone provocati dal materiale rotabile in movimento 
	Accidents to persons caused by rolling stock in motion 

	Incendi di materiale rotabile
	Fires in rolling stock

	Altri tipi di incidenti
	Other types of accident


If we break down the total number of fatalities and serious injuries during the period 2006-2015 with the aim of providing as full a picture as possible, we assume 1 fatality = 1 serious injury, since we do not believe the statistical parameter of equivalent deaths (1 fatality = 10 serious injuries) set out in European Commission Decision 2009/460/EC to be fully representative.
In 2015, there was a reduction compared to 2014 in the number of fatalities and serious injuries, which fell from 53 to 46 and from 41 to 37 respectively, confirming the decreasing trend for the entire reporting period. In particular, the 2015 figure was the lowest during the period for all significant accident categories with the exception of the ‘level crossing accidents’ category.
	
	FATALITIES AND SERIOUS INJURIES IN RAILWAY ACCIDENTS (1 fatality = 1 serious injury)

	
	2005
	2006
	2007
	2008
	2009
	2010
	2011
	2012
	2013
	2014
	2015

	Train collisions
	58
	2
	2
	1
	1
	1
	0
	0
	2
	1
	0

	Train derailments
	22
	0
	0
	0
	43
	0
	0
	1
	2
	0
	0

	LC accidents (including those involving pedestrians)
	23
	31
	18
	8
	5
	15
	18
	22
	17
	16
	16

	Accidents to persons involving rolling stock in motion
	92
	80
	83
	83
	73
	82
	80
	83
	73
	76
	67

	Fires in rolling stock
	1
	0
	0
	0
	0
	0
	0
	0
	0
	0
	0

	Others
	6
	4
	1
	0
	4
	2
	0
	1
	0
	1
	0

	TOTAL
	202
	117
	104
	92
	126
	100
	98
	107
	94
	94
	83


The joint trend in the frequency of significant accidents and the consequences thereof is illustrated in the following graph, which shows the degree of achievement of the goal of 'aiming to achieve zero accident rates, taking into account changes in the legislation and technical and scientific progress and prioritising the prevention of serious accidents’, imposed on entities in charge of safety as a result of the ‘traffic safety powers’ (Point 2.1) imposed on them by the Agency in Decree 4/2012.

This goal summarises the provisions:

· of Article 8 of Presidential Decree No 753 of 11 July 1980, which states that ‘During operation of the railways, measures and precautions suggested by technical and practical experience shall be adopted to prevent accidents;
· of Article 1(1) of Legislative Decree No 162 of 9 August 2007, transposing Article 4(1) of Directive 2004/49/EC, which establishes ‘the goal of maintaining and, when reasonably practicable, continuously improving the safety of the Italian railway system, taking into account legal developments and technical and scientific progress, and giving priority to the prevention of serious accidents‘.
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	NUMERO DI INCIDENTI SIGNIFICATIVI PER MLN TR-KM E NUMERO DI VITTIME
	NUMBER OF SIGNIFICANT ACCIDENTS PER MILLION TR-KM AND NUMBER OF VICTIMS

	INCIDENTI SIGNIFICATIVI/KM-TR
	SIGNIFICANT ACCIDENTS/KM-TR

	MORTI EQUIVALENTI (MORTI+FERITI GRAVI)
	EQUIVALENT FATALITIES (FATALITIES + SERIOUS INJURIES)

	CRITICO diminuiscono le vittime ma aumentano gli incidenti
	CRITICAL fewer victims but more accidents

	IN LINEA CON L'OBIETTIVO diminuiscono vittime ed incidenti
	IN LINE WITH OBJECTIVES fewer victims and accidents

	NEGATIVO in aumento vittime ed incidenti
	NEGATIVE more victims and accidents

	MOLTO CRITICO diminuiscono gli incidenti ma aumentano le vittime
	HIGHLY CRITICAL fewer accidents but more victims


The previous graph shows that over the period in question, the overall trend (continuous green arrow) is broadly in line with the overall objective (dashed green arrow).
With a reduction in both the number of accidents and the number of victims, the 2015 data buck the critical trend recorded for the 2008-2014 period when the number of victims was practically unchanged but there was an increase in the overall number of accidents. The 2015 figures thus marked a return to the overall positive trend recorded during the period.
The same analysis, conducted with reference to all accidents, reveals that the consequences remained essentially stable (approximately 100 victims per year) despite a steady reduction in the volume of events, as the following graph shows.
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	NUMERO DI INCIDENTI PER MLN TR-KM E NUMERO DI VITTIME
	NUMBER OF ACCIDENTS PER MILLION TR-KM AND NUMBER OF VICTIMS

	INCIDENTI /KM-TR
	ACCIDENTS/KM-TR

	MORTI EQUIVALENTI (MORTI+FERITI GRAVI)
	EQUIVALENT FATALITIES (FATALITIES + SERIOUS INJURIES)

	CRITICO diminuiscono le vittime ma aumentano gli incidenti
	CRITICAL fewer victims but more accidents

	IN LINEA CON L'OBIETTIVO diminuiscono vittime ed incidenti
	IN LINE WITH OBJECTIVES fewer victims and accidents

	NEGATIVO in aumento vittime ed incidenti
	NEGATIVE more victims and accidents

	MOLTO CRITICO diminuiscono gli incidenti ma aumentano le vittime
	HIGHLY CRITICAL fewer accidents but more victims


When the significant accidents occurring in 2015 are broken down based on the main cause, the vast majority, about 74 %, were associated with improper presence on or crossing of the railway track by pedestrians, including cases occurring at level crossings. These accidents were responsible for nearly 87 % of the victims.
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	CAUSE DEGLI INCIDENTI SIGNIFICATIVI
anno 2015
	SIGNIFICANT ACCIDENT CAUSES
2015

	veicoli stradali su sede ferroviaria
	road vehicles on the railway track

	indebite presenze di pedoni
	improper presence of pedestrians

	indebita salita o discesa da treni passeggeri in movimento
	improperly boarding or alighting from passenger trains in motion

	errata esecuzione procedure ferroviarie (esercizio e manovre)
	incorrect execution of railway procedures (operation and shunting)

	dissesto idrogeologico
	hydrogeological disruption

	manutenzione
	maintenance


It seems clear that a further decrease in accidents and the consequences thereof must necessarily follow on from a reduction in accident rates associated with this category. The phenomenon is mainly made up of victims belonging to the category ‘unauthorised persons on the railway track’, which accounted for 70 % of total victims in 2015 (74 % in 2014) (the remaining proportion is made up of improper crossing of level crossings by pedestrians).
The following graph analyses the distribution of the main causes of significant accidents in 2015 net of the improper presence of pedestrians, or the distribution of accidents closely related to railway subsystem operation (infrastructure, equipment and signalling and safety systems).
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	CAUSE DEGLI INCIDENTI SIGNIFICATIVI AL NETTO DELLE INDEBITE PRESENZE DI PEDONI SULLA SEDE FERROVIARIA
annno 2015
	CAUSES OF SIGNIFICANT ACCIDENTS NET OF THE IMPROPER PRESENCE OF PEDESTRIANS ON THE RAILWAY TRACK
2015

	veicoli stradali su sede ferroviaria
	road vehicles on the railway track

	indebita salita o discesa da treni passeggeri in movimento
	improperly boarding or alighting from passenger trains in motion

	errata esecuzione procedure ferroviarie (esercizio e manovre)
	incorrect execution of railway procedures (operation and shunting)

	dissesto idrogeologico
	hydrogeological disruption

	manutenzione
	maintenance


Twenty-five accidents belonging to this specific group were recorded, which represents a reduction compared to the 29 accidents recorded in 2014.
In detail, a reduction was recorded in the incidence of problems relating to maintenance activities or the incorrect execution of operational procedures and shunting, which fell from
55 % in 2014 to 36 % in 2015, in particular:
· accidents related to the incorrect performance of railway procedures (operations and shunting) had a percentage incidence of 16 % in 2015 compared to 31 % in 2014;
· accidents related to maintenance, which had been identified as the main cause or concomitant cause of this group of accidents in 2012, were in line with the downward trend of recent years, amounting to 20 % in 2015 compared to 24 % in 2014.
However, there was an increase in the component linked to passengers falling from moving trains, which rose from an incidence of 7 % in 2014 to 32 % in 2015.
B.1.2	Findings emerging from the railway system analysis
The supervision activity carried out by the Agency highlighted the continuing critical conditions, in particular:
· 6.6 % of findings obtained during inspection activities on infrastructure were found to be non-conforming as were 15 % of those carried out on railway undertaking vehicles and activities;
· the internal audit process is not yet effectively applied to the safety management system and operating activities; this means that safety goals are not always properly identified and measured in order to guarantee action is taken on the areas most at risk.
A need was again identified in 2015 to step up the dialogue between railway operators and between the latter and the Agency in mutual respect for the roles laid down in Legislative Decree No 162 of 10 August 2007.
In 2015, there was a continuation of the process of gradual compliance by the RFI with requirements laid down by the Agency for the purposes of issuing safety authorisation. This process cannot be considered complete. The definition of all functional relationships between procedures making up the safety management system must be completed. The RFI must also demonstrate the effectiveness of the system as well as its ability to manage information from entities charged with supervision of the railway system (ANSF or the Directorate General for Railway and Maritime Investigations) and monitor and analyse data from its activities.
For railway undertakings, we stress the need to strengthen their internal technical structures to ensure more careful management of safety processes from the viewpoint of controls, process organisation, risk analysis and staff training.
A need emerges for:
· railway undertakings and the Manager to focus their attention on maintenance and operation processes, ensuring thorough work organisation, checking the wholesale application of internal procedures, optimising staff training and making working instruments more user-friendly;
· railway operators to monitor processes managed by external entities in terms of execution and support processes, ensuring proper control of activities and risks, linked above all to safety maintenance and provision and requiring the organisation and the system to adapt to regulatory requirements;
· the infrastructure manager to continue equipping the infrastructure with devices that make it possible to prevent accidents or limit the consequences thereof (new generation hot box detectors, dynamic weights, multifunction portals, sensors, etc.), completing trial periods and adopting the necessary mitigating measures in the meantime;
· railway undertakings to consider equipping trains with on-board devices able to promptly detect and indicate wear or malfunctioning of certain components and mitigate the associated risks (train on-board hot box detection systems, derailment detectors, train door improvements, TV cameras, door-traction interaction systems and any other devices), adopting the necessary mitigating measures in the meantime;
· pursuance of an approach that is not merely reactive and certainly not passive against the improper presence of pedestrians on the railway track by identifying critical points, ensuring appropriate measures are taken by the Manager and implementing partnerships with local authorities and central institutions.
With regard to international freight traffic, the Agency intervened promptly (as a result of accidents, reports, safety alerts and so on) to circumscribe problems that arose by limiting the use of the components involved. At European level, there is a need to:
· improve vehicle maintenance by introducing more innovative techniques that allow component maintenance tracking and life cycle determination;
· identify with greater precision and consistency the roles and responsibility of entities that manage, use and maintain railway vehicles.
B.2	National safety strategy, programmes and initiatives
Every year, the Ministry of Infrastructure and Transport sets the Agency goals to be met when fulfilling tasks assigned by the applicable regulatory framework and their achievement is measured in a quantitative manner. In 2015, all the goals were met.
By 15 July each year, the Agency in turn notifies the infrastructure manager and the railway undertakings of objectives and critical areas within the railway system to allow the drawing up of an annual safety plan for the following year: priority areas that the railway operators must focus on are identified based on data from the Agency’s supervision activities and aspects notified by the railway operators in their annual safety report.
The actions do not usually resolve the problems in the short term but may require longer periods to implement and re-calibrate the measures. This is one of the reasons why critical areas sometimes persist year on year.
In 2015, the Agency asked the railway operators to ensure that their safety plans included projects and activities to resolve problems emerging from their own risk analyses or that were:
· set out in the document ‘Preliminary report on railway safety in 2013’;
· reported by the Agency following an analysis of accidents or incidents, inspection activities or audits stemming from the recommendations of the Directorate General for railway Investigations. In particular, issues related to the modernisation of legacy systems, safety in tunnels, hot box detection systems, improper crossings, risk introduced by third parties, level crossings, shunting, hydrogeological disruption, management of extreme weather conditions and keeping works of art;
· set out in the risk analysis that each operator performs on its processes;
· set out in notes on previous years relating to the identification of objectives and problem areas in the field of railway safety that have not yet been resolved based on the monitoring carried out.
In particular, the railway operators were required, each within their own field of competence, to ensure:
1) consistency between the safety policy, corporate choices by top management and safety management system managers’ activities with a view to achieving meaningful and effective actions in the field of rail safety;
2) control of safety performance and a check on safety management system effectiveness under Regulation (EU) No 1078/2012;
3) adaptation to the new environment emerging from the regulatory reorganisation;
4) change management;
5) maintenance, carried out directly or outsourced to external suppliers. In this regard, the Agency noted that railway operators must ensure the control of risks relating to maintenance and supplies through their own safety management systems;
6) management and organisation of dangerous goods transport;
7) training of staff carrying out activities relating to railway safety, taking into account feedback of field experience;
8) management of documentation relating to safety information, ensuring compliance with timing and consistency in the content of documents to be sent to the Agency.
With regard to the two main areas of intervention emerging from the analysis of significant accidents, the actions that the Agency has undertaken or called on the railway operators to adopt are set out below.
B.2.1	Initiatives to mitigate problems relating to the improper presence of pedestrians on the track and for the protection of rail transport users
The Agency continued with its initiatives aimed at spreading a culture of railway safety, taking care of strictly technical activities aimed at the world of railway operators and initiating cooperative actions with other institutions for activities aimed at transport users.
We continued with the exchange of experience relationship between the Agency and the State Police Railway Police Service launched through a Memorandum of Understanding dated 20 December 2010.
As an additional milestone for raising awareness among young people over the conscious, responsible and safe use of railway transport, the Agency developed a communications strategy with the Railway Police and with three Federations affiliated to CONI [Italian National Olympic Committee]: the Italian Basketball Federation (FIP), the Italian Rugby Federation (FIR) and the Italian Volleyball Federation (FIPAV), all of which were aimed at a target of young people. The policy agreements with the sports federations are aimed at spreading a culture of self-protection and the proper and correct use of the railways among young people, using mutual exchange between the roles of good citizenship in the railway sector and the rules of sport as a means of communication.
In the particular case of basketball (Memorandum of Understanding of 23 October 2015), it was decided to enter into a twinning arrangement with the American professional league (NBA) through the Italian Basketball Federation. With the aim of promoting the basketball movement in Italy, the NBA and FIP launched the ‘NBA Junior League Rome’, in other words a school basketball league where middle schools in the city and province of Rome were twinned with NBA franchises. The Agency included its own educational campaigns concerning respect for the yellow line in railway stations as part of league games.
A similar campaign was conducted with the FIR, under a Memorandum of Understanding dated 11 February 2015. The theme of improper crossing of station tracks was chosen in the case of rugby. The awareness campaign continued in accordance with the previous year’s nationwide standards (Ragusa, Fano, Jesolo, San Donà di Piave, Turin, Fiuggi, Rome, L’Aquila and Florence).
For FIPAV (Memorandum of Understanding dated 23 November 2015), a TV commercial was filmed with the participation of major Italian volleyball players acting as advocates. Activities in 2015 included the programming of contact events that then took place during 2016.
In order to combat the phenomenon of the improper presence of pedestrians, the Agency called on the infrastructure manager:
· with the cooperation of railway undertakings, to update the mapping of areas where there is a high probability of people being struck and to adopt appropriate preventive safety measures in such areas;
· to inform the Agency of any initiatives taken on the issue in question (cooperation with local authorities or with state police and launching of any informative, dissuasive or penalty campaigns).
Following these requests, RFI:
· updated the mapping and, to make it more difficult to pass through unauthorised access points, ordered the planning of structural measures to mitigate the phenomenon (mobile barriers for the protection of construction sites, other actions aimed at the installation of fences, self-propelled barriers on station platforms and so on);
· introduced a special procedure extending powers to RFI employees responsible for railway infrastructure running, caretaking and maintenance for establishing offences under Presidential Decree 753/1980;
· set up a study with the aim of reviewing the system of penalties currently laid down with a view to a future change to the provisions of Presidential Decree 753/1980;
· undertook information and training campaigns on the subject of safety at educational establishments and on board the Green Train.
In 2015, the Agency also launched a special Memorandum of Understanding (27 March 2015) with the Railway Police and the National Association of Hospital Cardiologists (ANMCO), equipping Railway Police stations in the main Italian stations with 60 automatic external defibrillators (AEDs) with the aim of providing first aid to people suffering from cardiac arrest. At the same time, again in 2015, 516 police operators were trained in the use of these devices. The training was organised by ANMCO in accordance with AHA (American Heart Association) international standards. This initiative is the only one of its kind in Italy. Seven people have been given first aid and saved as a result of these new safety devices in Italian railway stations.

B.2.2	Maintenance problem mitigation initiatives
Although there has been a reduction compared to the previous year, it is estimated that vehicle-side and infrastructure-side maintenance problems form the basis of at least 28 % of all accidents and ‘precursors’. In other words, nearly one third of all events. The maintenance issue therefore remains one of the aspects on which the Agency is focusing, because individual events can have disastrous consequences.
Again in 2015, the Agency's approach has mainly involved a request for specific actions by the infrastructure manager or the railway undertakings and the subsequent verification of compliance with commitments made by the Operators themselves.
In view of the fact that incorrect infrastructure maintenance causes approximately 13 % of all events (significant accidents, minor accidents and incidents) and that other elements available to the Agency revealed potential for further improving the management of maintenance activities, the infrastructure manager was asked to:
· manage the parts of the rail-track interface for which it is responsible properly in order to ensure safe operation of the system;
· overcome the persistent difficulties in fully analysing accidents in which it is involved and ensure that site status is not altered before carrying out measurements on the infrastructure (these factors reduce the potential for promptly and effectively investigating infrastructure maintenance problems), immediately adopting the necessary improvement measures;
· ensure homogeneous and consistent application of procedures and rules for the definition and management of maintenance needs;
· identify and adopt mitigation measures for the management of transitional periods until the critical issues identified have been resolved.
For the proportion of vehicle maintenance defects that caused approximately 15 % of total events in 2015, the Agency called on the railway undertakings to adopt specific measures as well as to establish the existence of repeated causes. For the latter and for maintenance problems in general, the railway operators identified corrective actions, in some cases changing maintenance plans on the basis of feedback received from the operational side.
The Agency’s supervision activities also established the following persistent problems:
· relationships with entities responsible for maintenance; such entities are not always quick to take action or exchange the necessary information.
· adjustment of maintenance plans to take into account the actual use of vehicles.
Railway undertakings must therefore oversee maintenance processes more effectively by implementing all possible forms of cooperation and control instruments with regard to other bodies involved (keepers and entities in charge of maintenance).
The ANSF also called for the adoption of actions to mitigate the consequences of accidents, such as considering whether to equip some locomotives with automatic fire extinguishing systems, traction cut-off devices and an acoustic signal if doors do not lock (the last two could reduce the consequences of alighting improperly from a moving train and would also involve changes to passenger vehicles).
Vehicle maintenance problems have supranational relevance, given the opening up of the railway market and the fact that many railway vehicles in Italy are maintained by foreign companies. The ANSF has therefore turned its focus to the relevant European authorities. In particular:
· For freight wagons, after entering in the Freight Wagon TSI (a major achievement by the ANSF), railway axis tracking criteria and visual checks on axles have been implemented within the field of the OTIF (intergovernmental organisation for international railway transport) for wagons from countries outside the European Union;
· Derailment detector device: the position of ANSF and Italy has always been proactively in favour of adopting the derailment detector device. However, European Council Decision of 6/05/2014 established that adoption should be maintained on a voluntary basis while charging the ERA with investigating the issue and assessing whether its use should be made mandatory. A special working group has been set up within the OTIF, involving the participation of the ANSF, which concluded its activities with an agreement with the Commission and the ERA to regularise and harmonise rules in the Interoperability Technical Specifications for authorising and using the DDD (both the current mechanical DDD and the electronic type still being developed), the installation of which remains voluntary in the RID;
· Other vehicle components: the ANSF’s wish to extend at community level measures adopted for axles to other components has resulted in the fourth railway package, which provides for the identification of critical safety components and the identification of common principles required for the traceability and maintenance of such components; as part of the work on revising Regulation No 445/2011 and with a view to extending the certification obligation to the ECMs of vehicles other than wagons, ERA is preparing a plan for compliance with the mandate received with the fourth railway package;
· relationships between entities: ANSF gave a presentation to the ERA Freight Focus Group about problems caused by difficulties in relating with the various entities, often resident in different European countries, which manage, use and maintain railway vehicles, and problems in transferring know-how from old entities (the main railway undertakings) to the new ones (entities responsible for maintenance);
· Review of Regulation 445/2011 (certification of wagon ECMs) and extension of scope: European-level discussions are being held about whether to extend mandatory certification to the ECMs for vehicles other than wagons and make it mandatory to certify all maintenance workshops. The ANSF is favourable to this extension and is promoting its position in all committees.
B.2.3	Main strategies in the Authority's international activities
In accordance with Ministry of Infrastructure and Transport guidelines, in 2015 the Agency oversaw relationships with the European Union Railway Agency (ERA) in the field of railway safety and interoperability and participated in groups specially set up within ERA, by agreement with the Directorate General for Railway Transport.
Again pursuant to Ministry Guidelines, ANSF:
· provided and ensured information and technical support to the Ministry of Infrastructure and Transport Directorate General of Railway Transport for participation and training of the Italian representative within the European Commission and the Committee made up of representatives of Member States (RISC), established under Article 27 of Directive 2004/49/EC; it provided and ensured information and technical support to the same Ministry of Infrastructure and Transport Directorate General of Railway Transport for participation in the Technical Working Group within the OTIF;
· provided the Ministry of Infrastructure and Transport Directorate General of Railway Transport with technical support during Italy's Presidency of the EU and for the launch stage involving defining guidelines and regulations making up the technical pillar of the Fourth Railway Package;
· provided the Ministry of Infrastructure and Transport Directorate General of Railway Transport with technical and logistical support for the rail freight corridors referred to in Regulation (EU) No 913/2010;
· was charged by the Ministry of Infrastructure and Transport with taking part in the ‘Safety in Alpine railway tunnels’ Group (Zurich Process), which is responsible for safety in Alpine area railway tunnels;
· participated in the IMI (Internal Market Information System) project under the coordination of the Ministry of Interior. This multilingual IT platform developed by the Commission aims to allow national authorities to exchange data that is already used in the field of commercial exchanges but will be used in the future to exchange data on drivers' licences.
We note that within the ERA working group ‘Operational Harmonisation of ERTMS’, focusing on a review of Appendix A on TSI Operation, ANSF supported the need to technologically protect some aspects that the current interoperability technical specifications plan to manage through regulations (for example, by means of start of mission procedures in the ETCS area and Track Ahead Free confirmation). In this regard, the ANSF highlighted the need to develop new features that allow the location of a stationary train during start of mission operations in order to avoid the need for movement in Staff Responsible mode, meanwhile adopting mitigating measures.
ANSF also stressed the need for movements in Staff Responsible mode to be limited only to situations of degradation and that they should always be subject to authorisation by the running regulator.
In the working group on Revision of CSM on conformity assessment and CSM on supervision, problems emerged over ERA's coordinating role on supervision and problems with distinguishing roles and responsibilities between ERA and NSA over issuing the single certificate.
In all the committees in which it participated, the Agency encouraged the adoption of common harmonised measures by all national authorities, notwithstanding the possibility of adopting emergency measures in situations prejudicial to safety. One example was its work on the Quick Response procedure to be implemented in the event of problems relating to transport safety or efficiency (such as after an accident), in order to avoid stakeholders having to take isolated decisions that could become an obstacle to interoperability, safety or the efficiency of rail transport.
The Agency also participated actively in cross audits between national safety authorities with the aim of evaluating compliance by each NSA with the provisions of Directive 2004/49/EU, as well as in seminars and workshops held at ERA, where it shared problems arising while carrying out its activities and explained the solutions adopted.
In 2015, ERA conducted a cross audit on ANSF, which involved activities of supervision and audit, safety certificate and authorisation and authorisation for placing vehicles in service, supplemented by the cross-cutting activity ‘Organisational Capacity’. The activity was carried out during the period 8-12/06/15 involving interviews with process managers, on-the-spot audits, interviews with management and a closing meeting.
The final report presented at the closing meeting (28/10/15) highlighted strengths such as the production of guidelines for applicants, compliance with the required deadlines and the presence of internal procedures for the conduct of activities. As a general observation, an assessment was made of insufficient repeatability and measurability of activities carried out. Two divergent opinions were also recorded between the audit committee and ANSF. The first divergent point concerned the wording of Presidential Decree 753/80, which, for the purposes of defining the safety target, was found to be more restrictive than provided in the criteria laid down in Regulation (EU) No 1158/2010. On this point, ANSF stated that the above Presidential Decree is an Italian regulation that precedes the European Regulation and that the latter does not sufficiently detail the areas in question, allowing railway operators complete independence. The second observation concerned a potential overlap between accident analysis activities carried out by the ANSF and investigation activities carried out by the NIB and railway operators. In this regard, the ANSF stated that it had clarified in legal and de facto terms that the areas of competence of the above entities are separate and that there is no negative interference between them.
Outside the sphere of ERA, ANSF played an active role in cross acceptance activities on trans-European corridors.
ANSF also took part in the activities of the following additional international bodies:
· Corridor “D” Valencia-Budapest - Working Group Harmonisation;
· ILGGRI;
· OTIF;
· ERTMS Corridor 1 task force;
Together with other NSAs (NSA France and NSA Bulgaria) ANSF took part in the European HIPOPS Project coordinated by RINA.
B.3	Review of the previous year
The activities that the Agency carried out during 2015 with regard to the established goals are set out below. See part E for a statement on safety certification and authorisation for placing in service activities. For accident and incident analysis details, see point B.1 above and part C below.
B.3.1	Monitoring of railway operator activities following regulatory reorganisation
The Agency continued monitoring the operating provisions and specifications issued by Operators to regulate their internal processes in accordance with the regulatory reorganisation implemented by ANSF decree No 4/2012 of 9 August 2012, which entered into force on 1 January 2013 as well as interface procedures with railway undertakings in the case of the infrastructure manager.
This activity, aimed at verifying the consistency of measures taken by Operators with safety principles, showed that most of the critical issues noted during 2014 had been overcome, but some remained outstanding, mainly relating to interface procedures.
In 2015, all operating provisions and specifications (509) of the railway operators were examined. See part D for details of the activity.
B.3.2	Training of staff with safety responsibilities
In accordance with the regulatory framework in force, the Agency provided for the issue of:
· 3304 train driving licences;
· 280 accreditation certificates for instructors and examiners of staff with safety responsibilities.
The agency took part in three examination boards for staff with safety responsibilities involved in operating incidents.
B.3.3	Inspection and audit of infrastructure manager and railway undertaking activities
The Agency’s inspection and audit activities conducted on railway undertakings and on the national infrastructure manager were carried out using the following instruments:
· inspection activities, meaning a specific non-reproducible check on individual elements of the railway system, subdivided into:
· routine monitoring, carried out more or less continuously during the year through observation of predetermined elements (sample checks);
· specific inspections, which consist of examinations following reports (including by the Railway Police), accidents and incidents, results of monitoring activity and in general as a result of requirements not covered by routine monitoring;
· audits, a systematic process carried out on certified operators to establish the extent to which policies, procedures and requirements have been met (documentary and on-the-spot audits);
· targeted checks on accidents and incidents considered most significant with the aim of promptly acquiring all information necessary to identify the cause of the event and make it possible for the Agency or Operators to adopt measures to help avoid the repetition of such events;
· monitoring and analysis of accidents and incidents;
· adoption of measures against the Operators involved following an analysis of recommendations issued by the Directorate General for railway investigations, and monitoring the implementation of such measures.
The following were implemented in 2015:
· 154 activities on safety management systems and on the operating processes of railway operators, including 74 on-the-spot audits on railway undertakings and the infrastructure manager, one on-the-spot audit at an accredited training centre, 51 desk audits on railway undertaking and infrastructure manager safety management systems and 28 documentary follow-ups on evidence sent by railway operators for the processing and resolution of non-conformities identified during the previous on-the-spot inspections;
· 1202 inspection activities, approximately 20 % more than conducted in 2014; during the course of these inspections, 7274 elements were verified for railway undertakings and 1081 elements for the infrastructure manager;
· 166 targeted checks.
In the activity carried out on the railway infrastructure, which covered all local RFI structures (‘Territorial Production Departments’), the following were carried out:
· 41 on-the-spot audits (compared to the 38 carried out in 2014) and one desk audit on the RFI safety management system;
· 1081 elements controlled (points, track circuits, level crossings, automatic block posts, station and line equipment) for a total of 8098 measurements carried out, in which 6.6 % non-conformities were detected. As part of the checks on point specification measurements, it was not always possible to take the measurements in a manner comparable with data collected in previous years because a new procedure for checking these parameters was issued in 2015; for other elements, small deviations were recorded in rates of non-conformity. The most significant change was recorded in the case of level crossings: from 9 % non-conformity measured in 2014 to 6 % non-conformity in 2015;
· In addition to the routine checks, one tunnel and two works of art were visited and 1295 km of railway track were covered on board a locomotive.
The main weaknesses revealed by the set of activities carried out on the infrastructure manager may be summarised within the areas described below.
From an organisational viewpoint, the following were identified:
· difficult and not always effective communication between the Agency and local structures of the infrastructure manager, with difficulties in obtaining and making available the required documentation;
· in many cases, the evidence provided was not always timely and did not contain sufficient findings to support the analyses carried out for proper management of the weaknesses identified and the action taken;
· checks performed during the follow-up often showed the persistence of non-conformity or the adoption of on-the-spot measures that would not prevent the recurrence of the non-conformity;
· some measures requested by the Agency had not been properly implemented;
· procedures are often applied at local level in an uneven manner, in the absence of clear criteria with factors leading to interpretation difficulties.
From an operational viewpoint, problems were mainly identified in the areas listed below, including with reference to findings during the previous year:
· in activities relating to plant changes, full compliance with the regulatory framework was not always identified; furthermore, there was a persistent lack of processes that were definitive or consistent with the plant and functional situation;
· following the identification of problems, measures were not always adopted for management of the necessary transitional stage until the problem had been resolved; management of measures following diagnostic findings is still not always consistent with internal procedures; on several occasions there was no evidence of meeting deadlines for ultrasound checks; there were persistent weaknesses in the traceability of operations carried out, even after maintenance needs had been expressed, and in the management of activity notifications;
· from checks carried out on the state of the infrastructure, it was found that the maintenance of secondary and running tracks, including points in the tracks, is sometimes deficient, particularly where there are wooden sleepers; the passing or secondary tracks, which carry little traffic, are often excessively oxidised with no mitigating or remedial measures having been implemented to ensure the safe operation of the signal systems; welds are not checked regularly, cases of failure and prolonged periods out of service are still being identified for hot box detection systems without any mitigating measures having been adopted while system function is being restored and there were some specific deficiencies in the parts of these systems:
· with regard to management of the hydrogeological risk, problems relating to the identification of all points to be checked in the event of a weather warning have not been fully resolved; furthermore, the analyses, criteria for identifying points subject to extraordinary monitoring and mitigation actions to be implemented in the event of a weather warning are not always defined;
· with regard to the management and control of works of art, cases of failure to visit works of art and the presence of problems preventing regular visits being carried out were identified; in some cases, records in the computer system for periodic inspection activities were not consistent with the actual situation, the qualifications of those responsible for making the visits and the compilation of V1 notices were not always compliant with procedures in force;
· there were persistent problems with the exhaustive identification of operational interfaces with consequent difficulties in the correct allocation of responsibilities for the management of shared risks, with particular reference to dangerous goods terminals and shunting activities; the operating scenario of dangerous goods terminals does not always correspond to the documentation describing the use thereof and requirements laid down in the relevant regulatory framework;
· there are still cases of unavailability of documentation required for proper planning of information points for reported delays;
· internal control activities are not always effective in highlighting the administrative and maintenance weaknesses present;
· the performance of operators with regard to work on safety entities, maintenance with existing faults, recording of faults, abnormalities and train specifications and management of second-level reports is not always compliant with current regulations;
· weaknesses are still present in the management of safety documentation, which is not always updated and properly managed; in particular, technical documentation is not always compiled or correctly used.
The following were carried out on railway undertakings:
· 50 desk audits on 32 railway undertakings (compared to 46 audits during 2014);
· 33 on-the-spot audits involving 23 railway undertakings including Trenitalia (compared to 38 audits carried out in 2014, involving 30 railway undertakings including Trenitalia); in 11 cases, checks were carried out on the transport of dangerous goods;
· 1072 inspection activities, amounting to 7274 checks on 33 railway undertakings performing railway transport services, including those with insignificant traffic volumes; during the controls, 1078 cases of non-conformity were identified, equal to 15 % of all checks carried out. In various areas of control (passenger vehicles, freight vehicles, passenger vehicles with driver's cab and vehicles with cab not designed to carry passengers), there has been a decrease in cases of nonconformity compared to findings from controls on similar items in 2014; there was a rise in cases of nonconformity in checks carried out on the operations and management of staff in charge of technical verification compared to 2014.
Specific inspection campaigns were also carried out in different areas. Some of the most relevant are listed below:
· operations of train driving crew and other on-board crew;
· joint operations with the Swiss Confederation Federal Transport Office in the field of vehicle checks and maintenance;
· overcrowding on local transport trains and consistency between train length and platform length or stops outside the platform;
· ergonomic conditions of locomotive control desk;
· respect for special operating provisions on test runs;
· management of vehicle shunting and movement within terminals;
· information declared by holders and/or owners of vehicles upon registration or amendment of the information in the national RIN Register;
· conduct of examination boards on staff involved in operating incidents, application of rules relating to training processes of staff with safety responsibilities. Operations of instructors and examiners of staff with safety responsibilities, accredited by the Agency, and entities delivering training.
The main areas of weakness emerging from all the activities carried out on safety management systems and railway undertaking operating processes can be summarised in the following areas:
· risk analysis and assessment, identification and definition of mitigation measures;
· identification and management of interfaces with other organisations or service providers;
· management of operating activities, with particular reference to vehicle maintenance (implemented in-house or provided by an external entity in charge of maintenance) and management of risks associated with such activities;
· implementation of the common safety method set out in Regulation (EU) No1078/2012 and effectiveness of indicators for monitoring aspects relevant to safety;
· effectiveness of internal auditing for identifying and overcoming deficiencies in order to improve the system;
· definition and guaranteeing of the skills deemed necessary for each safety activity.
Linking safety management system areas to the number of weaknesses identified in accordance with the corresponding criteria set out in Regulation (EU) No 1158/2010 following the representation referred to in the ERA ‘Application guide for the design and implementation of a railway safety management system’ represents a situation summarised in the following figure.
The main nonconformities identified during inspection monitoring activities on railway undertakings, notified to railway undertakings with reference to their management as part of the safety management system, are attributable to:
· passenger boarding/alighting doors (no seal on emergency door opening handles, presence of faulty doors, albeit duly labelled and secured, absence and legibility of the EVN); it was nevertheless noted that the frequency of problems relating to the door system seems to be falling slightly but consistently;
· wear and integrity of brake blocks;
· sealing of the safety equipment exclusion switch;
· with regard to vehicles used for the transport of dangerous goods, cases emerged of maintenance problems, nonconforming hazard RID labels, wear and integrity of brake blocks and wear of tensioners.
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SHORTCOMINGS IDENTIFIED IN AUDIT ACTIVITIES ON RAILWAY UNDERTAKINGS IN RELATION TO SGS AREAS
The targeted checks conducted by the Agency focused on the most critical events by type of accident or by the seriousness of the possible consequences. The following data relate to the distribution of risk factors, highlighting the predominance of maintenance-related issues;
· 4 % of cases linked to the human factor ‘outside the railway system’;
· 25 % of cases linked to the incorrect execution of railway procedures (operation and shunting);
· 14 % of cases linked to infrastructure maintenance;
· 57 % of cases linked to rolling stock maintenance;
B.3.4 	Certification of railway freight wagon maintenance Responsible Entities
In 2015 the Agency took part in inspection visits of the MIT [Ministry of Infrastructure and Transport]-ANSF Working Group, established by Decree of the Head of the Department for Transport, Navigation and IT Systems and Statistics, with operational functions connected with the activities of the Directorate General for Railway Transport for recognition, renewal, amendment and monitoring of Organisations certifying entities in charge of railway freight wagon maintenance.
Inspection visits were carried out at the headquarters of entities that obtained from the MIT recognition as Certification Organisations of entities in charge of railway freight wagon maintenance.
A new Organisation was recognised in 2015 and four that were already recognised underwent monitoring activities.
B.4	Focus areas for next year
The Agency’s primary objective is that the whole railway system should tend to achieve zero accident levels by means of maintenance and, where reasonably practicable, the continuous improvement of railway safety.
In this context, the Agency will adopt a risk-based approach in a structured manner, identifying a priority scale of railway issues and operators.
Supervision activities concerning purely railway-related aspects of dangerous goods transport will continue.
The Agency will monitor the proper conduct by railway operators of investigations into relevant railway accidents and incidents, aiming in particular to overcome failure to act or lack of co-operation between Operators and in relation to the Agency itself.
Verification will be carried out by auditing the internal control systems of railway operators (monitoring), change management process and the control and management of suppliers and the services they provide.
When carrying out the institutional tasks, the Agency will encourage the railway undertakings and the network Manager to ensure their actions are more robust in order to overcome the potential mismatch between production and commercial requirements on the one hand and safety protection on the other – and ensure effective control of their parts of the system.
Particular emphasis will also be given to activities performed with cross-border co-operation.
In 2015, Legislative Decree No 112 of 15 July 2015 was issued, extending the competences of the Agency regarding safety matters to the regional networks, which are interconnected with the railway infrastructure and of strategic importance for the railway system. The Agency’s competencies were definitively extended through Ministry of Infrastructure and Transport Decree of 5/8/2016, which identified these networks.
In the new scenario that has been outlined, the Agency will continue its safety regulation activities and give due consideration to the additional burden that has been assigned to it by extending its jurisdiction to the interconnected regional railways and the consequent need to gradually realign all parts of the railway system to the provisions of Community legislation as well as Italian and international standards.
PART C – DEVELOPMENTS IN SAFETY PERFORMANCE
C.1	Detailed analysis of the latest recorded trends
Part B.1.1 reports the main accident analysis data obtained. This part describes trends recorded in individual casualty and accident categories.
The following table shows the categories of persons employed in the Eurostat survey (passengers, railway employees and other persons). The ‘other persons’ category is detailed under ‘level crossing users’, ‘unauthorised persons on the railway track’ and ‘others’, as provided in Annex 1 of Legislative Decree 162/07.
	
	DEATHS AND SERIOUS INJURIES IN RAILWAY ACCIDENTS DIVIDED ACCORDING TO CATEGORIES OF PERSONS
under ANNEX 1 of Legislative Decree 163/2007, as amended

	
	2005
	2006
	2007
	2008
	2009
	2010
	2011
	2012
	2013
	2014
	2015

	PASSENGERS
	88
	19
	14
	9
	15
	13
	4
	8
	5
	2
	9

	RAILWAY EMPLOYEES
	22
	14
	7
	9
	12
	10
	1
	8
	4
	6
	1

	OTHER PERSONS
	92
	84
	83
	74
	99
	77
	93
	91
	85
	86
	73

	OTHERS
	0
	0
	0
	0
	43
	0
	0
	0
	2
	0
	1

	LEVEL CROSSING USERS
	23
	31
	18
	8
	5
	14
	16
	17
	17
	16
	15

	UNAUTHORISED PERSONS ON THE RAILWAY TRACK
	69
	53
	65
	66
	51
	63
	77
	74
	66
	70
	57

	TOTAL
	202
	117
	104
	92
	126
	100
	98
	107
	94
	94
	83


A comparison between 2014 and 2015 shows a decrease in the number of deaths and serious injuries, which corresponds to a reduction in all categories taken as a reference except for the ‘passenger’ category due to the increase in fatalities (increasing from one in 2014 to two in 2015) and that of serious injuries (increasing from one in 2014 to seven in 2015). The type of accidents with the greatest impact on this category is identified as ‘accidents caused by rolling stock in motion’, as is evident from the following graph.
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	ANDAMENTO DEL VALORE DEI MORTI EQUIVALENTI CATEGORIA "PASSEGGERI" 
SCOMPOSIZIONE PER TIPOLOGIA DI INCIDENTI
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	Deragliamenti di treni
	Train derailments
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	LC accidents

	Incidenti alle persone provocati da materiale rotabile
	Accidents to persons caused by rolling stock

	Incendi di materiale rotabile
	Fires in rolling stock

	Altri
	Others

	TOTALE
	TOTAL


Accidents caused by rolling stock in motion are the main cause of casualties for the other categories of people, as can be seen from the following graphs.
The ‘employees’ category includes serious injury of a shunter.
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	Collisioni ai treni
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	TOTALE
	TOTALE


The following figure shows the trend in ‘accidents to persons caused by rolling stock in motion’ and the findings in relation to traffic. This shows that the finding does not significantly affect the numerical rate over time and the trend is thus unchanged.
The number of accidents within this category fell compared with 2014 and is in line with the downward trend characterising the time series taken as a reference. It is below the average for the period (2005-2015).
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	trend
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This nevertheless remained the most numerous type of accident in 2015 as in 2014, representing over the year approximately 69 % of significant accidents recorded and causing nearly 80 % of casualties (fatalities + serious injuries), mainly falling into the category of ‘unauthorised persons’.
This type of accident mainly covers persons falling from railway vehicles in motion (passengers and railway employees) and collisions with people (outsiders and railway employees).
We will now go on to analyse some specific components and actions put in place to alleviate the problem.
In 2015, there were no significant accidents relating to railway yard activities, as shown in the following graph. The values are decreasing over the period, but the trend fluctuates greatly. An analysis of past accidents showed that improvements must be made in work organisation, work execution and training of staff involved.
SIGNIFICANT ACCIDENTS IN WORK SITES
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For this reason, ANSF called for stricter application of detailed procedures by RFI as well as detailed verification of those procedures and of staff training in order to definitively eliminate protection of work sites by visual contact by January 2016, adopting the necessary mitigating measures required for safe management of the transition.
Even though RFI has reduced the scope of work site protection by visual contact and also initiated significant staff training campaigns for this purpose, it has not fully complied with the requirements. The problem cannot therefore be considered resolved.
A second factor to be analysed is the finding relating to ‘passengers’ involved in ‘accidents to persons caused by rolling stock in motion’, which essentially refers to events that involved personal injury while boarding and alighting from the doors of passenger trains.
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In 2015, the number of victims increased among passengers boarding or alighting from trains. The values nevertheless changed by -47 % compared to 2009 and almost -21 % compared to the average for the period. The accidents, determined mainly by improper behaviour, sometimes relate to maintenance problems and incorrect application of operating procedures. The data show that door faults for technical reasons increased by 30 % in 2015.
The long-term result can be mainly attributed to the introduction of high-tech systems on train doors preventing improper opening, such as door locking and correct side door enable devices. In order to further improve the values or limit the fluctuation that occurred in 2015, the above safety devices, which ANSF has progressively been making compulsory since 2009, must be maintained in proper working order by the railway undertakings. The undertakings must also consider opportunities to update existing material to the most recent standards (for example, traction cut-off if the door locks fail).
With reference to the cultural aspect affecting users in general, the Agency has embarked on significant cooperative ventures with the Railway Police (Polfer), educational establishments and sports federations as discussed above.
Moving on to analyse in detail the ‘other persons’ category used in the Eurostat classification, broken down into ‘unauthorised persons’, ‘LC users’ and ‘others’, the following graphic shows that the first category has the most weight.
It should be noted that in 2015 there was a serious injury to one person in the ‘others’ category (provided for by Annex 1 of Legislative Decree 167/2007), due to a collision with a person on the platform beyond the yellow safety line.
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Although the category of ‘unauthorised persons on the railway track’ is still the category with the greatest impact on the overall casualty figure, the 2015 result shows a fall, following the downward trend during the period 2011-2015.
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It is worth mentioning that in 2014, the reference value (NRV) established for the category ‘unauthorised persons on the railway track (5)’ was exceeded for the third time, which is clearly influenced by the improper presence of pedestrians.
The available evidence did not show any deterioration in the safety level during the period 2012-2014 for this category. Passive measures to prevent improper crossings as well as user prevention and information activities were increased. Moreover, the official 2015 data for the network under the jurisdiction of this Agency confirmed the downward trend in values recorded from 2012 onwards.
It should nevertheless be recalled that the data used to determine the National Reference Value (NRV) and any exceeding of that value refer to the entire Italian railway system (including isolated railways) and not only the part for which ANSF is competent. The analyses and measures adopted by the Agency therefore currently have limited value. The main causes of the phenomenon may lie in areas that are not exclusively railway-related.
We will now go on to analyse accidents at level crossings and associated casualties (‘level crossing users’). This indicator showed a fluctuating trend during the period in question, with values for the last five years close to the average value for the period.
In 2015, level crossing accidents accounted for about 20 % of significant accidents and caused about 20 % of casualties.
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By definition, level crossings are a point of contact between the road and railway and thus an interface between two potentially conflicting traffic systems. The first approach for limiting the consequences of such an interaction involves removing level crossings. Through state funding, this activity has led to a nearly 51 % decrease in level crossings during the period 1990-2015. We are left with 4840 of the initial 9992 level crossings. On average, over the last 10 years, 3.5 % of total crossings have been removed per year, amounting to approximately 200 crossings per year. The 29 % reduction in the number of level crossings achieved between 2005 and 2015 was reflected by a 24 % fall in significant accidents occurring at level crossings between 2005 and 2015.
This activity is limited by the cost and complexity of the work required for complete removal of level crossings.
In addition to the above programme of gradual removal, the process of increasing safety levels has involved equipping existing level crossings with high-tech devices and maintaining the high professional standards of railway staff.
The following actions will be implemented:
· ensuring the efficiency of devices in use;
· improving the schematics of level crossings with regard to the barrier reopening method;
· equipping level crossings with systems for detecting obstacles between barriers (mainly cars);
· installing barriers that pedestrians cannot get round, that do not give rise to a risk of becoming entangled on lifting;
· equipping user-worked level crossings with a high-tech system that allows them to be opened on demand in safety;
· resolving specific problems relating to parallelism between road and railway;
· guaranteeing that the professional skills of railway staff are on a par with the technologies in use;
· analysing the user-friendliness of high-tech interfaces and the adequacy of maintenance and operating procedures;
· improving user awareness of specific risks and thus:
· guaranteeing that the road-side signals are present and properly visible;
· changing the local road system where possible;
· installing rumble strips or speed-reduction devices;
· informing users.
The effectiveness of technical or high-tech interventions is not easy to measure in the short term because many are at the design or initial implementation stage. We therefore need to oversee the timeframe for completion of the actions and if possible speed them up by adopting appropriate mitigations in more complex cases.
Moving on to analyse significant accidents that did not cause any casualties, we note that four train collisions took place in 2015, which was fewer than in 2014. Three ‘collisions against obstacles in the clearance gauge’ due to hydrogeological disruption and one ‘collision against railway vehicles’ associated with the incorrect execution of operating procedures on a connecting line.
In order to regulate the safety of connecting line sections, we have called on:
· railway undertakings to ensure the same precautions provided on the national infrastructure are adopted;
· the infrastructure manager to mitigate risks arising from external interfaces, particularly those categorised as connecting lines.
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For problems relating to the hydrogeological risk, back in 2010 the Agency ordered the Manager to provide information about ‘significant points’ of the network characterised by active or potential hydrogeological disruption phenomena with associated monitoring methods and the state of implementation of actions underway or planned.
The Agency called on the infrastructure manager to intervene more proactively and arrange for at least:
· a map of ‘significant points’ of the network affected by hydrogeological disruption with the aim of scoring the risk of the section and methods used to monitor the phenomenon;
· a review of organisational procedures to support hydrogeological risk management and actions to be undertaken in the case of extreme weather events;
· monitor development of the status of areas most at risk, providing at least one plan for the installation of natural hazard sensors;
· in the case of extreme weather phenomena, tracking the restrictive measures adopted, or the reasons why it was not considered necessary to adopt them.
Pending implementation of infrastructural measures for the mitigation and management of the problem, the Manager must adopt extraordinary monitoring actions and order train running limitations where necessary.
The measures have not always been adopted with the necessary speed and the mitigation actions put in place, such as line monitoring (on foot, by train) have not always proved effective.
One typical precursor of train collisions is represented by signals passed at danger (SPAD) by trains. The trend is given below.
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2015 marks a decrease in the number of accidents and incidents relating to this phenomenon. SPADs were divided into two categories, ‘from a standing start’ and those in which the train passed the signal ‘while running’. SPADs ‘from a standing start’ are chiefly a function of the interrelation between train drivers and other on-board staff. SPADs ‘while running’, on the other hand, occur on arriving at or passing through stations, and, on the basis of the outcomes of such incidents occurring during the period under review, were a greater cause for concern prior to the installation of train running protection systems. In 2015, there was a reduction in SPADs from a standing start but an increase in SPADs while running or in motion.
Over-reliance by driving crew members on high-tech train running protection systems again had an impact on the number of SPADs in 2015.
In 2015, 10 cases of SPAD over-ran the point protected by the train running protection system.
The following figure shows the trend in ‘train derailments’. In 2015, the number of accidents fell to a level below the average for the period under review. In 2015, three derailments took place that did not result in casualties.
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The available evidence shows that problems relating to infrastructural maintenance were identified in the three accidents.
The following figure then analyses accident categories due to ‘fires in rolling stock’. In 2015, two accidents took place that did not result in casualties. The two accidents were caused by maintenance problems and must be referred back to a significant number of minor events, reported last year, which revealed a need for an increased focus on railway vehicle maintenance activities.
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A specific process of analysis was conducted on all fires, however minor, and during the course of the year this led to a reduction in the number of events. The Agency also monitored the phenomenon by means of inspections and audits on maintenance processes and activities. ANSF continued its supervisory activities over this type of accident and also carried out ad hoc checks on the activities of instructors and examiners of staff employed in the workshops.
The category ‘other types of accidents’ included all railway accidents that are not covered by any of the other categories (e.g. derailment or collision of a work vehicle or shunting, spillage of dangerous goods). This category therefore also includes data relating to part of the events connected with worksite safety and shunting issues, another part of which comes under the heading of ‘accidents to people caused by rolling stock in motion’ in which ‘railway employees’ are involved, including those working on behalf of contractors.
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In 2015, two shunting accidents took place related to the incorrect execution of operating procedures. The figure fell compared to 2014 and is lower than the average for the period.
Improper execution of shunting caused a total of four significant accidents and one serious injury (which occurred in the case of an ‘accident to persons involving rolling stock in motion’). With reference to this activity, ANSF's supervisory actions identified:
· staff incompetence,
· organisational and interface problems between operators,
· lack of control of activities,
· incorrect management of risks arising from the provision of safety-related activities.
The actions identified by ANSF that the Manager and railway undertakings must implement, each with their own area of competence, are as follows:
· separate systems in areas where shunting is being carried out from train running systems,
· move vehicles between systems as a train,
· equip shunting locomotives with a guard and running protection systems, gradually bringing safety devices into line with the requirements of ANSF Decree No 1/2015,
· ensure better staff training,
· regulate activities with a higher level of detail in order to limit the scope for discretional action by agents involved in shunting, defining the interfaces between the various actors involved,
· continuously monitor the performance of shunting activities, including those received in service by third parties,
· regulate methods for immobilising rolling stock and safekeeping of movable scotch blocks.
In response to a need expressed by the sector typified by widespread deregulation, ANSF issued Decree 1/2015 containing a technical standard designed to prevent the running of shunting locomotives lacking the necessary safety devices and not registered in the RIN (Italian National matriculation register) once the system is fully operational.
In 2015, the railway operators presented a plan for the upgrading of existing rolling stock, registered in the RIN, to the new standards.
In 2015, no significant accidents were caused by spillage of dangerous goods. The 2015 value of all recorded events is therefore the lowest for the period under review (see graph below).
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ANSF follows this issue closely, particularly since 2009, when there was a historic peak. Since 2009, the number of dangerous goods spillages has gradually decreased due to checks carried out and the introduction of specific checklists. The rate for 2015 compared to 2009 is -90 %. The results obtained nationally led the Agency to support the use of checklists, making checks for the transport of liquids compulsory within the RID.
C.2	Results of safety recommendations
In accordance with Article 24(2) of Legislative Decree No 162 of 10 August 2007, the Agency takes due account of safety recommendations issued by the Italian investigative body (the Directorate General for Railway and Maritime Investigations established within the Ministry of Infrastructure and Transport) and takes steps to ensure they are translated into specific measures.
In accordance with paragraph 3 of the above Article the Agency also notifies the investigative body at least once a year of measures adopted or planned with regard to the recommendations issued.
A list of recommendations received during 2015 is given below.
	Safety recommendation
	Safety recommendation from the DIGIFEMA [Directorate General for Railway and Maritime Investigations] with regard to the accident that took place on 25 June 2013 in Formia station involving the derailment of train 60629 (Document Ref 489 DGIFEMA/2015 of 29 April 2015)
Recommendations to ANSF
1- ensure that the Laaers 152 wagon keepers increase the frequency of running gear checks scheduled in maintenance plans, with particular regard to the axle box-axle journal assembly and check the efficiency with the aim of ensuring that the running of these wagons is compatible with operational safety.
2- ask the wagon keepers to carry out checks on the axle box-axle journal assembly (and any other components critical to railway running safety), whenever the rolling stock is returned to circulation after a long period of storage, particularly if preventive measures have not already been taken to mitigate risks arising from a prolonged downtime.
3- ensure that effective actions are implemented to prevent the underestimation of alarms from hot box and blocked brake detection system interfaces. hot box information must be sent to interested parties (keepers and railway undertakings) in order to allow a predictive analysis of rolling stock efficiency status.
4- check that information on hot box detection systems and abnormal status alarms are easily visible by control post operators in order to increase the effectiveness of information already provided by the equipment.

	Safety measure
	ANSF Document 004456/2015 of 4 June 2015 noted that the commission of enquiry identified that the axle boxes fitted to Laaers wagon type 152 kept by SITFA were not watertight and suggested that this could be due to a design defect, calling on the undertakings to investigate this finding, together with the keepers and entities in charge of maintenance. The undertakings were also asked to obtain the necessary evidence that the maintenance plans take into account the manufacturer’s instructions and guarantee that the verification activity is carried out properly, with particular regard to the box cover fastenings, and identify any additional actions to comply with the provisions of recommendations 1 and 2 together with entities in charge of maintenance and keepers.
In the context of information already provided with regard to the hot box detection systems, the infrastructure manager was asked to explain how recommendations 3 and 4 are met.

	Implementation status
	Almost all of the railway undertakings concerned have responded to the recommendations, mainly guaranteeing that they will carry out thorough checks on trains including Laaers wagons. The railway undertaking Trenitalia provided evidence that the entity in charge of maintenance had complied with recommendation 1. No action appears to have been taken with regard to preventive measures for the mitigation of risks due to a prolonged downtime referred to in recommendation 2.
RFI reported that it had acted on recommendations 3 and 4, improving information flows relating to faults in hot box detection systems, optimising information systems to make information on measured temperature available to railway undertakings and checking the location and provision of control monitors for running staff. The reported actions have not yet been completed.

	
	

	Safety recommendation
	DIGIFEMA safety recommendation regarding the accident that took place on 7 November 2013 at the LC located at 16,729 km on the Lecco – Brescia line in which the locomotive of regional train 5036 collided with an ambulance (Document reference 490 DGIFEMA/2015 of 29 April 2015)
Recommendations to ANSF
1- ensure that the infrastructure manager introduces an interlock strategy to prevent the effective reopening of the LC barriers when the electrical conditions show that the section is free in order to improve safety when using the ‘TIPL’ key. This should be done by making use of existing electrical connections and circuits between nearby stations where possible.
2- introduce regulations and/or provisions to ensure that in the event of a serious accident or one that involves the intervention of the Managing Authority and the Directorate General of Railway Infrastructure, maximum protection is afforded during stages immediately following the accident to the preservation of data from all recording devices in the accident section/location and in neighbouring routes and stations for the purposes of the investigation by the competent bodies.
3- ensure that the infrastructure manager more effectively limits, in a traceable manner, access to safety equipment for maintenance operations and to authorisation by the traffic regulator, which must arrange to adopt appropriate safety measures by agreement with the maintenance engineer. ANSF should carry out a general discussion of this topic with the Operator.

	Safety measure
	By means of ANSF document 005680/2014 of 8 August 2014, this Agency called on the infrastructure manager to:
· report on the actions it intends to take to comply with the requirements in recommendation 1 while taking care not to restrict the emergency keys in such a way that they are not usable in the event of emergency;
· urgently provide a proposed solution to the matter of regulating accesses to the relay rooms, as set out in recommendation 3.
In accordance with the provisions of point 5.4.1 of ‘Powers with regard to railway traffic safety’, the Manager and the railway undertakings were called on to organise evidence collection stages following accidents and issue the consequent operational instructions to implement the contents of recommendation 2.

	Implementation status
	RFI reported that:
· it is examining a solution in terms of changes to the schematics and implementation software for the various existing running schemes as a result of recommendation 1;
· the Manager's internal procedures are already consistent with the provisions in recommendation 2;
· it considers that it has already finally resolved the matter of access to the relay room by amending the points service instructions.
RFI's responses do not completely cover the requirements set out in the recommendations. In particular, we note that access to the relay rooms has been standardised only for measures relating to existing faults.
The railway undertakings that have responded to the document confirmed that their operating procedures already comply with the requirements set out in recommendation 2.

	
	

	Safety recommendation
	DIGIFEMA safety recommendation with regard to the accident that took place on 12 January 2014 at Florence SMN station in which a shunter died (Document Ref 491 DGIFEMA/2015 of 29 April 2015)
ANSF is recommended to take steps to ensure:
1- the Railway undertaking
a. implements more effective instruction and training activities for train shunting staff with regard to the contents of provisions issued at general and system-specific level and provides a system that requires shunting staff to carry out an initial check that the regulations have been correctly understood (following issue of an update or new regulation) and subsequent checks aimed at maintaining relevant related skills, to be carried out at regular time intervals as well as when non-compliance with regulations is identified;
b. considers the need to amend DEIF [railway undertaking operating instruction] No 24(2) of 28 March 2013, particularly point 5, with the aim of more effectively highlighting compliance of the DEIF with section 19(19) of the RCF [railway traffic regulation] and with ANSF Document No. 002010/2014 of 18 March 2014, with the aim of unequivocally clarifying the mandatory nature of the requirement to carry out shunting with the train operating control system on, or alternatively with two drivers;
c. considers the need to supplement DEIF No 24(2) of 28/03/2013, highlighting that movements to transfer rolling stock from stations to parking sidings and vice versa, must be carried out with an on-board train running protection subsystem and driver vigilance control device active or alternatively with two drivers.
2- when the infrastructure manager carries out actions that involve partial interruption of a trunk track, it should minimise the length of time for which temporary facilities are used to delimit the operational section, taking care to establish timing and procedures for positioning of bumpers when the work programme is drawn up.

	Safety measure
	ANSF document 003771/2015 of 12 May 2015 was issued, calling on all railway undertakings and the infrastructure manager to eliminate any operating provisions or practices that do not comply with section 19(19) of the RCF, asking the operators to adopt additional measures in any cases where it is not yet possible to comply with the provisions of ANSF Decree 4/2012. It was also emphasised that transfers from stations to sheds and vice versa must be managed through train movements.

	Implementation status
	The recommendation was targeted at the undertaking Trenitalia, which reported that it had complied with the recommendations received. The measures adopted by Trenitalia are not, however, sufficient to cover recommendation 3, because simply reducing the speed of vehicles without any device for controlling the vigilance of the driver does not meet any criterion for mitigating risks associated with improper start-up.
Most of the railway undertakings to which this Agency forwarded the recommendations reported that their activities were compliant with the requirements set out in recommendations 2 and 3.
However, RFI partially accepted the recommendation addressed to it because it considers that only movements between service locations distinguished in service timetable documents (in other words in which it is possible to achieve routes controlled by high signals) must be managed as trains.

	
	

	Safety recommendation
	DIGIFEMA safety recommendation relating to the accident took place on 15 July 2014 between regional train 7961 and electric locomotive E402-026 at points no 16 of Napoli Centrale station (Document reference 523 DGIFEMA/2015 of 14 May 2015)
Recommendations to ANSF
1- given that the technical standards of the Infrastructure operator and railway undertakings are often dated, to encourage stakeholders to update specific technical/operating standards with particular attention to the use of unequivocal terms, simple wording, consistency and recasting of the rules currently in force.
2- take steps with the infrastructure manager and railway undertakings to ensure that all communications between the driving/service crew and shunting staff are recorded, regardless of the type of communication device used.

	Safety measure
	By means of ANSF document 004860/2015 of 18 June 2015, this Agency called on the infrastructure manager to:
· eliminate practices or provisions that are not compliant with the provisions of Article 19(19) of the Railway Running Regulation as previously specified in ANSF document 003771/2015 of 12 May 2015;
· check technical standards as specified in recommendation 1.
The infrastructure manager is called on to assess the applicability of the contents of recommendation 2.

	Implementation status
	The responses received show substantial alignment of measures with the contents of recommendation 1.
RFI reported with regard to recommendation 1 that a regulatory reorganisation for the purpose of simplifying existing provisions and making them more accessible is still pending. With regard to recommendation 2, it highlighted that the current regulatory context provides that all communications of a safety nature must be recorded. This last response by RFI refers mainly to the relationships between the train driver and the running controller but does not take into account the method of communication used for shunting. The Agency will therefore continue to call on RFI to come up with a measure to resolve this problem.

	
	

	Safety recommendation
	DIGIFEMA safety recommendation regarding the railway accident that took place on 7 January 2013 to regional train 3099 of the Trenitalia rail undertaking involving collision with a person along the stretch of line between Arezzo station and PM Olmo (Document reference 576 DGIFEMA/2015 of 8 June 2015)
Recommendations to ANSF
1- Apply signs explaining how to open the doors under regular operating conditions and in emergency conditions. In the event of emergency door opening, the signs currently applied do not clearly and comprehensively explain that once the emergency handle has been turned, the mechanical release controlled by the lever located low down on the flap must be activated. This recommendation also stems from the variety of opening/closure control systems on carriages that passengers perceive as all being apparently of the same type.
2- Assess the efficiency of on-board staff skills training and maintenance. In particular, because audible announcements are not present on trains, we believe it would be useful to consider the possibility of targeted inspections during the transitional stage.
3- Improve, as far as possible, maintenance procedures of type Z 1 carriage boarding doors in view of the fact that:
a. the air system currently present is complex and difficult to maintain;
b. the rubber components on the doors such as the protective external door seals are often damaged or not present due to the moving parts rubbing against the fixed parts;
c. the condition of some components, such as the return springs, can only be checked during maintenance operations requiring disassembly of the entire door. As an alternative to the above points, the possibility of replacing the current upper air actuator operating system with other types should be considered, for example electrically driven actuators, which are more reliable and easier to maintain.
4- Change the system for applying a seal to the by-pass cock because it can be tampered with in its current configuration.
5- Although numerous regulatory references are present (DEIF 4.4 – ISPAT – PGOS), simplify the relevant procedure to guarantee a check that the seal is present on the emergency handle when the formation leaves the siding yard or shed.

	Safety measure
	The recommendations were forwarded to the railway undertaking involved by means of ANSF document 000509/2016 of 15 January 2016.

	Implementation status
	The recommendation was targeted at the undertaking Trenitalia, which reported that it had complied with the recommendations received.

	
	

	Safety recommendation
	DIGIFEMA safety recommendation relating to a railway accident that took place on 17 December 2014 with a collision between two groups of flat wagons during shunting to forward them to the ‘Duferdofin’ connecting line in Pallanzeno (Document reference 565 DGIFEMA/2015 of 26 May 2015)
Recommendations to ANSF
1- Ensure that the railway undertakings provide better education and training for train shunting staff with regard to the contents of general and system-specific provisions that have been laid down. One particular recommendation is the provision of a system that requires shunting staff to carry out an initial check that the regulations have been correctly understood (following issue of an update or new regulation) and subsequent checks aimed at maintaining relevant related skills, to be carried out at regular time intervals as well as when non-compliance with regulations is identified.
2- take steps to ensure that the railway undertakings provide for (if necessary by issuing operating orders) the detailed identification and definition of procedures for implementing the correct and effective parking of vehicles at a standstill on tracks, including devices required for this purpose, taking into account line and vehicle characteristics, the expected duration of the stop and any other effective service conditions in accordance with point 20 of the RCF [railway traffic regulation] issued by means of ANSF Decree No 4/2012 of 09/08/2012, with the aim of avoiding the risk of improper movement of unmanned vehicles.

	Safety measure
	The recommendations were forwarded by means of ANSF document 004859/2015 of 18 June 2015 calling on the operators to guarantee the compliance of their staff training system and operating provisions with requirements in the recommendations. RFI was asked to update system model M47 and ensure that up-to-date organisational documentation is also present in the other systems.

	Implementation status
	Replies by the railway undertakings show essential alignment with the requirements in recommendations 1 and 2, critically with reference to rolling stock parking procedures. This Agency had already asked all railway operators to take decisive action over the parking of rolling stock and scotch block management in general.
RFI confirmed that it had arranged to update only the M47 in the location where the accident took place.

	
	

	Safety recommendation
	DIGIFEMA safety recommendation relating to the railway accident that took place on 16 February 2015 involving a collision between regional train 11419 and empty wagons that had become derailed from the ‘Rubiera terminal’ connecting track in Rubiera station. (Document reference 1297 DGIFEMA/2015 of 14 December 2015)
Recommendations to ANSF, to the competent Ministerial Directorates General and to the infrastructure manager:
1- Because an analysis of the regulatory framework and the replies given by those involved reveal a weakness in the safety system in the area of the railway connecting lines because safety control and maintenance responsibilities are not unequivocally defined, set up a joint committee that will revise the legal regulations concerning railway connecting lines, precisely allocating the above responsibilities to a single entity that is clearly identified and properly monitored.
Recommendations to ANSF:
2- ensure that the railway undertakings provide better education and training for train shunting staff with regard to the contents of general and system-specific provisions that have been laid down. one particular recommendation is the provision of a system that requires shunting staff to carry out an initial check that the regulations have been correctly understood (following issue of an update or new regulation) and subsequent checks aimed at maintaining relevant related skills, to be carried out at regular time intervals as well as when non-compliance with regulations is identified.
3- to ensure that railway undertakings identify and define in detail procedures (if necessary by issuing operating instructions) for implementing the correct and effective parking of vehicles at a standstill on tracks, in accordance with point 20 of the RCF [railway traffic regulation] issued by means of ANSF Decree No 4/2012 of 09/08/2012, including vehicles parked on tracks within connecting railways on which, as in the case in question, there is a possibility of an accidental event giving rise to an accident on the Italian national railway infrastructure; the implementation procedures must take into account the characteristics of the line and the connecting railway, the vehicles and any other effective operating condition, with particular attention to procedures for managing immobilisation devices (carriage clamps) and measures designed to prevent their improper removal, with the aim of avoiding the risk of improper movement of unmanned vehicles.
4- take steps to ensure that the railway undertakings, each acting within its own competences, should step up activities to ensure specific compliance with technical specifications governing the interface between railway infrastructures, with particular regard to unequivocal identification of responsibility for rolling stock immobilisation activities. railway infrastructures should also step up audit activities, with particular regard to rolling stop immobilisation activities and procedures for managing and removing carriage clamps.
5- ensure that the Infrastructure Operator steps up the monitoring of safety activities carried out in connecting railways, including the installation (at the expense of the connected companies) of video surveillance systems for recording and monitoring of the above safety activities by the Infrastructure Operator.
6- ensure that the infrastructure manager reassesses and if necessary updates the analysis of risk due to the activities of third parties, including with regard to the improper shunting of rolling stock, with the aim of identifying and adopting risk mitigation solutions.

	Safety measure
	The recommendations in question were sent in ANSF document 005855/2016 of 26 May 2016. These cover topics that this Agency has already dealt with in ANSF documents ref no: 2665/2013 of 15 April 2013, 3896/2016 of 5 April 2016 and 004859/2015 of 18 June 2015 (as well as the recommendations on the Villadossola incident).
Railway operators have therefore been asked to supplement the information already sent on the topic in question. RFI has been asked to implement recommendations 5 and 6 that reflect what was said in ANSF document reference no 001915/2015 of 6 March 2015, moving on from the positions updated in their response to that document.

	Implementation status
	Following the recommendation. 1 The Agency offered its full backing with regard to the institutional choices to be undertaken.
The railway undertakings who responded to the requirements in the remaining recommendations were found to be essentially aligned with one another.

	
	


The Agency pressed for responses to the recommendations that have not yet been acted on.
C.3	Measures implemented unrelated to safety recommendations
The Agency continued to promote action started in 2014 with regard to infrastructure maintenance, shunting, passenger train boarding and alighting doors, hydrogeological disruption, improper crossing of tracks and level crossings.
These actions are supplemented by those given in the following table
	Sector of interest
	Development of railway culture.

	Description of reason
	Increase awareness of the current regulatory context among railway operators.

	Safety measure introduced
	A plenary meeting was held on 5 November 2015 on regulatory reorganisation, the SMS and supervision with all railway operators and bilateral meetings were established with railway operators for addressing specific problems.

	

	Sector of interest
	Development of railway culture.

	Description of reason
	Increase awareness of the railway environment.

	Safety measure introduced
	Two meetings with trade union organisations on the implementation status of regulatory reorganisation by operators and their additional notifications.

	

	Sector of interest
	Development of railway safety education, training and culture.

	Description of reason
	Raising awareness of railway safety culture and dissemination of responsible behaviour in the railway sector.

	Safety measure introduced
	Since 2012, the Agency has been promoting campaigns designed to reach out to transport users directly, also involving other institutions such as the railway police, Italian Basketball Federation, Italian Rugby Federation, the Italian Volleyball Federation and regional educational departments. In particular, the following actions were taken:
· Regional competitions in Tuscany and Lombardy that rewarded the best work carried out by high school students on the topic of compliance with rules in the railway sector, involving more than 250 000 students and approximately 1000 educational establishments.
· TV commercials: ‘Non calpestiamo la linea gialla. Restiamo in campo’ [Don’t cross the yellow line, keep the ball in play] with top basketball players, ‘Fai un passo indietro per andare avanti’ [Take one step back to go forward] with Italian Rugby Federation champions, ‘Non invadere. Metti un muro tra te e il pericolo’ [Don’t go too far. Put a wall between you and danger] with Italian national volleyball players. These projects were also created with the aid of Polfer;
· national educational campaigns with sports federations, namely the FIP [Italian Basketball Federation] and FIR [Italian Rugby Federation], and in partnership with Polfer, through dozens of street and school events involving the creation of railway safety playgrounds;
· policy agreements with three sports federations, namely the FIP, FIR and FIPAV [Italian Volleyball Federation] that are envisaged to involve approximately 10 000 young people annually.

	

	Sector of interest
	Development of railway culture.

	Description of reason
	Increase awareness of the railway environment and improve control of associated problems.

	Safety measure introduced
	Training of staff operating within Polfer.

	

	Sector of interest
	Procedures for authorising the placing in service of track-side structural subsystems.
(CCS track-side assembly, Infrastructure, Energy).

	Description of reason
	Harmonisation of procedures for authorising the placing in service of track-side structural subsystems (CCS track-side assembly, Infrastructure, Energy) on systems that span the political boundary between two States.

	Safety measure introduced
	Issue of documents signed jointly (by the NSAs involved) addressed to the IMs of neighbouring states, containing instructions on how to proceed and the documentation to be submitted in order to go ahead with MIS procedures.

	

	Sector of interest
	Protection of public and privately-worked level crossings.

	Description of reason
	Improvement of train running protection with regard to the risk of accidental collision with obstacles that have remained trapped between the closed barriers of a public level crossing.
Improvement of train running protection with regard to private level crossings, encouraging the development of high-tech solutions allowing the introduction of new barriers connected to the signalling system to replace current systems that lack such a connection.

	Safety measure introduced
	The RFI manager has been given the go-ahead to develop a ‘Supplementary Automatic Protection for Level Crossings (PAI-PL)’ application.
Issue of authorisation to the manufacturer MER MEC S.p.A. for the placing in service of the general application ‘SRO/PAIPL’.
The RFI manager has been given the go-ahead to develop a ‘Private Level Crossing Protection’ general application.

	

	Sector of interest
	Shunting

	Description of reason
	To define the technical requirements to be met by locomotives that exclusively perform shunting services.

	Safety measure introduced
	Issue of ANSF Decree 1/2015 concerning ‘Regulatory reorganisation, technical standards and rolling stock subsystems. Shunting locomotives whose use is limited to the context of Italian Railway System service locations’.

	

	Sector of interest
	Vehicle maintenance

	Description of reason
	Support to railway operators for the assessment of entities in charge of maintenance for vehicles other than wagons – establishment of a national certification system on a voluntary basis.

	Safety measure introduced
	ANSF guidelines for the certification of entities in charge of maintaining railway vehicles (with the exclusion of freight wagons) - Rev. 01 of 16 October 2015.

	

	Sector of interest
	Vehicle maintenance

	Description of reason
	Support for sector operators in the interpretation of regulations applicable to issues relating to vehicle maintenance documentation.

	Safety measure introduced
	ANSF guidelines concerning documentation relating to vehicle maintenance - Rev. A of 23 June 2015.

	

	Sector of interest
	Combined transport

	Description of reason
	Sector technical regulation covering admission conditions for combined carriage by rail of ISO containers, intermodal loading units (ILUs), semi-trailers and swap bodies.

	Safety measure introduced
	ANSF Decree No 3/2015 of 23 December 2015 ‘Admission conditions for combined carriage by rail of ISO containers, intermodal loading units (ILUs), semi-trailers and swap bodies and allocation of competences within Italy’.

	


PART D - SUPERVISION
Within the scope of the powers allocated to it by Legislative Decree No 162 of 10 August 2007, in accordance with the standards issued in ANSF Decree No 4 of 10 August 2012, the Agency carried out inspection, control and monitoring activities in 2015 in order to:
· monitor the implementation of technical standards and safety standards;
· monitor the application of technical provisions and specifications for the operation and maintenance of subsystems constituting the rail system in accordance with the relevant essential requirements;
· check the existence of conditions and fulfilment of requirements for the issue and maintenance of safety certificates, safety authorisation and accreditation of third-party bodies;
· monitor safety performance by railway operators;
· monitor training centre activity;
· monitor compliance with regard to the use of a safety management system by railway undertakings and the infrastructure manager;
· check compliance of the work done by the infrastructure manager and railway undertakings with requirements under Community and Italian law with regard to railway traffic safety issues.
The activities were carried out by means of inspections, audits, targeted checks on accidents and incidents, monitoring and analysis of accidents and incidents, adoption of measures against operators involved and meetings with railway operators, as described in detail in section B.3.3.
D.1	Strategy and plan
As part of its functions and responsibilities, the Agency established activities to be carried out on the basis of specific guidelines, priorities and objectives supplied by the Ministry of Infrastructure and Transport in Directive ref no 0000008-13/01/2015 and notified to the Agency by the Ministry of Infrastructure and Transport Directorate General for Railway Transport.
In particular, the following priorities were identified for inspection, control and monitoring activities:
· continuation of railway operating safety monitoring checks, with particular reference to vehicle maintenance, check planning and taking into account data provided by railway operator organisations and notifications from other institutions;
· monitoring the proper application of safety management systems by means of sample checks on railway undertakings and the infrastructure manager, with particular reference to undertakings involved in dangerous goods transport;
· monitoring compliance with specifications laid down in the safety authorisation issued to the infrastructure manager;
· identification of problems associated with railway accidents, ordering operators to adopt immediate measures designed to prevent the repetition of similar events;
· examining recommendations formulated by the Directorate General for Railway and Maritime Investigations, including for the purposes of the adoption of specific measures by railway operators;
· notifying foreign networks of any issues that concern them in the event of accidents or incidents and spreading notifications from the national safety authorities of other States at national level;
· monitoring the prompt application by railway operators of current provisions on dangerous goods.
The supervision strategy and the main contents of the activities were explained to all railway operators during a plenary meeting held on 5 November 2015 together with the results of supervision carried out in 2015. This meeting was followed by bilateral meetings with the railway operators for detailed discussion of specific aspects relating to each of them.
In the light of the above, on 30 January 2015 the document ‘Inspection and Control Sector activity plan – 2015’ was issued.
The plan took into account the availability of qualified resources for carrying out activities with regard to the special competences required as well as the Three-Year Corruption Prevention Plan.
Activities envisaged in the plan were subdivided into the following types:
· on-the-spot system audits designed to check the implementation and effectiveness of the railway operators’ safety management system;
· process and product audits carried out on the spot at the premises of the railway operators with the aim of checking the implementation and effectiveness of operating processes relating to railway operating safety and their compliance with current standards;
· follow-up on previous audits;
· inspection of staff, vehicles and facilities for the purposes of monitoring and consequent analysis of any nonconformities recorded;
· specific inspections for the purposes of investigations deemed necessary.
Within the plan, areas of action were described for the implementation of audits and inspection activities, identified considering:
· the outcome of documentary compliance assessments carried out for the issue and update of the certificates and safety authorisation and the expiry deadline of the current safety certificates and safety authorisation;
· European and Italian regulatory updates;
· the results of previous supervision activities;
· analyses of accident data and the results of checks carried out following operating incidents occurring in 2014;
· notifications from organisations and associations or otherwise brought to the attention of the Agency.
The investigation topics were specified for RFI, Trenitalia and railway undertakings.
The areas and processes identified for RFI activities were:
· upgrading of the organisation for the safety and effectiveness of the safety system adopted, compliance with the regulatory framework of activities carried out by territorial structures and the state of the infrastructure and running safety;
· managerial control and monitoring of in-house safety performance and compliance with conditions laid down in the safety authorisation;
· maintenance management;
· implementation of maintenance, involving checks on the functionality of points, track maintenance, track circuit functionality, control of curves and longer welded rail, functionality of level crossings, functionality of signals and automatic checkpoints, galleries and art works;
· traffic management;
· management of relationships between maintenance and traffic processes;
· implementation of shunting service;
· management of activities connected with dangerous goods transport by railway.
For railway undertakings, processes found to have weaknesses by safety management systems during the issue of the safety certificate were verified by audit. In general, investigations concerned the following areas:
· management of nonconformities, corrective and preventive actions and internal audits;
· management of checks on suppliers and interactions with external entities;
· change management;
· maintenance management;
· management of relationships between operation and maintenance;
· management of staff used in safety activities;
· management of activities connected with dangerous goods transport by railway;
· implementation of the role of entity in charge of maintenance for undertakings that perform this and management of maintenance.
Continuous inspection activity on railway undertakings has been planned on vehicles for issues relating to technical checking and maintenance of rolling stock, with particular regard to the transport of hazardous goods. Furthermore, activities were also carried out to check the consistency of statements made at the time of registration in the RIN, on accredited examiners and instructors and on shunting activities.
With regard to detailed programming of the set of audit activities conducted on the infrastructure manager, the aim was to cover all local production departments.
With regard to the detailed planning of audits on railway undertakings, the aim was to check most undertakings, starting with the undertakings that were not audited during 2014 and, for Trenitalia, coverage of the maximum number of the undertaking’s products and local structures, taking into consideration those that were not checked during previous periods.
The continuous inspection activity was planned in order to ensure that:
· the results of the activity supported the audit at the planning stage and during the stage of feedback on corrective actions requested, and also the processes of renewing and updating safety certificates and authorisations;
· appropriate system coverage was achieved (territory, systems and railway undertakings, in a manner proportional to traffic volumes).
With the aim of fully formalising the decision-making process behind the definition and periodic review of the supervision strategy and activity plan, the Agency planned to review procedures already adopted during 2016, describing the elements used for a risk-based approach.
D.2	Human Resources
In 2015, the conduct of audit and inspection work required the full-time employment of 40 people.
The work took approximately 60 000 hours, divided into 8228 man-days, for the conduct of audits and inspections in 2015, with an average commitment of approximately 1500 hours of work per year for each agent.
These data stem from the fact that human resources in certain sectors are fully devoted to performing supervision activities, from the preparation stage to the execution or check stage. We can therefore estimate that approximately 40 % of the working hours and days of Agency staff are committed to the various supervision activities and stages.
D.3	Competence
In 2015, the process of skills development and updating started in 2013 and 2014 continued for staff employed in supervisory activities who came from FS [state railways] group companies and were employed in Agency roles from October 2012.
Various training courses were delivered that mainly involved employees from the inspection and control sector but also staff who carry out this type of activity occasionally in various capacities.
A training activity was carried out aimed at raising awareness of and applying principles derived from the implementation of ISO standards in order to carry out audit work on management systems. The activity was structured into:

· courses for staff carrying out audit and inspection work, on standard ISO 9001:2008, on standard ISO 31000, on the risk-based approach in standard ISO 9001:2015 and on standard ISO 17020:2012;
· for staff involved in audit work, a ‘management system auditor/team leader’ course, with a final assessment of skills acquired.
Periodic ongoing training was also carried out involving an analysis of the main results of activities, join discussion of case studies and the examination of major issues identified in individual cases.
Training activities were also delivered to operational technical staff on topics relating to vehicles and infrastructure, in particular:
· March 2015: in-house training session on updating the regulatory framework for the training of staff involved in safety activities, operational standards and placing in service of trackside structural subsystems, shunting locomotive specifications, principles and procedures for inspection activities;
· May 2015: in-house training session on operating standards;
· July 2015: in-house training session on operating standards;
· October 2015: in-house training session on updating the regulatory framework for the training of staff involved in safety activities, upgrading of shunting locomotives, authorisation processes, update of operating regulations;
· November 2015: in-house training session on inspection work procedures.
D.4	Decision-making process
D.4.1	 Decision-making criteria on how the Authority monitored, promoted and implemented compliance with the regulatory framework and procedure for establishing criteria
On 5 November 2015, a meeting was held with all railway operators, which covered the following topics:
· state of implementation of the regulatory reorganisation by Operators, with particular reference to operating provisions and specifications issued, training processes adopted and trackside and on-board subsystems used;
· impact of recent developments in the Italian and Community regulatory framework (4th railway package, European Commission Regulation No 2015/995 of 8 June 2015, Legislative Decree No 112 of 15 July 2015 implementing Directive 2012/34/EU);
· compliance of security management systems with the existing legislative framework;
· cases of non-compliance identified during the supervision activities carried out by the Agency – problems connected with the Agency’s activities within the context of the supervision carried out under Regulation (EU) No 1077/2012.
Thirty-six bilateral meetings were then held with all railway undertakings and with the infrastructure manager for a specific discussion of the general issues addressed in the plenary meeting.
The main problems that emerged with regard to the existing regulatory framework were as follows:
· incomplete implementation of Regulation (EU) No 1078/2012; in this regard, see also the information provided in section G.2;
· incomplete coverage of the criteria laid down in Regulation 1158/2010, in particular on
· control of supply-related risks, risks stemming from parties external to the railway system and risks in the event of change;
· a significant proportion of wagons labelled K but reloaded and put into operation;
· a high frequency of nonconformity with regard to the EVN on vehicles.
With regard to regulations, the Agency continued monitoring the operating provisions and specifications established by operators to regulate in-house processes and, in the case of the infrastructure manager, also the interface procedures between its staff and the railway undertakings.
This monitoring activity, aimed at verifying the consistency of measures issued by operators with safety principles, showed that most problems recorded during 2014 had been overcome: the railway undertakings and the infrastructure manager had essentially brought their operating provisions and specifications into line with the safety principles established in ANSF Decree No 4/2012 to the extent of their exclusive competence, albeit with some exceptions.
Certain problems that had already existed in 2014 still persist. These mainly concern procedures for interfacing with railway undertakings issued by the infrastructure manager, which:
· do not yet govern all interface aspects;
· are issued without any explanation being given to railway undertakings of the reasons for such procedures, the risk analyses on which they are based and any risks exported to the railway undertakings themselves;
· contain amendments to previously applicable texts, but without the text having been consequently amended by the infrastructure manager.
The latter, in particular, can lead to misinterpretation by operators due to the combined reading of several conflicting documents.
The Agency addressed these problems in the context of the bilateral meetings mentioned above with the intention of offering instructions and clarifications necessary for optimum process development.
Again as part of work on monitoring the activities of operators, surveys and inspections continued in order to check the proper application of the operating provisions and specifications adopted.
This activity involves carrying out 12 surveys at the premises of undertakings and the Manager and offered an additional opportunity for dialogue with Operators, which was useful for guiding the implementation of the regulatory reorganisation and providing evidence and specifications necessary for optimum process development.
We can also report:
· ANSF document reference 008904/2014 of 17 December 2014 concerning consultation activity carried out during 2015 on draft guidelines for the ‘safe management of civil works on the railway track’; this process involved the Manager RFI SpA and some regional network Managers (Ferrovienord, Ferrovie Emilia Romagna, Rete Ferroviaria Toscana) in addition to the Ministry of Infrastructure and Transport DG competent for the regional networks;
· ANSF document reference 000928/2015 of 5 February 2015 on the need for railway undertakings to adopt appropriate mitigation measures in the event of running with a faulty door lock;
· ANSF document reference 001379/2015 of 19 February 2015 on the need for the infrastructure manager to introduce engineering solutions to protect speed limitations due to weight limits per axle and per linear metre, adopting the necessary mitigation in the meantime;
· ANSF document reference 001816 of 4 March 2015 concerning mitigation measures that the Manager must adopt on lines operated with a manual electric lock;
· ANSF document reference 003065 of 16 April 2015 on the need for the infrastructure manager to eliminate the protection of worksites by lookout posts, adopting the mitigating measures necessary to manage the transitional period in the meantime;
· ANSF document reference 007209/2015 of 2 September 2015 on the need for railway undertakings to make the departure of each train subject to a technical check that conditions for safe running are met;
· ANSF document reference 008080/2015 of 6 October 2015 on the need for the infrastructure manager to introduce engineering solutions to ensure the safety of user-worked level crossings and in the meantime to adopt the necessary mitigating measures (reduction in line speed, LC opening subject to consent by the traffic controller).
With regard to the qualifications of staff involved in activities connected with railway traffic safety, this Agency ordered that renewal of accreditation for examiners responsible for the examinations referred to in Article 25 of Directive 2007/59/EC (TDD - Train Drivers’ Directive) accredited prior to the entry into force of ANSF Decree No 14/2009 should be made subject to the passing of a test to ensure possession of the requirements laid down in chapter 3 of Decision 2011/765/EU of 22 November 2011. This activity was extended in 2015 to all instructors and examiners involved in the ‘Traffic management’ safety activity due for renewal in the reporting year whose first accreditation had been issued prior to the entry into force of ‘standards for the accreditation of instructors and examiners of staff performing safety activities’ issued in ANSF Decree No 14/2009.
During 2015, 69 checks were also carried out on training centres, instructors and examiners accredited by this Agency with the aim of evaluating the operations of entities accredited under Article 33 of the said Directive 2007/59/EC and Italian implementing legislation.
D.4.2	Main complaints received by RUs and IMs
During 2015, some objections were received from the infrastructure manager (RFI) concerning the requirements imposed by ANSF with regard to:
· abolition of the system of using lookout posts to protect work sites;
· equipping of sections linking stations and sheds, workshops, ports and terminals with traffic signalling, block and protection systems;
· pending installation of appropriate engineering devices, immediate adoption of measures designed to mitigate the risk of user-worked level crossings being crossed.
By means of specific documents and during the course of specially convened meetings, the Agency reminded the infrastructure manager of the need to comply with the above obligations promptly, highlighting the safety problems present in the current situation and referring to the regulatory references ordering their elimination.
Requests for clarification from the Agency concerning the following subjects were also received from some groups of railway undertakings, particularly companies holding a safety certificate for goods transport:
· different safety certificate issue process durations and methods;
· different decision-making criteria adopted during safety certificate issue;
· lack of consistency in determining SGS processes to be nonconforming compared to other NSAs;
· lack of consistency in checks carried out by the Agency's different inspection groups.
The Agency checked the effectiveness of the findings received internally and, having found no evidence of particular significance, started the process to ensure that its activities are more transparent to stakeholders. The plenary meeting held with railway undertakings and the Manager and the subsequent bilateral meetings already mentioned were part of this process. As part of the process of promoting dialogue with trade associations, the Agency backed this activity by a discussion meeting with the association involved to analyse cases on the basis of reports received.
The validity times of safety certificates are being gradually lengthened to ensure expiry after five years.
D.5	 Coordination and cooperation
With regard to supervision, during 2015 cooperation activities with the Federal Office of Transport (FOT) continued for the conduct of joint inspections.
Activities were also started with the aim of drawing up a cooperation agreement on supervision with the Etablissement public de sécurité ferroviaire (EPSF). For this purpose, on 18 February 2015, a meeting was held in Florence between representatives of ANSF and EPSF in order to establish a shared route map for achieving a cooperation agreement; on this occasion, presentations were given on the various methods of carrying out supervision activities, the main results of the checks carried out and common control objectives.
This initial meeting was followed by exchanges aimed at drawing up an agreement that is still being examined.
D.6	Results of measures taken
During the activity to check the performance achieved by the infrastructure manager and railway undertakings, the Agency found that the provisions implemented had reduced the incidence of certain factors relating to accidents and incidents, including the following:
· a reduction in the trend of significant accidents, particularly those linked to technical aspects,
· supplementing of gear with train running protection systems,
· reduction in the impact of maintenance on accidents,
· reduction in problems relating to dangerous goods transport,
· greater awareness among railway operators of their role.
The findings are the result of synergies that included the use of technological tools, regulatory changes and commitment of railway operators.
A further increase must be achieved in safety performance by consolidating the virtuous actions taken so far and activating supervision and monitoring tools available to prevent accidents.
PART E - CERTIFICATION AND AUTHORISATION
E.1	Guidance for issuing a safety certificate
On 23 March 2010, the National Railway Safety Agency published 'Guidance for issuing a safety certificate' on its institutional site (ANSF Ref 01766/10). This describes procedures, necessary requirements and documents that railway undertakings must submit to obtain a security certificate for access to the Italian railway infrastructure.
Following feedback relating to application of these guidelines in safety certificate issue/renewal/update/revocation processes and in the wake of developments in the European and Italian regulatory framework relating to railway traffic security, a revised guide is due to be issued by the end of 2016.
To coincide with the issue of these revised guidelines, this Agency is also preparing guidelines for the issue of safety authorisation to infrastructure managers.
E.2	Contacts with other National Safety Authorities
During 2015, there were no requests from other National Safety Authorities or requests by this Agency to other National Safety Authorities with regards to part A and part B of the certification processes.
In 2015, a part B safety certificate was issued to a railway undertaking holding parts A and B of the safety certificate issued in France, but there was no contact with the French NSA even in this case.
E.3	Procedural issues
A total of 35 railway undertakings hold a safety certificate, of which 16 for goods transport alone, 10 for passengers alone and 9 passengers and goods, as shown in the graph indicating the value and percentage ratio.


	Distribuzione dei certificati di sicurezza per tipologia di servizio – Anno 2015
	Distribution of safety certificates by type of service – 2015
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	goods
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	passageri e merci
	passengers and goods


The number of part A safety certificates issued in 2015 fell in relation to 2014 (25 in 2014 compared with 18 in 2015). This is due mainly to a reduction in the number of renewals, which is in turn due to the fact that the certificates issued are valid for longer because the management systems submitted by undertakings have been improved.
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The reduction in 'Conversion' measures stems from the fact that as time goes by, the number of undertakings needing to convert old safety certificates issued under Legislative Decree 188/2003 has fallen (only three undertakings still had to carry out that conversion at 31 December 2015).
For part B safety certificates in 2015, a slight reduction was also recorded in relation to 2014 (53 in 2014 as opposed to 44 in 2015). This decrease is mainly due to a reduction in update requests, partly caused by the fact that the Agency established in ANSF document reference 8014/2010 of 2 October 2015 that it is no longer necessary to apply for an update to the safety certificate when purchasing new types of vehicles.
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Evaluation processes conducted with the aim of issuing/updating safety certificates highlighted a number of aspects that were the subject of comments on the safety management systems of railway undertakings. These aspects, also in 2016, related to incomplete implementation of Regulation (EU) No 1078/2012 and inadequate coverage of the following criteria in Regulation (EU) No 1158/2010:
1. Criterion B (Risk control related to the supply of maintenance and material);
2. Criterion C (Risk control related to the use of contractors and control of suppliers);
3. Criterion D (Risks arising from the activities of other parties external to the railway system);
4. Criterion M (Procedures and methods for carrying out risk evaluation and implementing risk control measures whenever a change of the operating conditions or new material imposes new risks on the infrastructure or on operation).
Furthermore, with regard to assessments carried out on safety management systems to ensure compliance with national regulations (in other words, relating to the issue of part B safety certificates), there are still certain problems with:
1. processes of training and maintaining staff competencies in compliance with the new regulatory scenarios in force;
2. processes of managing maintenance activities in the event that the railway undertaking performs the role of ECM as well as in the correct management of interfaces (maintainers, vehicle keepers, ECM) if the undertaking does not perform this role.
In 2015, the Agency was involved in verifying the correct observance of commitments made by RFI SpA to adopt measures by 31 December 2015 to remove nonconformities reported in the specifications sent to coincide with issue of the safety authorisation on 30 June 2014 with an expiry date of 30 June 2019.
The specifications considered compliance of the RFI SpA organisation and consequent upgrading of the safety management system to the criteria laid down in European Regulation 1169/2010 and relevant regulations in force.
At present, the functional relations between the procedures making up the RFI's safety management system are not fully defined. The RFI must also demonstrate the effectiveness of the system as well as its ability to manage information from entities charged with supervision of the railway system (ANSF or the Directorate General for Railway and Maritime Investigations) and monitor and analyse data from its activities.
E.4	Feedback
Feedback is implemented through frequent meetings between the Agency and operators. These constitute an important means of exchanging information and assessing feedback on activities carried out and the operator's understanding of activities carried out by internal Agency structures with the aim of identifying operating and procedural areas that require improvement measures.
These meetings take place individually with railway undertakings or in plenary sessions scheduled periodically by the Agency on specific topics.
At present, no standards have been formalised that operators can use to report problems/comments on procedures in force.
E.5	Authorisations for the placing in service of vehicles
Three hundred and thirty-eight provisions have been issued relating to authorisations for the placing in service of vehicles. The following graph represents the distribution of activities in relation to the type of provision issued.



	Distribuzione di messa in servizio di veicoli
	Distribution of placing in service of vehicles

	AMIS nuovo veicolo
	APIS new vehicle

	AMIS in conformità
	APIS in conformity

	AMIS rinnovi/modifiche
	APIS renewals/modifications

	AMIS prove
	APIS tests

	proroghe
	extensions

	autorizzazione prove al VIS
	authorisation for testing ISV


The number of vehicles authorised was 599, of which 62 new types and 537 for conformity.
The following graphs show the distribution of the number of vehicles authorised in relation to type.
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It is important to emphasise the complexity of the procedure for processing an authorisation for placing into service, particularly for vehicle types, because the procedural formalities are characterised by a considerable number of interim measures (authorisation for carrying out online tests, temporary authorisations, etc.) accompanied by the relevant technical supporting documentation. To provide a mere idea of the number and type of documents accompanying a procedure, it is instructive to put a number on the quantity of supporting dossiers. The number of dossiers is approximately 68, each of which is made up on average of 11 technical files, giving a total of 750 technical files.
To harmonise procedures for issuing an authorisation for placing into service with the existing regulatory framework, the Agency drew up 'Guidelines for issuing the authorisation for placing into service of vehicles, structural subsystems or parts thereof'. This document provides all railway sector stakeholders (railway vehicle manufacturers, railway undertakings, infrastructure managers and independent safety evaluators) with a tool covering all European decisions on Community railway system interoperability and national regulations. It also defines technical and administrative procedures to be implemented in order for an authorisation process to be fully effective. These guidelines are also being reviewed in order to bring them into line with new regulatory content.
E.6	Authorisation for the placing in service of fixed structural subsystems, general applications and general signalling products
Legislative Decree 162/2007 assigns the Agency the task of authorising the placing into service of fixed structural subsystems making up the railway systems that are installed or managed within Italy. 'Authorisation for placing into service' (APIS) is the final action in a process of certifying compliance of subsystems with safety requirements laid down in the technical specification for interoperability (TSI) and notified Italian standards. Based on the powers allocated to it by Legislative Decree 162/2007, the Agency also issues authorisation for the placing into service of trackside and on-board railway signalling general applications (GA) and general products (GP). Furthermore, under Legislative Decree 191/10 Article 19, in the event of renewal or restructuring of operational systems, the Agency also issues an opinion on whether or not there is a need to start the authorisation for placing into service procedure, based on a technical dossier submitted by the applicant.
A comparison between procedures carried out in 2013, 2014 and 2015 is given below.
	
	Authorisations for placing in service granted
	Opinions issued (Article 19 of Legislative Decree 191/2010)

	2013
	19 (plus 6 extensions)
	18

	2014
	23 (plus 3 extensions)
	23

	2015
	25
	30


Issue of authorisation for infrastructural subsystems by the Agency does not allow systems to be effectively opened for operation. This must be carried out by the infrastructure manager after acquiring the remaining authorisations for safety matters that the Agency is not competent to grant.
E.7	Accreditation of training centres
In 2015, the number of training centres amounted to five following the issue of one new accreditation certificate.
PART F - CHANGES IN LEGISLATION
F.1	Railway Safety Directive
No changes have been made.
F.2	Changes in legislation and regulation
Information on changes, see Table 2 of Annex B.
PART G - APPLICATION OF THE COMMON SAFETY METHOD ON RISK EVALUATION AND ASSESSMENT
G.1	Italian National Railway Safety Agency experience
Back in 2012, the Agency issued ANSF document reference 8936/12 of 19 November 2012 calling on all railway operators to fulfil their obligation to provide a summary of activities for applying the common safety method (CSM) for determining and assessing risks, as required by current legislation. In an attempt to ensure the information received was uniform and consistent, the Agency indicated the structure for provision of the data as set out below:
· Description of the main changes deemed irrelevant by the proponent;
· Type of change (technical, operational or organisational);
· Decision-making criteria;
· Description of the main changes deemed relevant by the proponent;
· Type of change (technical, operational or organisational);
· Involvement of subcontractors and management of interfaces;
· Involvement of independent safety auditors (ISAs) in the role of CSM assessor;
· Brief description of the overall efficacy of the risk management process referred to in Regulation 352/2009;
· Hazardous event identification stage;
· Risk assessment stage and acceptance criteria used:
· Codes of good practice;
· Similar reference systems;
· Explicit risk assessment;
· Demonstration of conformity with safety requirements;
· Risk management process through the recording of hazardous events;
· Short description of audits performed by the proponent on the efficiency of its risk management process;
· Brief feedback by the proponent and, where applicable, its subcontractors and ISA, with regard to the application of Regulation 352/2009;
· Where applicable: proponent's experience with regard to the application of the CSM for risk determination and assessment, in cases where the application took place on a voluntary basis prior to the entry into force of the above Regulation.
For the reasons stated above, the necessary elements for application of Regulation (EU) No 402/2013 were provided by nearly all railway undertakings during 2015 (except for four out of the total of 34 due to send in an annual report), by the RFI infrastructure manager and by a railway vehicle manufacturer (BOMBARDIER).
It should be noted that four undertakings out of 34 failed to meet the deadline for railway undertakings to send in their annual reports. The infrastructure manager complied with the submission deadline.
There is no immediate evidence of elements concerning the application of the CSM by operators in the role of entity in charge of maintenance.
It is noted that in general, apart from a few exceptions, the data provided were not complete and organised as required, with an almost total lack of the provisions set out under points 3 and 4 above. For this reason, there was deemed to be no significant feedback on the activities of CSM assessors involved or on the application of the Regulation in general.
One of the few significant items of feedback received was that provided by the manufacturer BOMBARDIER, which highlighted difficulties in dealings with its customers caused by 'a lack of awareness and knowledge of the matter' as well as a significant lack of uniformity in applying the CSM at national and international level, particularly for rolling stock subsystems. These factors had already been highlighted during the report for 2014.
The aggregate data show that the Regulation was applied to assess 391 changes deemed to have an impact on safety (350 overall for the undertakings and Manager and 41 for the manufacturer). Of these, 44 were identified as 'significant' changes under the Regulation – determining the application of the method referred to in Annex 1 thereof – amounting to approximately 11 %.
As was the case last year, for railway undertakings and the infrastructure manager most of the changes were assessed to be of operational type (44 %) or technical type (26 %); organisational changes accounted for approximately 22 %, while no information was given on the type of the remaining 8 %. The changes assessed by the manufacturer, however, were almost entirely of a technical nature relating to changes in vehicles and checks on the integration of subsystems, except one of operational type concerning the implementation of the maintenance plan.
With regard to the number of changes reported, those relating to the incumbent Trenitalia and the RFI infrastructure manager account for approximately 64 % of the total and there is no major change in this incidence if considered in relation only to significant changes.
Considering only changes evaluated in accordance with the Regulation by the railway undertakings, 13 % related to safety certificate update requests.
With regard to applications of the Regulation, no factors were recorded with regard to the application of corporate procedures governing risk assessment and management in the event of insignificant changes. In all cases, the undertakings applied the methodology laid down in Regulation (EU) No 402/2013 and the procedures contained in their safety management systems.
The situation based on the evidence provided confirms an improvement in risk assessment and management processes. However, given that a significant portion of operators did not provide information in this regard or that the information was incomplete, for full and effective implementation of the Regulation, all stakeholders involved must be made more aware, particularly entities in charge of maintenance and manufacturers.
As previously, in 2015 sample on-the-spot audits were carried out on management methods and evidence of application of the CSM by railway operators in the event of changes to the part of the system for which they were responsible. The CSM was found not to have been strictly applied, particularly with regard to the adoption of safety measures to combat the risks assessed and verification of their efficacy for risk control purposes.
During activities to monitor the provisions and specifications issued by railway operators, the Agency issued specific documents calling on some of them to apply Commission Regulation (EC) No 352/2009 of 24 April 2009 on the adoption of a common safety method on risk evaluation and assessment and Regulation (EC) No 402/2013, which repealed it from 21 May 2015, to assess the acceptability of risks associated with changes in their operating regulations.
[image: ]
	Totale 350 modifiche attuate da IF e GI
	Total of 350 changes implemented by the RU and IM

	Operative
	Operational

	Tecniche
	Technical

	Organizzative
	Organisational

	Non definite
	Not defined



	Totale 390 modifiche attuate
	Total of 390 changes implemented

	Modifiche non rilevanti
	Insignificant changes

	Modifiche rilevanti
	Significant changes


In particular, these documents related to regulations concerning:
· the adoption of a new type of open door indicator in the driver's cab;
· mitigating measures to be adopted in the event of running with a faulty door lock;
· parking rolling stock in 'parking' mode.
G.2	Feedback from stakeholders
Checks carried out on the application by railway undertakings of the definitive common method established by Regulation (EC) No 402/2013 highlighted a set of frequent nonconformities that reveal an incomplete understanding by operators of the principles contained in the Regulation. Despite signs of improvement compared to the previous year, partly due to the evident interest in and greater awareness of the subject, there is still room for improvement in operational capacity for application of the Regulation.
Checks carried out on application by railway undertakings of the definitive common method laid down in Regulation (EC) No 402/2013 showed a distinct improvement in standard application of the method, which has entered permanently into operational practice. Nevertheless, in many of the cases examined, it was not found to have been applied strictly enough, particularly in the examination of some assessment criteria (complementarity and consequences of the incident recurred in this context) and, in general, in the production of evidence supporting the assessments adopted.
G.2.1	Application of Regulation (EU) No 1078/2012 on a common safety method for monitoring
Checks carried out by the ANSF on the application of the common safety method as established by Regulation (EU) No 1078/2012, to be formalised as part of the Annual Report, showed a different application of the monitoring process and different focus in the reports on this subject drawn up by the 35 railway operators holding safety certificates and safety authorisations that the ANSF called upon to apply the above Regulation.
It should be stated that in order to allow information on the application of Regulation (EU) No 1078/2012 to be harmonised, the ANSF provided railway operators with instructions for reporting on the subject set out in guidelines issued in document reference no 5841 of 25 May 2016.
The guidelines issued by ANSF require a statement on implementation of the Regulation by means of Annual Reports and responses to the following points:
· experience gained during the reporting year on the application and effectiveness of the CSM for monitoring, providing positive and negative feedback;
· the outcome of applying the CSM to their suppliers;
· cases where the reports referred to in Article 4(2) were drawn up, with the outcome thereof;
· review of the monitoring process (if applicable).
Among the Annual Reports received on 30 June 2016, in five cases no reference was made to the subject and ANSF therefore called on the railway operators to provide clear information in this regard and make the necessary additions to the above Reports. The five operators sent updated Annual Reports to ANSF.
A preliminary analysis of the annual reports showed substantial formal compliance with the provisions of European legislation, ANSF guidelines and the general application of Regulation (EU) No 1078/2012. It was found that the railway operator had not applied the Regulation in 2015 in only two cases.
In four cases, however, although application of the Regulation was mentioned, no useful information was provided on the results obtained.
With regard to content in the context of the above points, it was essentially found that:
· most of the railway operators had applied the CSM for monitoring by including specific projects in their Annual Safety Plans, some of which multiannual, and the results thereof are being evaluated. When the results obtained were below the threshold of acceptability, measures were taken to adapt the initial projects by means of organisational changes involving the drawing up of compliance plans. In several cases, such projects stemmed from the on-the-spot checks carried out by ANSF on the in-house monitoring process, which revealed ineffective application of the process itself and of the safety review and improvement process;
· particular attention was paid to the application of the Regulation for monitoring their own suppliers with a particular focus on ECMs, which represent a problem area. After monitoring the ECMs, nonconformities were identified that led the railway operators involved to carry out organisational changes or conduct a targeted audit with the aim of requesting corrective actions in order to overcome the nonconformities identified;
· during 2015, only one case was recorded where the railway undertaking stated that it had made a report as referred to in Article 4(2), which related to a defective component on board vehicles used by the undertaking;
· railway undertakings that completed projects for implementation of the Regulation analysed the results obtained and compared them with expected results. Where necessary, they implemented appropriate corrections to remedy the identified nonconformities by means of organisational changes as well as by calibrating and refining new CSM monitoring projects. These factors were not always described in detail.
There is a general need to continue to make railway undertakings and the infrastructure manager aware of the importance of fully applying and complying with Regulation (EU) No 1078/2012.
G.3	Revision of national safety regulations to take into account the EC regulation on the common safety method on risk evaluations and assessment
According to report
PART H - DEROGATIONS REGARDING ECM CERTIFICATION SCHEME
The Agency did not grant any derogations regarding the identification and certification of Entities in Charge of Maintenance as referred to in Article 14(a)(8) of Directive 2008/110/EC because none of the cases cited by the Directive arose in 2015.
image5.emf

image6.emf

image7.emf

image8.emf

image9.emf

image10.emf

image11.emf

image12.emf

image13.emf

image14.emf

image15.emf

image16.emf

image17.emf

image18.emf

image19.emf

image20.emf

image21.emf

image22.emf

image23.emf

image24.emf

image25.jpeg
Distribuzione dei certificati di sicurezza per
tipologia di servizio - Anno 2015

= merci
= passeggeri

« passeggeri e merci





image26.emf

image27.png
CERTIFICATI DI SICUREZZA PARTE B

Anno 2014

1;2% 2;4%

%

—

Anno 2015

1;2%0;0%

= Nuovi CDS '

= Conversioni
= Aggiomamenti

* Rinnovi





image28.jpeg
Distribuzione attivita per tipo di provvedimento

12;3%

81;24% ‘

W

36;11%

= AMIS nuovo veicolo

= AMIS in conformita

« AMIS rinnovi/modifiche
“ AMIS prove

= proroghe

= autorizzazione prove al
vis




image29.png
Nuovo tipo

“ AV a composizione bloccata

= carri

- carrozze

* convenzionali a composizione
bloccata

= locomotive AV

« locomotive convenzionali

« speciali




image30.jpeg
Conformita

= AV a composizione bloccata

0;0% -, 23;4%

= carri
« carrozze
* convenzionalia

composizione bloccata
* locomotive AV

= locomotive convenzionali

* speciali




image31.emf

image1.jpeg
ECEAE

Riesvia





image2.emf

image3.emf

image4.emf

image32.jpeg




