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DEFINITIONS

In these instructions the following definitions apply:

a) “Operator” means the person who is assigned to operate and care for the track unit.

b) “Person in charge” of a track unit means the person responsible for the work being done by
the track unit and the protection thereof.

c) “Direct Supervision” means in a position to react to and stop an unsafe act. Those providing
direct supervision must be qualified at the level required by the duties being performed.

d) “Operating foreman” is a foreman who is qualified in the CROR Rules pertaining to train
movements.

e) “Machines with coupler” refers to those track units that are equipped with approved coupling
devices and railway air brake systems designed to operate the air brakes on any attached
equipment.

f) “Machines with coupler Operator” refers to employees that are qualified to operate a
machines with coupler.

g) “Groundman” refers to the employees who does all the ground procedures and guide the
Machines with coupler Operator using radio or hand signals.

h) “Blocking” refers to grounding of a component of a track unit that will prevent the track unit
from moving in either direction.

i) “Cart” is a non-powered on-track vehicle.

J)  “Storing” refers to securing and protecting of a track unit when the assigned operator is not
on duty or if there is no assigned operator for the track unit.

k) “Labor” refers to a non-rules qualified employee.

I) 3 steps protection on a track unit is the following:

1. Place track unit in neutral or park;
2. Apply parking and/or air brake;
3. Operator confirms 3 steps applied.
GEI REV — May 1% 2017 3
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SECTION 1 - SAFETY AND SECURITY
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1.0 SAFETY GENERAL

a)

b)

Those in charge of employees working on or about the track must see that their employees
are alert to keep out of danger, and that all receive warning of an approaching movement in
time to reach a place of safety.

When equipped, a moving track unit must display a white light to the front and a red light to
the rear.

Track units must be stopped when a movement is approaching on an adjacent track, and when
practicable, persons using them must remove themselves to a safe position.

A track unit must be operated with care in passing a train receiving or discharging passengers
and must not pass such a train on the side on which passengers are entraining or detraining.

Employees must never go between equipment or between a track unit and equipment unless
all have come to a stop and confirmation is received that 3 Step Protection has been applied.
An employee is considered to be foul of such equipment if they are between, on, or otherwise
in a position where they could be struck by the equipment if it was to move unintentionally.

Track units must not operate within 500 feet of a moving movement on the same track and
must not approach within 300 feet of a standing movement on the same track without a clear
understanding with the crew of the movement that it is safe to do so.

1.1 HIGH VOLTAGE ELECTRICAL CABLES

a)

GEIREV -

Always assume that any downed overhead wires are carrying electricity, and that it has
energized the ground, the track, and any nearby wayside equipment (snow clearance devices,
switches, bungalows, etc.). Immediately notify the RTC or the immediate supervisor that an
overhead wire has fallen on the track or right of way, whether the wire is obstructing the track
or not, and provide as much detailed information about the situation as possible. If the
downed wires are contacting the rail, do not dismount, unless it’s life threatening.

May 1% 2017 5
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If the employee must dismount the following procedure must be followed:

1. Dismount from the vehicle at a location where it is safe to do so.
. Jump clear of the vehicle and land with your two feet together.

Do not to touch the vehicle or equipment and the ground at the same time.
While keeping both feet in contact with the ground at the same time, shuffle away
from the track and away from the wire.

Do not stop shuffling until you are at least 50 feet clear of the track and wire.

LYAEN

o1

CAUTION: DO NOT approach or touch exposed cable or damaged electrical equipment until
qualified personnel have confirmed that the system has been de-energized and grounded.

b)

Installation of buried electrical cables along railway right-of-way is a common practice.
These underground systems are safer than similar high voltage systems on pole lines. Power
cables are normally buried at a depth of 2 to 5 feet below the surface and 4 to 6 feet from the
end of the ties. Along bridges, trestles and in tunnels, the cables are installed in ducts may
have orange markers installed in the vicinity (not necessarily the exact location).

1.2 GENERAL SECURITY

Employees must remain aware of their environment and the current situation. They must immediately
report to the RTC or the local Police any security concern, security incident, criminal activity (known
or suspected), suspicious activities, suspicious persons on or near Company property, and any other
near miss or possible security threats. They should also be alert for signs of theft or vandalism of
critical safety devices.

Note: Information on Security Plans

1.3 SECURITY ALERT LEVELS

Level 1
Level 2
Level 3

Level 4

New normal day-to-day operations

Heightened security awareness

A credible threat of an attack on the U.S. and Canada or railroad industry

(continuously reevaluated)

A confirmed threat of attack against the railroad industry or actual attack in the U.S. or
Canada (implemented up to 72 hours and reevaluated)

The following actions will be taken upon the declaration of an alert level. These actions include
mechanical, engineering and transportation actions for each of the four levels.

GEIREV — May 1% 2017 6
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Alert Level 1 Actions

a)
b)
c)
d)
e)

Remain aware of environment and current situation

Report suspicious activity to police or proper authority

Do not disclose information to anyone who does not have a need to know
Periodically test that security systems are operating as intended

Be alert for transients on trains or in trailing locomotive

Alert Level 2 Actions

a)
b)
c)
d)

e)
f)
9)
h)
i)

All Level 1 Actions plus:

Review procedures for each alert level as implemented

Include security and awareness briefings as part of daily job briefings

Increase vigilance and scrutiny of railcars and equipment during mechanical inspections,
looking for unusual items mounted on, under or, where possible, in cars, with special
attention to military, dangerous goods/hazardous materials and other sensitive freight
Increase inspections of fuel storage and handling facilities

Conduct spot identification checks

Increase scope of inspections of freight cars for potential threats and/or explosives
Conduct spot content inspections of motor vehicles on railroad property

Conduct spot content inspections of cars and containers for cause

Alert Level 3 Actions
Alert Level 3 can be declared industry wide for a short period of time or can apply in the immediate
geographic or operating area (e.g., Mid-West or Dangerous Goods/Hazmat) where or when
intelligence has identified that terrorist action against a more specific location or operation is
imminent.

a)

All Alert Level 2 actions plus

b) Implement physical security controls at designated facility entrances (such as headquarters,
data centers, customer service centers, crew management centers, operations centers and
telecommunication centers)

c) Implement 24-hour surveillance at designated fuel storage and handling facilities

d) Stop parking within the appropriate distance of any fuel storage, fuel pumping equipment or
locomotive fueling pad

e) Increase inspections of bridges

f) Restrict unauthorized vehicle access to bridges

g) Where installed, activate interior access controls at headquarters, data centers, customer
service centers, crew management centers, operations centers and telecommunication centers

h) Increase vigilance in checking employee identification

i) Train crews immediately notify the Rail Traffic Controller (RTC) of unusual stops (red
signals, defect detectors, etc.)

J) RTC to notify law enforcement of any unusual stops

k) Require regular location or status reports of trains operating in non-signal territory

I) Encourage “third parties” to review and verify new/unknown customers

m) Check communications with water facility/plants in the event of a derailment or attack near a
water inlet

GEI REV — May 1% 2017 7
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Alert Level 4 Actions
Level 4 can be declared industry wide for a short period of time (72 hours) or can apply in the
immediate geographic or operating area (e.g., Mid-West or Dangerous Goods/Hazmat) where a
terrorist attack has occurred or when intelligence has confirmed that terrorist action against a more
specific location or operation is imminent.

a) All Level 3 Actions plus

b) Move external trash containers, dumpsters and other containers (newspaper) away from all
facilities and structures, except in secured areas

c) Increase vigilance and scrutiny of railcars and equipment during mechanical inspections,
looking for unusual items

d) Verify the identity of crewmembers picking up outbound locomotives at service facilities or
on line

e) Escort crews to trains (where possible) or use verified contract drivers

f) Crews on trains stopped enroute due to unusual occurrences (stop signal, defect detector, etc.)
immediately notify RTC and RTC immediately deploys assistance

g) RTC verify to crews absolute meet/pass points with passenger trains

h) When instructed by the RTC, eliminate the requirement for ground roll by inspections

i) Limit unattended locomotives and locomotives left on trains on line of road

j) Do not operate in a tunnel with passengers.

1.4 PERSONS ON GWCI PROPERTY

Note: Employees should not approach or confront unknown persons on or near GWCI property or
railway tracks if they appear threatening, upset, depressed, or intoxicated.

Reasonable efforts should be made to keep them under observation from a safe distance until the local
police can respond. Do not place yourself at risk. If you feel threatened back off and call the police.

a) Remain alert for:
e Individuals illegally riding in locomotives and on equipment;
e Strangers or visitors on GWCI property.

b) If it is safe, approach strangers or visitors on the property and determine if they have a
business need to be there. Check credentials and photo ID for individuals, including those
identifying themselves as working for any government agency such as Transport Canada, or
the Transportation Safety Board.

c) Immediately, report any suspicious or unauthorized people to the RTC, your Supervisor or

the local Police who can arrange to have them escorted off the property. Be prepared to
provide details such as descriptions of the individual and/ or vehicles.

GEIREV — May 1% 2017 8
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SECTION 1 -SAFETY AND SECURITY

1.5 Suspicious OBJECTS

a) Employees should be alert for any suspicious or dangerous objects on movements or GWCI
property, including items which may be attached to or adjacent to tracks, switches, signals, or
on the right-of-way. These objects can come in many different forms and may appear
ordinary. Examples of what to look for are:

e Unusual items on or attached to cars, especially placarded tank cars.

e Apparent signs of tampering, sabotage, contraband or other unusual or prohibited
items.

e Loaded cars with broken door seals and/or partially open doors.
Hidden or abandoned bags, boxes or parcels.

e Obijects emitting an unusual sound, odor, mist, gas or vapor.

b) If a suspicious object is found:
1. Do not attempt to move or touch it.
2. Stay clear of the area and keep others clear of the area.
3. If the object is a possible explosive:
o Do not use your radio or cellular phone unless you are at least 300 feet away
from the object, and
e Instruct all personnel to evacuate the area.
4. Take note of any suspicious vehicles or people in the area.
Immediately notify the RTC, your supervisor, or the Local Police.

o

1.6 EMPLOYEE IDENTIFICATION

Employee identification cards are issued to employees by GWCI.

These employee identification cards include the employee’s name, employee number and may include
a photo. The employee identification cards do not replace location-specific access cards which must
continue to be used as well.

1.7 DISCLOSURE OF SENSITIVE INFORMATION

a) Be aware of personal conversations with others off the property concerning your job and
workplace. Unusual interest in technical details should be reported to your supervisor.

b) The heightened need for increased public security and for terrorist threat countermeasure
planning by emergency responders has resulted in an increase in requests for information
about our railway operations. Much of the attention is focused on the transportation of
dangerous goods.

Anyone receiving a request for dangerous goods information or other suspicious questions regarding
rail operations or critical infrastructures should ascertain as much detail as possible about the
individual making the request, the organization he or she represents, and the intended use of any
material that we might supply. Forward all such requests to the Public Affairs Department for co-
ordination of the appropriate response.

Note: All GWCI employees are prohibited from providing any outside third party with information
regarding dangerous goods shipments, routing, volumes or storage.

GEIREV — May 1% 2017 9
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1.8 BORDER CROSSING

All employees crossing the border must comply with all requirements and requests from both the U.S.
Customs and Border Patrol and Customs and Immigration Canada officials.

While there are some basic immigration requirements for working across the border, such as passport
and criminal background checks, each border crossing has additional requirements specific to their
location.

Unless otherwise instructed, you must check in with border officials each time you cross, regardless of
why or the duration.

It is illegal to cross the border with firearms, explosives, drugs, other banned substances or goods that
may be subject to any form of import duty.

GEIREV — May 1% 2017 10
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SECTION 2 — REPORTING REQUIREMENTS
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2.1 INITIAL REPORTING REQUIREMENTS

a) All employees must immediately report any accident or incident of a type listed in
Table 1: Reportable Accidents or Table 2: Reportable Incidents, below. If the employee in
charge of a track unit or equipment is unable to make the report, any other employee who
becomes aware of such occurrence must make the report.

Reporting procedures:

Report to the RTC, General Manager, yard/terminal supervision, or immediate
supervisor.

Use voice communication or personal contact.

Include a brief description of the occurrence.

Include all the information listed in paragraph (e).

Do not delay reporting if all information is not available.

Request any required medical or other emergency assistance.

Table 1: Reportable Accidents

A. Collision or derailment of on-track equipment, including track units

B. Fatality or injury from contact between on-track equipment and any person or
vehicle

C. Employee fatality or injury while on duty from any cause

D. Grade crossing collision, including either public or private crossings

E. Acts of sabotage or terrorism, including bomb threats, hijacking, blockade,
hostage-taking

F. Evacuation resulting from any on-track accident or incident

G. Fire or explosion involving on-track equipment

H. Explosive, radioactive or infectious that is lost, stolen, damaged, vandalized, or
setoff

I. Release of dangerous goods from any car, tank, container, cylinder or vehicle

J. Unintended release of any non-regulated substance

GEI REV — May 1% 2017 11
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Table 2: Reportable Incidents

DOZZrASTIOIMMUO®)

nao O

Operation of a track unit without proper authority

Exceeding limits or unprotected overlap of authority

Less restrictive signal indication than required for the intended movement
Failure to provide proper protection for on-track personnel

Uncontrolled moving of on-track equipment

Over speed coupling of equipment containing dangerous goods (DG).
Failure to protect hand operated main track switch

Unprotected main track switch left in abnormal position

Operation of equipment by unauthorized or unqualified person

Railway safety devices that have been tampered with

On-track equipment being operated in excess of 10 mph over authorized speed
Employee who becomes incapacitated for any reason

. Livestock or wildlife killed or injured by on-track equipment

Suspicious or dangerous activities on or near tracks or adjacent property

Slides, washouts, or other on-track obstructions which may affect safe operations
Damage or vandalism to equipment, signals, or structures which may create a
safety hazard

Any person riding in locomotives or other non-passenger equipment, excluding
applicable employees

Non-controlled Right of Way Fires

Near miss incidents

b) The employee making the initial report must complete the appropriate accident report(s) as
soon as possible after the occurrence and submit it to his/her immediate supervisor.

c) Employees must immediately take whatever action may be required, and which can be
performed safely, to protect the safety of persons, property, or the environment, including:

Track protection,

Injury assistance,

Fire control,

Evacuation,

Control of leaks or spills.

d) If safe to do so, employees are to remain at the scene of accidents until released by the RTC,
their supervisor or another person in charge at that location.

e) Initial accident/incident information should include, where applicable:

Date & time of occurrence;

Car, or track unit numbers involved;

Compass direction of travel & estimated speed,

Location by mileage and subdivision;

Type of track (main, yard, siding, industry, etc.);

Name or designation of non-main track;

Name of railway or company operating the equipment;

Name of railway or company who owns or maintains the track;
Emergency application type if applicable (crew, TIBS, UDE);
Number of persons injured or killed;

Identity of injured or killed (employee, third party, etc.)
Description of any dangerous goods involved or released;

GEIREV — May 1% 2017 12
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Initial, number, and position of equipment involved:;

Description of any damage to equipment;

Description of damage to any track, structure, or property;

Brief description of the occurrence;

Names, address, phone numbers of any witnesses;

Names, employee number, and position of applicable employees;
Name of person making the report.

Do not delay reporting because some information is missing.

2.2 PROTECTING THE ACCIDENT SCENE

a)

b)

Employees have an obligation to protect any evidence relevant to a reportable accident,
pending the Transportation Safety Board’s (TSB) decision to investigate.

Employees who may be on the scene or are otherwise involved with an accident should note
all relevant facts, so that they will be in a position to give information when the matter is
investigated.

In the event of an injury to any person, including employees, passengers, trespassers, and
others, the names and addresses of potential witnesses in the immediate vicinity should be
procured at once.

Employees should examine and report on the condition of the track, structures and equipment
where the accident occurred. Time of the accident should be noted.

If the TSB decides to investigate:
(i) Employees on the scene will be notified as soon as possible by the RTC or their
supervisor;
(ii) The TSB investigator must first communicate his/her arrival at the site to the person in
charge;
(iii) All evidence at the site must be protected until released by the TSB investigator;
(iv) Employees must ensure that there is as little interference with the site as possible, except
that:
e Emergency measures must be taken to protect safety of persons, property, or
environment, and
e Before equipment or other pieces of evidence are moved, a record of the
conditions must be taken by the person who directs, supervises, or arranges such
action, including pictures, sketches, measurements, etc.

Note: If there is any doubt about what actions should be taken, communicate with the RTC, the TSB
investigator, or other person in charge of the site.

c) TSB investigators can limit access to an accident site, even to railway employees.
However, they must:
1. Identify themselves upon arrival;
2. Notify the GWCI person in charge when the investigation is complete and all TSB
staff are clear of the site; and
3. Minimize the disruption to transportation services.
GEI REV - May 1% 2017 13
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TSB investigators have extensive powers to conduct their investigations and GWCI employees
must cooperate fully with them.

Employees must not provide the TSB or other persons, except company officers, with any
opinion, assumption, or impression as to the cause of an accident, including speeds, distances,

etc.

d) Where an employee is served with a notice in writing by a TSB investigator, the employee
must comply with the notice and give such evidence as the investigator requests.

Where an employee is required by a Transport Canada Safety Inspector to attend for

questioning

, the employee must do so and must comply with any reasonable request. In either

case, the employee must, upon receipt of the notice, advise his/her supervisor.

e) At the scene of an accident or incident, if requested to give a statement to any government
authority, employees should:

Verify the other person’s identification before providing any information.

Provide only the facts as you know them. Do not offer opinions, assumptions, or
impressions.

Contact your supervisor if you are uncertain whether to respond to requests for
information or any particular line of questioning.

Always advise your immediate supervisor or the RTC when you have provided
information to outside authorities.

f) Inall incidents, provide responding authorities with only the following information:

Notes:

Your name, address, date of birth and profession;

Track unit identification and equipment numbers involved in incident;

The number of cars attached;

The location and time of the accident;

The direction the equipment was travelling;

The direction in which the vehicle or pedestrian was travelling, if observed;
The position of vehicles or pedestrians prior to and at time of incident;
Whether the track unit was moving or stationary at the time of the accident;
The location at which the track unit or equipment came to a stop;

A description of the weather conditions and visibility at the time of the accident;
Whether any lights were lit and whether the horn was activated;

The location of each employee at the time of the accident.

(v) Do not provide signed statements, unless required by a company officer.
(vi) Do not give statements or information to anyone who does not have a legal right, such as
the news media, attorneys, insurance representatives, etc.

(vii)

Give statements only to legal authorities (TSB or Transport Canada investigators,

Police, or Coroner).

GEI REV — May 1* 2017
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2.3 INJURIES OR FATALITIES

a)

b)

d)

When an accident involving serious personal injury has occurred, the local police and any
required medical support should be immediately summoned to the scene.

When a fatality has occurred due to any cause, employees must report the fact immediately to
the RTC or their immediate supervisor. The RTC or Supervisor must notify the local police,
and a coroner, medical examiner, or other appropriate investigator, and if available, a
Company approved medical examiner.

When injuries and fatalities involve the general public:

(i) Care should be taken not to disturb any wreckage more than is necessary to provide first
aid or permit moving of the equipment and machine.

(ii) If it is necessary to move a body, crews must consult with the RTC who will advise
police as to their intention and reason.

(iii) A person must be left in charge to advise police, coroner, TSB investigator, or Transport
Canada inspector of the original position in which the body was found.

(iv) When an employee has been directed to remain stationary following any fatal accident,
they must remain as long as necessary for the police or coroner to conduct their
investigation

(v) To avoid delays, arrangements may be made through the RTC for the police or coroner to
take any required statements to be given on arrival at the next destination terminal in the
presence of a railway operating officer.

When injuries and fatalities involve employees:
Paragraph (c) does not apply, instead Section 127 of the Canada Labour Code and for the
province of Quebec, CNESST Lois, reglement, normes et politiques applies which provides
that:
“where an employee is killed or seriously injured in a work place, no person shall, unless
authorized to do so by a safety officer, remove or in any way interfere with or disturb any
wreckage, article, or thing related to the incident except to the extent necessary to:

e Save a life, prevent injury, or relieve human suffering in the vicinity;

e Maintain an essential public service; or

e Prevent unnecessary damage to or loss of property.”

NOTE: For purposes of this item, “serious” injury includes an occurrence which creates a substantial
risk of death or which causes serious permanent disfigurement or protracted loss or impairment of the
function of any bodily member or organ.

2.4 VEHICLE AND TRESPASSER ACCIDENTS

a) When an accident occurs that involves a vehicle or a pedestrian (at grade crossing or
otherwise), the following facts should, when applicable, be immediately drawn to the
attention of the driver, occupants, outside witnesses, and/or other employees:

e The track unit horn activated;
o Headlight and/or ditch lights illuminated;
e Any other lights illuminated;
o Crossing warning devices including lights, bells, and gates are functioning.
GEI REV - May 1% 2017 15
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b) In addition to the information required in item 2.1 paragraph (e), the following information
should be recorded:
o Type of crossing warning device and if activated;
Whether or not the crossing is equipped with gates;
Direction of operation prior to impact of vehicle;
Distance beyond crossing where the on-track equipment stopped;
Point of impact on on-track equipment and/or vehicle;
Damage to vehicle;
Position of vehicle after mishap;
Whether vehicle headlights were on;
Whether the vehicle’s windows were clear, dirty, open, closed, steamed or
frosted;
Whether the vehicle’s radio or stereo was on or off, and approximate volume;
Make, type, and license number of the vehicle;
Name, address, sex and age of vehicle owner, driver, and occupants;
Position of each occupant in vehicle;
Was each occupant wearing properly buckled seat belts?
Identification of any casualties;
Any evidence of intoxicants;
Description of any skid marks on the roadway;
Weather and road conditions;
Any restrictions to visibility along sightlines for the on-track equipment and/or
the vehicle;
Names, addresses, phone # number of witnesses;
o Name and address of attending coroner and/or investigator.

c) In addition to the requirements in paragraphs (a) and (b), where an accident involves a
pedestrian, the following information should be recorded:

e Did the pedestrian appear to be aware of the approaching on-track equipment,
and at what distance prior to contact?

o Describe any actions or behavior that suggested the pedestrian was aware of the
approaching on-track equipment.

e Did the pedestrian attempt to avoid the accident?

e Did the pedestrian appear distracted by other events?

e Was the pedestrian wearing clothing or a headset that may have impaired
hearing?

e Describe any actions or behavior which may suggest that the pedestrian was
aware of the on-track equipment but deliberately declined to take evasive action.

d) In addition to the requirements in paragraphs (a), (b) and (c), where an accident involving a
pedestrian or trespasser occurs at a location other than a crossing, the following information
should also be recorded:

o Is the right of way fenced at this location on one or both sides?
e Is there an obvious reason for trespassing in this area, such as a school or
shopping area with no crossing nearby?
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2.5 ENVIRONMENTAL INCIDENTS

a) An environmental incident includes the accidental or unintended release of any dangerous or
non-dangerous substance into the natural environment, including land, water, or air.

Immediate reporting to the RTC is required for all environmental incidents.
In addition to the information required in item 2.1 paragraph (e), the following should be
reported:

e Description of the location and the surrounding environment, such as near water,
near wetlands, near a drainage or sewer system, in a park, nature reserve, or other
possibly sensitive area.

e Type and estimate of the quantity of the substance released

e Details of any immediate action taken, or proposed to be taken, to control the
release.

b) Livestock and wildlife that are killed or injured by on track equipment must also be reported.
Wildlife, for reporting purposes, would include most large species (elk, moose, bears, wolves,
coyotes, cougars, etc.), and also any threatened or endangered species, such as eagles. If in
doubt as to the species or the reporting requirement, make the report.

In addition to the information required in item 2.1 paragraph (e), the following should be
reported:

Species of animal if known;

Behavior of animal at the time of collision (standing, running, lying down, etc.);
Weather conditions;

Estimated snow depth, if applicable;

Estimated speed of operation;

Line of sight (straight or curved track and/or obstructions);

Any measures taken to avoid collision (horn, bell, lights turned on or dimmed,
braking, etc.).

c) Fires along a railway right of way may also have a negative impact to the environment and
must be reported. In addition to the information required in item 2.1 paragraph (e), the
following should be reported:

e Description of fire & whether found or set.
e Any measures taken to control or extinguish the fire.
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SECTION 3 — REGULATORY REQUIREMENTS
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3.1 RAILWAY SAFETY ACT (RSA)

Note: Railway Equipment as used in the Railway Safety Act includes “Equipment” and “Track Units”
as defined in the CROR.

Under Sections 27 and 28, of the Railway Safety Act, Transport Canada has appointed a number of
“Railway Safety Inspectors.” Each inspector has an identification certificate, which will also state the
inspector’s area(s) of competence. Upon presentation of this certificate, Railway Safety Inspectors
may (within the inspector’s area of competence) enter any “railway work or railway equipment”,
whether or not in operation, to inspect such railway work or railway equipment.

An Inspector may forbid or restrict the use of a line of railway or rolling stock or an operating practice
if he considers that such use or practice poses an immediate threat to safe railway operations.

Employees must give the Inspector all reasonable assistance in the course of the inspection and must
comply with all reasonable requests; it is an offence not to.

3.2 RAILWAY SAFETY ADMINISTRATIVE MONETARY PENALTIES REGULATIONS

(SOR/2014-233 October 10, 2014)

3.3 DESCRIPTION
The Regulations include schedules that set out which provisions of the Act and its subordinate
instruments are designated. There is one schedule for each of the following: The Railway Safety Act,

the Mining Near Lines of Railways Regulations, the Railway Prevention of Electric Sparks
Regulations, and the current Railway Safety Management System Regulations.
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3.4 TRANSPORTATION SAFETY BOARD (TSB) ACT

TSB Investigators may;

e Limit access to the site or location relevant to their investigation, but should minimize any
disruption to transportation services;

o Enter and search any place relevant to the investigation with the consent of the person in
charge. (The TSB investigator does not need such consent if he has a warrant. However, in
exceptional circumstances where delay to obtain a warrant would threaten human life or safety
or destruction of evidence, the investigator may exercise these powers without a warrant.)

e Seize and test evidence, but must take reasonable steps to allow the owner of the evidence to be
present during the testing. Such evidence must be returned to the owner as soon as possible,
e.g. following the test.

e By written notice: demand documents, the release of medical records or the performance of an
autopsy, or compel a person to give evidence or take a medical examination.

3.5 RoOLE oF RAILWAY OFFICERS

a) Railway officers must cooperate with TSB Investigators, but they still have a duty to respond
to an occurrence to protect the safety of the public, employees and property and to determine
the cause of the occurrence and start clean- up operations

b) When contacted or approached by a TSB Investigator, railway officers should
e Ask what equipment or information the TSB Investigator is examining;
e \When statements are required, arrange a convenient time, to minimize disruption
to service;
e When company documents are required, ensure their confidentiality before
release. Maintain copies of documents if necessary to release the originals to
TSB.

3.6 OBSERVER STATUS REQUIRED
a) Railway officers with a direct interest in a TSB investigation must request observer status
from the TSB. (Railway officers do not automatically enjoy observer status and therefore
must request it at the beginning of an investigation.)

b) Observers may attend the scene of an accident or incident, examine documents, etc. However,
unless specifically authorized by the TSB, they cannot attend an interview of a witness during
an investigation
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3.7 GENERAL LEGAL REQUIREMENTS

a)

b)

d)

Employees are required, at all times, to comply with all laws of the nation in which they are
required to travel, including, but not limited to, laws pertaining to customs and excise duties,
immigration, the control of illegal substances and all criminal laws.

Employees must not bring any goods that are subject to any form of import duty across
international borders.

The Criminal Code of Canada prohibits the impaired operation of railway equipment. If
convicted, in addition to other fines and/or prison sentences, a person can be prohibited from
operating railway equipment for a period of up to 5 years.

Firearms policy:

Firearms (loaded or empty) or knives with a blade longer than 3 inches are not permitted on
G&W property, except for designated persons or employees performing authorized work
when authorized to do so. In this case, a written authorization from a designated manager is
required and the person should have in his possession all the pertinent government permits
when required.

3.8 CONNIVANCE IN ILLEGAL TRANSPORTATION BY RAILWAY EMPLOYEES

Section 401 of The Criminal Code RSC 1985, c. C-46 reads:

a)

b)

Everyone who, by means of a false or misleading representation, knowingly obtains or
attempts to obtain the carriage of anything by any person into a country, province, district or
other place, whether or not within Canada, where the importation or transportation of it is, in
the circumstances of the case, unlawful is guilty of an offence punishable on summary
conviction.

Where a person is convicted of an offence under subsection (1), anything by means of or in
relation to which the offence was committed, upon such conviction, in addition to any
punishment that is imposed, is forfeited to Her Majesty and shall be disposed of as the Court
may direct.”

3.9 SECTIONS 159 AND 160 OF THE CusToMS ACT OF CANADA

Your attention is also directed to Sections 159 and 160 of the Customs Act of Canada, reading as

follows:

a)

b)

Section 159 reads;

“Every person commits an offence who smuggles or attempts to smuggle into Canada,
whether clandestinely or not, any goods subject to duties, or any goods the importation of
which is prohibited, controlled or regulated by or ~ pursuant to this or any other Act of
Parliament”

Section 160 reads in part;

“Every person who contravenes or commits an offence under section 159, is guilty of an
offence punishable on summary conviction and is liable to a fine of not more than two
thousand dollars and not less than two hundred dollars or to imprisonment for a term not
exceeding six months or to both fine and imprisonment; OR is guilty of an indictable offence
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and is liable to a fine of not more than twenty-five thousand dollars and not less than two
hundred dollars or to imprisonment for a term not exceeding five years or to both fine and
imprisonment.”

c) This is submitted for your information and guidance and you will note that the consent,
connivance, aid or assistance of any railway employee in illegal transportation constitutes an

offence for which a prison term is an effort to prevent violation of the law and every facility
should be given officers of the Government in their investigations.

3.10 LAws GOVERNING WILDLIFE
Under various Provincial laws and those governing National Parks, all wildlife are the property of the
Crown. It is illegal for any person to remove or to be in the possession of wildlife or wildlife parts
without proper authorization documents.

Do not remove any animal carcass from the right-of-way. However, if it is necessary for safety
reasons, an animal carcass may be moved up to 15 feet off the grade.

Refer to Section 2, Item 2.5, for the reporting procedures when wildlife are injured or killed as a result
of coming in contact with railway equipment.
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SECTION 4 — QUALIFICATIONS
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4.0 GENERAL

a)

b)

Recertification of all operating rules and Transportation of Dangerous Goods (TDG) shall be
at intervals not exceeding three (3) years from the date of the last examination.

When any employee is required to or volunteers to relieve a position, he/she must meet the
requirements of and qualifications for the position.

4.1 RULES QUALIFICATIONS

a)
b)

c)

d)

e)

The person in charge of a track unit must possess a valid certificate of rules qualification.

Operators of machines with coupler equipped to handle equipment must be qualified at the
“D” or Foreman level and be trained in air brakes procedures.

Employees performing duties as Groundman and related to the handling of equipment with
track units must be qualified as a minimum at the “D” or Foreman level.

Except as required in paragraph (b); contract operator of hi-rail type or other railway
equipment, being used only under the provisions of Rules for the Protection of Track Units
and Track Work, need not be rules qualified. They must, when operating the leading track
unit in the direction of travel, be qualified or under the direct supervision of a GWCI
employee who is also, at a minimum, in possession of a valid “D” or Foreman card.

Any operator (driver) of a multiple-unit rail grinding train must, when running between
grinding sites, have passed the required examination in the CROR which includes
qualification in Rules for the Protection of Track Units and Track Work and be in possession
of a valid “A” or Foreman level certificate of rules qualification.

4.2 DANGEROUS GOODS

All persons involved in the transportation of dangerous goods (“TDG”) other than TDG exceptions
shall have completed TDG training and when on duty, possess a valid TDG qualification card.
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4.3 MEDICAL REQUIREMENTS

a) All union, management employees and contractors holding Safety Sensitive Positions
(“SSPs”) must have successfully completed the required pre-employment or pre-placement
medical assessment, as well as hearing and vision testing.

b) All related medical records will remain confidential between you, your physician and
Occupational Health Services. Supervisors will not have access to medical records. They will
only receive a notification from Occupational Health Services that you are fit, fit with
restrictions or conditions, or unfit for service.

c) Any employee who is required by their physician or by Occupational Health Services to wear
glasses or contact lenses shall wear them while on duty.

d) Any employee, union or non-union, who is required to perform any of the following
functions, will be considered to occupy a Safety Sensitive Position.
1. Track foreman, track supervisor;
2. S&C Maintainer, S&C Technician;
3. Snow plow operator;
4. Bridge tender;
5. Any other employee required to perform the duties from 1 to 4.
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SECTION 5 — RADIO PROCEDURES
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5.0 GENERAL

a) Only authorized radio equipment may be used. Citizen band radios must not be used to direct
the operation of track units.

b) Only authorized technicians are permitted to make technical adjustments to radio equipment.

c) No employee shall transmit any unnecessary, irrelevant or unidentified communication, nor
utter any obscene, indecent or profane language via radio.

d) Employees must not transmit or cause to be transmitted any false or fraudulent distress signal,
call or message, or knowingly interfere with or obstruct any radio communication.

e) The radio must be properly adjusted so that calls may be received by all occupants in the cab.
f)  When there is a possibility of misunderstanding in areas of different time zones, then the time
zone should be given after the time.
Example: 0045 AST: Nought nought forty-five, Atlantic Standard Time

g) Time table footnotes will indicate:
e The channel to use to contact the Rail Traffic Controller or other parties;
e The channel to stand by on for two way conversations; and
e The channel to use in case of emergency.

Procedures to follow in case of emergency will be found in time tables or special instructions.

5.1 CALLING PROCEDURES

a) Trains or transfers will be identified by:
e Their designation as per the SSI to Rule 134 (e.g. 6032 East) or
o By their train schedule identification (e.g.912-21, 510, etc).
Engines will be identified by their engine number.

b) The following are proper examples when a radio communication is initiated.
Example of a train calling a foreman:
Initiating
"HCRY Foreman Brown, this is Engr 3011 East, OVER."

Responding
“HCRY Engr 3011 East, this is Foreman Brown”
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Example of a CN train calling a foreman:

Initiating

"HCRY Foreman Brown, this is Engr CN 4035 East, OVER."
Responding

“Engr CN 4035 East, this is HCRY Foreman Brown”

c) Except as prescribed by CROR Rule 123, instructions and messages received by radio must
be acknowledged or repeated to the sender by the person receiving them. If necessary, the
receiving person shall request the sender to repeat or clarify the transmission. An
acknowledgement of receipt must not be given until the receiving person is certain that the
transmitted message or information has been completely and correctly received and
understood.

d) A radio conversation must always be ended by both the receiving person and the sender
transmitting his/her own name or identification, followed by the word “OUT”.
Example: “Foreman Paul Mercier...OUT.” “Locomotive engineer 3801 West...OUT.”

e) When required to change radio channels during a tour of duty, each person must be advised of
the intention to change and all must change channels simultaneously.

f) As soon as possible after changing to the new channel, each radio must be tested to ensure all
radios have been changed to the correct channel.

5.2 Radio Communication

a) Radio communication shall be made clearly and concisely and in accordance with the
following requirements;
1. Numbers may be pronounced in full or their digits may be stated separately.
2. A decimal point shall be indicated by the word “point."”
3. The twenty-four hour system shall be used for expressing time.

b) Except in the case of an emergency, employees shall not initiate a radio transmission on a
channel that is known to be in use.

c) When aradio communication is initiated, the employee shall:
1. State the railway;
2. State the name or occupation of the person being called and/or, if applicable, the
designation of the train, engine or track unit being called;
3. ldentify himself/herself, and, if applicable, the train, engine or track unit designation;
and
4. End the initial call with the spoken word "OVER."

d) Where an employee responds to an initial call, he/she shall provide the name of the railway,
his/her name and/or occupation and if applicable, the train, engine or track unit designation.

e) Each party to a radio communication shall end their final transmission with the spoken word
“OuT.”
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6.1 K]S o PP 27
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6.1 SPEED

A track unit must not exceed:
a) TRACK UNIT SPEED (unless authorized to operate as a train) as defined in CROR;

b) 4 MPH when moving over a power-operated or dual control switch or derail and prepared to
stop quickly should the route be unexpectedly changed;

c) 10 MPH when moving over a hand operated switch;

d) 30 MPH for track inspection vehicles and 25 MPH for all other track units unless a higher
maximum speed authorized for that track unit is posted on the track unit or in accompanying
instructions;

e) 45 MPH under any circumstances.

f) Unless otherwise specified by special instruction, the maximum speed, when reversing, will
be Track Unit Speed not exceeding 15 MPH.

6.2 DISTANCE BETWEEN TRACK UNITS
a) When travelling to and from a worksite, a minimum distance of 300 feet must be maintained
between track units travelling more than 25 MPH, and a minimum distance of 150 feet must
be maintained between track units travelling 25 MPH or less. In all cases the operator of the
preceding track unit must signal the following track unit before stopping.

b) When working, a minimum distance of 50 feet must be maintained between track units unless
clear communication is established between operators.

6.3 ROAD CROSSINGS
When Hi-Rail vehicles are being removed from or placed on the track, at or near a grade crossing,
employees must warn the traveling public by:
a) Displaying 360 degree flashing light and four way emergency flasher, if equipped.

b) Wearing high-visibility reflective apparel and appropriate personal protective equipment.

c) Employees must watch for highway vehicles and provide flagging if conditions require such
an action.
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d) When road traffic volume warrants, road traffic must be stopped before attempting to mount
or dismount the track with the hi-rail vehicle. This can be accomplished by:
1. Stopping traffic in each direction and requesting the motorist to hold his position
until the hi-rail is clear of the crossing, or
2. Where equipped, manually activating the automatic warning system.

Track Units & Hi-Rail Vehicles at Highway-Rail Grade Crossings

Any track unit or hi-rail vehicle that may not activate track circuits must be operated with caution
when approaching highway-rail grade crossings. This includes giving highway traffic preference and
in addition:

a) Approaching grade crossings under complete control and being prepared to stop.

b) A track unit must not obstruct a highway-rail grade crossing until the way is seen to be clear
by the operator of the track unit.

c) A track unit must be brought to a full stop before proceeding over a grade crossing when the
view of the approach is obstructed or when traffic is heavy.

d) If the operator of the track unit after stopping cannot determine that the way is clear must
only proceed over the crossing under the protection of a flag-person, except a track unit being
operated by one person alone may, after stopping, proceed with extreme caution.

Reflectorized
flourescent
red, Diamond

Figure 1 - Stop Sign
The STOP paddle shall have an octagonal shape on a rigid handle.
STOP paddles shall be at least 450 mm (18 in) wide with letters at least 150 mm (6 in) high. The
background of the STOP face shall be red with white letters and border. When used at night the STOP
paddle shall be reflectorized.

Note: All traffic control equipment, including signs and personal protective equipment must be kept
clean and in working condition.
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To Stop Traffic
e Face Traffic
(A) By day e Display “STOP” paddle in right hand.
e When approaching vehicle has almost stopped use left
arm to indicate stopping point.
e Face Traffic
(B) By night e Display static reflectorized “STOP” paddle in right hand

and flashlight with red signaling baton attached in left
hand.

e Move right arm from 3 to 6 o’clock

e When approaching vehicle has almost stopped, use
flashlight/baton to indicate stopping point.

6.4 SWITCHES

a)

b)

Track units must not stand on the points of a switch, derail or movable-point frog while in
“POWER?” position. In addition, track units must not stand on electric switch with eaters.

Track units must not be operated through a spring switch or semi-automatic switch in trailing
position. The switch must be operated by hand.

6.5 DIMENSIONAL TRACK UNITS

Dimensional track units will be identified with a warning label indicating the dimensional
classification.

a) Operators must be familiar with the contents of dimensional instructions located in the
operating cab.

b) The operator must inform the foreman providing track protection of the dimensional
classification.

c) Prior to permitting a dimensional track unit(s) to occupy a main track, or a track adjacent to a
main track, the foreman protecting must advise the RTC of the:

o Dimensional classification,
e  Track limits the track unit will occupy, and
e Any other information that may be required.

d) Prior to entering a D L Zone, the foreman must advise the responsible employee of the
dimensional classification of the track unit, and shall be governed by instructions from the
responsible employee.

e) The foreman responsible for the protection must obtain permission from;

e The person responsible for the yard, prior to storing the track unit in yards.
e The RTC, when storing the track unit adjacent to a main track or adjacent to a
siding.
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7.1 STORING TRACK UNITS . ettteeeeeeerutrereeeeesesastereeeeesesassereteeesesasnnnrenesesesaannrereeeeesesannraneeeeesesannnnneeeesesannnnnnneeesesan 31

7.1 STORING TRACK UNITS

NOTES: Dimensional track units must comply with Section 6, item 6.5 (e) in addition to the following.
Those machines with couplers must be secured as per Section 10 item 10.1 coupled to equipment.

Track units, when removed from the track must not be left where they may be struck by passing
movements or snow removal equipment or where they may create a safety hazard.

a)

b)

When track units are stored on-track, the track unit nearest to each switch or crossing must be
chained and locked to the rail, and blocked. In addition, if a cart is nearest to the switch or
crossing, the cart must be chained and locked to the rail as well.

When track units are stored on non-main track, they should be protected under the provisions
of CROR Rule 841 (a) (i) “special locks” and the RTC or the employee (if any) responsible
for the yard tracks, advised in all cases.

Otherwise the RTC must be advised to issue a GBO advising all movements of the location of
the track unit to ensure full protection.

NOTE: The RTC cannot issue GBO protection as specified above, at locations where there
are movements operated that cannot be controlled by the RTC.

When it is not possible to use special locks on all switches, and the RTC is unable to issue a
GBO, a stop sign with the written word STOP must be placed between the rails or on the
track unit not protected with a special lock.

When absolutely necessary to store track units in tracks connected at both ends and
designated as Wayside-Detector set-off points, such track units must be placed immediately
beyond the fouling point to the switch nearest to the Wayside Detector. The switch nearest to
the Wayside Detector must be locked with a special lock, and the provisions of paragraph (b)
apply to the end of the track unit not protected by the special lock.

When necessary to store track units in stub-end tracks, track units must be placed to provide
for the maximum length of track available for the setting off of cars. The provisions of

paragraph (b) apply.

Note: There should be at least 350 feet of clear track remaining on tracks designated as a
Wayside detector set-off point on which defective cars may be set off. If less than 350 feet of
clear track remains, the RTC must be advised.
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SECTION 8 — POLICY FOR OPERATING MOVEMENTS OVER
UNIDENTIFIED TRACK OCCUPANCY (UTO)
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8.1 POLICY FOR OPERATING A MOVEMENT OVER UNIDENTIFIED TRACK OCCUPANCY
Note: The provisions of this policy also apply in controlled interlockings.

a) When ES (Engineering Services) personnel arrive and are ready to occupy the track in order
to commence their investigation, they MUST be given priority over any further movements
within the affected limits.

b) As soon as possible, the ES personnel will advise the RTC what the nature of the problem is,
and whether or not a broken rail is involved. ES personnel involved will work with the RTC
to minimize the delay to “priority trains” which can be safely operated through the problem
area.

c) Movements must NOT be authorized to operate at any time, in any territory, if it is KNOWN
that there is an unrepaired broken rail, except under the direct supervision of a QUALIFIED
ES employee.

d) Movements may be operated over a broken rail which has received temporary repairs, in
accordance with the instructions of a QUALIFIED ES employee.

Note: “QUALIFIED ES personnel” in this policy refers to a person qualified in Operation
over Rail Breaks & Pull Aparts.

e) When a movement operating at restricted speed (“on the lookout for broken rails™) discovers a
broken rail, the movement must stop immediately and await the arrival of a QUALIFIED ES
employee at the site to determine if the movement may continue under the supervision of such
qualified ES person, or if the rail must receive temporary or permanent repairs first. The
movement may then only resume once permission has been received from the RTC.

In the application of steps (c) to (e), the movement must be restricted to protect against the foreman in

accordance with Rule 567.1, 567.2, or 618.1 and have instructions from the foreman in accordance
with those rules.

GEIREV — May 1% 2017 33

Page 35 of 83



SECTION 8 — POLICY FOR OPERATING MOVEMENT OVER UTO

TC 1 Attachment 2

8.2 DIMENSIONAL EQUIPMENT ON A MAIN TRACK

a) Before any dimensional equipment may be placed on a main track, permission of the
responsible RTC must be secured.

b) When requesting permission from the RTC, the employee doing so must supply the following
information:

e Car initials and number,

e Classification (such as D3/W-03, or D3-D7/W-03-07),
e Specific Restrictions, if any,

e Protection Notice file number,

e Any other information that may be required.

c) Before setting out dimensional traffic (D1/W-01 or greater), authority must be obtained from
the RTC or person responsible for the territory.

d) When dimensional traffic is set out, employees must confirm the location of such traffic with
the RTC or yardmaster before leaving that location.

e) If communication with the RTC or yardmaster is not possible, dimensional traffic must not be
set out on a track adjacent to a main track or adjacent to a siding. Communication must be
made with the RTC at the first opportunity.

f) RTC advises of Restricted Meet: When required to conduct a restricted meet in order to move
past movements, equipment, or other permissible wide traffic, operation must be stopped and
inspection made to ensure that adequate clearance exists before proceeding.

Note: A Restricted Meet is not required at locations where tracks diverge onto separate
roadbeds.
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SECTION 9 - HANDLING EQUIPMENT
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9.0 GENERAL

a) Only qualified employees may perform duties involving handling equipment with machines
with couplers. Qualified employees performing such duties must have a copy of the
applicable instructions accessible while on duty.

b) Only those machines with coupler with approved devises and railway air brake systems may
be used for handling equipment.

c) All operation involving machines with coupler handling equipment must be made with the
equipment properly coupled.

d) All equipment must have its air brake system fully charged and it must be known to be in
proper operating order prior to moving.

e) Equipment with either defective hand brakes or air brakes must not be used. Such equipment
must be secured and reported to the proper authority as soon as is practicable.

f) Employees are prohibited from riding on moving equipment for the purpose of operating hand
brakes.

g) Employees are prohibited from riding on moving equipment or machines with coupler in the
following locations:
e Between equipment or equipment and a machines with coupler;
On flat cars;
In gondolas or in the wells of container cars;
On the deck of bulkhead or centre-beam type flat cars;
In/on the end cage of a hopper type car;
On the leading end platform of a tank car;
On the roof of any equipment; and
On the deck or sill step of any machines with coupler.

h) When riding equipment, employees must be alert and must watch out for any points of
restricted clearance. Unless clearance is known to be sufficient, operation must be stopped
and clearance verified before proceeding. See CROR General Rule D, E and F.
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9.1 COMMUNICATION AND SIGNALING

a) When handling equipment, radio is the preferred method of communication.

b) If necessary, hand signals may be used.

Note: If any hand signals, other than those prescribed by CROR Rule 12 will be used, their use
and meaning must be clearly communicated and fully understood by all employees involved prior
to any move being made.

9.2 CAR INSPECTION

Prior to handling any equipment, such must receive a standing inspection on both sides for these
hazardous conditions:

Car body leaning or listing to the side,

Car body sagging downward,

Car body positioned improperly on the truck,

Object dragging below the car body,

Object extending from the side of the car body,

Plug door open or any door out of guide,

Broken or missing safety appliance (e.g. handhold, ladder, sill step),

Insecure coupling,

Brake that fails to release,

Missing “end cap bolt” on a roller bearing,

Overheated wheel or journal,

Broken or cracked wheel,

Any other apparent safety hazard likely to cause an accident or casualty before
the car arrives at its destination,

Lading leaking from a placarded dangerous goods car,

Obvious leakage or spillage from grain cars.

Suspicious or dangerous objects, including Improvised Explosive Devices
(IED’s).

If any hazardous condition is found during the inspection, then secure the car and report to the proper

authority.

9.3 COUPLING TO EQUIPMENT

a) Prior to coupling to equipment, machines with couplers must be stopped at least one car
length (50 feet) from the equipment to be coupled to. Once 3 steps protection has been
confirmed, Groundmen must ensure that:

Couplers are properly aligned,;

At least one of the coupling knuckles is opened:;

The area around the equipment is clear of debris or other obstructions and no

employees are foul of the equipment;

Sufficient hand brakes are applied to the standing equipment; and

When coupling, a speed of four miles per hour must not be exceeded.

1.
2.
3.

4.
5.
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Note: If required to go between (to cross) equipment, in addition to 3 steps protection, a
separation of 100 feet is required.

b) Any slack must be taken up slowly to ensure that a proper coupling has been made prior to
moving.

9.4 AIR BRAKE TESTING REQUIREMENTS

Note: Air brake systems on machines with couplers with coupler and equipment must be tested prior
to initially moving and in accordance with current instructions.

a) Machines with coupler Air Brake Test must be performed
1. At the start of the shift;
2. Ifarelieving operator was not present for the initial test;
3. Following any repairs to the machines with coupler’s air brake system or related
components; and
4. If the machines with coupler has previously been left unattended.

b) Rail Car Air Brake Test must be performed:
1. Onany equipment being handled for the first time during the shift; and
2. Prior to handling equipment which has previously been left unattended.

¢) Running Air Brake Tests are required:
1. When initiating point-to-point track travel operations;
2. Prior to descending either long or heavy grades; and
3. At periodic intervals during long track travel operations so as to monitor brake system
performance.

d) Snow plow Brake test
1. Following the train brake test, and before starting a snow plow operation, an
emergency application of train brakes must be obtained from the operator’s cab of the
snow plow.

9.5 TRACK TRAVEL OPERATIONS

a) A Job Briefing must be conducted prior to moving and must include at a minimum:

Distance to be traveled:;

Track or tracks to be used;

All aspects of the applicable track protection;

The method of communication to be used;

Maintaining separation as required by Section 6, item 6.2 if following other machines
with couplers with coupler and/or track units.

Stopping distances required at various speeds for the consist being handled
considering such factors as:

e Traction conditions (ie: slippery rail);

e Presence of grade over the route to be traveled; and

e Braking performance of the machines with coupler, track unit and equipment.

akrwnE

o

b) When equipment is being shoved (not headed by a machines with coupler) and the visibility
of the machines with coupler operator is restricted, a qualified employee must be in a position
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to continually observe the track to be used and to give signals or instructions necessary to
control the equipment.

c) In such cases, both employees are jointly responsible to ensure that the speed is properly
controlled and that adequate stopping distances are maintained.

d) If any condition is observed that is considered to pose an immediate and serious threat and is
beyond the normal braking capability, “emergency stop” must be communicated to the
machines with coupler operator.

e) Upon receiving such an instruction, the machines with coupler operator must immediately
initiate an emergency air brake application.

f) If a similar emergency conditions where to arise with any machines with coupler / rail car
which is equipped with an Engineering Services Personnel Transporter (caboose), the
employee observing the condition must immediately activate the emergency brake valve
located in the Transporter, so as to initiate an emergency air brake application.

9.6 HANDLING EQUIPMENT — AIR PRESSURE REQUIREMENTS.

The following air brake system requirements are applicable when handling equipment with machines
with couplers:

a) Brake pipe pressure must be regulated to achieve a setting of 90 psi with the machines with

coupler’s automatic brake valve in the release position and the air brake system fully charged,

b) Operation must be brought to an emergency stop if Brake Pipe pressure is reduced to 48 psi
or less;

c) Operation must be stopped as quickly as is practicable if Main Reservoir pressure is reduced
to less than 15 psi above standard brake pipe pressure; and

d) Main Reservoir pressure must be regulated so as not to exceed 140 psi.

9.7 ENROUTE INSPECTIONS

If a Wayside detector transmits an alarm or other indications warrant, in addition to the requirements
of item 9.3 the following procedures must be followed for the indications received.

a) Overheated Bearings
Inspection Procedure:
e Inspection for suspected overheating must include feeling the roller bearing
housing using the 150°C temperature indicating crayon.
o Inall cases, inspection must be performed on all equipment.

CAUTION: When using the back of the hand, DO NOT physically touch the bearing housing
if excessive heat is felt as your hand approaches the bearing housing or axle.

b) Overheated Wheels
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A Safety Defect is indicated by heat discoloration on any type of wheel which extends more
than 4 inches from the rim into the plate, on both the front face and back face.

c) Hot Wheels
(i) Detection/Description:
e Required to stop and inspect for a hot wheel condition (i.e. stopped at wayside
detectors);
e Usually caused by sticking brakes or set hand brakes.

(ii) Safety Defect:
e Brakes that cannot be released.

(iii) Actions taken:

1. Check for sticking air brakes and set hand brakes.

2. If the brakes are successfully released, then perform a pull-by inspection of
equipment:
e Wheels are turning freely, and
e All skids and shells are detected.

3. If the brakes cannot be released, then the car must be set off at the first available
location.

4. Notify the RTC.

d) Skidded and Shelled Wheels
(i) Detection/Description:
o Detected by observing or being advised of pounding wheels.
o Skidded wheel - a wheel that has flat spots.

Skidded Wheel
o A wheel tread defect where portions of the tread surface are missing.

Shelled Wheel
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(ii) Safety Defects:
e A skid measuring more than 2 % inches in length.
e Two adjoining skids each measuring more than 2 inches in length.
e Ashell spot that is more than 1 % inches in width and 1 % inches in length.

(iii) Actions to be taken:

1. If other than a Unidentified Track Occupancy UTO mandated inspection, proceed at
SLOW SPEED to the first location where an inspection for skidded and shelled
wheels can be made.

2. Closely inspect for skids and shell spots, measuring to determine if safety defects

exist.

Check for sticking air brakes and set hand brakes.

4. If the brakes are released, then perform a pull-by inspection of the car to ensure:

e Wheels are turning freely, and

e All skids and shells are detected.

If any safety defects exist, then the car must be set off at the first available location.
6. Notify the RTC.

@

o

e) Sticking Brakes
Sticking brakes refers to brake shoes that are against the wheel (applied position) when they
should be clear of the wheel (released position).

(i) Indications of sticking brakes:
e A defect indicated by a Wayside Detector.
Brake cylinder piston in applied position.
Hand brake chain tight.
Noise of brake shoes against rotating wheels.
Odor of hot metal or burning oil.
Smoke, sparks or fire around wheels and brake shoes.
Sliding wheels.

(ii) Causes of sticking brakes:

An insufficient brake pipe reduction to ensure proper release.
Hand brake not fully released.

Retaining valve not in direct exhaust position.

Defective automatic slack adjuster.

Binding or fouled brake rigging.

Overcharged air brake systems.

Excessive brake pipe leakage.

Defective control valve.

(iii) To release a suspected sticking brake:
1. Ensure the hand brake is fully released.
2. Ensure the retainer is set to direct exhaust.
3. If the brake cylinder is in the applied position, then request the machines with coupler
operator to make a full service brake application and then release.
e If the brakes release on the affected car, then do NOT cut out the car brakes.
Proceed.
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e |f the brakes do not release on the affected car, then cut out the car brakes and
bleed the air system.

4. If the brake cylinder is in the release position, and the brake rigging indicates the
brake is applied, then attempt to release by applying the hand brake fully and
releasing several times. If sticking continues the car must be set out at the nearest
available point.

f) Cutting Out Car Air Brakes; car air brakes must NOT be cut out except when:
(i) Any portion of the rigging has failed.
(if) There is a continual blow at the control valve exhaust or at the pressure retaining valve.
(iii) When pipes are broken beyond the branch pipe cut out cock.

Note: When a brake is cut out at the branch pipe, the combined auxiliary and emergency
reservoirs must be completely drained.
9.8 HAzARDOUS CONDITION FOUND
If any hazardous condition is found during the pre- departure or a en route inspection, then:
(i) Correct the condition, or
(ii) Remove the defective car from the consist taking whatever actions necessary to ensure the

safe operation of the equipment and the safety of the employees.
(iii) Notify the person responsible for the area.
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10.0 GENERAL INFORMATION

Unless otherwise specified by special instructions, the following instructions apply in the application
of CROR Rules 62 and 112.

10.1 LEAVING EQUIPMENT UNATTENDED

(1) Single car must ALWAYS be left with the hand brake applied.

(i) When leaving three or less cars unattended, apply hand brakes to all cars.

(iii) When leaving more than three cars unattended, refer to the handbrake chart in item 3.0 A.
(i) or to CROR rule 112 (k).

(iv) Never leave a car with a defective hand brake by itself. It must be coupled to another car
with an effective hand brake.

(V) Individual blocks of cars must be secured with hand brakes on each block.

(vi) Where practicable, hand brakes must be applied on the cars which are at the low end of a

downward sloping track.

(vii) When leaving equipment in a track equipped with a derail, it should be left as close as
practical to the derail (between 50 and 100 feet). This does not include cars which have
been spotted for loading/unloading, repair or cars being handled while switching.
Operating Rules which govern proximity to public crossings at grade still apply.

(viii) Effectiveness of the hand brakes must be performed as per CROR rule 112 (e) (ii).

Note: If the result of testing the effectiveness of the hand brakes applied indicates hand brakes are not
sufficient, additional hand brakes must be applied and redo a test.

GEIREV — May 1% 2017 43

Page 45 of 83



SECTION 10 - HAND BRAKE INSTRUCTIONS & PROCEDURES

TC 1 Attachment 2

10.2 LEAVING EQUIPMENT UNATTENDED — IN A YARD AND NON-MAIN TRACK AT OTHER THAN

SIDING, SUBDIVISION TRACK OR HIGH RISK LOCATION

Leaving Equipment Unattended

Apply a sufficient number of hand brakes according to Hand Brake chart.

Hand Brake Chart - Yard and Non-main track at other than Siding,

Subdivision track or High risk location

Numbers Minimum Handbrakes Required
1 1
2 2
31029 3
30to 39 4
40 (or more) 5

On track with grades of 0.6% equal to or greater, unless protected by an additional physical securement
measure, the minimum number of handbrakes required will be determined based on “Minimum
Handbrakes Chart for Securing Equipment or Movement Left Unattended” (CROR 112).

10.3 HAND BRAKE APPLICATION PROCEDURES
a) When securing cars handled with air, always reduce brake pipe pressure by at least 20 psi
before applying hand brakes. Apply 3 step protection and ensure that the slack has adjusted
on cars.

b) Do not attempt to bleed a car off with SERVICE brake applications in effect as this can
trigger an undesired air brake release of all other cars.

c) When applying a hand brake, it must be applied fully.

d) Under winter conditions ensure braking surfaces are free of ice and snow.

10.4 WRECK DAMAGE EQUIPMENT

When hand brakes have been damaged due to derailment or mishap, it may be necessary to secure
equipment with wheel chocks or chains. In these cases employees will be governed by the supervisor.

10.5 RELEASING HAND BRAKES
a) Hand brakes must be FULLY RELEASED before moving car(s).

b) When releasing a hand brake, it may be determined that it is properly released by ensuring
that the bell crank has dropped and that the vertical rod and chain are slack.

Note: Do not depend on brake shoes being clear of the wheels as on many cars the hand brake applies
on the “B” end only.
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c)

Hand brakes must not be released from cars or trains left standing on a grade until the train
air brake system has obtained its fully charged state.

10.6 SEPARATION OF EQUIPMENT

a)

b)

Before closing the angle cock on the portion to be moved:

(i) Make a service application sufficient to prevent equipment from moving.

(ii) The service exhaust must stop blowing at the automatic brake.

(iii) Advise the Ground man when it is OK to close the angle cock on the portion to be
moved.

The standing equipment must be left in EMERGENCY with angle cock FULLY OPEN.

Employees are responsible to inquire and confirm with each other that the standing

equipment has emergency brakes applied. The FULLY OPEN angle cock may be

subsequently closed only when:

(i) The angle cock is FULLY OPEN on opposite end of the equipment, or
(ii) A machine with coupler is coupled on opposite end of the equipment, and
(iii) The equipment has been secured with hand brakes in accordance with CROR Rule 112.

When equipment is left unattended on the main track, after the equipment has been properly
secured as required by CROR 112 and GEI section 10.7, except when an immediate set out or
lift is performed, the employee must notify the RTC of the number of handbrakes applied and
confirm that their effectiveness has been verified as required. This instruction applies also to
unattended equipment left on a subdivision track and on a siding.

10.7 SPOTTING OF EQUIPMENT - PROHIBITED SIGN

If equipment must be left between the Spotting of Equipment Prohibited Sign and the Road Crossing:

e Prior to leaving equipment between the sign and the road crossing, an employee
must advise the RTC of the location and estimated distance between the
equipment and the crossing. A GBO will be issued restricting movements
entering the crossing account restricted sightline. If equipment is left less than
150 feet from a crossing, then manual protection of the crossing must be
provided, unless it is seen to be clear of vehicular or pedestrian traffic.

At locations not equipped with signs:

e The employee must advise the RTC when equipment causing restricted sightlines
is left at locations not equipped with a sign and be governed by instructions from

the RTC.
Note: This instruction does not apply to equipment spotted for loading or unloading as per CROR
Rule 103(e).
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11.1 MAJOR DISRUPTION IN CTC OR OCS TERRITORY
Within limits specified by GBO;

a) CTC is withdrawn from service and main track(s) and signaled siding(s) are designated as
“NON- MAIN TRACK,” or OCS (or OCS/ABS) is withdrawn from service and main track(s)
are designated as “NON-MAIN TRACK.”

b) Unless otherwise specified, interlocking limits remain in service.

c) Track work may only be protected by Rule 841, in the application of Rule 841 the Site
Supervisor must be advised.

d) Track units must receive authorization from the Site Supervisor and comply with track unit
speed not exceeding 15 miles per hour.

e) Speed restrictions not protected by Rule 841 may be provided under the provisions of Rule
843. All Rule 843 within the limits remain in effect unless cancelled.

f) All Rule 842 and/or TOP within the proposed limits should be cancelled before the GBO
declaring Special Control Zone in effect is issued.

Exception: When necessary to maintain protection, Rule 842 and/or TOP may remain in effect
until Special Control Zone GBO is in effect.

Prior to cancellation of the Special Control Zone, the Site Supervisor must inform all
concerned, ensuring protection is in place when required, and advise the RTC accordingly.

11.2 S&C TESTING

When a GBO stating that a Special Control Zone for S&C Testing is in effect in CTC, SCZ item 12.1
for major disruptions is modified as follows:

a) Track units must operate at Track Unit Speed, not exceeding 25 MPH.
b) All track units and track work must be authorized by the Site Supervisor in writing as

indicated in the sub-foreman instructions before entering, moving or working within the
limits. All procedures and associated rules as outlined in Section 8 remain applicable.
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12.1  NEAR NON-MAIN TRACKS WHERE RULE 105(C) APPLIES.

This purpose of this instruction is to clarify when:

1. The SSI to Rule 803 can be used to protect maintenance work (blowing snow, cutting
brush, etc) on or near a non-main track, performed by a track unit, without rendering
the track unsafe; and

2. The provisions of the SSI to Rule 803 can be used to protect maintenance equipment
on or near a non-main track.

Maintenance equipment is an off-track vehicle equipped or not with hi-rail attachment (e.g. loader,
backhoe, other roadway work equipment, etc.).
When protecting under the provisions of the SSI, the vehicle is considered a “track unit”.

Notes:
(i) Any work which may make a non-main track unsafe for movements, track units or
employees must be protected in accordance with Rule 841.
(i) Movements are governed by the SSI to Rule 105(c) on non-main tracks unless otherwise
indicated in subdivision footnotes. This SSI requires a movement to stop within one-half
the range of vision of a track unit.

If you can answer yes to all of these questions, then the SSI to Rule 803, or its provisions, may be used
for protection.
1. Am | positive that the work is not rendering the track unsafe?
2. Did | advise the local yard supervisor on duty stating the non-main tracks to be
occupied or fouled?
3. Will the work allow the operator to frequently observe (at sufficient intervals) the
track for potential movements?
4. If not occupying the track, but foul, will the vehicle operator be in position to
immediately clear the track on the approach of a movement?
5. Will the vehicle/track unit remain visible at all times? i.e.: not engaged in any
activities which may cause the visibility of the vehicle/track unit to be obscured (e.g.:
flying snow caused by plowing or brooming).
6. Will I be able to comply with the requirements of the SSI at all times?

If you answered no to any of these questions, or are not certain, then you must use the protection as
prescribed Rule 841.
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12.2 ON MAIN TRACKS WITHIN CAUTIONARY LIMITS.

This purpose of this instruction is to clarify when:

1. Rule 94 can be used to protect maintenance work (blowing snow, cutting brush, etc.)
on or near a main track in cautionary limits, performed by a track unit, without
rendering the track unsafe; and

2. the provisions of Rule 94 can be used to protect maintenance equipment on or near a
main track in cautionary limits.

Maintenance equipment is an off-track vehicle equipped or not with hi-rail attachment (e.g. loader,
backhoe, other roadway work equipment, etc.).
When protecting under the provisions of Rule 94, the vehicle is considered a “track unit”.

Notes:
(i) Any work which may make a main track in cautionary limits unsafe for movements, track
units or employees must be protected in accordance with Rule 841 or 842.
(i) Movements are governed by Rule 105(c) on a main track in cautionary limits. Rule
105(c) requires a movement to stop within one-half the range of vision of a track unit and
maintenance-of-way vehicle. (New Sl for 105 (c) )

If you can answer yes to all of these questions, then Rule 94, or its provisions, may be used for
protection.
1. Am | positive that the work is not rendering the track unsafe?
2. Will the vehicle/track unit remain visible at all times? i.e.: not engaged in any
activities which may cause the visibility of the vehicle/track unit to be obscured (e.g.:
flying snow caused by plowing or brooming).
3. If not occupying the track, but foul, will the work allow the operator to frequently
observe (at sufficient intervals) the track for potential movements?
4. If not occupying the track, but foul, will the vehicle operator be in position to
immediately clear the track on the approach of a movement?

If you answered no to any of these questions, or are not certain, then you must use the protection as
prescribed by Rule 841 or 842.
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12.3 LoNE WORKER PROTECTION

NOTE: Lone Worker protection is not applicable in multi-track Class 5 territory (i.e. multi-track
territory where freight train speeds exceed 60 mph and passenger trains exceed 80 mph).

a) Employees using lone worker protection must participate in a job briefing with his or her
supervisor or other designated employee.
The job briefing must include the lone worker’s planned itinerary and the procedures that will
be applied to establish protection.

b) Employees performing the tasks in using lone worker protection will comply with the
following:

The work must not affect the movement of trains;

e The lone worker must be able to visually detect the approach of a train at
maximum timetable speed and be in a place of safety 15 seconds before the
arrival of the train;

e Power operated tools and track units are not in use within hearing distance;

e The ability to hear and see approaching trains and track units is not impaired by
background noise, lights, precipitation, fog, passing trains or physical conditions;

o The employee has identified a place of safety prior to occupying or fouling the
track.

c) An employee who uses lone worker protection must first complete the Statement of On Track
Safety. The statement must designate the date and time for which it is valid. The statement
must also indicate the maximum authorized speed of trains within the limits and the sight
distance that provides the required warning of approaching trains. The lone worker using lone
worker protection to establish protection shall produce the Statement of On Track Safety
when requested by a company officer.

d) Determination of Adequate Clear Sightline Distance
There are a number of ways in which clear sightline distances can be determined. Employees
should select the method that best suits their situation.

1. Track features such as crossings, bridges, overpasses, turnouts, way side buildings,
etc., whose mileage is known can be used as reference points to determine the sight
distance from the work location.

2. Mileage boards can be used as a reference point to determine the sight distance from
the work location.

3. If railway pole lines are present, these can be counted in either direction to obtain
sightline distances.

4. If work location is one that is frequented often (such as a turnout, road crossing,
railway crossing at grade, etc.), a tape measure, measuring wheel or a track unit with
a distance counter can be used to measure sight distances for all future visits to that
location.

5. The use of portable hand held optical distance measuring devices may be used to
determine clear sightline distances.

Note: Employees may be required to demonstrate how the sightline distance was obtained. This
information must be recorded in the job briefing book.
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e) Clear Sightline Distance
Lone Worker Protection will NOT be considered as adequate protection where sightlines,
train speeds, weather conditions, restricted clearing ability, etc., do not allow sufficient time
for the employee being protected to move to and occupy a previously arranged place of safety
not less than 15 seconds before a train moving at a maximum speed for that track, reaches
that point. Should more time be required to clear the track, it must be added to the 15
seconds.

Example: An employee is working under Lone Worker protection on a track where the
maximum train speed is 35 mph (56 km/hr). It is determined that it will take the
employee 5 seconds to clear himself and his tools from the track and be in a place of
safety after being warned of an approaching train. This 5 seconds must be added to the 15
seconds indicated above.

Therefore, from the table below, the clear sight lines required are found under the 20

second column for a train speed of 35 mph (56 km/hr), or 1030 feet (314 meters). of clear
distance in either direction.

MINIMUM REQUIRED SIGHTLINE DISTANCES

Train Speed  |Required Sight Lines (in ft.)
(mph) 15 seconds |20 seconds [25 seconds |30 seconds
10 220 295 370 440
15 330 440 550 660
20 440 590 735 880
25 550 735 920 1100
30 660 880 1100 1320
35 770 1030 1290 1540
40 880 1175 1470 1760
45 990 1320 1655 1980
50 1100 1470 1840 2200
55 1210 1615 2020 2420
60 1320 1760 2205 2640
65 1430 1910 2390 2860
70 1540 2055 2570 3080
75 1650 2200 2755 3300
80 1760 2350 2940 3520
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12.4 PROVISION FOR THE USE OF SAFETY WATCH PROTECTION

a) General
Work that is performed on our about the non-main track that does not require positive
protection as provided by the Canadian Rail Operating Rules (CROR) may be performed with
a Safety Watch.

b) Duties of a Safety Watch
The sole duty of the Safety Watch is to protect working personnel through the observance of
all movements and hazards from all directions. The Safety Watch must dedicate their entire
attention to this task and never engage in distracting activities, such as the use of non-
approved electronic devices. In addition, they are never to engage in any other distracting
activities, including the work being undertaken.

c) Job Briefing
Prior to implementing Safety Watch protection, the person in charge, the Safety Watch and
the employee(s) being protected must conduct a thorough job briefing to ensure that at a
minimum the following items are covered and there is a clear understanding of:

o Who is the designated Safety Watch,

Where the Safety Watch will be positioned,

What work is to be performed,

How the work is to be performed,

If additional clearing time is required,

The maximum speed of trains on that track and required sightline distance,

The sightline distances at the work site,

Where the workers will clear on the approach of movement and track units,

How the warning is to be given,

Where any tools are to be placed when clearing,

Other risks at the work site.

This information must be documented (in writing) in the job briefing notes.

d) Determination of Adequate Clear Sightline Distance
There are a number of ways in which clear sightline distances can be determined. Employees
should select the method that best suits their situation.

1. Track features, such as crossings, bridges, overpasses, turnouts, way side buildings,
etc, whose mileage is known can be used as reference points to determine the sight
distance to the work location.

2. Location of mileage boards can be used as a reference point to determine the sight
distance to the work location.

3. If railway pole lines are present, these can be counted in either direction to obtain
sightline distances.

4. If the work location is one that is frequented often (such as a turnout, road crossing,
diamond crossing, etc), a tape measure, measuring wheel or a track unit with a
distance counter can be used to measure sight distances for all future visits to that
location.

5. The use of portable hand held optical distance measuring devices may be used to
determine clear sight line distances.
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Gameres & Wyomim Canada inc

Clear Sightline Distances
Safety Watch protection will NOT be considered as adequate protection where sightlines,
train speeds, weather conditions, restricted clearing ability, etc., do not allow sufficient time
for each worker being protected to move to and occupy a previously arranged place of safety
not less than 15 seconds before a train moving at maximum speed for that track, reaches that

MINIMUM REQUIRED SIGHTLINE DISTANCES

Train Speed|Required Sight Lines (in ft.)

(mph) 15 seconds |20 seconds [25 seconds |30 seconds
10 220 295 370 440
15 330 440 550 660
20 440 590 735 880
25 550 735 920 1100
30 660 880 1100 1320
35 770 1030 1290 1540
40 880 1175 1470 1760
45 990 1320 1655 1980
50 1100 1470 1840 2200
55 1210 1615 2020 2420
60 1320 1760 2205 2640
65 1430 1910 2390 2860
70 1540 2055 2570 3080
75 1650 2200 2755 3300
80 1760 2350 2940 3520

GEI REV — May 1* 2017

Note: Employees may be required to demonstrate how the sightline distance was obtained.
Please ensure this is information is recorded for permanent and ready access when required.

Should more time be required to clear the track, it must be added to the 15 seconds.

Example: An employee is working under Safety Watch protection on a track where the
maximum train speed is 35 mph. It is determined that it will take the employee 5 seconds
to clear himself and his tools from the track and be in a place of safety after being warned
of an approaching train. This 5 seconds must be added to the 15 seconds indicated above.

Therefore, from the table below, the clear sight lines required are found under the 20
second column for a train speed of 35 mph, or 1030 ft. of clear distance in either
direction.
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SECTION 13 — TRACK SIGNS

TRACK SIGNS

Signs illustrated in this section are in accordance with current standards. Signs of older types still in
service convey the same meanings.

WHISTLE POST

)

Black letter W on reflective silver background
Located at least one-quarter (1/4) mile from the edge of all public crossings at grade,
blind curves and tunnels.

PROHIBITED WHISTLE POST

Black letter W encircled in red with red diagonal bar, on reflective silver background
Located at least one-quarter (1/4) mile from the edge of every public crossing at grade, where engine
whistle signal Rule 14 (1) is prohibited by special instruction.

MILE POST

i
147 L:_

Black numerals on white background
Located at one mile intervals to designate subdivision mileage.
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STRUCTURE NUMBER SIGN

= I
1 1475

il

\

p—

;

—_
m———

Black numerals on white background
To designate to nearest tenth of a mile the location of certain structures such as bridges,
tunnels and snow sheds.

SWITCH MILE SIGN

90 | [109.99
IJ I
Black numerals on reflective silver background

Located opposite actual point of switch, to identify certain switches which are designated
by mileage in Track Occupancy Permits or Clearances.

STATION MILE SIGN

BLOOM LAKE A /\
U U

Black letters on white background / reflectorized yellow triangle / reflectorized white triangle
Located one mile from station, siding switch, first main track switch where trains can enter or leave yard
tracks, designated switch, or junction switch, whichever is the most outlying in each direction.

STATION MILE SIGN

" WABUSH

U I

Black letters on white background
Located at mileage shown in time table, parallel to main track.
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BEGIN HEAVY GRADE SIGN and END HEAVY GRADE SIGN

BEGIN | | END
HEAVY = | HEAVY
GRADE | | GRADE

Black letters on reflective silver background
Placed at locations indicated in special instructions or in time table footnotes to mark the beginning and
end of a downgrade which exceeds 0.8%, but does not exceed 1.8%, for a distance of 2 miles or more.

ADVANCE SPEED SIGN
/RE%ER
¢ SPEED

Black vertical arrow above black letters, on reflective yellow background or
black number on reflectorized diamond sign

Located one mile in advance of a permissible speed sign

marking the beginning of a zone of lower speed.

PERMISSIBILE SPEED SIGN

4!% 7'0\
35 .

Black numerals on reflective yellow background
To mark the beginning of a speed zone specified in special instructions. When two speeds are shown on

the sign, the upper speed applies to passenger trains and the lower speed to other trains and engines.
When one speed is shown on the sign it applies to all movements.
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STOP SIGN

Black letters on reflective red background
Located 500 feet, except where otherwise indicated, from non-interlocked railway crossings at grade,
non-interlocked drawbridges, and at other locations where its use is required.

END OF TRACK SIGN

Black check on reflective yellow background
Located at the actual termination point of track, to indicate end of track.

BEGINNING OF (named) RAILWAY SIGN

FIN DEBUT
BLR BLR

ENDS BEGINS

“a* -
QNS&L I WLRS
] ([

Black vertical arrow above black initials of railway, on reflective silver background
Located at actual point where the (named) railway authority begins.
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BLOCK and CIRCUIT END, BEGIN and END CTC SIGNS

Begin CTC /End CTC

CTC ?{‘

Block begin / Block end

Black letters on white background
BLOCK END - Indicates end of track circuit controlling a block or interlocking signal.
CIRCUIT END - Indicates end of track circuit controlling automatic warning devices at locations
specified in special instructions, or other designated devices.
BEGIN CTC - Indicates beginning of centralized traffic control system territory.
END CTC - Indicates end of centralized traffic control system territory.

[ ozm =oorom |
| o—0 z=omo |
O-H0 ozEm |

Jozm A=mcom=o |

-
-

RESTRICTED CLEARANCE SIGN

Two diamond shaped holes in yellow background
To call attention to restricted side or overhead clearance, or both, where employees must not ride sides or
above the roof of a moving engine or car.

SNOW PLOW AND FLANGER SIGN

Black circles on reflective silver background
To call attention of snow plow and flanger operators to an obstruction
to the operation of their snow removal equipment.
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BEGIN MEASURED MILE SIGN and END MEASURED MILE SIGN

P"ﬂl

[

A black numeral within a black hollow square on reflective silver background
Placed exactly one mile apart, and located where required, to permit crews to verify accuracy of the
Locomotive Speed Indicator and/or the Distance Measuring Device.

ENGINES PROHIBITED BEYOND THIS POINT SIGN
Black engine symbol encircled in red with red diagonal bar on reflective yellow square
Located at actual point beyond which an engine is prohibited from moving.

e

D

SPOTTING OF EQUIMENT PROHIBITED BEYOND THIS POINT SIGN

a

Black car symbol encircled in red with diagonal red bar and black arrow on white square
Located at sufficient distance from a road crossing, and to the outside of the outer track(s) to which it
applies, in order to provide adequate sight distance of adjacent
main track for vehicles using the road crossing.

Indication: Cars, engines or track units may not be left between the sign and
the road crossing in the direction of the arrow.

~I®
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MAIN TRACK BEGINS SIGN

i ™y

LS o

U

Black letters T over M symbol on reflective silver square
Located at the actual point where main track begins.

MAIN TRACK ENDS SIGN

o

Black letters T over M symbol with black diagonal bar on reflective yellow square
Located at the actual point where main track ends.
Note: These signs need not be placed where the main track begins or ends at a switch.

DERAIL SIGN

F=rE=amo

2]

L)

Black letters/numeral on reflective yellow background
DERAIL - Indicates location of derail.
DERAIL NUMBER - When added to DERAIL sign, indicates another derail, or other derails, on adjacent
track(s) where derail signs cannot be installed because of clearance restrictions. Number refers to the total
number of tracks having derails at the location marked by the derail sign.
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DERAIL SWITCH SIGN

DERAIL
SWITCH

|

Black letters on reflective yellow background
Indicates location of a switch point derail

SPECIAL DERAIL

SPECIAL

DERAIL

A derail that may be left in the non-derailing position
when no equipment is left on the track

OVERHEAD WIRE SIGN

>
v

DANGER

Black letters, numeral, arrow and symbol on reflective yellow background
To call attention to crane operators that overhead wires are crossing the track.
Number indicates number of overhead wires.
Placed 200 feet in advance of the first overhead wire crossing the track on each approach.
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LUBRICATOR LOCATION SIGN

L
U
B
W
Black letters on silver background
To indicate to snow plow operators the location of a rail lubricator mounted on track.

OCS BEGINS SIGN

0cs

Black letters on white reflective background

OCS ENDS SIGN

Black letters with black diagonal on white reflective background

PERMANENT SLOW ORDER SPEED SIGN

FRONT

Black diagonal on yellow reflective square (front of the sign)
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RESUME SPEED SIGN

BACK

Inverted green triangle /Green reflective square (back of the sign)
Located at the end of a slow order, indicates that the movement can resume its authorized speed after the
entire movement has pass the sign.

CROSSING CIRCUIT SIGN

X

Black crossing circuit symbol on yellow reflective background

ADVANCE ONE MILE TO INTERLOCKING SIGN

Indication: Proceed, prepare to stop at the interlocking signal. Note: this requirement does not apply
when it is known that the track is to the interlocking signal and the indication of the signal is more
favorable.

HOT BOX AND DRAGING EQUIPMENT DETECTOR SIGN
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BROKEN RAIL SIGN

Temporary Rail Break signs will be reflectorized on both sides, and will be placed on one side of the track

at the location of a temporary rail break to indicate its location. The location of the sign (side of the track)

will be specified in the GBO issued. A temporary rail break sign remaining in place for more than one day
must be equipped with warning flags in accordance with rule 843.

ADVANCE CAUTIONARY LIMIT SIGN

|

Black square on reflective yellow triangle
Placed at least one mile in advance of each cautionary limit sign.

CAUTIONARY LIMIT SIGN
Reflective Yellow Square
To define cautionary limits. Sign visible from both directions
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RADIO ZONE (Channel)

((2))

DANGER SIGN DO NOT ENTER

DANGER
DO NOT TREPASS
SIGN

Black and red writing on a white background with a « do not enter » sign located in the middle.
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SECTION 14 — ILLUSTRATED FLAGGING DIAGRAMS
LEGEND
Following are the various icons used in the illustrations in this guide.
<« West Flags
Block Signal Shown here to the right of the track as seen by a westward train cautionary limit sign

CLi I - -_ I_ Dﬁ&gn
T OO 11

’ DBH\ N RAnnnonooo ey (g Reverse train, engine, Red flag
i) JUJJBH\ UIJLUU_'“ - . !l position — equipment between the rails
Normal position — ! i (main track
: o d Reverse switch)
(main track or ?'<> u d™ | )-*
yard switch) semi- @ Pposition- (B403TAG
automatic Defect, or Special (yard switch)
switch work area lock ¢ Knife switch/ 840.3

Note: in all instances where special locks are used in the application of Rule 841, employees must
additionally include the prescribed “Tag" which includes the name of the Foreman, or person which
applied the lock.

Introduction

In some cases the rules are simply stated, the track configuration simple, and the placement of flags will
be obvious to employees. Often though, situations occur that require an interpretation of the rule to
determine the correct flag placement. A few examples of these situations may involve signaled tracks,
points where single track abuts multi-track, 3 or more tracks, interlocking limits, diversions, turnouts,
abutting subdivisions, junctions, main tracks abutting non-main tracks, etc.

The resulting interpretations for placement of flags where the CROR rule is not obvious, is based on three
simple standards, which are:

1. When the rule is obvious, we follow the rule.
That is: In single track
* The flags to the right of the track as seen from an approaching movement
In multi-track:

* The flags are placed to the outside of the outermost track and not placed
between two main tracks.

Note: 842 (d), 843(b) — GBO must indicate the location of signals that cannot be placed at the distance
prescribed by Rule 842 or 843.

2. When the rule is not obvious, the placement of flags is on the track affected only.

This straightforward statement has the benefit to render the application simple to all concerned. If
you see a flag, in more than 95% of the cases, the flag is associated with the defective track.
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For examples: A yellow flag on the south track indicates that the slow order is on the south track,
regardless of junctions, crossovers, etc.

If a yellow flag is located between the switches of a signaled siding, the same logical and simple
statement applies; if the flag is located on the outside of the main track only, the restriction is on
the main track only, if the yellow signal is on the outside of the signaled siding then the restriction
is on the signaled siding.
3. Assignaled track is “considered' as a main track.

Limits of protection (Red and Green signals) and advance signals should not be placed between
the switches of a signaled siding whenever possible. When signals are placed between the
switches of a signaled siding, they will be placed in accordance with the requirements of Rule
845.

Rule 841 — Protection of track work on non-main track and in cautionary limits— Rule 41

NON-MAIN TRACK

Rule 841 - Situation 1 - special locks

Note: Special locks are preferred over flags in the application of Rule 841, where possible.

In Situation 1, all tracks are designated as other than main tracks, and switches 1 and 3 are lined in reverse
position, switch 2 is lined in normal position, all switches are locked with special locks, thus preventing a
train or engine from operating on the portion of track where work is to be performed.

Rule 841 - Situation 2 - red flags

--------------------------------------------------------------------------------

Clear view of > At least 100 yards » . Clear view of
at least 300 yards from working point at least 300 yards

Situation 2 illustrates an example of an application of Rule 841, with the flags placed at least 100 yards
from the work area, and where there is a clear view from an approaching movement of 300 yards.
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Rule 841 - Situation 3 — flags and special locks il i
llllllllllllllllllllllllllll -o-N-NaNaNaNalalaNaNalalaNalalalaNalalr Qalals”alaNalalalalalalalalrg AARAAAAARAARARARARARARARR
..«
e U U UUUU 00000000 0dUudoodoudogouooooyg oog o
Clear view of > At least 100 yards > < Clear view of
at least 300 yards from working point at least 300 yards

Rule 841 - Situation 4 — flags and special locks

At least 100 yards Clear view of
at least 300 yards

=

rom working point

Situations 3 and 4 illustrate examples involving a combination of special locks and flags. The combination
of special locks and flags is permitted, when necessary

Rule 841 - Situation 5 - semi-automatic switch

Fouling
<«— West point
Semi-automatic MARAARRRARARARARARARAO OO
switch i_’.ﬁ'

lllllllllllllllllllllllllllllll [uNuNaNulalalalalalalalalalalalalalaNaNaCalalalHalaNaNalalalalal d
T [T e T T T |
U000 oo ooooooo o oogooooouoooo g o000 o000 o 0o oo oo oo o oo oo oo oouoooy EgEpupEgE

Clear view of > < At least 100 yards > < Clear view of

at least 300 yards from working point at least 300 yards

Situation 5 illustrates the placement of a red flag at the fouling point of a track connected using a semi-
automatic switch. A special lock is not practicable to secure a semi-automatic switch, so a red flag
between the rails at the fouling point must be used. Same would apply at a spring switch.

Rule 841 - Situation 6 - red flag includes equipment

<«— West . . .
Equipment would prevent clear view of 300 yards if flag placed at least

100 yards from work area, so is placed to include the equipment.

-------------------------------------------------------------

Clearviewof _____, o  Atleast 100 yards —p 7 Clear view of
at least 300 yards from working point at least 300 yards

Situation 6 is an example of a red flag placed to include equipment.
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Rule 841 - Situation 7 —two tracks included

<«— West

main track

o—fn
=

Situation 7 - Track work on siding and back track. This illustrates special locks applied to main track
switches of a non-signalled siding. The protection includes all non-main tracks upon which are seen to be
clear of movements, and which are protected so as to prevent access of a movement.

CAUTIONARY LIMITS

Rule 841 - Situation 1 - Protection applied

<«— West

Lock switches with

a special lock

rrrrn

o—p

rrrrn---

it
oot oo oo oo o oo oooo

CLSi_gnD "{.'

1

<

cautiona

Situation 1 illustrates the proper lining of main track switches when they are used to protect track work,
switches must line and locked with special locks to prevent access a movement from operating on the
portion of track where work is performed:

. red flags are placed between the rails at least 100 yards in either direction from the

working point;

. the limits are protected by lining switches 1 and 3 in reverse position, and locked with

special locks;

. switch 2 lined normal and locked with a special lock. Due to switch point direction, it is
not possible to protect the limits by lining switch 2 in reverse position. Note that on
GWCI, all switches between the switches protecting the limits must be locked in normal
position with special locks.
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Rule 841 - Situation 2 - Cautionary limits abuts OCS & Non-main track
«— West At least 100 yards C L Sign Red flgr?tto tpor event
from working point workrl)ilmits
- a >

------------------------------------------------------------------------------------------------

i N I
N
oo oo OO oo oo oo oo oo oo o oo O O N OO OO OO OO O O OO OO o OO o O O O o . oo oo ooooororoooo o

C L Sign |:| . o Other than main
<— OCS maintrack —» <+—————— cautionary limits ———————————> <— track (Rule 105 —>
applies)

Situation?2 illustrates cautionary limits, within main track OCS abutting to the west, and non-main track
(Rule 105) to the east. There are no switches available to protect the limits.

Rule 841 - Situation 3 - Crossover

<«— West

- <«————— Atleast 100 yards «———»
cL %D ’-. from working point C L Sign ocs
< cautionary limits » <«— main track —»

Situation 3 illustrates two main tracks within cautionary limits. Protection is required on the south track
east of a crossover, red flags will be used to provide protection.

Rule 841 - Situation 4 - Crossover

<«— West
Non-main track
ARRRAAR AR AR AR ARARARRRARARRARRARRRARARRARRRRRRR R
(T e et e e e e e e e e
oo dodooooooououoy {0 oo 0000000000 oo 0o oo oo oooooooog
i
nnnnnnnnnnnnnnnnnn" "nnnnnnnnnnnnnnnnnnnnnnnnnnnnnn
-
oo oo o000 oo ooooug o o000 o000 00000000000 oUoooouoog
’_'. <«——» Atleast 100 yards «——»
C L Sign 8 from working point C L Sign ocs
< cautionary limits » <«— main track —»

Situation 4 illustrates a crossover switch used on the main track switch within cautionary limits to protect
the working limit that is next to a non-main, the switch on the non-main track may also be left in the
reverse position.
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RULE 840.3 - PROTECTION OF TRACK WORK AT AUTOMATIC INTERLOCKING

When the foreman is in possession of other protection encompassing all routes within the interlocking
limits, protection as per Rule 840.3 is not required.

Rule 840.3 - Situation 1 - Automatic Interlocking

fad arags an rack dendie

profeclion  S0COMEBISEAng.- 30 rouiss
witin The imariocidng  mifls

Situation 1 illustrates the first paragraph in Rule 840.3, where protection encompasses all routes within the
automatic interlocked railway crossing at grade. Whatever protection may be provided on the tracks
abutting the interlocking limits would be appropriate providing it prevented entry to all routes, l.e.: TOP or
Rule 842 on main tracks, Rule 841 in cautionary limits or on non-main track.

Note: Information regarding the type of interlocking (i.e.: Automatic, Remotely controlled, etc.) is located
in time table footnotes. Footnotes may also contain specific instructions related to interlocking, and the
protection required for track work, and the movement of track units.

Rule 840.3 - Situation 1 - Automatic

Situation 2 illustrates an application of Rule 840.3. After receiving permission from the RTC of both
railways, the knife switch is opened, and either:

1. avisible indicator marked “40.3 protection” , or
2. a special lock is secured to the box marked “switches” while the knife switch is left
in the open position.
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RULE 842 - PLANNED PROTECTION - RULE 42 FORM Y.

Rule 842 - Situation 1 - Single main

<«— West Red flags - at the limits

stated in the GBO .—4— at least 2 miles —» I—

_l <— atleast 2 miles —>_-

Situation 1 illustrates the proper placement of flags as prescribed by Rule 842 on a single main track with
Form Y limits between mile 10 and mile 12. After receiving confirmation in writing from the RTC, and
between the time stated in the GBO, place flags as indicated in Rule 842 (a) (i), (ii) and (iv).

Rule 842 - Situation 2 - Junction

<«— West Red flags - at the limits Sub "A"
stated in the GBO ._ <— atleast 2 miles —» l—"through" sub
—I <«—— atleast2 miles —» N _ ?ub "B" .
Junction ¥, connecting" sub

Situation 2 illustrates the proper placement of flags as prescribed by Rule 842 when a junction exists
within the limits on the "through” subdivision (Sub "A"). Although there are rare exceptions, flags are not
typically placed at the junction, nor on the “connecting” subdivision (Sub “B”). In this example, the Form
Y limits are between mile 10 and mile 12 on subdivision “A”.

Rule 842 - Situation 3 - Abutting subdivisions

limits between mile 99
and mile 100 on Sub "A"

< West 100

_. <——— Yellow over red flag at least 2 _-

miles from limits stated in GBO, on
abuting Sub "B"

Situation 3 illustrates the proper placement of flags when the Form Y limits are within 2 miles of the end
of a subdivision, which abuts another subdivision and where main track is continuous. The flags are
placed at the distance prescribed by Rule 842 (a)(i) and (ii), even though the advance flag in this
illustration will be located on the subdivision which abuts the actual Form Y limits.
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Rule 842 - Situation 4 - Signalled turnouts
at least 2 miles

~<«— West limits between
mile 25 and mile 28 Canada Sub
on main track
<— atleast2miles — Q@@ | 000 Q”_.._ —
(aNaNalaNalalaNalalalalalalalaNalalalaNalalalalaNalaNalainlalnlialals’ SeEOnnnnnn
T (e
o000 oo 000000000000 ooo o™ oo oo 0o oo oo o000 oooooog
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Signalled turnouts located within

the foreman’s limits

In Situation 4, illustrates Rule 842 protection on the main-track, the limits include a signaled turnout. In
this situation, the foreman is required to establish a clear understanding in writing with the RTC as to the
route the movements are to use.

Rule 842 - Situation 5 - Signalled turnout

West limits between

mile 15 and mile
l <«— atleast2 miles —» . 16 Canada Sub at least l

2 miles

signalled turnout providing access to
a rule 842 protection on both tracks

Situation 5 illustrates an application of Rule 842 b) in two main tracks. In this situation, a foreman is
requires to establish an understanding in writing with the RTC concerning the route (s) to be used.

Every movement must approach such location prepared to comply with the requirements of Rule 42 until
it is known which route is to be used.

Rule 842 - Situation 6 - Switch to define limits

<«— West
o red flag placed at BORDEN
CANTIC I|.m.|ts betyveen fouling point
west siding switch Borden
and

east siding switch Cantic

gooonpnnmn

u\t U
i g red flag placed at

fouling point

Situation 6 illustrates the correct placement of flags when a switch location is used to define the limits.

In this situation, Borden and Cantic are non-signalled sidings. The GBO limits read:
"between West Siding Switch Borden and East Siding Switch Cantic Canada Sub on main track. "
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SECTION 14 — ILLUSTRATED FLAGGING DIAGRAMS
General rule O

In these rules when the distance prescribed for the placement of signals, signs or flags is not possible due
to track configuration, the maximum distance available applies. If the maximum distance available will
place an advance flag at the same location as the flag it governs the approach to, such advance flag need
not be placed but such must be indicated in the GBO.

Rule 842 - Situation 7 - End of main track
[99]

<«— West Red flags - at the limits
stated in the GBO -— <«—— atleast2 miles —» I—

—- Advance flag not require because it's at the same

place as the red flag, must be stated in GBO
 Other than main track , main track .

(Rule 105 applies) .

Situation 7 illustrates a Form Y with limits between mile 95 and mile 99, where main track abuts other
than main track at mile 99. The yellow over red flag governing eastward movements need not be placed if
it’s at the same location as the red flag at the point main track ends, and indicated in the GBO.

E.g.: "Yellow over red flag governing eastward movements not in place.

RULE 843 - SLOW TRACK PROTECTION

Rule 843 - Situation 1 - Sinale main track

e areen flags |

I— immediately beyond defect +— atleastamiles —e 0 —

a— 3l least? miles —p _-

Situation 1 illustrates the proper placement of flags as prescribed by Rule 843 on a single main track with
Form V limits between mile 21 and mile 22. As soon as possible after receiving confirmation in writing
from the RTC, place the flags as indicated in Rule 843(a)(i) and (ii).

Rule 843 - Situation 2 - Single track abuts multitrack

<«— West
green flags

immediately

<~— atleast2miles — [——  peyond defect ~——l<— atleast2miles —» = —
AR ARARARANn nnn Inl L0 nnn ul
[T e i |

oooooo oot ogooo

o—p
o—p

=

o
— -0 nnrinnnnn
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Situation 2 illustrates a section of track where multi-track abuts single track. A speed restriction is placed
on the north track. In the application of Rule 843, a yellow flag must be placed at the required distance,
and on the track affected only. In this illustration even though a crossover between main tracks exists
between the westward advance yellow flag and the restriction, an additional yellow flag is not required on
the south track.

With regards to the eastward advance flag, since a main track exists at the required distance, the flag is
placed at the required distance to the right of the main track.

Rule 843 - Situation 3 - Defect spans single/multitrack

<«—— atleast2 miles —p  —
<« West N

................................. HHEHT

—_—  <«— atleast2miles — green flags _>_-<— atleast 2 miles —p  ———
~ immediately beyond defect

Situation 3 illustrates a speed restriction on the south and main tracks, spanning a begin/end two track
switch. In this situation, an additional advance flag is required on the north track, at least 2 miles from the
switch where a westward movement will enter the defective track.

Rule 843 - Situation 4 - Advance flags in multitrack

<«—— atleast2 miles —» —

green flags
immediately

— West -— beyond defect

— <«—— atleast 2 miles —»

Situation 4 illustrates a defect in single track but within 2 miles of a multi-track portion of the
subdivision. In this situation, since westward movements on both the north and south main track are
affected, an advance flag is placed to the outside of both the north and south tracks.

Rule 843 — Situation 5 - Signalled siding green flags
immediately
<«— West beyond defect

— <«—— atleast2 miles —» —
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Situation 5 illustrates a speed restriction on the main track. A yellow flag is located between the switches
of a signaled siding. A signaled siding is “considered” as main track, rules applicable to the main track
applies, the track concerned, the flags will only be placed outside the main track.
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Rule 843 - Situation 6 - Signaled siding

<«— West

inlaNuNaNalalalalalalalalalalalalalalalalalalalalal aoopaononoAaaAaanannnAaAaAa[RaAaAaAaAaARnaAaR
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<«—— atleast2 miles —» green flags —- <«—— atleast2 miles ——+——5

immediately

beyond defect
Situation 6 illustrates a Rule 843 protection on a signaled siding within 2 miles of the end of the signaled
siding in both directions. In this situation, the speed restriction is on the siding between mile 14 and mile
15, the yellow flags are located 2 miles from the speed restriction as prescribed, by placing them on the
main track.

Rule 843 - Situation 7 - Single main track abutting restrictions

at least 2
miles

—

green flags

In abutting limits, a single green —-
at least 2 ; ;
—_— mies —>  mmediately beyond flag will be placed either side
the defect of each restriction

Situation 7 illustrates the placement of flags when a single GBO is issue for abutting slow track
protection, a single flag will be displayed to either side of the track to identify each restriction within the
limits.

The GBO must indicate the location of flags that cannot be placed at the distance prescribed.

......
green flags Al

immediately ~ ©__oaaff

Rule 843 - Situation 8 - Junction Sub "B"

«—West oanseaffffl

uuuuuuuuuuuuuuuuuuuuuuuuuuuuuuuuuuuuuuuuuuuuuuuuuuuuuuuuuuuuuuuuuuuuuuuuuuuuuuuuuuuuuuuuuuuuuu

Situation 8 illustrates a speed restriction between mile 1 and mile 2 on the connecting sub, within 2 miles
of the junction. This situation requires an advance flag to be placed less than 2 miles from the defect, and
indicated in the GBO, e.g.;

"Yellow flag governing eastward movements located at mile 0.0".

The yellow flag is placed at the maximum distance available, as near to the junction switch as possible,
but should be placed such that it is not mistaken as a flag governing trains operating only on Sub "A".
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—Si i _ llow flag located at end of track,
Rule 843 — Situation 9 - End of track {$i|2‘%.(ggaﬁ§igstzt:§inOGBfgC \
<«— West

— <«—— atleast2 miles —» green flags immediately beyond defect _-

Situation 9 illustrates an example of a speed restriction extending from the end of track. No distance is
available to place the yellow flag governing westward movements, resulting in flag placed at the end of
track, and indicated in the GBO. e.g.:

Yellow flag governing westward movements located at mile 0.0".

Rule 843 — Situation 10 — Single mile point At least 2 miles \

<«— West Restriction — at mile 21.1 . 1 green flags either side

— <«—— atleast2 miles —

Situation 10 illustrates an application of Rule 843(e) where a restriction is provided “at” mile 21.1, a
single mile point. In this situation only one green flag is required, and may be placed oneither side of the
track in single track.
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RULE 845 - SIGNAL PLACEMENT MULTI-TRACK.

Except on a subdivision designated in special instructions, signals required by Rules 842 and 843, must
be placed to the outside of the outermost track(s) affected and not between the main tracks.

Rule 845 - Situation 1 - Two main tracks

<«— West

) green flags _-<_ atleast 2 miles —» = —
—— <«— atleast2miles _’-—u_nmediately beyond defect

Situation 1 illustrates a Rule 843 application with a restriction that applies only on the north track
between mile 14 and mile 15. In this type of situation, the flags are all placed to the "outside" of the track
affected.

Rule 845 - Situation 2 - Signalled siding

green flags
immediately
<«— West beyond defect
—_— <«—— atleast 2 miles —».—m_| —
ARnn mislalalalaNalaNaNalalalalaNalaNalalalalalsl oA AaRoananonnoognhoonooannnonnRnnnRn[[n[n[A[[[n[nnNnn
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Situation 2 illustrates the placement of an advance flag for Rule 843 when the location of the flag is
between switches of a signalled siding. A signalled siding is considered as a main track and Rule 845
applies. The flag is then placed to the outside of the track affected (main track only).
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RULE 842 - JOB AID QUICK REFERENCES
Rule 842 - Single track

Red flags - at the limits
stated in the GBO -—4— atleast2mie —» [Jf—

_l <—— at least 2 miles _>_-

Rule 842 — 2 tracks
Red flags - at the limits
stated in the GBO

—l «—— atleast2 miles — —- -—<— at least 2 miles —— l—

RULE 843 - JOB AID QUICK REFERENCES

Rule 843 - Single track
green flags

[ — immediately beyond defect < atleast2miles — —

— <— atleast2 miles —» —-

Rule 843 - Two tracks

. green flags + atleast2 miles —p = —
—— <«—— atleast2miles _’._iﬁqmedlately beyond defect

——  <«— atleast2 miles + _green flags _-4— atleast2 miles —p  ——
immediately beyond defect
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INTRODUCTION

Knob Lake & Timmins Railway (KLTR) is a federally regulated railway operating in Labrador
and Northern Québec (Schefferville), Canada. KLTR operates and maintains the 21-km railway
from the TSMC mine to the Tshiuetin Railway tracks near Schefferville, Québec. KéRail built and
owns the tracks from the Québec border to the interchange point with Tshiuetin Railway. This
Safety’s Management System (SMS) has been developed as required by the Railway Safety Act
and the Railway Safety Management System Regulations, 2015.

NEWFOUNDLAND
& LABRADOR

Safety Management System — Knob Lake & Timmins Railway
V2 — April 29, 2016
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KLTR operates the following rail network in the province of Newfoundland & Labrador

and Québec.

AAR reporting marks

KLTR

Timmins subdivision

Knob Lake — Timmins : 15.4 miles
Maximum zone speeds : 25 MPH

TMLR Loop spur: 1.95 miles
Maximum zone speeds : 10 MPH
Total route miles 17.35 miles
Approximate annual carloads 30,000
Average number of employees 10

Connections with other railways

Tshiuetin Rail Transportation Inc., Menihek
Subdivision MP 352.8 & KLTR Timmins subdivision MP
0.00

Traffic/primary commaodities

Iron ore, general freight and petroleum products

GW(CI - Head office

9001, boul. de I’ Acadie, suite 600
Montreal (QC)
H4N 3H5

KLTR - Regional office

9001, boul. de 1’Acadie, suite 600
Montreal (QC)
H4N 3H5

Locomotive maintenance facilities

QNS&L — Locomotive shop
1, rue Retty Sept-Tles, QC
or

Centre Ferro

332, rue des Pionniers
Sept-lles, QC, J4R 4K2

Safety Management System — Knob Lake & Timmins Railway

V2 — April 29, 2016
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OBJECTIVES

A Safety Management System (SMS) is a formal framework for managing risk. It makes safety
part of day-to-day railway operations.

SMS helps KLTR to manage the safety of its operations by requiring the railway to:

e identify safety concerns, assess the level of risk they represent, and take steps to reduce
those risks where required,;
e Duild a safety culture in day-to-day operations at all levels of the company;
e involve company employees by:
- collaborating or consulting with them;
- informing them of risks and how the company has dealt with these risks;
and
- developing a procedure for employees to report contraventions and safety
hazards to the company, and a policy for protecting employees who report
contraventions and safety hazards.

SMS will improve safety effectiveness and efficiency by:

e promoting accountability and timely remedial actions in the management of safety, without
the regulator prescribing one-size-fits-all requirements;

e enabling companies to be more proactive by leveraging operational expertise to identify
hazards, and assessing and reducing risks; and

e enabling measures to be taken to reduce risks that may exceed regulatory standards.

The purpose of the Railway Safety Management System Regulation, 2015 is to establish the
minimum requirements with respect to the SMS in achieving the highest level of safety in its
railway operations.

DISTRIBUTION REQUIREMENT FOR THE KNOB LAKE & TIMMINS RAILWAY SMS

e President - Genesee & Wyoming Canada Inc.

e Vice President, Operations - Genesee & Wyoming Canada Inc.

e Senior Director, Safety & Security - Genesee & Wyoming Canada Inc.
e Director, Safety & Security - Genesee & Wyoming Canada Inc. - East
e Director, Compliance - Genesee & Wyoming Canada Inc.

e Manager Training - Genesee & Wyoming Canada Inc.

e General Manager - Knob Lake & Timmins Railway

e All field supervisors

e Health & Safety member(s)

Safety Management System — Knob Lake & Timmins Railway
V2 — April 29, 2016
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GWTCI - Organizational chart — Canada Region Head Office

President

Vice President
Operations

Vice President
Administration

Vice President
Finance & Controller

Vice President
Engineering

Vice President
Sales & Marketing

Vice President
Legal & External Affairs

Vice President
Mechanical

Senior Director
Safety & Security

Vice President
Business development

Safety Management System — Knob Lake & Timmins Railway

V2 — April 29, 2016

Director
Compliance & Regulatory
Affairs
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KNOB LAKE & TIMMINS RAILWAY — ORGANIZATIONAL CHART

President
GWCI

Sr. Director Safety & Security

V.P. Operations

GWCI

General Manager

KITR

GWCI

Director Safety & Security
GWCI

Supervisor Transportation
KLTR

Supervis

KITR

or MOW

Transportation Employees
KLTR

Safety Management System — Knob Lake & Timmins Railway

V2 — April 29, 2016

Engineering Employees
KLTR

GWCI — Genesee & Wyoming Canada Inc.

KITR — Knob Lake & Timmins Railway
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KLTR has developed and implemented a Safety Management System (SMS) that meets the
regulatory requirements of Part 1 of the Railway Safety Management System Regulations, 2015
that includes an Index and the following processes:

Section 1 - Process for accountability

Section 2 - Process with a respect to a safety policy

Section 3 - Process for ensuring compliance with regulations, rules and other instruments

Section 4 - Process for managing railway occurrences

Section 5 - Process for identifying safety concerns

Section 6 - Risk assessment process

Section 7 - Process for implementing and evaluating remedial action

Section 8 - Process for establishing targets and developing initiatives

Section 9 - Process for reporting contraventions and safety hazards

Section 10 - Process for managing knowledge

Section 11 - Process with respect to scheduling

Section 12 - Process for continual improvement of the safety management system

Safety Management System — Knob Lake & Timmins Railway
V2 — April 29, 2016
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INDEX

KLTR will maintain an up-to-date index of all processes that it has implemented.

The index will identify:

The date of the last revision of the Safety Policy;

Individual(s) designated by the Accountable Executive to develop and
implement one or more processes (if applicable)

Procedures, plans and methods associated with each process and the dates of
the last revision;

The position in the railway that has responsibility for the development and
implementation of procedures, plans and methods.

The Accountable Executive is responsible to maintain the Index up-to-date.

Safety Management System — Knob Lake & Timmins Railway 8

V2 — April 29, 2016
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SECTION 1

PROCESS FOR ACCOUNTABILITY

Safety Management System — Knob Lake & Timmins Railway 9
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SECTION 1 - PROCESS FOR ACCOUNTABILITY

The General Manager of KLTR is responsible for maintaining and implementing the Safety
Management System (SMS). Therefore, the General Manager is designated as the Accountable
Executive. The General Manager is responsible to ensure a safe and efficient operation of the
railway and must ensure that the requirements of the safety management system are being met.

The General Manager provides day-to-day oversight and supervision of the railway’s operations
and has signed a declaration certifying acceptance of accountability for the Safety Management
System.

The Accountable Executive has the prerogative to designate one or more persons to be responsible
for the development and the implementation of processes required by the Safety Management
System Regulations. However, that person must occupy a management position. If any issues occur
following the implementation of procedures, plans or methods, explanations must be provided by
the designated individuals (if any) in his/her annual report to the Accountable Executive.

1.1 ANNUAL UPDATE

If the Accountable Executive has designated responsibilities to develop and implement a process
to a manager, on an annual basis, that individual must report to the Accountable Executive:

a) Any problems that may have occurred while implementing the procedures, plan or
methods, and the manner in which those problems have been or are being resolved or if
applicable, the reasons why they have not been resolved: and

b) The effectiveness of the procedures, plans and methods in contributing to the improvement
of the safety of the railway company’s operations.

1.2 SIGNED DELARATION

« As soon as an Accountable Executive is designated, the Minister of Transport will be
advised.

Safety Management System — Knob Lake & Timmins Railway 10
V2 — April 29, 2016
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« Within 30 days after he or she has been designated as the Accountable Executive, Genesee
& Wyoming Canada Inc. (corporate support) will ensure that the Minister is being provided
a signed declaration by the newly appointed Accountable Executive.

2.0 DOCUMENTATION

The General Manager (Accountable Executive) must have a signed copy of the most up to
date Declaration.

Safety Management System — Knob Lake & Timmins Railway -

V2 — April 29, 2016
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SECTION 2

PROCESS WITH A RESPECT TO A SAFETY POLICY

Safety Management System — Knob Lake & Timmins Railway 12
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SECTION 2_- PROCESS WITH A RESPECT TO A SAFETY POLICY

2.1 SAFETY POLICY

The Safety Policy demonstrates senior management’s commitment to a full integration of
a positive safety culture throughout the railway. The company also recognizes the
importance of consultation and co-operation between management and employees for an
effective implementation of the Safety Management System.

Employees, supervisors, managers and contractors involved in the operation and
maintenance of KLTR share the responsibility for safe railway operations. All employees
of KLTR must fully promote and subscribe to the railway’s Safety Policy. The railway’s
Safety Management System (SMS) promotes involvement from all level within the
company. The Safety Policy will be reviewed annually and will be communicated to all
employees through safety boards/screens, safety meetings/briefings and annual town hall
meetings.

The prevention of accidents and injuries for KLTR’S employees is our highest priority. We
must strive to make safety an integral part of our day-to-day operations. Each of us bears
the responsibility for respecting company and government rules and regulations regarding
safety. We must build and maintain a positive attitude towards accident prevention and
conduct ourselves in a manner that will avoid accidents and injuries. Everyone is
responsible for his or her safety. All members of the management team are responsible to
ensure that safe practices are being followed at all times and that safe working conditions
are provided at all time to all employees under their supervision. Our objective is to develop
safety awareness amongst all employees and to maintain a working environment that
minimizes exposure to dangerous situations. KLTR wants all employees and contractors
to be safe wherever they are. All employees must accept their responsibilities and carry
them out cooperatively and consistently. The result will be a safe working organization that
is effective and free of all hazards.

2.2 SAFETY VISION

We believe that our employees are our most valuable resource and that every accident or
injury can be prevented.

KLTR will achieve this vision through:

Safety Management System — Knob Lake & Timmins Railway 13
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« A culture that makes the safety of our employees our highest priority.

« An environment that provides continuous self-examination as to the effectiveness of
our safety processes and performance.

» Providing the proper resources and tools to help reduce accidents and injuries by
decreasing risk exposure.

» Compliance to company and government rules, regulations and standards.

» Providing adequate training that will allow our employees to protect themselves from
all hazards.

« Empowering our entire workforce to take responsibility for their safety, the safety of
fellow employees, and the safety of the communities in which we operate.

2.3 KLTR’S COMMITTMENT

At the beginning of each year (January):

» The Safety Policy will be reviewed to ensure that it continues to reflect the
company’s safety philosophy. However, the Safety Policy may not be changed if the
Accountable Executive is of the opinion that it is still appropriate.

« It will be signed and dated by the Accountable Executive and the President of
Genesee & Wyoming Canada Inc.

» The Safety Policy must be communicated to the employees through safety
boards/screens, safety meetings/briefings, town halls, etc. In the event that the Safety
Policy is being updated, the changes will be communicated to the employees.

24  RECORD KEEPING

KLTR will maintain proper records to indicate the date that the Safety Policy was
communicated to the employees as well as all changes that may have been done to the
said policy. The information will be recorded into Safetrack.

2.5 DOCUMENTATION

The Safety Policy must posted in conspicuous locations.
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SECTION 3

PROCESS FOR ENSURING COMPLIANCE WITH
REGULATIONS, RULES AND OTHER INSTRUMENTS
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SECTION 3 - PROCESS FOR ENSURING COMPLIANCE WITH
REGULATIONS, RULES AND OTHER INSTRUMENTS

Compliance to all government regulatory requirements and company policies/rules is essential in
our quest to be an injury/accident free railway. The General Manager (GM) is responsible to keep
the list of applicable regulatory instruments up to date. As the Accountable Executive, the GM is
also accountable to ensure that the railway operates in compliance with all applicable regulatory
requirements.

3.1 LIST OF REGULATORY INSTRUMENTS

KLTR will maintain an up to date list of all applicable regulatory instruments. The list
will entailed:

« Regulations;

» Rules that the railway is signatory to;
« Applicable engineering standards;

» Exemptions;

» Notices and Orders;

* Ministerial Orders;

» Emergency Directives.

3.2 PROCEDURE OF KEEPING THE LIST OF REGULATORY INSTRUMENTS UP TO DATE

1) The list of regulatory instruments will be updated when new/amended regulatory
instruments are coming in to force.

2) As active member of all regulatory committees under the purview of the Railway
Association of Canada, KLTR is being kept abreast of all changes related to
regulatory instruments (i.e. Regulations, Rules, Emergency Directives, Standards,
etc.). The Director of Compliance & Regulatory Affairs (corporate support) will
inform the Accountable Executive of all changes with respect to regulatory
instruments.
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3) When advised of regulatory changes, the Accountable Executive or is designate will
update the list of regulatory instruments to include the new or amended instruments
as well as the methods to verify compliance.

4) The Index will be updated accordingly to reflect the updated version of the list of
regulatory instruments.

5) If KLTR is being issued a Notice and Order (N&O), the Accountable Executive will

ensure that the railway is in compliance with the N&O ;until the situation is resolved
and the N&O has been revoked.

3.3 COMPLIANCE WITH APPLICABLE REGULATORY INSTRUMENTS

3.3.1 Operations

Verification of compliance with applicable operations rules is achieved through
proficiency testing by using an “employee score card”. In addition, supervisors are
accountable to measure compliance by also focusing on “rules of the month”, “rules of the
week” and “rules of the day”. These specific rules are being communicated by supervisors
to the employees through daily job briefings, weekly safety meetings and emails. The
rationale for selecting those focused rules is based on:

» Risks/consequences exposure (risk based);
* Non-compliance trends;

* Random selection;

« Following and investigation/reenactment.

The results of all proficiency tests will be discussed with the employees that are being
tested. Regardless of the outcome of an efficiency test, the supervisor will inform the
employee of the result. Following the identification of non-compliances, the supervisor
will ensure that the employee(s) properly understands the rule. Depending on the severity
of the non-compliance, the employee may be subject to a formal investigation. Yearly
minimum efficiency test targets for each supervisor will be determined by the Accountable
Executive and communicated to all supervisors.
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The results of all proficiency tests must be entered into the Safetrack database, which
include corrective measures and a due date for the retest.

3.2.2 Maintenance of Equipment

Compliance verifications are conducted through observations and inspection on relevant
tasks and procedures. These cover all applicable railway safety requirements listed within
the railway’s SMS regulatory instruments list that meets the requirements of Transport
Canada with respect to the maintenance of rolling stocks and other applicable regulatory
instruments.

The Accountable Executive determines the number of observations that must be performed
by each supervisors. Regardless of the outcome of an efficiency test, the supervisor will
inform the employee of the result. Following the identification of non-compliances, the
supervisor must ensure that the employee(s) properly understands the rule. Depending on
the severity of the non-compliance, the employee may be subject to a formal investigation.
The results of those observations are recorded into the Safetrack Database including a due
date for retest.

To ensure that the equipment is being maintained and repaired according to Transport
Canada’s rules and regulations, employees are provided appropriate training that meets the
requirements of Transport Canada (see Section 10 of HRCY’s SMS for further details).
The employees are provided forms (checklists) that are used to ensure that the equipment
is being operated in accordance with prescribed rules and regulations.

All locomotives and cars must be maintained as prescribed by the rules that the railway is
signatory to, regulations and all other regulatory requirements (e.g. Emergency Directives,
Exemptions, Notice & Orders and Ministerial Orders).
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3.2.3 Maintenance of Infrastructures

Compliance verifications are conducted through observations and inspection on relevant
tasks and procedures. These cover all the applicable railway safety requirements listed within
the railway’s SMS regulatory instruments list that meets the requirements of Transport
Canada with respect to the maintenance of infrastructures. The Accountable Executive is
responsible to determine the number of tests/observations that each supervisors must
performed every year.

The results of all observations will be discussed with the employees that are being tested.
Regardless of the outcome of an efficiency test, the supervisor will inform the employee of
the result. Following the identification of non-compliances, the supervisor must ensure that
the employee(s) properly understands the rule. Depending on the severity of the non-
compliance, the employee may be subject to a formal investigation. The results of those
observations are recorded into the Safetrack Database.

However, results of inspections such as Track Geometry, Sperry Can, signals systems and
other infrastructures are being kept in other systems.

- Track Inspections (ENSCO): all information pertaining to track inspections are
gathered into the Ensco system. The system flags when inspection are due and
keeps all the results.

- Track geometry and Sperry car inspection results are being kept into the
Ensco system.

- Signals (AssetPro): This system supports any testing schedule and provides
electronic signature certification for paperless documentation of inspections,
repairs and configuration management.

All of the above information is available at all time and being used for several types of
analysis.

To ensure that the infrastructures are being maintained and repaired according to Transport
Canada’s regulatory instruments, employees are provided appropriate training that meets
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the requirements of Transport Canada (see Section 10 of KLTR’s for further details). All
infrastructures must be maintained as prescribed by Transport Canada rules, regulations and
all other regulatory requirements (e.g. Emergency Directives, Engineering Standards,
Exemptions, Notice & Orders and Ministerial Orders). With respect to bridges, inspections
are performed by specialized contractors (see Section 10 of KLTR’s for further details).

3.4 OQuarterly Compliance Report

For each quarter, the Accountable Executive must signed a report to attest for:

- The number of TIH carloads

- The number of crude oil carloads

- The number of other dangerous goods carloads

- The number of Key Trains operated

- Train crew certifications (training)

- Trains left unattended on mainlines (securement)
- Work/Rest Rules (verification of a sample of time sheets)
- Track inspector training

- Sperry car inspections conducted

- Track geometry car inspections

- Bridge inspections

- Signal inspections

- Locomotive inspection

- Reflectorization material inspection (locomotive)

The Quarterly Compliance Reports provide valuable information on several aspect of the
railway’s operations. The reports must also be signed by the President of Genesee &
Wyoming Canada before being forwarded to Genesee & Wyoming’s head quarter in
Jacksonville, US.

3.5 Linkages

Special emphasis may be placed on issues identified during the analysis of Safety Concerns
(Section 5 of KLTR’s SMS).

3.6 Documentation
The railway must keep records of the following documents:

« List of all regulatory instruments

« Results of efficiency tests (Safetrack)
« All inspection records

o Quarterly compliance records
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SECTION 4

PROCESS FOR MANAGING RAILWAY
OCCURRENCES
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SECTION 4 - PROCESS FOR MANAGING RAILWAY OCCURRENCES

Supervisors will report and review railway occurrences to the General Manager of KLTR.
Immediately upon notification of a personal injury to an employee, the supervisor must ensure the
employee is looked after (i.e. first aid, medical assistance), that any hazardous conditions are
properly protected and that no one else is endangered. He/she will also complete internal and
regulatory documentation and if warrant, a re-enactment procedure will take place. All train
accidents, incidents and personal injuries will be investigated in order to determine the leading
factors and whether an accident interview report will be completed or a formal investigation will
be conducted.

The General Manager of KLTR or his/her designate will timely complete verbal and written
accident/incident reports to GWCI Vice-President, Operations and to Senior Director, Safety &
Security. The General Manager of KLTR must ensure that records of accidents/incidents are kept.
All employees will be informed that a procedure for reporting a railway occurrence is in place.

4.1 ACCIDENT AND INCIDENT INVESTIGATIONS

Finding the root cause of each accident, regardless of the severity, is critical to the
implementation of corrective measures as well as to prevent recurrence. The investigating
team must determine a cause(s) as well as preventative/corrective measures and informed
the General Manager who is ultimately responsible for implementing appropriate
corrective actions. There are two categories of preventative actions — immediate and long-
term correction.

Immediate Protection: The purpose of immediate protection is to secure the site. The leader
of the investigating team must immediately implement protective actions before operations
can resume at an accident/incident site.

Long-Term Corrective Actions: Once the cause of an accident is determined and all
relevant conditions and failures have been identified, Long-Term corrections must be
implemented. The purpose of these actions is to reduce the likelihood of a similar accident
from recurring in the future.
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4.2 OCCURRENCE REPORTING

The SMS Regulations define a “railway occurrence” as an occurrence that is reportable
under section 5 of the federal Transportation Safety Board Regulations. The operator of
the rolling stock, the operator of the track and any crew member that have direct knowledge
of a railway occurrence must report the following railway occurrences to their immediate
supervisors.

» A person is killed or sustains a serious injury as a result of
o Getting on or off or being on board the rolling stock, or
o Coming into contact with any part of the rolling stock or its contents;

» The rolling stock or its contents
o Areinvolved in a collision or derailment,
o Sustain damage that affects the safe operation of the rolling stock,
o Cause or sustain a fire or explosion, or
o Cause damage to the railway that poses a threat to the safe passage of
rolling stock or to the safety of any person, property or the
environment;

» Arrisk of collision occurs between rolling stock;

« An unprotected main track switch or subdivision track switch is left in an
abnormal position;

» A railway signal displays a less restrictive indication than that required for the
intended movement of rolling stock;

* Rolling stock occupies a main track or subdivision track, or track work takes
place, in contravention of the Rules or any regulations made under the
Railway Safety Act;

* Rolling stock passes a signal indicating stop in contravention of the Rules or
any regulations made under the Railway Safety Act;

« There is an unplanned and uncontrolled movement of rolling stock;

« A crew member whose duties are directly related to the safe operation of the
rolling stock is unable to perform their duties as a result of a physical
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incapacitation which poses a threat to the safety of persons, property or the
environment; or

» There is an accidental release on board or from a rolling stock consisting of a
quantity of dangerous goods or an emission of radiation that is greater than the
quantity or emission level specified in Part 8 of the Transportation of
Dangerous Goods Regulations.

In addition, the following occurrences also have to be immediately reported to the VP
Operation and Senior Director Safety & Security in order to inform all parties on the
GWI Incident Notification List (IncidentNotification@gwrr.com):

» Derailment, collision or incident that blocks a main track or classification yard
switching lead;

» Injury or fatality of employee who is on duty or fulfilling job requirements;

 Injury or fatality of a third party (including contractors, trespassers or invitees)
that occurs on or involves any Company owned or leased property or
equipment;

« Grade crossing incidents involving Company trains or tracks or employees;

» Any event involving a significant release of an environmental hazard, or threat
to public safety;

«  Company owned motor vehicle incidents or motor vehicle incidents in which
the driver is an employee who is on duty or fulfilling job requirements, when
there are injuries or substantial property damage;

« All other injuries and incidents that meet or exceed abnormal condition or
disorder of a railroad employee that causes or requires the railroad employee to
be examined or treated by a qualified health care professional.

The Incident Notification email will be provided the basic known information
surrounding the incident, including but not limited to:

= Name of the railway where the incident occurred;

= Date and time of the incident;

= Name and contact information for Company officer who is
responsible to the incident;

= A summary of known facts (no judgment or assumption) about
the incident;

= The city or town nearest to the incident;

Safety Management System — Knob Lake & Timmins Railway 24

V2 — April 29, 2016
Page 24 of 94


http://laws-lois.justice.gc.ca/eng/regulations/SOR-2001-286
http://laws-lois.justice.gc.ca/eng/regulations/SOR-2001-286

TC 1 Attachment 3

= The extent of all injuries;

= |f emergency responder are involved;
= |f Dangerous Goods are involved;

= Estimated cost of damage (if known);
= Any other pertinent information.

This email does not replace any report or form that has to be submitted.

4.2.1 Reporting Occurrences

Initial reporting must be immediately done by the employee involved to a
supervisor or to the RTC. RTC has the responsibility to report occurrences
when required by the TSB and other regulatory authorities.

The occurrences must be also reported as soon as possible to: GM, VP
operations, Senior Director Safety & Security.

Within the end of the employee tour of duty a written report (see templates in
Annex) must be completed and sent to all concerned and to the Coordinator
Safety and Compliance — who’s that?

All occurrences must be fully investigated with a documented close out report
providing the corrective action(s) required, timelines for implementation and
monitoring plan.

The closeout/reenactment report will be submitted to the VP Operations and the
Senior Director of Safety & Security within 5 days, more time may be granted
for major incidents/accidents.
KLTR’S Joint Health & Safety committee will monitor all reports to ensure
closeout, corrective actions and post incident / accident follow-up are being
made. (See Annex for template/example)

The responsible functional group leader or his/her delegate will have the
ultimate responsibility of monitoring corrective actions or processes in the field
to ensure adequacy.

The closeout report/re-enactment must identify, when applicable:

Safety Management System — Knob Lake & Timmins Railway

V2 — April 29, 2016

Description of the incident

Root cause of accidents and incidents.

Negative trends or intolerable risks.

Deficient rules, instructions, or operating practices.

Areas that require formal rules, instructions, operating practices.
Common human factor errors to focus training efforts and coaching upon.
Infrastructure problems that require correction or risk mitigation.
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 Systemic issues requiring further proficiency testing, management attention,
and health and safety focus.
» Measures to be taken

4.2.2 Instructions for the reporting

 Instructions to employees:

o With respect to the reporting of incidents and accidents, information is
contained in the GWCI General Operating Instructions or General
Engineering Instructions. However, all employees are instructed to
report all accident/incidents to their immediate supervisors.

 Instructions for regulatory reporting:
o GWCI General Operating Instructions and General Engineering
Instructions outline instructions for regulatory reporting for field
managers and GWCI Rail Traffic Control Centre.

4.2.3 Human Factor Incidents and Near Miss Incidents

The railway will investigates all Human Factor Incidents (HFI) and Near Miss Incidents
(NMI) that have or could have resulted, under different circumstances, in harm to people,
damage to property or the environment.

A Human Factor Incident (HFI) is the result of a rule violation committed by an on-duty
employee causing monetary 10ss.

Near Miss Incident (NMI) is the result of a rule violation committed by an on-duty
employee that did NOT result in monetary loss, but had the potential to cause injury
and/or destruction of property. Ex. Cardinal Rule Violation
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Definitions

Rule Violation is any infraction (voluntary or involuntary) of guidelines,
practices, rules and/or regulations established by the company, industry and/or
government.

On-duty Employee is any employee performing company-related activities,
driving company vehicles, or operating company equipment — whether owned,
leased, or rented. This includes participating in company-sponsored events
during or outside normal work hours while on/off company property.

Monetary Loss is any devaluation of company assets or reallocation of company
resources to replace or repair damages resulting from an at fault incident.

4.3 REENACTMENT PROCEDURE

A reenactment will be performed shortly after a notification is received of a personal injury
to an employee, a Human Factor Incident or a Near Miss Incident, if a re-enactment can
lead to valuable corrective measures. The supervisor must:

1) Ensure that the employee is looked after (first aid, medical assistance or
transportation to hospital if required);

2) Ensure that the site is properly protected and that nobody else is endangered;

3) Undertake the investigation process;

4) Contact a Safety & Health Committee member(s) and request that he/she get
to the site;

5) Involve other employees that may bring value-added to the process.

4.4 OCCURRENCE REVIEW

Occurrences provide information that the railway must analyze as part of the process for
identifying safety concerns (Section 5 of KLTR’s SMS). The objective for reviewing
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occurrences is to determine if immediate corrective actions are needed and if an in-depth
investigation should be conducted.

Procedure for reviewing a Railway Occurrence

Step 1: Schedule a meeting

The review of railway occurrences will be a standing item on the agenda of the Health &
Safety committee and will be addressed within one month of the occurrence. Meeting
participants (review team) will include:

» Health and Safety committee representative(s);
 Field supervisors;

» General Manager;

« Subject-matter expert(s) if required.

Step 2: Review Railway Occurrence

The review team will gather all required information prior from the meeting, including the
Railway Occurrence report as well as information concerning similar events in order to
consider best practices.

Step 3: Root Cause

During the meeting, the review team will analyze the reenactment documentation and
will identify or confirm the root cause(s) of the occurrence.

Step 4: Identification of mitigation measures

The review team determines if current procedures (e.g. training, operation Instructions,
company policies, etc.) need to be changed to prevent the reoccurrence of a similar event.

Step 5: Report and implementation

The review team will document their finding and recommendations and my recommend
other correctives actions if necessary.
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45 COMMUNICATION TO EMPLOYEES - RECORD KEEPING

KLTR uses the following to communicate the reporting procedure for railway
occurrences to its employees:

« Safety Board

 Safety meetings/briefings

» General Operating Instructions (GOI)

« General Engineering Instructions (GEI)

The railway will keep records of communication and the manner in which it was carried
out for 6 years.
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FORMS REQUIRED FOR INCIDENT REPORT

What type of incident occurred?

Derailment Grade Crossing Motor Vehicule Personal Injuruy
Collision Accident
Derailment Cost Grade Crossing Motor Vehicule Employee Personal
Cheklist Form Accident Report Accident Report Injury Report Form
Form Form
Include any

medical reports

. Fire, violent rupture, obstruction,
Complete Unusual accident, collision, near-miss, run-
Occurrence through switch, yard switching
Report Form accident or other

Send to Analyst Transportation

Liaison officer

NCCTADC
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SECTION 5

PROCESS FOR IDENTIFYING SAFETY CONCERNS
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SECTION 5 - PROCESS FOR IDENTIFYING SAFETY CONCERNS

The process to identify safety concerns is a cornerstone of the SMS process aimed at improving
the safety of railway operations. This process requires the railway to regularly analyze safety data
and feed any identified concerns into its risk assessment process (Section 6 of the KLTR’s SMS).

The railway must, on a continual basis, conduct analyses of its railway to identify safety concerns,
including any trends or emerging trends, or any repetitive situations/behavior. These analysis must
be conducted on a continual basis in order to identify trends as soon as possible. If new data is not
available, the railway would be required to perform an analysis when new data become available.

The analysis must at the minimum, be based on:

 reports of railway occurrences;

 internal documentation relating to railway occurrences;

* reports of injuries;

 the results of any inspections conducted by the railway company or by a
railway safety inspector;

 reports of contraventions or safety hazards that are received by the railway
company from its employees;

« complaints relating to safety that are received by the railway company;

 data from safety monitoring technologies;

+ the conclusions of the annual report referred to in subsection;

» findings of any audit reports (external and internal).

The objective of the safety reporting systems (including data collection and analysis), is to identify
safety trends and understand their root causes in order to implement corrective actions.

5.1 ANALYSIS OF SAFETY RELATED DATA

The primary source of data collected from the operational field consists of efficiency tests
and accident/incident reports. Currently two databases exist for the collection and analysis
of these data. The database for efficiency testing information is called SafeTrack, which
provides complete flexibility in configuring craft requirements, a streamlined interface for
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quickly entering and querying efficiency testing data, an interface for viewing employee
requirement due status and a powerful set of reporting capabilities and it stores and
provides the ability to retrieve analysis reports in flexible formats for all crafts. The above-
mentioned information is queried monthly to verify the level of compliance with respect to
all efficiency tests performed and to determine if the supervisors have met their objectives
in terms of efficiency tests.

The accident/incident database Marsh ClearSight stores all train incident and personal
injury data. These data are downloaded into spreadsheets and are available on an inter-
company network computer drives for analysis. This data is used monthly by management,
the Safety & Security Department for trend analysis. The data pertaining to railway
occurrences and personal injuries is also used to evaluate the railways performance (yearly
targets) as set in Section 8 of KLTR’s SMS.

PROCEDURE FOR CONDUCTING THE ANALYSIS

The following outlines the procedure for the analysis of safety concerns and the
implementation of appropriate corrective measures.

5.2.1 Data Sources

Safety Management System — Knob Lake & Timmins Railway

« Marsh ClearSight: railway occurrences and personal injuries;

« Reenactment reports and internal investigation reports: internal
documentation relating to railway occurrences;

« Internal inspection reports and Health & Safety inspection reports:
inspection reports;

» Reports of contraventions or safety hazards received by the railway
(including through 1-800-: all reports received by the railway company
from its employees;

« Complaints received by the company: all complaints relating to safety
that are received and documented by the railway company;

« Hot Box detectors, event recorders, crossing equipment, etc.: data from
safety monitoring technologies;

« SMS Annual reports: correctives measures required as the result of
annual compliance monitoring with respect to the implementation of
SMS;
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« Internal Audit Reports: correctives measures required as the result of
internal audits;

5.2.2 Responsibilities

» Supervisors and managers are responsible to analyze all data sources;

» The Health & Safety Committee may be involved when appropriate in the
analysis of safety concerns;

» The Health & Safety Committee will reviewed all reported safety concerns
and corrective measures to be implemented. The form provided at Annex J
must be filled by the Health & Safety Committee and attached to the
monthly meeting minutes.

5.2.3 Analysis

« Safety concerns must be analyzed as soon as they have been identified.
« The analysis must focus on:

- Causal factors:

» Substandard conditions
Substandard acts
Lack of training
Lack of/or inappropriate PPE
Others

YV VYV V V

- Severity or potential circumstances
- Potential of reoccurrence

- Systemic issue

- Trends

« Corrective/mitigating measures must be considered

« Corrective/mitigating measures must be implemented when appropriate

« All safety concerns will be discussed at the Health & Safety Steering
committee and will be included in the minutes of the meetings.
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5.2.3 Records

Analysis of all safety concerns must be documented and kept of file for a period of 6 years.

5.2.4 Linkage with Risk Assessment (Section 6 of KLTR’s SMS)

Safety concerns may require a formal risk assessment. In the event that a risk assessment
is required, the process outlined in Section 6 of the railway’s SMS must be followed.
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SECTION 6

RISK ASSESSMENT PROCESS
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SECTION 6 - RISK ASSESSMENT PROCESS

A risk assessment is a systematic process use to determine the probability and the severity of
consequences on certain work related activities on persons, property, processes and the
environment. When this determination is made, measures can be implemented that can effectively
eliminate or control the risks.

The level of detail in a risk assessment will depend on the risk, purpose of the analysis, and
information and resources available.

The objective of a risk assessment is to ensure that significant risks are identified and that
appropriate actions are taken to mitigate these risks. Risk Assessment comprises the logical
sequence of:

 ldentifying and analyzing risks or hazards;

« Perform Risk Assessment using appropriate risk matrix;

» Determine methods of mitigating risks and understating the residual risks;

« Implementing the appropriate risk control strategies;

« Monitoring the results to verify that the implemented strategies are adequate,
and properly mitigate the risks.

The risks will be processed through the appropriate risk matrix and relevant risk control strategies
will be implemented, monitored and documented. Although risk assessments may need to be
performed for new activities (e.g. operational changes), a review of the railway’s Safety Concerns
(Section 5 of KLTR’s SMS) is also an essential tools to identify potential risks.

Risk assessments will be performed when:

(a) it identifies a safety concern in its railway operations as a result of the analyses conducted
under Section 5 of KLTR’s SMS;

(b) it proposes to begin transporting dangerous goods, or to begin transporting dangerous
goods different from those it already transports; or

(c) a proposed change to its railway operations, including a change set out below, may affect
the safety of the public or personnel or the protection of property or the environment:
(i) the introduction or elimination of a technology, or a change to a technology,
(i) the addition or elimination of a railway work, or a change to a railway work (applies

only to railway companies),

(iii)an increase in the volume of dangerous goods it transports,
(iv)a change to the route on which dangerous goods are transported, or
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(v) a change affecting personnel, including an increase or decrease in the number of
employees or a change in their responsibilities or duties.

6.1 RESPONSIBILITIES

It is the joint responsibility of management and employees to complete the “Risk
Management Assessment Matrix™ for hazards identified on the railway.

6.2 RISK MATRIX

Potential risks for the SMS must be assessed using the following table:

1 - Catastrophic 2 - Critical 3 - Marginal 4 - Negligible

A — Frequent

B- Probable

C- -Occasional

E - Improbable

Note: Probability is quantified by type of activity and by frequency of the activity.
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People

Consequences

1. Death or permanent disability

2. Loss of work or change in type of work
3. Medical treatment

4. First aid

5. No treatment required

Environment

Consequences

1. Irreparable damage

2. Significant damage or reportable incident (gov.)
3. Minor incident (technical non-compliance)

4. Minor incident

5. No cumulative damage

The risk level will be established as follows:

RISK TYPE RISK LEVEL
Catastrophic 1-5

Critical 6-9

Marginal 10-17
Negligible 18-20
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Material Damage
Consequences

1. Over $250,000

2. $50,000 to $250,000
3. $5,000 to $50,000

4. $1,000 to $5,000

5. Under $1,000

Operations
Consequences

1. Delay of over 24 hours
2. Delay of 8 to 24 hours
3. Delay of 4 to 8 hours
4. Delay of 1 to 4 hours

5. Delay of under 1 hour
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6.2.1 Risk Assessment matrix (Operational)

There are systematic approaches for estimating risk qualitatively by using an appropriate
decision making tool. The previous table can be used to measure and categorize risks in
order to determine the probabilities and potential consequences.

Probability

Frequent: Is likely to occur frequently or >1/100: can happen immediately.
Probable : Is likely to occur several times in the next 12 months or 1>1000:
can happen in the medium term.

Occasional : Is likely to occur sometime within the next 12 months or
>1/10,000 times: can happen in the long term.

Remote : Is unlikely to occur in the next 12 months or >1/100,000: can happen
in the long term.

Improbable : Unlikely; may be assumed that it may never occur or
>1/1,000,000: will practically never happen.

Consequence

Catastrophic : Multiple deaths or permanent disability, major property
damage, unable to continue operation.

Critical : Death, permanent disability, temporary disability in excess of 3
months, major damages that significantly affect the operation.

Marginal : Minor injury, lost workday accident, minor property damage and
some degradation of the operation.

Negligible : Remote possibility of injury

Risk acceptability criteria

Safety Management System — Knob Lake & Timmins Railway
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1-5: Unacceptable: This level is unacceptable and requires immediate changes
immediately

: Undesirable: This level identifies potentially serious problems requiring
changes
10-17: Acceptable: This level documents acceptance of residual risk - Although
the level is not expected to cause serious problems, changes should be made if they
are technically and economically feasible
18-20: Acceptable: Although changes are not required at this level to reduce risk,
changes may still be recommended to improve functionality.
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Summer Spike Issues

Environmental Change

Personal Issues

Social Issues

Temperatures increase

Physical stress from heat

Schools are out

Thunderstorms

Family vacation costs

Road traffic changes

Severe weather

Friends/family visits

Trespassers on property

Rail conditions

Personal health conditions

Holiday Spike Issues

Environmental Change

Personal Issues

Social Issues

Temperatures decrease

Physical stress from cold

School Buses on road

Rain/Sleet/Icing

Holiday costs

Schools are in session

Snow/Blowing Snow

Friends/family visits

Road traffic changes

Wind Chill Factor

PPE condition

Trespassers in rail cars

Rail conditions

Poor footing

Winter Spike Issues

Environmental Change

Personal Issues

Social Issues

Lowest Temperatures

Physical stress from cold

School Buses on road

Snow/Blowing Snow

Holiday Bills

Schools are in session

Wind Chill Factor

PPE Disrepair

Road traffic changes

Icy at night/in morning

Heating bills

Trespassers in rail cars

Rail conditions

Car problems

Poor footing

Personal health conditions
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The General Manager and the Health & Safety committee of KLTR, including employee
representatives will identify safety issues, conduct risk assessments when appropriate, and
ensure that corrective measures are implemented. A spreadsheet will be used to note any
identified risks and what mitigating measures, policies or procedures are required to be
implemented. Once the risks that require remedial actions have been identified, KLTR will
determine the actions to be taken in order to mitigate those risks. Since the risks are a
combination of probability and severity of consequences, the remedial action must
eliminate or reduce the risk to a tolerable level.

AREA

RISKS

RISK CONTROL STRATEGIES

Interface with other
Railways and
customers

Supervised by:
-Operations
-Engineering
-Mechanical

-Restricted clearances
collisions

-Receiving or delivering of
defective equipment

-Equipment left foul

-Unauthorized track/yard
occupancy

-Failure to be qualified in or
follow standard rules and
procedures

-Supervision and proficiency testing

-Ensure safe interface between railways and customers and
railway

-Assess the training and qualifications and of customers
and other parties whose activities may directly affect
railway safety

-Methods of ensuring that other railways and customers
are aware of their safety responsibilities

Train and equipment
Operations

Supervised by:
-Operations

-Failure to follow rules or
procedures
-Misunderstood or missed
communications
-Derailments

-Collisions

-Human reliability
-Unintended movements
-Changes in times of
operation or frequency
-Changes in timetable speeds

-Human factors analysis

-Rules violation monitoring

-Training programs

-Monitoring of supervisors and employees
-Development and implementation of operating rules and
procedures

-Work process mapping
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-RTC’s
-Engineering

Dangerous goods and
hazardous materials
transportation

Supervised by:
-General Manager
-Operations
-RTC’s

-Health and Safety
Committee

-Receiving or delivering
defective or leaking tank cars
or containers

-Negative public perceptions
adversely affecting operations
-Risk to employees from
spills, leaks and container
failure

-Risk to the public and
communities from large-scale
accidents and incidents

Identifying and feeding back containment failure data and
maintenance deficiencies to the shippers of the dangerous
goods

-Criteria for identifying and activating external resources
for dangerous occurrences

-Knowledge of and compliance with the applicable
standards, rules and regulations

-Procedures for liaison with and management of external
resources at dangerous occurrences

-Integrating the organization into community and industry
awareness and emergency response programs

Environmental impact

Supervised by:
-General Manager
-Operations-
Mechanical
-RTC’s

-Health and Safety
Committee

-Noise and fumes

-Damage to the environment
from accidents, including
dangerous goods and fuel
spills

-Damage to the environment
from ongoing operations

-Knowledge of and compliance with the applicable
standards, rules and regulations

Equipment,
infrastructure and
facilities

-Flooding

-Track condition

-Washouts

-Bridge failures

-Unsafe equipment
-Equipment failures leading to
collisions, derailments and/or
employee injuries

-Design and construction standards and procedures
-Madification review and approval process
-Procedures to document changes to equipment and
systems, including on as-built drawings

-Inspection and maintenance standards & procedures,
including cycles, record-keeping procedures, and
corrective action and implementation monitoring
procedures
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Supervised by:
-General Manager
-Mechanical Officer
-Health and Safety
Committee

-Slope failures

-Safety appliances

-Shops

-Unsafe facilities

-Bulk storage facilities for
dangerous goods

-Areas of recent work

-Facility inspection

-Safety technology

-Devices on railway equipment (locomotive event
recorders, reset control devices)

-Relevant safety policies

-Procurement procedures to prevent the introduction of
defective or deficient materials and supplies or
unauthorized hazardous materials

Once the assessment and classification of risks is completed, the General Manager will
identify and evaluate the existing mitigating measures to determine if the risk is eliminated
or reduced to an acceptable level. If the evaluation concludes that the risks are not at an
acceptable level, management will need to implement appropriate action (see Section 7 of
the KLTR’s SMS).

6.2.4 Identifying the risks that require Remedial action

The procedure for identifying the risk that may require remedial action(s) entails the
following steps:

Step 1 — Triggering circumstances

Triggering circumstances:

When a safety concern exists (section 5 of the KLTR’s SMS);

The railway is proposing to begin transporting dangerous goods, or begin to
transporting different dangerous goods;

The railway is proposing to make change to its railway operations that may
affect the public, personnel safety or the protection of the environment such as:

- The introduction or elimination of a technology, or a change to a

technology,
- The addition or elimination of a railway work, or a change of a
railway work,
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- Anincrease in the volume of dangerous good transported,

- A change to the route on which dangerous goods are transported,

- A change affecting personnel, including an increase or decrease in
the number of employees or a change in their responsibilities or
duties.

KLTR will assemble the necessary information and experts, which will include:

» Information about the circumstances that triggered the risk assessment;

« Appropriate personnel, including subject matter experts, management and a
representative of the employees who are affected by the risk;

« Information about the safety requirements (rules, regulations, etc.) and
voluntary safety controls that KLTR has in place that relate to the triggering
circumstances;

» Information from similar events that resulted in a TSB investigation or other
industry information or best practices that are relevant to the situation;

» Information about the operational environment. KLTR will consider potential
impact on people, environment or property.

These steps will be instrumental to clearly define the circumstances that
triggered the requirement to conduct the risk assessment.

Step 2 — ldentifying risks

Once the triggering circumstances have been described and the context is clearly
understood, potential risks will identify. The company will then consider the most severe
potential outcomes.

Step 3 — Risk analysis / assessment

For each identified risks, the probability of occurrence and the severity of the
consequences. Will be assessed. An assessment scale will be used for the probability and
severity of the consequences. Each risk must be documented with the factors taken into
account including who/what could be affected: personnel, public, the environment or the
property. (See section 6.1 for additional information).
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Step 4 — ldentification of risks that require remedial action

Risks that requiring remedial actions will then be identified and the Risk Matrix will be
used for the evaluation. This process will help to visualize the risks being assessed to
determine if the level of risk is tolerable

This step will assist in determining the risks that require remedial actions by considering
the probability of occurrence and the severity of the consequences.

Step 5 — ldentification of the remedial action(s)

Once the risks that require remedial actions have been identified, the remedial actions to
be taken to mitigate those risks will be determined. Since risk is a combination of
probability and severity, this step will help to reduce the adverse consequences related to
the identified risks.

The remedial action(s) that are selected must reduce the risks to an acceptable level. The
effectiveness of the remedial action(s) will be evaluated to assure its efficiency (Section 7
of the KLTR’s SMS).

CONSULTATION WITH THE EMPLOYEES

When risks that require remedial actions have been identified and remedial actions need to
be implemented, the railway will consult with the with the employees affected by the risks
employees’ representatives representing the employees affected by the risks. The Health
& Safety committee members should also be consulted.

COMMUNICATION WITH THE EMPLOYEES

When risks that requiring remedial actions have been identified, the employees affected
by the remedial actions to be implemented will be advised.
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6.5 RECORD KEEPING

With respect to Section 6.3 and 6.4, records will be kept of the dates that the consultation
and the communication took place. Records must be retained for 6 years.

6.6 NOTIFICATION TO THE MINISTER

Before initiating any proposed changes that require remedial actions, the Federal Minister
of Transport must be notified. Unless requested by the Minister, the risk assessment
does not need to be sent to the Minister.
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SECTION 7

PROCESS FOR IMPLEMENTING AND EVALUATING
REMEDIAL ACTION
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SECTION 7 - PROCESS FOR IMPLEMENTING AND EVALUATING
REMEDIAL ACTION

One of the most critical part of a risk assessment is the implementation of remedial actions. By
assessing the risk and taking the necessary remedial action(s) before making changes to its
operations, the railway can proactively assess and prevent potentially dangerous situations. Risks
can either be eliminated or reduced to an acceptable level. However, the railway must also
evaluate the effectiveness of the remedial actions in order to determine if the risks are properly
mitigated and therefore, perform the activity safely.

7.1 PROCEDURE FORSELECTING REMEDIAL ACTIONS

By assessing the risk and taking the necessary remedial actions before making changes to
the operations, the railway can control potentially dangerous situations and therefore,
prevent harm to people, property and the environment. This procedure ensures that
appropriate remedial actions are being selected in order to control the risks related to a
proposed operational change or a new activity.

In order to do so, the railway commits to:

» involve and consult with appropriate personnel and subject matter experts;
 consider multiple options and best practices;

 assess whether the remedial action will reduce the likelihood or severity of
the consequences of risks; and

« obtain management approvals (General Manager);

 consult with the bargaining agents or with the employee representatives
(Health & Safety Committee).

7.2 PROCEDURE FOR IMPLEMIENTING REMEDIAL ACTIONS

Once the railway has selected the appropriate mitigating measure(s), it must ensure
proper implementation.
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To implement the selected remedial action(s), the railway commits to:

» determine the positions in the company responsible for implementing and
evaluating the remedial action and involve related personnel;

 identify and allocate resources;

« if required, develop training, job aids (procedures, bulletins, etc.), and
promote awareness, which may necessitate the creation of internal
procedures; modify support documentation (e.g. GOI, policies, etc.).

« Discuss at safety meetings/briefings

The railway may choose the most appropriate above-listed tool or a combination thereof.

7.3 PROCEDURE FOR EVALUATING THE EFFECTIVENESS OF REMEDIAL
ACTIONS

In order to ensure that the implemented remedial actions are effective, the railway will
evaluate the effectiveness on the mitigating measures that have been implemented.

The person responsible must verify if the mitigating measures implemented have
corrected the identified issue(s) permanently. If the issue(s) still persists, it must be
subject to a more exhaustive analysis in order to develop and implement other mitigating
measures that will eliminate or reduce the risk to an acceptable level. The General
Manager is accountable to ensure that the evaluation of the effectiveness of the remedial
action(s) is performed in compliance with this procedure.

7.3.1 Consultation with the employees

When evaluating the effectiveness of the remedial actions, the employees who are affected
by the risk will be consulted.
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The consultation will be led by management and employees representative will be invited
to participate. The Health & Safety committee will lead the process to evaluate the
effectiveness of remedial actions.
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SECTION 8

PROCESS FOR ESTABLISHING TARGETS AND
DEVELOPING INITIATIVES
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SECTION 8 - PROCESS FOR ESTABLISHING TARGETS AND
DEVELOPING INITIATIVES

8.1 Safety Targets

Each year, KLTR will establish annual targets with respect to:

« Personal Injuries
« Train Accidents
« Human Factor Incidents

Personal injuries will be measured using a frequency index expressed per 200,000
manhours and meet the criteria of the Federal Railroad Administration (FRA) as they
pertain to personal injuries.

Train Accidents will be measured using a frequency index expressed per 200,000
manhours and meet the yearly monetary threshold as determined by the FRA for the current
year.

Human Factor Incidents is the result of a rule violation committed by an on-duty
employee causing monetary loss.

- Rule Violation is any infraction (voluntary or involuntary) of guidelines,
practices, rules and/or regulations established by the company, industry and/or
government.

- On-duty Employee is any employee performing company-related activities,
driving company vehicles, or operating company equipment — whether owned,
leased, or rented. This includes participating in company-sponsored events
during or outside normal work hours while on/off company property.

- Monetary Loss is any devaluation of company assets or reallocation of company
resources to replace or repair damages resulting from an at fault incident.
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The targets must be realistic and attainable. The targets should show an improvement from

the previous years, however, management could determine that status-quo may be more
realistic. Although the railway’s overall target is an aggregate of several functional targets,
each employee, supervisor and manager’s personal target is 0. The targets will be
monitored on a monthly basis and report will be distributed via emails and posted
throughout the railway property.

8.2 SAFETY INITIATIVES

In order to support the annual safety targets, KLTR will develop and implement
initiatives that will contribute to the achievement of its objectives. The initiatives must
clearly demonstrate how they support the targets. In order to do so, several sources of
information may be used to determine the appropriate alternatives such as:

« Results of efficiency tests;

« Analysis of Safety Concerns (Section 5 of KLTR’s SMS);

« Reports of contraventions and Safety Hazards (Section 9 of KLTR’s
SMS);

« Internal Audit Reports;

« Annual Reports;

« Issues identified by the Health & Safety Committees;

« Inspection reports.

The Initiatives may not remain static throughout the year. If the monthly reviews show
that the targets are not being achieved, the railway may decide to implement new
initiatives in order to correct the situations. Furthermore, if new opportunities of
improvement are being identified during the year, the railway may implement new
initiatives to support its targets.

The initiatives may take the form of:

. Focused efficiency tests;
. Increased surveillance and monitoring;
. Training;
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. Information sessions (e.g. safety briefings/meetings, Town hall meetings,
etc.);

« Safety blitzes;

« New personal protective equipment;

« New programs/procedures;

« New/enhanced support documentation (e.g. GOI, GEI, company
rules/policies;

. efc.

The initiatives will clearly outlined:

« Who’s the accountable person(s);
« Timeline;

« Deliverables;

« Expected outcomes.

8.3 Communication

The targets and the associated safety initiatives will be communicate to all employees
using several channels such as:

. Safety Bulletins

. Safety Briefings/Meetings
« Town hall Meetings

. Safety Electronic Boards
- Bulletin Boards

The General Manager is accountable to ensure that the information is being
communicated to all employees.
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8.4 Record Keeping

The railway will keep records of the date and the manner in which the targets and the
associated initiatives were communicated to the employees. The records will be kept for

6 years.
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SECTION 9

PROCESS FOR REPORTING CONTRAVENTIONS AND
SAFETY HAZARDS
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SECTION 9 - PROCESS FOR REPORTING CONTRAVENTIONS AND
SAFETY HAZARDS

Reporting contraventions to regulatory instruments, company policies or a safety hazards without
fear of reprisal, encourages employees to identify and report hazardous situations that might
otherwise go unnoticed. The objective is to advance safety through collecting, analyzing and
sharing data.

9.1. REPORTING PROCEDURE

When an employee files a report concerning a contravention to regulatory instruments,
company policies or an identified safety hazards, the following procedure must be
followed:

When to report

Contraventions or safety hazards must be reported as soon as possible after experiencing
or witnessing the situation or the issue.

How to report

The employees at KLTR need to report any contravention to regulatory instruments,
company policies or a safety hazards verbally or in writing to their immediate supervisor.
If the employee wishes to report a contravention to regulatory instruments, company policy
or a safety hazards, the form found under at Annex Q (?) should be used.

Note: The employee may also contact anonymously the reporting service at
1-(800)-589-3280

What to include in a report

- The location, date and time;

- Details of the contravention or safety hazards;

- Consequences, if any (e.g. death, injuries, HFI, derailment, spill of dangerous;
goods, safety threat, incident, non-compliance).

Reporting contact

Report of contraventions or safety hazards may be reported to:

- Immediate Supervisor
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- Director of the Department
- Director of Safety & Security

- General Manager and Senior Director of Safety & Security

9.2 INVESTIGATING PROCEDURE

The railway will:

- Analyze/investigate every report of contravention to regulatory instruments,
company policies or identified safety hazards according to Section 5.2.3 of the
railway’s SMS (Section 5 — Process for Identifying Safety Concerns);

- If warrant, a risk assessment may be performed;

- The Health & Safety committee members will be informed of the report(s) at
monthly meetings.

- If the report is not anonymous, the individual who filed the report will be
informed of the outcome of the investigation and the appropriate corrective
actions implemented if required.

9.3 REPORTING POLICY

The reporting policy encourages employees to report contraventions to regulatory
instruments, company policies or identified safety hazards by protecting them from
reprisal. KLTR will not retaliate against an employee who in good faith, came forward to
report contraventions to regulatory instruments, company policies or safety hazards.

In its Safety Policy, KLTR encourages employees to report safety concerns and commits
not to pursue any reprisals against an employee who, in good faith would report it (Section
2 of KLTR’s SMS - Process for a Safety Policy)

However, the company may consider disciplinary actions against an employee when there

is:
- Willful wrongdoing or deviation from established policies, procedures or
guidelines;
- Intent to cause harm;
- Reckless behavior;
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- Other circumstances where management deems that disciplinary actions may be
required.

COLLABORATION WITH EMPLOYEES

When developing the Reporting Policy and the Reporting Procedure, KLTR commits to
collaborate with the Health & Safety Committee members and to consider their input.

COMMUNICATION

KLTR will communicate is Reporting Policy through safety meetings/briefings, town
halls, etc. The Safety Policy, which entails the Reporting Policy will be posted on bulletin
boards.

RECORD KEEPING

KLTR will maintain proper records to indicate the date and the manner by which the
Reporting Policy was communicated to the employees as well as all changes that may
have been done to the said policy. Records will be kept for 6 years.

60

V2 — April 29, 2016

Page 60 of 94



TC 1 Attachment 3

SECTION 10

PROCESS FOR MANAGING KNOWLEDGE
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SECTION 10 - PROCESS FOR MANAGING KNOWLEDGE

A process for managing knowledge is essential to ensure that employees have the knowledge,
skills, qualifications and supervision needed to perform their assigned duties safely and that non-
employees (contractors) have the knowledge needed to carry out their activities safely while on
the railway’s property.

The positions considered essential to safety are:

« Locomotive Engineer

« Conductor

« Trainmaster/Assistant Trainmaster
» Locomotive Operator

* Locomotive Electrician

» Diesel Mechanic

« Carman
« Track Foreman/Track Supervisor/Inspector
» Trackman

 Signal Maintainer (Qualified)

» Employees operating Track Units Handling Equipment

» Contractors affecting railway operations (including Rail Traffic
Controllers).

KLTR ensures that all employees performing essential activities to rail safety have acquired the
skills, qualifications and knowledge to carry out their duties safely. Furthermore, KLTR will
ensure that its employees maintain their knowledge by periodically retraining them as well as
providing adequate training to address the introduction of new technologies.

All supervisory positions who have direct responsibility and accountability for the duties related
to the above-mentioned positions, which are essential to safety, are subject to the same training
requirements as the employees occupying these positions (essential to safety).
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DUTIES AND REQUIRED TRAINING — POSITIONS ESSENTIAL TO SAFETY

LOCOMOTIVE ENGINEERS

Locomotive Engineers (with previous experience as conductor)

Main Duties

Interprets train orders, train signals and railroad rules and regulations to transport
freight or passenger trains in a safe manner;

Inspects locomotive for operational readiness by making FRA and Company required
checks and tests;

Receives train consist which provides the physical make-up of train and includes
weights, lengths, location of loads and empties, and cars requiring special handling;
Applies knowledge of territory, including terrain, grades, curves, and grade crossings,
in order to give prescribed warning signals and to otherwise operate the train in a safe
manner;

Complies with train orders, train signals, radio communications and railroad rules and
regulations to operate the locomotive in an efficient and safe manner;

Observes track to detect obstructions and to anticipate operating problems as required
by federal or company rules. Diagnose minor malfunctions and performs minor
maintenance and servicing activities when maintenance personnel are not available;;
Confers with conductor or traffic control personnel by radio to give or receive
information and to give instructions concerning stops, delays or oncoming trains;
Notifies proper authorities and prepares reports to explain accidents, unscheduled
stops or delays;

May be required to perform other duties as requested, directed or assigned such
participating in risk assessments.

Locomotive engdineers (rules qualified with no previous experience as locomotive

engineer)

Knowledge Required (training)

Training will be accomplished by a combination of classroom and on-the-job training.
The candidates will spend a minimum of 10 days (80 hours) in the classroom.

The classroom training consists of:
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« Safety rules and procedures
» Brake systems and test

« Locomotive operation

» Train Handling

It be followed by on-job-training where the candidates will be mentored for a minimum
of 240 hours.

Evaluation

At the end of the classroom training, the candidate needs to complete an exam and obtain
a passing mark of at least 85%. Candidates will then be monitored periodically to
evaluate their level of proficiency. The candidates will be evaluated by a
supervisor/instructor for the territory that he/she will be required to operate on.

Requalification
The candidate will be re-examined within 3 years of the initial classroom qualification.
The classroom training consists of:

« CROR

« Train marshalling

« Brake systems and test

« Freight car and train inspection

» Locomotive operation

« Train Handling

» Passenger evacuation procedures (if applicable)
« Safety rules and procedures

» Transportation of dangerous goods, (if applicable)
» Environment

» Security awareness

Locomotive engineers (with previous experience as locomotive engineer)

Knowledge Required (training)

Re-qualification training will be accomplished in a classroom for a minimum of 2 days
(16 hours). The classroom training consists of:

« CROR,

« Train marshalling

« Brake systems and test

« Freight car and train inspection
« Locomotive operation

Safety Management System — Knob Lake & Timmins Railway
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« Train Handling

« Passenger evacuation procedures (if applicable)
« Safety rules and procedures

« Transportation of dangerous goods (if applicable)
« Environment

« Security awareness

The candidate will also receive on-job training for 40 hours on the physical
characteristics of the territory he/she is required to operate on.

Evaluation

At the end of the classroom training, the candidate needs to complete an exam and obtain
a passing mark of at least 85%. Candidates will then be monitored periodically to
evaluate their level of proficiency. The candidates will be evaluated by a
supervisor/instructor or designated instructor for the territory that he/she will be required
to operate on.

Requalification

The candidate will be re-examined within 3 years of the initial classroom qualification on
the above-mentioned classroom training.

CONDUCTOR:

Main Duties

» Manages and controls the movements of the cars by using lantern, hand
and/or flag signals or radio to indicate when to start, stop, back-up or set
or release air brakes;

« Operates track switches (visually checks switch condition and direction) to
change the direction of the engine or cars within yard limits or on the main
railroad; may apply or release hand brakes to switch or perform other
duties;

« Follows the lists of work, respecting the order of those cars (block the
trains);

» Collects the release sheets (ex: rail passage authorization);
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« Prepares required daily reports and switch lists, manually or with a
computer by filling out forms;

 Inspects the condition of the train and equipment in movement and while
stationary;

» Follows and complies with the various rules, railroad safety procedure and
standards of Transport Canada

 Interacts with the railway authorities;

« May be required to perform other duties as requested, directed or assigned
such as participating in risk assessments.

New hire conductor (no previous experience)

Knowledge Required (training)

Training will be accomplished by a combination of classroom and on-the-job training.
The candidates will spend a minimum of 10 days (80 hours) in the classroom. The
classroom training consist of:

+ CROR

» Train marshalling

« Brake systems and test

 Freight car and train inspection

« Passenger evacuation procedures (if applicable)

» Safety rules and procedures

« Transportation of dangerous goods (if applicable)
« Security awareness

It be followed by on-job-training where the candidates will be mentored for a minimum
of 240 hours.

Evaluation

At the end of the classroom training, the candidate needs to complete an exam and obtain
a passing mark of at least 85%. Candidates will then be monitored periodically to
evaluate their level of proficiency. The candidates will be evaluated by a
supervisor/instructor for the territory that he/she will be required to operate on.
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Requalification

The candidate will be re-examined within 3 years of the initial classroom qualification on
the above-mentioned classroom training.

New hire conductor with previous classroom training (e.q. college or railway)

Knowledge Required (training)

Training will be accomplished by a combination of classroom and on-the-job training.
The candidates will spend a minimum of 5 days (40 hours) in the classroom.

The classroom training will consist of:

« CROR,

« Train marshalling

« Brake systems and test

» Freight car and train inspection

» Passenger evacuation procedures (if applicable)
« Safety rules and procedures

« Transportation of dangerous goods (if applicable)
 Security awareness

« Environment

It will be followed by on-job-training where the candidates will be mentored for a
minimum of 160 hours. Candidates will then be monitored periodically to evaluate their
level of proficiency.

Evaluation

At the end of the classroom training, the candidate needs to complete an exam and obtain
a passing mark of at least 85%. Candidates will then be monitored periodically to
evaluate their level of proficiency. The candidates will be evaluated by a
supervisor/instructor for the territory that he/she will be required to operate on.
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Requalification

The candidate will be re-examined within 3 years of the initial classroom qualification on
the above-mentioned classroom training.

New hire conductor (with previous experience)

Knowledge Required (training)
Re-certification training will be accomplished in a classroom for 2 days (16 hours).
The classroom training consist of:

« CROR

» Train marshalling

« Brake systems and test

« Freight car and train inspection

» Passenger evacuation procedures (if applicable)

» Safety rules and procedures

» Transportation of dangerous goods (if applicable)
« Security awareness

* Environment

The candidate will then receive on-job training of 40 hours on the physical characteristic
of the territory he/she is required to operate on.

Evaluation

At the end of the classroom training, the candidate needs to complete an exam and obtain
a passing mark of at least 85%. Candidates will then be monitored periodically to
evaluate their level of proficiency. The candidates will be evaluated by a
supervisor/instructor for the territory that he/she will be required to operate on.

Requalification

The candidate will be re-examined within 3 years of the initial classroom qualification on
the above-mentioned classroom training.
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10.1.3 TRAINMASTER/ASSISTANT TRAINMASTER

Main Duties

» Responsible for managing the safety performance, operating practices, and
financial productivity of the operation;

* Responsible for customer interface and monitoring the quality of the
service in accordance with the terms of any applicable contractual
arrangements;

« Assists in railcar switching function as required;

« Assumes a leadership role in supervising crews, schedules, personnel, and
maintains payroll within the targeted budget;

» Conducts efficiency and operating tests according to company practices;

« Conducts incident investigations and prepares associated reports-
derailments, personal injury, etc;

« Hires new employees to fill vacancies; trains new employees in operating
practices according to federal regulations and company policies;
administers discipline as needed;

» Other projects and duties such as participating in risk assessments.

» May be required to perform other duties as requested, directed or assigned
such participating in risk assessments.

Knowledge Required (training)

Same as for Locomotive Engineer and/or Conductor.
Evaluation

Same as for Locomotive Engineer and/or Conductor.
Requalification

Same as for Locomotive Engineer and/or Conductor.

Safety Management System — Knob Lake & Timmins Railway 69

V2 — April 29, 2016
Page 69 of 94



10.1.4

10.1.5

Safety Management System — Knob Lake & Timmins Railway

TC 1 Attachment 3

LOCOMOTIVE OPERATORS (includes electricians and diesel mechanics)

Knowledge Required (training)

Training will be accomplished by a combination of classroom and on-the-job training.
The candidates will spend a minimum of 8 hours in the classroom.

The classroom training consists of:

» Safety rules and procedures
« CROR
» Locomotive operation

It be followed by on-job-training where the candidates will be mentored for a minimum
of 8 hours.

Evaluation

At the end of the classroom training, the candidate needs to complete an exam and obtain
a passing mark of at least 85%. Candidates will then be monitored periodically to
evaluate their level of proficiency. The candidates will be evaluated by a
supervisor/instructor for the territory that he/she will be required to operate on.

Requalification

The candidate will be re-examined within 3 years of the initial classroom qualification on
the above-mentioned classroom training.

LOCOMOTIVE ELECTRICIAN (if required to move equipment)

Main Duties

» Ensure compliance with the different rules and regulations for safety,
operations and Transport Canada

« Troubleshoot and test single and three phase electrical systems on diesel
electric locomotives, which include grounded components and wiring,
high and low voltage, wheel slip, transition and electrical load or no load
conditions.

« Performs periodic and annual inspections and understands different
regulations pertaining to inspections.

70

V2 — April 29, 2016

Page 70 of 94



TC 1 Attachment 3

« Maintain, wire, repair, rebuild, inspect and install electrical equipment,
including but not limited to rheostats, control systems, transformers,
motors, generators, electric lighting fixtures, cab heaters, batteries and
their charging systems, speed recorders, air compressor controls,
temperature switches, starters, axle generators, coils, contactors, relays
and governors.

» Responsible for preventative maintenance on all electrical components.
«  Will be required to perform other duties as requested such as participate to
risk assessments.

Knowledge Required (training if required to move equipment)

Training will be accomplished in part in a classroom for a minimum of 8 hours.
The classroom training consists of:

» Safety rules and procedures
* CROR (non-main track)
» Operating instructions

 Transportation of dangerous goods (if applicable)
«  Security awareness

» Environment

It be followed by on-job-training where the candidates will be mentored for a minimum
of 8 hours.

Evaluation

The candidates must complete a written exam with a passing mark of at least 85%.

Requalification:

The candidate will be re-examined within 3 years of the classroom qualification on the
above-mentioned classroom training.
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10.1.6 DIESEL MECHANIC (if required to move equipment)

Main duties

Repairs railroad materials;

Inspects inbound and outbound trains;

Performs preventative work on our equipment’s;

Performs security inspections on our equipment’s;

Update the locomotive equipment’s;

Diagnoses locomotives default problems ;

Repairs locomotive components;

Able to work with the Field Manuel of the A.A.R INTERCHANGE RULES;

Creates different reports for the Mechanical Department Supervisors and/or
Directors;

Works safely and is up to date on the training of transportation of dangerous
commodities;

Performs all other related tasks such as participate to risk assessments.

Knowledge Required (training)

Re-certified training will be accomplished in part in a classroom for a minimum of 8 hours.

The classroom training consists of:

» Safety rules and procedures

¢ CROR (non-main track)

» Operating instructions

« Transportation of dangerous goods (80%)
« Security awareness

» Environment

Evaluation

The candidates must complete a written exam with a passing mark of at least 85%.
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Requalification:

The candidate will be re-examined within 3 years of the classroom qualification.

10.1.7 CARMAN

Main Duties

* Inspects railcars and components related to railway and the company
standards.

 Installs and repairs railcars components such as compressors, air valves
and other equipment;

» Performs periodic maintenance, on request and preventive maintenance of
cars, structures, chassis, safety components and others;

« Uses manual, electrical and hardware tools to weld;

» Prepares inspection, maintenance and repair reports to record details on
prescribed forms that are consistent with established procedures;

« Perform other related administrative duties such as participate to risk
assessments.

Knowledge Required (training)
The training will be accomplished in a classroom for a minimum of 8 hours.
The classroom training consists of:

» Safety rules and procedures

 Certified Car Inspection

* CROR (non-main track, if required to move locomotives)

» Operating instructions (non-main track, if required to move locomotives)
« Transportation of dangerous goods (80%)

< Security awareness

« Environment
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It be followed by on-job-training where the candidates will be mentored for a minimum

of 8 hours.

Evaluation

The candidates must complete a written exam with a passing mark of at least 85%.

Requalification

If required to move locomotives, the candidate will be re-examined within 3 years of the
classroom on the following topics:

Safety rules and procedures

Certified Car Inspection

CROR (non-main track, if required to move locomotives)

Operating instructions (non-main track, if required to move locomotives)
Transportation of dangerous goods (80%)

Security awareness

Environment

10.1.8 TRACK FOREMAN/TRACK SUPERVISOR/INSPECTOR (including assistants)

Main Duties

Safety Management System — Knob Lake & Timmins Railway
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Enforces compliance with safety procedures, use of PPE keeping required
records.

Performs track inspections;

Deals/interacts with regulatory authorities (Transport Canada and
provincial and municipal authorities)

Directs and manages the day-to day activities of the Maintenance of Way
crew;

Interfaces with others to ensure efficient and organized operations of the
railroad along with the Maintenance of Way;

Monitors and closely controls all maintenance and other related costs
associated with the Maintenance of Way department;

Assists to ensure department meets its track, signal and capital projects
service goals;
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« Other duties as assigned.

« May be required to perform other duties as requested, directed or assigned
such participating in risk assessments.

Knowledge Required Track Inspector/Supervisor (initial training)

Training will be accomplished in part in a classroom for a minimum of 32 hours (Track
Safety Standards) for Track Inspectors/Supervisors. A minimum of 16 hours on
CROR/GEI including Rules for protection of track work & track unit for Track Foreman.

The classroom training for Track Foreman consists of:

» Safety rules and procedures
» CROR (including Rules for protection of track work & track unit)

«  General Engineering instructions (GEI)

. Transportation of Dangerous Goods (if applicable)
« Security Awareness

« Environment

Evaluation for Track Foreman

Candidates must complete a written exam with a passing mark of 85%. For Track
Foremen, it will be followed by on job training with mentoring for a minimum of 80
hours.

The candidate will be evaluated by a supervisor instructor or designated instructor for
territory qualification he/she is required to work on.

Requalification for Track Foreman

The candidate will be re-examined within 3 years of the classroom qualification on the
above-mentioned classroom training.

The classroom training for Track Inspector/Supervisor consists of:

» Railway Track Safety Rules
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Evaluation for Track Inspector/Supervisor

For Track Inspector/Supervisor, it will be required to work as a Track Foreman or
Trackman for at least 1 year. Upon completion of the one year period, candidates must
complete a written exam with a passing mark of 85%.

Requalification for Track Inspector/Supervisor

The candidate will be re-examined within 3 years of the classroom qualification on the
above-mentioned classroom training.

TRACKMAN

Main Duties

» Performs the duties involved with the maintenance repair activities
surrounding the Maintenance of Way functions, carries out responsibilities
in accordance with the organization's safety policies and applicable rules;

« Performs the day to day activities of a Maintenance of Way employee
such as unloading and/or assisting in the distribution of track, removing
and replacing ties, rails, pulling and driving spikes, shoveling rock ballast,
loading and unloading equipment and material,

» Operates tools in the performance of duties such as rail saw, track wrench,
spike maul, tie adz, claw bar, and others as needed;

» Restores the track after derailments;

» May be required to perform other duties as requested, directed or assigned
such participating in risk assessments.

Knowledge Required (initial training)
Training will be accomplished in a classroom for a minimum of 8 hours on safety rules.
Evaluation

Candidates will always be under the supervision of a qualified foreman.
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10.1.10 QUALIFIED SIGNAL MAINTAINER

Responsibilities

Performs inspections, maintenances or repairs to:

- Signalisation and telecommunications systems (ground, underground
or overhead)

- Railroad crossing warning systems (includes underground and
overhead equipment)

- Relay stations

- The tracks circuits (ground, underground, overhead)
- The switches

- Energy supply (ground, underground, overhead)

- Aerial lines

Follows and complies with the various rules, railroad safety procedure and
standards of Transport Canada.

Operates rail or highway vehicle for transportation wo wayside locations
to install, inspect, test and maintain or repaired grade crossing warning
systems, signals and signal equipment.

Verifies the cables conductivity and resistance using the appropriate
instruments.

Prepares required reports, manually or with a computer by filling out
forms.

Performs all other related tasks such as participate to risk assessments.

Knowledge Required (training)

Training will be accomplished in part in a classroom for a minimum of 16 hours for:

Engineering Safety Rules

General Engineering Instructions (GEI)
Dangerous Goods (if applicable)
CROR

Fall Protection
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Training will be accomplished in part in a classroom for a minimum of 40 hours for:

» Ladder and Stairway Safety
« WHMIS
« Personal Equipment Protection Training

Evaluation

Candidates must complete a written exam with a passing mark of 85%. It will be
followed by on job training with mentoring for a minimum of 8 months. The candidate
will be evaluated by a supervisor/instructor for territory qualification he/she is required to
work on.

Requalification

The candidate will be re-examined within 3 years of the classroom qualification on:

« Engineering Safety Rules

« General Engineering Instructions (GEI)
« Dangerous Goods (if applicable)

« CROR

» Fall Protection

10.1.11EMPLOYEES OPERATING TRACK UNITS HANDLING EQUIPMENT

Knowledge Required (training)

Training will be accomplished in part in a classroom for a minimum of 8 hours, in
addition to Foreman qualification consisting of:

« Brake systems and test
» Freight car and train inspection
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Evaluation

The candidates must complete a written exam with a passing mark of at least 85%. This
will be followed by on job training for a minimum of 8 hours. The candidate will be
evaluated by a supervisor\instructor for territory qualification he/she is required to work
on.

Requalification
The candidate will be re-examined within 3 years of the classroom qualification.

CONTINUING EDUCATION REQUIREMENTS FOR ALL EMPLOYEES

All employees (except employees performing administrative tasks) will receive annual
training when appropriate (internally of externally) on:

« Environmental Protection

« Security Awareness

» Toxic by Inhalation (TIH) Products
« Training GWI "Target Zero "

« Respiratory protection program

« Fall Protection

« Chainsaw

« First Aid

« Defensive Driving

« Lock out/Tag out

« Other training as deemed appropriate

METHOD FOR SUPERVISING EMPLOYEES

KLTR performs both scheduled and spontaneous safety observations (efficiency tests) and
inspections to ensure that employees are complying with regulatory requirements as well
as company policies.

The results of the observations are recorder into the SafeTrack database. In the event that
the employee was not in compliance, SafeTrack requires the supervisor to enter a date by
which the employee must be retested.
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METHOD FOR VERIFYING THAT PERSONS OTHER THAN EMPLOYEES
HAVE THE REQUIRED KNOWLEDGE.

These following applies to contractors that are granted access to the railroad’s properties
to perform maintenance, repair or specialty work on or about railroad property; on other
properties the railroad is responsible for and/or on property directly adjacent to the railroad
track. They do not apply to contractors providing incidental services that do not
influence safety, such as janitorial services, food & drink services, laundry, or other
supply services.

The railway’s Contractor Safety Rules are provided to all contractors. KLTR will keep
records for each of the contractors that are granted access to the property. Contractors are
also subject to task observations and the results are recorded into SafeTrack.

Contractors’ Responsibilities:

» Contractors’ employees must be trained in the work practices necessary to
safely perform their work;

» Contractors must demonstrate full knowledge of appropriate regulatory
requirements;

« Contractors must prepare a record, which contains the identity of its
employee(s), the date of their training and means used to verify that the
employee understood the training;

+ Contractors must ensure that each employee follows the railroad’s safety
rules and procedures;.

« Contractors must advise KLTR representatives of any hazards presented by
the contractor’s work when they occur;

« Unless otherwise provided in the contract, contractors are responsible for
restoring ballast, filling holes created when replacing ties and removing all
debris generated as a result of the work that is being performed. Permanent
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or temporary safety precautions must be in place each day prior to the
contractor leaving the worksite. These safety precautions are the
responsibility of the contractor when providing hazard protection;

» Contractors must comply with all applicable transportation department
rules when rail cars are involved in the project (e.g. Riding on equipment,
3 Points of Contact, 3 Step Protection, Getting on or off equipment.);

» Contractors must review all pertinent railroad safety rules and regional
procedures prior to the commencement of work on railroad property;

« Contractors employee injuries and all railroad property damaged by the
contractor must be reported to the railway;

» The railway will keep proper documentation to demonstrate that each

contractor’s employees have received and understands the purpose of the
Genesee & Wyoming Inc. Contractor Safety Rules.

10.4.1 RAILTERM (Contractor)

Rail Term provides rail traffic control for RAIWAY for centralized traffic control (CTC)
and dark territory. As Rail Term provides services on a permanent basis, it has committed
by contractual agreement to provide the following training to its employees.

Canadian Rail Operating Rules RTC Training and Recertification

The duration of the initial training is 60 hours and the recertification is 12 hours.
Knowledge Required (Training)

« Canadian Rail Operating Rules (CROR):

o CROR general rules and time tables;

« Signal general;

« Protection of track work and track conditions;

« Operation of movements;

« Radio and general procedures;

« Protection of temporary slow orders (TSO) and other GBO;
« Occupancy Control System (OCS;

« Centralized Traffic Control and Interlocking;
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Review of recent of on-conformities and proficiency testing trends;
RTC Manual;
Transportation of Dangerous Goods.

Course Material

Evaluation

Current RAC (railway specific) Canadian Rail Operating Rules (CROR);
Current time table;

Current GO,

Current RTC Material;

Current Supplements, if any;

RTC CROR Re-cert training program (PowerPoint);

Current Emergency Response Guidebook;

Railway specific instructions;

ERG/First Responder video.

For initial training and recertification, the passing grade is 90%

Safety Management System — Knob Lake & Timmins Railway 82

V2 — April 29, 2016

Page 82 of 94



TC 1 Attachment 3

SECTION 11

PROCESS WITH RESPECT TO SCHEDULING
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SECTION 11 - PROCESS WITH RESPECT TO SCHEDULING

Fatigue is one of the most critical safety issues facing the railway industry today. There is no doubt
that fatigue can have a detrimental impact on human performance and safety. To reduce fatigue in
the workplace and help ensure safe railway operations, this process targets situation where
employees are required to work schedules identified as “higher-risk” for fatigue. A fatigued person
may be less alert and take longer to react than someone who is not fatigued. Fatigue increases the
likelihood of errors and can lowers performance. Given the link between shift scheduling,
employee fatigue and risk of accidents, shift scheduling must align with human factors principles
to help:

» Minimize fatigue in the workplace;
» Reduce fatigue-related accidents or incidents; and
* Increase employee health, productivity, and morale.

1.1 PRINCIPLES OF FATIGUE SCIENCE

While most people require 7 to 9 hours of uninterrupted nightly sleep, some require more
or less than this. The duration and quality of sleep has direct effect on the level or alertness.
Obtaining less than the minimum required quantity of good quality restorative sleep, even
by one to two hours, can cause reduced alertness and performance the next day. Excessively
long shifts and/or consecutives shifts that remove the opportunity for sleep or disrupt the
normal daily rhythm will:

« Reduce quality and quantity of sleep;
« Lead to an accumulated sleep debt;
» Progressively worsen alertness and performance.

Ongoing sleep disruption leads to chronic sleep loss, further deteriorations in work
performance, and long term physical and mental problems. The key principles applied to
the scheduling of the employees are that:

« Human fatigue is governed by physiology;

« Human alertness is affected by circadian rhythms;

* Human performance degrades in relation to hours of wakefulness and
accumulated sleep debt;

* Human have baseline minimum physiological sleep needs.
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Task Work Health
Complexity or Duration Age
Routine ythm
Work Task Biological
Factors Factors
Demands of Sleep
Operator

Fatigue
Work Work ‘Workload
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Predictable Social

Work Support
Work
Schedule System

Figure 11.1 - Factors contributing to fatigue

11.2 EATIGUE MANAGEMENT

Discussion at Safety Meetings

Fatigue will be carried out as an agenda item at Safety & Health Committee meetings.
Discussions of current practices and issues will be encouraged and new developments or
recommended practices will be presented for consideration

Facilities
The Trainmaster and the Safety & Health Committee representatives will monitor

conditions in yard offices and away-from-home lodging facilities. The Trainmaster will
handle any issues raised.

Crew Calling Procedures

Under the Work/Rest Rules, crews are entitled to a minimum of 6 hours undisturbed rest
at away-from-home terminal, and 8 hours undisturbed rest at home terminals. Current
contractual agreements provide for a one hour call at away-from-home terminal and a two
hours call at home terminal. At no time will the rest period be interrupted for operational

purposes. Will need to be adapted to local reality.

When it is known in advance that unscheduled trains are required or are anticipated, the
Trainmaster will advise affected crew members as soon as possible so that they may plan
their rest accordingly.
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Existing Operations

Existing operations will be monitored on a regular basis in order to identify any fatigue
related safety concerns.

New or Proposed Operations

All new or proposed operations may be subject to the Risk Analysis Process (Section 6 of
KLTR’s SMS) and evaluated to determine their potential effects on fatigue.

METHODS FOR APPLYING FATIGUE PRINCIPLES

Employees require to work between midnight and 06:00 AM (regular schedule — not
applicable to train crews)

Employees who works on a regular night shift schedule (e.g. 00.00 to 08:00) are provided
16 hours of consecutive recuperative time per period of 24 hours (a day) and two
consecutive days off. It is the responsibility of the employee to ensure that he/she is
properly rested before commencing work.

Employees require to work beyond his or her normal work schedule (not applicable
to train crews)

The employees that may be required to work more than four hours beyond their regular
schedule (e.g. overtime) or that may be subject to be called outside their regular shift (e.g.
signal maintainers), will be provided, if requested, extra time to rest prior from
commencing their next shift. In the event that an employee would feel that fatigue might
be an issue, he or she would be provided extra rest.

Employees that are not being provided a minimum of 72-hour notice prior from
commencing work (method needs to be selected)

The only employees that may not be aware of their schedule at least 72 hours in advance
are the train crews and mostly the ones on the spare board. At all time, the provisions of
the Work/Rest rules will be respected.
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All work assignments will:

- not exceed 12 hours;

- not require more than one tour of duty;

- if required to turn around, a break of at least 30 minutes will be provided:;

- require employees’ consent to accomplish the turn and only if the
employees feel sufficiently rested and alert to continue.

It is understood that any crewmember will be immediately relieved on route on request if
fatigue makes it unsafe to continue.

11.3.1 MONITORING AND REPORTING

To ensure that train crews are working within the parameters prescribed by the Work\Rest
Rules, the Trainmaster is responsible to monitor hours worked and take appropriate actions
when needed. The Director, Compliance & Regulatory Affairs (GWCI) performs quarterly
audits of time sheets (linked with Section 3 of KLTR’s SMS). The Trainmasters will also
verify on a quarterly basis that the worksheets are duly completed. If not, the crew(s) will
be notified.

The Trainmaster must report any instances to the Vice President Operations (GWCI) where
crews were on duty in excess of 12 hours. These instances must be reported to Transport
Canada as soon as possible, but not later than 48 hours after the fact.

Please refer to the subsection on Section on Fatigue Management Plan.

114 EMERGENCIES

If an emergency occurs, please refer to Subsection 6.2.4 of the Work/Rest Rules and to
the above Section on Specific Fatigue Management Plan.

An emergency is define as:

A sudden or unforeseen situation where injury or harm has been sustained, or could
reasonably be sustained to employee(s), passenger(s), the public or the environment such
as those involving a casualty or unavoidable accident, an Act of God, severe storms,
major earthquakes, washouts, derailments or where there has been a delay resulting from
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a cause not known to the railway company at the time employees leave the terminal and
which could not have been foreseen.

Except as outlined above, normal operating problems that are inherent in railway
operations that do not constitute an "Emergency", include but are not limited to:

a) crew shortages;

b) broken draw bars;

¢) locomotive malfunctions;
d) equipment failure;

e) broken rails;

f) hot boxes;

g) switching;

h) doubling hills;

1) meeting trains;

j) train length.

It is incumbent upon railway companies to establish that excess service could not have
been avoided. When an emergency does occur, railway companies must exercise due
diligence to avoid or limit such excess service.

115 FEATIGUE MANAGEMENT PLAN (FMP)

The Fatigue Management Plan (FMP) is to reduce fatigue and improve on-duty alertness
of operating employees. The railway, operating employees and their designated
representatives will be involved in the development and implementation of the FMP
including changes to such plans.

The FMP will consider:
a) Education and training
b) Scheduling practices

c¢) Dealing with emergencies
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d) Alertness strategies
e) Rest environments
f) Implementation policies

g) Evaluation of fatigue management plans and crew management
effectiveness

The FMP will address:

« how operating employees, who work more than one tour of duty under
the provisions of subsection 5.1.3 of the Work/Rest Rules, will be
afforded the opportunity to be involved in the decision to accept a
subsequent tour of duty, based on their fitness at that time;

» processes in place that provide rest provisions that allow employees to
elect to take rest prior to a subsequent shift or tour of duty, such will
satisfy the requirements of the above paragraph;

 the circumstances under which operating employees in road service,
not taking rest, will be provided the option to take a break of up to 45
minutes off-duty between consecutive working tours of duty where the
combined on-duty time will exceed 12 hours.

A specific FMP must be in place to address fatigue of operating employees in the
following circumstances:

a) where continuous on-duty hours exceed 12 hours;
b) where there are more than 64 hours on-duty in a 7 day period; and
C) emergency situations.

Filing/reporting requirements (Transport Canada)

 MFP must be filed with Transport Canada.

« Specific MFP and changes thereto must be filed with the Department.
These plans for specific operational situations are to be filed 15 days
prior to their implementation.

» The railway must file a report with Transport Canada, as soon as
possible, but not later than 48 hours following, when an Operating
employee operates in excess of the maximum duty times permitted
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under the provisions subsections 5.1.1 and 5.1.3 under an emergency
situation (as defined in the Work/Rest Rules).

116 COMMUNICATION

The principles of fatigue science that were taken into account to mitigate fatigue and
methods used to apply those principles will be communicated to the affected employees.

The General Manager is accountable to ensure that the information is being conveyed to
all employees.

11.7 RECORD KEEPING

The railway will keep records of the date and the manner in which the targets and the
associated initiatives were communicated to the employees. The records will be kept for
6 years.
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SECTION 12

PROCESS FOR CONTINUAL IMPROVEMENT OF THE
SAFETY MANAGEMENT SYSTEM (SMS)
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SECTION 12 - PROCESS FOR CONTINUAL IMPROVEMENT OF THE

SMS

12.1

1211

12.1.2

12.1.3

12.2

Safety Management System — Knob Lake & Timmins Railway

INTERNAL MONITORING

Monitoring

The railway will, on a continual basis, monitor the implementation of its Safety
Management System (SMS) to verify whether the bargaining agents, the selected
representatives or employees are being involved in the processes. The monitoring must
also be used to determine whether the targets established by the railway are being achieved,
and whether the procedures, methods and plans required are being followed and
implemented. (Role of the S&H Committee will need to be determined)

Deficiencies in implementation

If deficiencies are being identified with respect to bargaining agents or employee
representatives’ involvement, annual targets or the implementation of procedures, plans
and methods, the railway will investigate to identify contributing factors and implement
corrective measures.

Annual Report

On an annual basis, the railway will prepare an Annual Report setting out the conclusions
of monitoring activities who will be brought to the attention of the Accountable Executive.
In the event that the railway performs a full-scope audit, the annual report will not be
produced if during that same year.

INTERNAL AUDIT

The railway will rely on the Director, Compliance & Regulatory Affairs (GWCI) to lead
the internal audits. The audits of all processes will be conducted on a 3-year cycle. The
railway may conduct an audit of all processes at once or perform multiple focus audits
throughout the 3-year cycle. The railway will verify the suitability, adequacy and
effectiveness of all the associated procedures, plans and methods. A statistically valid
sample of employees will be interviewed during the audits to validate the level of
implementation of each process and to verify if the employees or representatives are being
involved in the processes.
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The audit will therefore consist of:

12.2.1

12.2.2

12.2.3

12.2.4

12.2.5

Safety Management System — Knob Lake & Timmins Railway

« Document verification;

» Managers, supervisors and employee interviews;
« Draft report;

« Final report;

« Corrective action plan.

Document verification

The document verification will be performed by assessing the level of implementation of
all processes by using the railway’s Audit Manuel.

Managers, supervisor and employees interviews

The SMS Audit Employee questionnaire will be used to interview managers, supervisors
and employees. Although most of the interviews will be conducted one-on-one, when
appropriate, employees may be interviewed in groups.

Draft Report

Within two weeks after the audit is completed, the Accountable Executive will get a draft
report for comments. The Accountable Executive will be provided two weeks to forward
comments to the Lead Auditor.

Final report

Within a week after the comments have been received from the Accountable Executive,
the Lead Auditor will prepare the final report. The final report will then be forwarded to
the Accountable Executive for his/her signature.

Corrective Action Plan

Once the Accountable Executive will have signed and accepted the final SMS audit
report, he/she will prepare a corrective action plan to address all findings identified in the
SMS final audit report. The Accountable Executive will then sign the corrective action
plan.
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123 AUDIT PLAN

At the beginning to each fiscal year (January to December), the railway will determine the
scope of its focused audit. The focused audit will be conducted within the first two quarters
of the current fiscal year the audit will be performed according to the procedure outline in
Section 12.2.
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Effective January 1, 2017

PURPOSE: To establish uniform procedures for reporting and handling all Engineering FRA violations.

SAFETY: Observe all applicable safety rules, operating rules, Road Way Worker Rules, and regulations.

LOCATION: This policy has been adopted by all North American subsidiaries of Genesee & Wyoming, Inc.

DISCUSSION

The Federal Railroad Administration (FRA) and Transport Canada (TC) conduct routine and special
inspections of track, structures and signals. During the course of these inspections, any item that is
not in compliance with any FRA or TC Regulation (including Train Handling, Operating Rule, Roadway
Worker, Hazardous Materials, etc.) is noted as a defect on the Inspector’s report. The Inspector has
latitude to designate a defect as a violation and to recommend penalties against the affected railroad
and/or its employees. Designation of a defect as a violation is based upon the Inspector’s judgment.
Circumstances of the violation may or may not support the Inspector’s judgment and there may be
lessons learned that need to be shared with the G&W system; therefore it is important to gather
factual data to accurately depict the track and/or property condition or action that the Inspector has
taken exception to.

PROCEDURE

A. The railroad representative accompanying the Inspector should read all inspection reports carefully

before signing to determine that the correct railroad name, subdivision or branchline, milepost prefix,
and milepost location are applied and if any defect is designated as a violation. When a violation is
designated, the railroad representative must immediately notify the Director of Maintenance of Way
or Regional Assistant Vice President - Engineering. The Director or A.V.P — Engineering will then notify
the Regional Vice President Engineering as well as the Director of Structures (for bridge defects) or
Director of Communication and Signals (for signal defects), as appropriate.

Within one (1) business day of the violation being written, the involved Roadmaster or Track
Supervisor, Director of Structures or Signal Supervisor will send the Regional V.P. - Engineering a
report that lists the facts surrounding the incident. Included in the narrative of this report is a
statement of why the violation was written along with the Roadmaster’s, Director of Structure’s or
Signal Supervisor’s position on the matter. The report should include photographs and/or drawings
where applicable. Note: It is critical that the defect be documented immediately (before any repairs
are made) with photographs, measurements, drawings and diagrams as appropriate.

Within one week of the violation being written, the Regional V.P. - Engineering will prepare a detailed
report giving a recommendation on the position the railroad should take with respect to the violation.
The detailed report must include appropriate documentation, such as a copy of the violation letter as
written by the inspector, copies of railroad inspection reports for the area identified in the violation,
last geometry car run (if applicable), date corrected, remedial and corrective actions, etc., that can be
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used to support the recommended railroad position. Recommended documentation such as

photographs of measurements and procedure used for measurements, drawings, payroll records, and

dispatcher logs can also be used to support the recommended railroad position. The Regional V.P. -

Engineering or his designee will submit this report to the Regional Senior Vice President of the

respective region, the Corporate Vice President Engineering, and the Director of Compliance

responsible for management of all FRA violations. The lists below will be used as a checklist to aid in

the gathering of supporting documentation.

1.) Mandatory Documentation for Violations:

a.

Roadmaster, Director of Structures, or Signal Supervisor response with details of violation
to be turned into Region Office within one (1) business day.

Region response with details to be turned into Corporate Office within one (1) week of
violation being written.

Region agrees or disagrees with violation and justification.

Include last geometry car inspection report (for Main Line track defects) for area
identified in the violation.

Include last two (2) months track inspection reports for area identified in the violation.
Include last bridge inspection report (for bridge defects) for structure identified in the
violation.

Include last two (2) months signal inspection reports (for signal defects) for area
identified in violation.

2.) Recommended Documentation for Violations:

™ 0 o0 T

Pictures to support our standing on violation.

List any coaching and counseling given to employee involved, if any.
List any additional or re-training given to employee, if any.

Include any pictures taken after violation was created.

Include any measurements and procedures used for measurements
Payroll records.

Dispatcher logs.
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Effective January 1, 2017

PURPOSE: To provide a policy governing standards for the installation and maintenance of derails.

SAFETY: Observe all applicable safety rules, operating rules, Road Way Worker Rules, and regulations.
Derails must be installed in accordance with the manufacturer’s instructions.

LOCATION: This policy has been adopted by all North American subsidiaries of Genesee & Wyoming, Inc.

PRIORITY: All derails installed after the effective date of this document shall meet the requirements of
this document. Existing derails installed less than 50 feet from the “fouling point” shall be
evaluated to determine if a derailed car has the potential to foul the track being protected. If it
is determined that a derailed car has the potential to foul the track being protected the derail
shall be moved to the standard location within 18 months of the effective date of this
document. Existing derail locations at tracks where the industry moves cars or have the track
descending toward the track being protected shall be evaluated and the derail replaced with
switch point derails within 24 months of the effective date of this document if required by the
evaluation. Derail evaluations shall be conducted by the Roadmaster and Trainmaster or
General Manager and shall be documented on the Derail Evaluation Form (attachment A) and
shall be retained for a period of one year after the date of evaluation or one year after the
derail is moved or replaced, whichever is longer.

I. DISCUSSION:

The purpose of a derail is to safely derail rolling equipment in the clear of and away from the track it is
intended to protect.

Il. PROCEDURE:

A. Derails must be installed at the following locations:

1. Atallindustry tracks.

2. When there is any possibility of equipment that has been left standing on tracks other than main
tracks or sidings being moved by gravity so as to obstruct a main track or siding.
(In Canada, as per regulatory requirement TSR Part E.|I.)

3. On bulk loading/unloading facility tracks where cars are dropped by gravity toward the main or
other track that is to be protected.

4. Attracks used to tie up locomotives on a regular basis.

5. Moveable bridge spans not protected by a signal system

B. There are 4 basic types of derails described as follows. To determine the type of derail to use see item
3 of this section.

< Hinged — operated by hand, a hinged derail cannot be operated by electrical operation.

< Sliding — designed to be operated by a hand throw operating stand or electrical operation.

< Switch Point (single or double) — consisting of either a single switch point or complete
switch, which directs the wheels onto the ground at the end of the points.

< Portable derails — used to provide protection to personnel working on or about track to
make working limits inaccessible, or to protect equipment stored temporarily on a track not
normally used for storage.
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1. Derails must be placed on all tracks as specified in this document. Requests for deviations from
this standard must be made in writing to the Regional V.P. — Engineering and Corporate V.P. —
Engineering. Derail installations or removals must be coordinated with the General Manager so
that the proper General Orders may be issued to notify train crews of the changed condition.

2. Power operated derails shall be installed and maintained in accordance with plans and instructions
provided by the manufacturer, under the direction of a qualified Signals and Communications
employee or consultant.

3. The type of derail to be used is determined by the following conditions:

a. Hinge and sliding type derails may be used where the speed of the equipment to be
derailed will not exceed 15 MPH.

b. Sliding derails are to be used at locations where power operation is required.

The preferred model derail is a Western Cullen Hayes model SA-XS Hinged Type Derail.

d. Switch Point Derails are to be used if the equipment to be derailed could exceed 15 MPH,
the track approaching the main line descends at a .5% grade or greater, or If customer
moves cars within the facility or on any track, by any means.

o

4. Derails must be installed in such a way that equipment will derail away from the track being
protected. Derails come in Left-hand “LH” type (to derail cars to the left) and Right hand “RH” type
(to derail cars to the right) or bi-directional. Normally bi-directional derails are not as reliable due
to the sharper derail angle. However, the model SA-XS is a longer design with an angle similar to
single direction derails. By facing in the same direction as the movement of a potential rolling car,
determine which direction away from the track to be protected the car must be derailed. (either
right or left)

5. |If derails are to be installed in signaled track, make sure the installation meets the requirements of
FRA 236.303 or equivalent Transport Canada Regulation.

6. Derail operating stands and targets:

a. The preferred stand for a sliding derail is the Western-Cullen-Hayes model HRS-100 high
rise stand.

b. Switch point derails should use a switch stand consistent with others in the area and
equipped with an ergonomic handle and a target.

C. Derail Installation Specifications
1. The physical location for derails is governed by local conditions such as grade and length of track.
* For new installations:

Derails shall never be located less than 50 feet behind the “fouling point” with the protected
track on all new installations. Where practical, derails should be located 100 feet from the
fouling point, but in any case at a location that a derailed car could not continue to move to
the foul of the protected track after being derailed (see Engineering Standard Drawing
ES1028.0, example 3).

e At existing locations:

The grade of the track and other physical conditions must be taken into account when
locating the derail. If the derail cannot be located 50 feet from the “fouling point”, it must be
located such that a derailed car cannot travel into the foul of the protected track.

If the derail must be located closer than 50’ from the fouling point, the Regional V.P. —
Engineering shall inspect the location to make a determination if a bent guardrail must be
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10.

11.

12.

installed between the rails to provide additional assurance that the equipment will not foul the
protected track.

Whenever possible locate derails in tangent track. If a derail must be placed in a curve, do not
locate the derail on a curve where the wheels tend to bind against the opposite rail. On curved
track locate the derail on the outside rail of the curve.

To eliminate the possibility of cars running over hinge and sliding derails without derailing, the
derails must be of the proper size to fit the rail according to the following table:

Weight of Rail Height of Rail
Derail Size
No. 4 65 Ib. or less 4-1/2" or less
No. 5 65 to 85 Ib. 4-1/2” to 5-1/2”
No. 6 90to 112 Ib. 5-1/2” to 6-1/2”
No. 7 115 to 136 Ib. 6-1/2" to 7-1/2”
No. 8 136 to 140 Ib. 7-1/2” to 8-1/2”

In the derailing position, the derail block must cover the ball of the rail and lay flat on the top of
the rail throughout the underside of the derailing block surface. In order to achieve this, the ties
may be adzed evenly if the derail is set too high. Steel shims, to a maximum of %” thick may be
used if the derail is set too low.

Where insulated joints are in the affected area, derails must be placed far enough behind the
joints so that equipment derails before fouling the track circuit.

Derails, except those power operated, must be equipped with a standard switch lock that is
chained to the derail, the operating stand, or tie.

Ties to which derails are fastened if practicable should be good quality 7”x 9” track or switch ties
(depending on derail type) but in any case must be sound and well tamped. The top surfaces of
the ties shall be on the same plane (level) with each other.

Derails must be installed with the tie plates in place. If necessary, tie plates can be cropped off on
the gauge side to prevent the base of the derail from resting on the plate shoulder. The base of the
derail must rest flush on the ties to provide a proper fit on the top of the rail.

Derails shall be installed in accordance with the manufacturer’s instructions.

Provide adequate drainage to keep derails out of water so there is no ice build-up when freezing
conditions exist.

Where there is a potential for rail creep, install a sufficient amount of anchors to restrict the rail
movement.

Hinged, sliding and portable derails are to be painted orange for visibility. PPG HPC7-805 Blazed
Orange paint shall be used for this purpose. Please see Engineering Standard Drawing ES 1028.0
for clearance tie marking requirements. Switch point derails must be equipped with a target.

Derail signs must be installed on both sides of a sign-post to indicate the location of the derail for
all derails not equipped with a target on a stand. The sign should be located no less than 6’ or
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13.

14,

more than 9’ from the gauge side of the rail containing the derail. In areas where heavy snow
conditions are possible, derail sign-posts should be raised accordingly. If the derail is operated with
a high or low mast stand, derail signs may be omitted if the stand is equipped with a target. The
derail sign is detailed on Engineering Standard Drawing ES1014.0.

When derails are installed on parallel tracks and a derail sign cannot be placed beside each derail
because of clearance restrictions, use 1 sign to indicate the number of derails on adjacent tracks.
The number of derails should be written using a numeral.

For new installations switch-point derails should be of the same rail section as the main line switch
and must be constructed with undercut stock rails and switch points.

D. Inspection and Maintenance

1.

Switch point derails shall be inspected on foot at least monthly in conjunction with monthly
turnout inspections and documented in Digital Track Notebook (DTN). All other derails will be
inspected on foot once per year and documented in Digital Track Notebook (DTN).

Inspect derails on Private or Industrial tracks that connect with Genesee & Wyoming railroads
regardless of who is responsible for the maintenance of the track.

Switch point derail inspections shall comply with FRA 213.133, 213.135 and 213.235 or TC E-54
Subpart D XI, XIl, and Subpart F(3).

Additional inspections of derails are required after every derailing incident to ensure:
e The derail has not been damaged and is still in good working order.

e The ties are still sound and the derail is securely fastened.
Derails and locks must be regularly lubricated and kept in working order in all weather conditions.
Derails and derail sighs must be kept clear of vegetation, snow, and debris.

Derail signs must be visible at all times and kept clean. Signs must also be replaced when
necessary to ensure indications show clearly.

Signals and Communications employees must be notified before adjusting or disconnecting derails
equipped with signal devices.

E. Attachments:

1.
2.
3.

Derail Evaluation Form
Western-Cullen-Hayes Derails; Installation, Inspection and Maintenance Guide
Western-Cullen-Hayes Installation Instructions for Western-Cullen-Hayes Sliding Derails
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Derail Evaluation Form

Date: Region:
Railroad: Subdivision:
Mile Post: Industry or Location Name:
1) What is the existing derail type?
2) Does the industry move railroad cars by any means?
Y__
N - Skip to question 6.
3) Does the industry track descend toward the track being protected?
Y - If answers to questions 1 and 2 are yes a switch-point derail is required.
N__
4) What means does the industry use to move the cars?
___ -carpuller
____ -locomotive or track mobile
_____-end-loader or similar equipment
_____ -gravity towards the track being protected. (switch-point derail required)
____ -gravity away from the track being protected
- other, explain:
5) What training do industry employees receive regarding the safe movement of rail cars?
6) What is the distance from the 14 foot fouling point to the existing derail? feet
7) What is the distance from the derail to the nearest railroad car for normal industry operations?
feet
8) Does the industry track descend toward the track being protected?

Y __ - Percent grade toward track being protected: % (measurement required)

N
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9) Is derail located in tangent track? Y orN

10) Does the derail direct cars away from the track being protected? Y orN

11) Is the derail painted PPG HPC7-805 Blazed Orange? Y orN

12) Is the derail equipped with a target or a derail sign? Y orN

13) Are clearance ties marked in accordance with Engineering Standard Drawing ES1028.0?
Y orN

14) In the opinion of the evaluation team does the existing derail adequately protect the track?

Y: explain:

N: explain:

15) Action to be taken:
- no action required.

- existing derail moved to a min. 50 feet from 14’ fouling point. Date of correction:

- existing derail to be replaced with a switch-point derail. Date of correction:
____-derail to be painted as required by G&W standard. Date of correction:
___ -derail sign to be installed per G&W standard. Date of correction:
_____-other, explain: Date of correction:

Comments:

Evaluation Performed by:

Engineering: (signed)

Transportation: (signed)
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DERAI LS

Installation
Inspection

Maintenance

SERVING THE INDUSTRY SINCE 1903

WESTERN-CULLEN-HAYES, INC, WESTERN-CULLEN-HAYES, INC.
2700 W. 36TH Place, Chicago, IL. 60632 120 N. 3rd St., P.O. Box 756, Richmond, IN 47374
(773) 254-9600  FAX (773) 254-1110 (765) 962-0526 FAX (765) 966-5374
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PURPOSE OF A HAYES® DERAIL

A Hayes® Derail is a device designed to limit movement
of free rolling uncontrolled railroad cars. This is accom-
plished by guiding the flange of a car wheel up and over
the rail head and deflecting it laterally to drop the wheel
clear of the rail on the field side (outside) of the rails.
Movement of the car is halted by the wheels lodging in
the tie cribbing and ballast.

MODELS OF HAYES® DERAILS

SLIDING, See Figure 1

Figure 1-HB Sliding Derail with 2 Tie Operating Stand

Model HB Sliding Derail is designed to be operated on
and off the rail in a sliding motion.

Model HB has three connecting lugs used for attaching
switch circuit controller, operating devices or other equip-
ment.

Model HBX derails from either direction (two-way). We
recommend its use only when it is necessary to derail
from either direction at low speeds. Figure 2 depicts the
length and angle of deflection of our Model HB Derail.
Figure 3 depicts the length and angle of deflection of
Model HBX. The greater angle of deflection in Model
HBX results in less derailing efficiency than Model HB.
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11°-’15' \J '

Figure 2-HB Derail (Right)
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Figure 3-HBX Derail

All sliding derails must be used in conjunction with a
manual operating stand, (conventional or high rise) or
power assisted device, (ELDO, Delectric or Switch
Machine).
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HINGED, See Figure 4

Figure 4-EB Hinged Derail with Target Stand

Model EB is our standard single deflection hinge derail.
The derail block is thrown over in a vertical semi-circle
on and off the rail by hand. Hinge derails cannot be
operated by stand or power.

Model EBX is a double-end (two-way) hinge derail simi-
lar to Model HBX sliding derail. Recommended use is
only when necessary to derail from either direction at
low speeds. Figure 3 depicts the length and angle of
deflection of Model EBX and HBX. The greater angle of
deflection in Model EBX results in less derailing efficiency
than Model EB.

Model EBF is the same as Model EB except it incorpo-
rates a heavy gauge metal blue flag. The flag can be
raised or lowered with the derail, providing blue flag
protection.

Model EBXF is same as Model EBF except itis a double-
end (two-way) derail with blue flag.
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Figure 5 - LPTS PORTABLE DERAIL

Model LPTS portable derail, is made of high strength
low alloy steel providing strength and durability, yet

is light-weight. It fits all standard "T" rail sections from
75 to 136 pounds and is single direction throw. The derail
can be padlocked on rail and is furnished with a blue
flag

FIELD SIDE

Model KA is for use when between gauge equipment
restricts standard derails. Itis made using high-strength
steel construction. This unit will function in ice, snow or
sand conditions with less maintenance than other de-
rails. Operation can be by manual operated stand,
Delectric Operator or Electric Lock Derail Operator
(ELDO). Shims provided for exact fit to variety of rail
sizes. Unique swivel action is easy to operate. Installa-
tion instructions are provided with units.

Page 13 of 47



3.0

3.1

3.2

; TC 1 Attachment 5

PREPARATION FOR INSTALLING HAYES DERAILS

Site Requirements

When preparing to install a Hayes Derail determine the
most suitable location for the derail. Choose the model
best adapted to the service required.

| Gauge

'-\Tie Plate |&Crop Line

DERAIL [FOR RAIL (AND TIE PLATE)
SIZE MEASURING

4 3/1-2 inchesto 4-1/2 inches high

5 4-1/2 inchesto 5-1/2 inches high

6 5-1/2 inchesto 6-1/2 inches high

7 6-1/2 inchesto 7-1/2 inches high

8 7-1/2 inchesto 8-1/2 inches high

Provide a right hand or a left hand derail as the direction
of derailing requires, unless a double-end derail is to be
used. The requirements for the correct installation of a
Hayes Derail are:

{— Measure

1. The track must be in good condition at the two ties
where the derail is to be installed. The ties should
be sound and well tamped up, are at right angles to
the rail and must hold the rail firmly to the gauge.

2. The derail must be made a fixed part of the track.

3. If rail tie plates are used, they must be cropped even
with the base of the rail; they should never extend
under the derail.

4. Drainage must be adequate to prevent water from
collecting around the derail. While water will not
affect the function, ice can hinder the movement of
the derail.

Selecting Correct Size

A Hayes Derail must be the correct size for the rail. The
size number of the derail is stamped on the nameplate.
This number indicates the distance in inches, from the
top of the rail to the surface on which the derail will be
secured.
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If tie plates are used, they must be cropped even with
the base of the rail on the gauge side. Total height
measurement must include rail and tie plate. Always
state total measurement so proper size of derail will be
provided.

Remember, derail size is in even inches and is deter-
mined by the vertical height of the rail and tie plate, if
any, at the derail location. Not every vertical distance is
in even inches, (example: 5-3/4" rail on a 3/4" tie plate
equals 6-1/2" vertical distance). Derails can be shimmed
not more than one-half inch or the mounting surface low-
ered, (adzed) not more than one-half inch to accommo-
date height variations.

Selecting Correct Derailing Direction

Stand between the rails; look in the direction of the area
to be protected and determine if the rolling equipment
should be derailed to the right or left. Remember, a right
hand derail will be mounted on the right hand rail and
conversely with the left. Derails are always mounted on
the gauge side (inside) of the rail with the exception of
special Model KA derails.

INSTALLING SLIDING DERAILS (HB SERIES)

Locating the Derail

The distance the derail is to be placed from the point
requiring protection should be determined by the prob-
able distance the car will travel after being derailed. This
depends on length of track, the grade and the condition
of the soil. (Frozen ballast will permit farther travel than
unfrozen.)

Always place the derail where it will be assisted by the
track configuration. Placing the derail

on the rail against which the wheels Direction of
bind assists the derail in doing its travel
work; placing it on the opposite
rail may hinder derailment.
Note Figures 6, 7 and 8.

Figure 6 - Correct Location of Derail on Curve
Page 15 of 47



9 TC 1 Attachment 5

Direction of
travel

/

Figure 7 - Incorrect Location of Derail On Curve

CURVES: DO NOT LOCATE A DERAIL ON A CURVE
WHERE THE WHEELS HAVE A TENDENCY TO BIND
AGAINST THE OPPOSITE RAIL. ON CURVED TRACK
LOCATE THE DERAIL ON THE OUTSIDE RAIL OF THE
CURVE, ORDERING A RIGHT OR LEFT ACCORD-
INGLY.

IF LOCAL CONDITIONS FORCE THE USE OF A DE-

RAIL ON THE INSIDE RAIL OF ACURVE WE RECOM-
MEND THE USE OF AWCH WHEEL CROWDER WITH
THE DERAIL.

Movement of intruding
equipment — 5.

Use left hand derail
Path of derailed P
wheels — - - — - — —

_/ Main Line

Figure 8 - Movement of Intruding Equipment,
Path of Derailed Wheels
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4.2 Positioning the Derail Relative to The Rail
Figure 9 shows a correct installation. The derail is posi-

tioned so that its horizontal flanges are on the same plane
as the rail base, and the rail height and derail size agree.

OVERHANG

—r $ }
: BEARING'
l#-17" 10 Gage

Figure 9 - HB Size 6 on 6" Rail
CORRECT For Installing With-
out Tie Plates

Figure 10 is correct when a tie plate is used. Shim un-
der the derail so that the height of derail and shim equals
the height of rail and tie plate.

BEARING OVERHANG

-

SHIM T.-‘ TIE PLATE

BEARING

Figure 10 - HB CORRECT For Installing
With Tie Plates
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Figure 11 is not correct. The derail shoe does not prop-
erly cover the rail head. This is the condition that can
result from using a tie plate under the rail without match-
ing shims under the derail, even though the rail height
and derail size agree.

CLEARANCE

/
BEARING

Figure 11 - HB Size 6 on 6-1/2" Rail
INCORRECT: Rail Higher Than
Size of Derail

Figure 12 also is not correct. This faulty installation puts
undue strain on the shoe and can result in a broken shoe
or a distorted block. Furthermore, this prevents proper
seating on the rail and can cause the derail to be dis-
lodged from the track.

k! BEARING
CLEARANCE

Figure 12 - HB Size 6 on 5-1/2" Rail
INCORRECT: Rail Lower Than
Size of Rail
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4.3 Putting The Derail In Track.

After site, size and direction of the derail have been de-
termined, lay the derail in place. Shove the front of the
guide box against the web of the rail and fasten the guide
box to the ties.

The derail block, when on the rail, must fully cover the
head of the rail to insure derailing. (Note Figures 9 and
10 regarding overhang.)

If the derail has been correctly placed, the derail block
will drop neatly onto the top of the rail at the end of the
forward stroke. The weight of a wheel on the derail will
then be carried through the derail block directly to the
rail and ties.

The derail block cannot move off the rail horizontally. It
cannot leave the rail except by raising above it at the
same time.

If the derail block does not fit the rail head in this way,
the position of the guide box with reference to the rail
must be adjusted. It may be found that the surface on
which the derail is secured is not the required distance
below the top ot the rail; or the front of the guide box
may not be against the web of the rail (Note Figure 13).

LOCATION OF OUTER

CONNECTING LUGS ]
- » R SEAT
L -+ '/’: ~

LOCATION OF CENTER LUG THRUST SHAFT

Figure 13 - Model HB
Showing Connecting Lugs
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Data Concerning Adjustment of Vertical Height

Example: You have a Size 6 Derail (from nameplate).
VERTICAL DISTANCE is 6-1/2". (5-3/4" high rail on a
3/4" tie plate). Derall, sitting on ties, will be 1/2" too low.
You may either A) Shim up the derail 1/2" with steel
shims, or B) Remove the tie plates under the rail and
adz the ties 1/4" under the Derail. Either method will
make the distance from the TOP OF RAIL TO TOP OF
TIE (where the derail sits) the same number of inches
as size number of Derail. THIS IS A MUST.

See Figure 16.

Example: You have a Size 6 Derail (from nameplate).
VERTICAL DISTANCE is 5-1/2". (5-1/2" high rail directly
on ties--no tie plates.) Derall, sitting on ties, will be 1/2"
too HIGH. You may either: A) Shim up the running rail
1/2" with steel shim, or B) Adz the ties 1/2" under the
Derail. Either method will make the distance from TOP
OF RAILTO TOP OF TIE (where the derail sits) the same
number of inches as size number of Derail. THIS IS A
MUST. See Figure 14.

Figure 14 - Size 6 Derail Correctly
Installed on 5-1/2" Rail

Page 20 of 47



TC 1 Attachment 5

I
S L0755

Figure 15 - Size 6 Derail Correctly
Installed on 6" Ralil

" I'I
SHIM 3 |
Figure 16 - Size 6 Derail Correctly
Installed on 6-1/2" Rail
4.5 Making The Derail A Fixed Part of The Track

Note: Follow the plan as shown in Figure 17. The
derail guide box is provided with vertical and horizontal
flanges adapted to bear against the sides and tops of
the ties; these areas of the ties should be surfaced to
give a good bearing for each of the flanges of the guide
box.
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O
° o
0, O
] ° L
1
° o
o ° 04
]

Figure 17 - Model HB Derail In Track

By placing rail braces outside both rails on the derail
ties, the rails will be held to gauge and in correct
position relative to the derail.

Straps spiked at the outer ends of the ties will hold the
ties in correct relative position.

6" 15" 6"—

Bearing
Figure 18 - Model HB

The ties should be spaced so that the derail vertical
flanges will bear against them (See Figure 18).

Page 22 of 47



4.6

5.0

5.1

5.2

TC 1 Attachment 5

The horizontal flanges have holes 31/32" diameter.
These willaccommodate 5/8" square track spikes or lag
screws up to 15/16" diameter. All of these openings
should be used so that the derail may be firmly afixed to
the ties.

Operating or Indicating Connections to Derail

Models HB and HBX have three connecting lugs, 3/4"
thick with 57/64" dia. holes, with one lug being offset.
(See Figure 18) Operating and locking connections
should be placed at right angles to the rail and in direct
line with the movement of the derail block.

INSTALLING HINGE DERAILS
(EB SERIES)

Basic instruction for HB Derails also apply to EB Series
Derails, follow the previously mentioned requirements
of location, size and direction of throw.

Set the derail in track with the derailing block down flat
on the rail and position so that the vertical surface under
the derail block just touches the gauge side of running
rail.
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Ties should be in good condition and spaced (12")

to bear against the vertical flanges of the derail guide
box. The ties should be tamped thoroughly to provide a
good bearing under the running rail. The derail should
be secured to the ties with six spikes or lag screws fully
driven.

The derail block should come down flat onto the top of
the rail; it will do this if the derail is correctly placed.
Also, the block should fully cover the head of the rail to
insure derailing. The shoe is designed for a 1/2" over-
hang with 3" head width, smaller width heads should
have correspondingly increased overhang.

INSTALLING HAYES PORTABLE DERAIL MODEL TS

Place derail with graduated teeth against tie or tie plate
on gauge side of rail. Adjust set screws on field side of
derail to light bearing under rail head, derail shoe to sit
level, tighten jam nuts. See Figure 19.

Hand tighten screw handle to secure derail to rail head.
Do not overtighten; hand tight only. See Figure 20 for
correct placement. Align holes under handle for apply-
ing padlock. Position flag for warning. Note: The handle
clamp is for security so derail is held in position and a
lock is inserted. It is not for retarding linear movement.

Flag staff
y mounting

Align holes
for padlock
Graduated teeth

Figure 19 - TS Derail
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Fath of deraifed cars.

{ Y

RIGHT HAND DERAIL

If caris to be thrown to the left, 1
yse left hand derail and place
on rail to the leftin direction

af car travel.

7.0

8.0

8.1

Derail placed with graduated teeth
on gage side of rail.

Figure 20 - Placement of TS Derail

INSTALLING HAYES FIELD SIDE DERAIL
(MODEL KA)
Install according to instructions provided with the unit.

DERAIL OPERATING STANDS

Two-Tie Operating Stand & Parts Figure 21 shows the
operating stand. It is made to throw any Hayes Sliding
Derail. Operating stands cannot be used with Hinge De-
rails. All Operating Stands can be padlocked.

Figure 21 - Two Tie Operating Stand & Parts

The Two-Tie Operating Stand has no gears; the parts
are few and everything is in sight. All parts are steel
except the lamp tip which is cast iron. The eyebolt is
threaded to provide adjustment for the throw of a Hayes
Sliding Derail. The lever opens and closes the derail
and turns the vanes through a right angle; it may be
locked with the derail either on or off rail. The connect-
ing rod has an adjustable screw jaw on each end and
7/8" turn pins.
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Unless specified otherwise, our standard will use a rod
length to locate the center of lamp staff 3 feet 6 inches
from gauge. Lamp tip will conform to AAR standard lamp
socket. Weight 90 Ibs.

The One-Tie Operating Stand shown below is the same
in construction and operation except that it requires only
one tie as a support. Weight with connecting rod is 63
Ibs.

Figure 22 - One Tie Operating Stand

The Close-Coupled Operating Stand, Figure 23, is the
same in construction and functions as our regular Oper-
ating Stand except long ties are not required. The staff
is cut off 1/2" above base forging, vanes and lamp tip
are not used due to closeness of stand to rail to provide
standard clearance. Connectingrod is 37" long. Weight
with connecting rod is 76 Ibs.

Figure 23 - Operating Stand Close
Coupled to Model HB
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Figure 24 - HB Sliding Derail with
High Rise Operating Stand

HIGH RISE OPERATING STAND

Ergonomic design allows movement of sliding derail with
out bending or stooping. The handle is 34 inches above
the top of tie and the stroke adjusts for any sliding de-

rail. The stand can be padlocked in both on and off rail
position. Target vanes are red and white (unless other
colors are specified)14 gauge steel.

Installing An Operating Stand With
Hayes Sliding Derails

Install the derail according to instructions. Pin the con-
necting rod to the stand eyebolt and to the center derail
lug. With the lever in the left notch facing the rail and
the derail block on the rail, fasten the stand to the ties.
Adjust the eyebolt to give the correct stroke. Adjust the
screw jaws for length of the connecting rod. Rod length
does not affect the stroke. Eyebolt length changes stroke
of derail.

DERAIL TARGET STAND
The Target Stand, See Figure 25, may be used with any
Hayes Sliding or Hinged Derail to indicate whether the

derail is on or off the rail, but it cannot be used to oper-
ate the derail.
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9.2

9.3

Figure 25 - EB Hinged Derail With
Target Stand

Operation

The movement of the derail block on and off the rail is
transmitted through the connecting rod and turns the
lamp staff through a right angle; the standard connect-
ing rod places the center of lamp staff 3 feet 6 inches
from gauge. The complete stand with connecting rod
weighs 35 Ibs. Unless otherwise specified banners will
be provided red to denote on-rail and white to denote
off-rail. Lamp tip will conform to AAR standard lamp
socket.

Installing A Target Stand With Hayes
Sliding or Hinge Derail

Install the derail according to instructions and insert the
connecting rod in the lug of the derail nearest the tie on
which the Target Stand will be mounted. Insert the end
of the connecting rod in the crank. Holding the Target
Stand on the tie, throw the derail block back and forth
and adjust the eyebolt to turn the vanes through a right
angle; then fasten the stand to the tie. Be certain when
looking down the track only one color is visible when
derail is fully on or off rail.
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WESTERN-CULLEN-HAYES WHEEL CROWDER
(Patented)

The Wheel Crowder is a device designed to assist the
functioning of derails under unusual conditions such as
location on inside rail of curves and on descending
grades. Itis designed for use with our Model HB and
EB Derails. When used with Model HB the derail and
Wheel Crowder may be moved into or out of the work-
ing position by a hand operated stand or Delectric derail
operator subject to remote or local control. When used
with Model EB Hinge Derail, the Wheel Crowder is moved
into or out of the working position when the derail block
is thrown over in a vertical semi-circle on or off the rail
by hand.

A Wheel Crowder consists of two pieces; a complete
Crowder and one rod which attaches to the derail. Be-
fore installing, read nameplate on Crowder to be sure
Crowder is correct for derail being used. A crowder for
hinge derails will not work with sliding derails and a
Crowder for sliding derails will not work with hinge
derails.

Nameplate also indicates size and right or left hand. Size
must correspond to size of derail being used. Also, a
right hand Wheel Crowder must be used with a right
hand derail; conversely with the left. The Wheel Crowder
cannot be used with A double-end derail (two-way).
Regarding size, use same instructions as to determin-
ing size given with the derail.

PUTTING THE WHEEL CROWDER IN TRACK WHEN
USED WITH MODEL EB HINGE DERAIL

1. Place Crowder against gauge side of rail
opposite derail. Be certain ties are at right
angles to rail.

2. The vertical flanges on base of Wheel Crowder

are same as derail, maintaining straight, parallel
ties for correct installation.
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3. Two bolt holes are provided, one at each end
of Crowder, drill holes in rail to accommodate
the bolts and tighten Crowder to web of rail.
Use set screws at web to maintain proper point
contact with rail. Use spikes or lag screws to
securely hold the crowder in position.

4. With the derail and Crowder secured in place,
attach connecting rod in the left hand lug of
the derail, insert and spread cotter key.

5. Fit the connecting rod to the Crowder, adjust
the turnbuckle to fit snug when derail is in the
on-rail position and the crowder point is snug
against gauge side. Insert pin and spread the
cotter key.

6. Test your installation by positioning the derail
to the off-rail position with very little physical
effort. The Crowder should be in the non-
derailing position.

7. Do not install a Wheel Crowder with a double-
end derail (EBX, EBXF); use only a right or
left hand derail. A Crowder accepts a wheel
from one direction only, angles of deflection
do not correspond with double-end derailers.

8. All moving parts should be well lubricated to
insure ease of movement. Graphite should
be used on sliding surfaces.

10.2 PUTTING THE WHEEL CROWDER IN TRACK WHEN
USED WITH MODEL HB SLIDING DERAIL

1. Place the Wheel Crowder against gage side
of rail opposite to which derail is located. Be
certain ties are at right angles to rail.

2. The vertical flanges on base of Wheel Crowder

are same as derail, maintaining straight, parallel
ties for correct installation.
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Two bolt holes are provided, one at each end
of Crowder. Drill holes in rail to accommodate
the bolts and tighten Crowder to web of rail.
Use set screws at web to maintain proper point
contact with rail. Use spikes or lag screws to
securely hold the Crowder in position.

With derail and Crowder secured in place, first
attach the connecting rod to the left lug on the
derail, then connect the opposite end of the
connecting rod with the turn-buckle into the
reversing crank mechanism on the base of
the Crowder.

Attach the connecting rod from the manual or
electric operating mechanism that places Derail
and Crowder in the on-rail or off-rail position to
the turn-buckle on the operating stand, and the
opposite end into the right hand lug on the Derail.
Insert and spread all cotter keys in the connecting
rods.

Do not install Wheel Crowder with double-end

derail (HBX), use only right or left hand derails.
A Crowder accepts a wheel from one direction

only, angles of deflection do not correspond.

All moving parts should be well lubricated to
insure ease of movement. Graphite should
be used on all sliding surfaces.

ILLUSTRATIONS OF CORRECT AND INCORRECT
INSTALLATIONS OF MODEL HB, AND MODEL EB
DERAILS WITH WHEEL CROWDER

Figure 26 - CORRECT FIT
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(_ -
' MUST FIT
-7 FLUSH WITH
L/ RAIL

i
|

Figure 27 - CORRECT FIT- Must Fit
Flush With Rail

Figure 28 - INCORRECT - Wheel Crowder
Put In Track Wrong, Wheel
Crowder Size 6 on 6-1/2" Rail.
Too Low For Rail. Wheel Can
Damage Crowder.

T~
| 7

L—#Ax«&. ii

Figure 29 - INCORRECT - Wheel Crowder Size
6 on 5-1/2" Rail. Too High For
Rail. Crowder Function Impaired.
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INSPECTION AND MAINTENANCE OF
PERMANENTLY INSTALLED DERAILS
MODEL HB AND EB SERIES

Inspection Data Required
Derails should be given the same inspection and main-
tenance that other track and signal devices receive.

When anything happens at a derail which seems to re-
flect on the efficiency of the installation, the conditions
at the derail should be examined and a record made by
writing down the answers to the following questions:

1.

2.

10.

11.

12.

Model and size of derail.

Actual height of rail, actual width of head
of rail.

Is the derail on the outside rail or inside
rail of a curve? About what degree is the
curve? lIs it on straight track?

What is the condition of the ties?

What is gauge of track at derail?

How far is the guide box away from the
web of the rail?

What is the vertical distance from the
top of the rail to the surface on which
the derail is secured?

Are the ties and operating connections
at right angles to the rail?

How is the derail fastened to the ties and
are all holes in the horizontal tie flanges
of the guide box used?

How many rail braces and tie plates
are used on the derail ties?

Is the rail held firmly to the ties at the
derail?

Are the ties well tamped up to a firm
bearing?
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13. Are the derail ties strapped together?

14. Do the bottom vertical flanges of the
derail guide box bear against the sides
of the ties?

15. Does the derail block at the heel end
fully cover the head of the rail?

16. Has the derail been damaged in any
way and if so, what result will it have
on the function of the derail?

17. How is the derail operated? Is it well
lubricated?

18. Give any other essential facts bear-
ing on the location or condition of
the derail.

If the analysis of an inspection as outlined
above does not straighten out the matter,
please send the record to us and we will
be glad to assist you.

11.2 Explanation of Inspection Questions

A better understanding of the inspections can be gained
if you read the explanation of each item listed here:

1. The model symbol and size number of the HB
and EB Series Derails will be found on the
nameplate. On derails installed previous to
1948, this will be found on the castings. The
size number indicates the distance in inches
down from the top of the rail to the surface on
which the derail must be secured.

2. All derails shipped since 1949 (Models HB,
HBP, HBX, HBXP and EB, EBX, and EBF,
EBXF are suitable for rail up to 3" wide, but
many models shipped previous to 1949 are
for rail heads not more than 2-1/2" wide.
These are cast derails Model A, AP, G, GP and D
and in the interest of safe operations these
models should be confined to light rail or they
should be replaced with derails of the HB and
EB series.
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We do not recommend that a derail be placed
on the inside rail of a curve. If local conditions
force the use of a derail on the inside rail of a
curve, we recommend the use of a WCH
Wheel Crowder with a derail.

The two ties on which the derail is placed
should be sound to insure holding the derail
in position when a wheel encounters it.

If the gauge is wide, the flange of a wheel en-
countering the derail block may not enter the
flange groove as it should. Proper widening
on a curve is allowable if the derail is placed
as shown, Figure 7, Point 4.1.

This refers to derails of the sliding type where
the front of the guide box should be against
the web of the rail. The exception would be
with a rail head unusually wide compared with
the thickness of the web; here it may be nec-
essary to keep the guide box slightly away
from the web of the rail so as to permit the
derail block to come down flat onto the rail.
This includes old style cast derails previous

to 1948, Models G, J, H, HP, HX, HXP and the
current all-steel derails Model HB, HBP, HBX,
and HBXP. The derail block will then be held
in place by its bearing against the rail and the
seats in the guide box. The vertical front
surface of the derail block in the hinge derail
should be against the gauge of the rail; this in-
cludes cast hinge derails old style Models E,
and EX and current Models EB, EBX and EBF.

The vertical distance from the top of the rail to
the surface on which the derail is secured
should be four inches with a size 4 derail, it
should be five inches with a size 5 derall, it
should be six inches with a size 6 derail, it
should be seven inches with a size 7 derail.
THIS IS AN ESSENTIAL REQUIREMENT.
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If the derail is high the block will be held above the
rail and the weight of a wheel striking it will not be
carried direct to the rail and the derail may be
damaged. If the derail is low the block will not lie
flat on the rail and against the locking seats of the
guide box. Place a straight edge across both rails
and measure down at all four corners of the hori-
zontal tie flanges of the guide box, measure to the
under side of the tie flange which is the surface
on which the derail is secured.

The ties should be at right angles to the rail to hold
the derail in correct position. The operating con-

nections should be at right angles to the rail so as
to be in line with the movement of the derail block.

The guide box should be securely fastened to the
ties by means of bolts, lag screws or spikes with
the proper number inserted in bolt holes whether
it is a derail of the HB or EB Series. The derail
will then be held to its work.

The use of four rail braces or shoulder tie plates on
the derail ties insures holding the rails in correct
position, See Figure 9, Point 4.2.

The rail should be held firmly to the ties at the de-
rail. This is just as essential as making the derail
a fixed part of the track.

The ties should be tamped up to a firm bearing to
hold the derail in correct position relative to the
rail.

Strapping the derail ties together increases the
stability of the installation.

The sides of the ties should bear against the verti-

cal flanges on the guide box to take the thrust
when a wheel strikes the derail.
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15. Itis essential that the derail block at the heel end
fully covers the head of the rail and is held in that
position by the seats in the guide box. If it does
not, the position of the guide box relative to the
rail should be examined. Or there may be insuffi-
cient stroke in the operating mechanism. If the
derail block at its heel end does not fully cover the
head of the rail, a wheel flange may catch on top
of the rail after sliding off the derail block.

16. Long experience proves that a Hayes Derall, if
properly installed, will take care of repeated de-
railments without being damaged unless it is
struck when partly thrown or otherwise misused.
A description of any wheel marks on the derail
should be given.

17. Aderail should be lubricated the same as other
track and signal devices. See Figure 30, Sliding
Derail Lubrication.

C - Holding down shelf
A- Rear hook bearings

B-Front seai'

Figure 30 - Lubrication of Sliding Derail

A Sliding Derail should be lubricated with grease
at the following locations:

A. Rear hook bearings; top, bottom and
sides.

B. Front seat-top.

C. Holding down shelf-bottom.
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18. If the inspection is made as the result of any
particular occurrence at the derail, a full descrip-

tion should be given.

IN CONCLUSION

Changes brought about by laying heavy rail in place of
light rail without upgrading the derail creates an unsafe
condition. Derails not suitable for use on heavy rail are
old-style Models A, G, GP, J and D. These are cast
type derails and were made to cover rail heads not more
than 2-1/2" wide. Current derails of the HB and EB se-
ries provide a 1/2" overhang of the derailing shoe be-

yond a 3" wide rail head.

Please ask us for any assistance you may need with
your derails. We make it our business to help you get
the best results from every Hayes Derail you have in

track.

HAYES PLANT (Factory)
Western-Cullen-Hayes, Inc.

120 North 3rd St.

P. O. Box 756

Richmond, Indiana 47374

(765) 962-0526 * Fax (765) 966-5374

or GENERAL OFFICE
Western-Cullen-Hayes, Inc.

2700 West 36th Place

Chicago, lllinois 60632

(773) 254-9600 * Fax (773) 254-1110

- Not To Be Reproduced Without Permission of the

Western-Cullen-Hayes, Inc. 1/1998.
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WESTERN-CULLEN-HAYES, INC.

120 N. 3rd. Street ¢ Richmond, Indiana 47374
(765) 962-0526 * Fax (765) 966-5374

Web Site: www.wch.com E-mail: wch@wch.com

Installation Instructions for Western-Cullen-Hayes Sliding Derails

1.) Site Selection: When selecting a location for the installation of a Hayes Derail several factors
should be taken into consideration. Derails should never be installed in paved areas or on the
bottom or inside rail of a curve. Special attention should be given to the surrounding area as well.
Rolling equipment should not be derailed towards buildings, fences or other structures. Derails
should be placed far enough ahead of any area being protected to ensure that the derailed equip
ment is safely stopped. The derail site should be well drained to prevent the accumulation of
water around the equipment.

Fig. 1-1) Correct Location of Derail on a Curve Fig. 1-2) Incorrect Location of Derail on a Curve
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2.) Derail Size: Western-Cullen-Hayes Derails are manufactured in five sizes (4 through 8 except
Model HBXS which are 6,7,8) to ensure proper fit to a variety of rail sections. Each size deralil
corresponds to the height in inches from the top of the mounting surface, including tie plate, if
used, to the top of the rail. For example a size 7 derail fits a 7 inch application. Our derails can
accommodate rail height of not more than 1/2 inch greater or less than their size number by
means of shimming the derail up or adzing the tie surface down. It is very important that derails
fit the rail properly in order for them to function as designed.

Fig. 2)

Deail Distance from Top of Rail to
Size Tie Surface (Inches)

4 3-1/2" to 4-1/2"

5 4-1/2" to 5-1/2"

6 5-1/2" to 6-1/2"

7 6-1/2" to 7-1/2"

8 7-1/2" to 8-1/2"

3.) Derail Direction: Derails come in left hand, right hand or bi-directional “X” models. To determine

the required hand of a derail, stand between the rails looking in the direction of the area to be
protected. Then decide if the rolling equipment should be derailed to the left or right. Keep in

mind that a right hand derail is mounted on the right side of the track and will derail to the right

and conversely for a left.

TC 1 Attachment 5
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Fig. 3-1) Side Selection - Derailing Intruding Equipment.

See Fig. 3-2)

Fig. 3-2) HB Right Hand Derail with Crowder and Hi-Rise Operating Stand

Fig.

3-3) Derailling Intruding Equipment to the left.

Derail intruding equipment by placing the derail
on outside curve of track, where the path of derailed
wheels will be clear of obstructions & other equipment.

If located on a curve he Derail must be also positioned on the outside
portiion of the curve as shown (unless used in conjunction with a Wheel
Crowder). Left Hand HB Derail with optional Hi-Rise Operating Stand
are shown here.

This is important when placing the Operating Stand as well. Ample clearance must be provided
between adjacent tracks and other possible equipment or structures. Care should be taken to avoid
derailing toward buildings, ditches, paved areas or other tracks where derailed equipment could
obstruct movement on that track. Bi-directional “X” derails should only be used when it is absolutely
necessary to derail equipment entering and exiting a specific area, such as a locomotive shop.

4.) Installation: Once the location, size and direction of the derail have been determined the final
installation takes just a few minutes. The two crossties under the derail should be new, grade
5 ties at least 14 feet long. The ties should be parallel and level and well ballasted.

TC 1 Attachment 5
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Fig. 4-1) Plan View of Installed Derail. . . ) . . . .
Fig. 4-2) Rear View of Derail showing connecting lugs and dimensions.
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If tie plates are used, they must be cropped even with the base of the rail on the gauge side of the
rail. Particular attention must be paid to the height of the rail and tie plates, either shim the derail or
adz the ties as re