Post Implementation Review of the Railways (Interoperability) Regulations 2011

Background context
Introduction 
The Department for Transport (DfT) is seeking the views of stakeholders on the operation and effectiveness of the Railways (Interoperability) Regulations 2011 (RIR 2011) and the associated standards framework. This survey forms part of DfT’s statutory Post Implementation Review (PIR) of RIR 2011, which assesses whether the regulations are achieving their intended objectives, whether they remain necessary, and whether there have been any unintended consequences arising from their application. 
This PIR comes amidst a rolling programme of rail nationalisation and the establishment of Great British Railways (GBR) as the directing mind for Britain’s railway. These developments prompt reconsideration of this regulatory framework which may lead to substantive changes to RIR 2011 and the standards it mandates to better serve the new sector model.  
In addition to meeting the statutory requirement to review the effectiveness of RIR 2011, this exercise is intended to inform our thinking on the potential changes to RIR 2011 and its associated standards to reflect wider changes to the rail industry, which we may consult on in due course. RIR 2011 and the standards it mandates do not operate in isolation, but within a wider interconnected standards framework that includes pan-industry standards mandated through licence conditions and company standards set through contracts and individual safety management systems. Potential changes to RIR 2011 and its associated standards could have consequential effects on the wider standards framework, so this PIR takes a holistic approach and includes broader questions about the effectiveness of the overall standards framework. This PIR therefore provides an opportunity to not only look back at how RIR 2011 has operated to date, but also to gather evidence to support decisions on the future shape of the overall rail technical standards framework as we prepare for GBR. 
This review will be of interest to a wide range of stakeholders, including passenger and freight operators, infrastructure owners and managers, rolling stock leasing companies, manufacturers and suppliers, conformity assessment bodies, and passenger representatives. Responses from any organisation or individual with an interest in this subject are welcomed. 
Policy context 
The Government is delivering the biggest change to Britain’s railways for a generation, bringing track and train together under public ownership through GBR. This is a wholescale programme of reform to replace the current rail model which is overly fragmented, lacks accountability, and contains perverse incentives and irregularities with a new model designed to better meet the needs and expectations of those who rely on the railway, and support the Government’s growth agenda.  
GBR will be responsible for managing the majority of Britain’s mainline railway infrastructure and running most passenger train services. While there will still be some independent networks and passenger operators, and freight is remaining a private commercial enterprise, consolidating most of the system under GBR is intended to offer a single point of accountability for the overall performance of Britain’s railways. 
The current model lacks this, making it difficult to drive improvements in these areas. However, GBR will be more than just a combined operator-infrastructure manager. As the directing mind, it will be an authority in the system, empowered to take strategic decisions across track and train that optimise the performance of the railway aligned to a Long-Term Rail Strategy set by the Secretary of State. 
The DfT’s role in rail will need to change to reflect a model based around the establishment of GBR. This means stepping back from operational decision-making and refocusing its role on setting strategic direction, regulations, GBR’s licence, and the funding and sponsorship of public rail bodies. This is necessary to ensure that responsibilities and accountabilities in the new system are clear, duplication and overlap is avoided, and decisions can be taken efficiently at the right levels.  
The creation of the new rail model requires a reassessment of RIR 2011 and the overall rail technical standards framework.  We need a fit for purpose rail technical standards framework for the reformed rail model that’s simplified, streamlined, and proportionate with clearer lines of accountability. Simultaneously, we must not lose sight of the approach of our nearest neighbours. The European Union accounts for 41% of all UK exports and half of total UK imports, and remains a key trade partner for rail equipment. EU rail interoperability law applies in Northern Ireland under the Windsor Framework, and international agreements covering cross-border rail services, of which there is growing demand, align with many aspects of EU rail interoperability law.  
These factors raise fundamental questions about what a rail interoperability framework should exist to do, how extensive it needs to be, what the right balance is between mandatory and discretionary standards in the overall standards framework, and the extent that alignment with EU rail interoperability law is beneficial or detrimental. Given the importance of technical standards to the operation of the railway, including their contribution to safety, interoperability and market access, any potential changes to the framework require careful consideration and a robust evidence base. This PIR forms the first stage of that process by seeking views on whether the current framework continues to achieve its intended objectives and, where appropriate, identifying opportunities for improvement. Any future changes would be subject to further consultation and considered alongside the wider programme of Rail Reform. For these reasons, we do not intend to make major changes for Day One of GBR. 

Statutory basis for the PIR 
Regulation 49 of RIR 2011 requires the Secretary of State to assess the operation and effectiveness of these regulations and publish a report every five years after they came into force. This is the third PIR for RIR 2011. The reports of the previous reviews were published in March 2017 and 2022 respectively, and the next report, drawing on responses of this review, must be published by March 2027. 
Following a PIR, the Secretary of State may decide that the regulations should remain unchanged, or consider whether they should be amended or revoked, subject to consultation and the appropriate legislative process. 
The first PIR, conducted in 2017, identified a desire among some stakeholders for greater flexibility within the interoperability framework, including consideration of whether certain parts of the UK railway could be removed from the scope of the regime. The review recommended that the Department explore opportunities to introduce additional flexibilities at an appropriate future point.
However, there were significant constraints on progressing this work at the time. As a Member State of the EU, the UK had limited scope to make unilateral changes to the interoperability framework, despite the findings of the first PIR. Following the UK's decision to leave the EU, the Department's focus shifted towards ensuring regulatory continuity and supporting a smooth transition from EU membership, which limited opportunities to pursue wider reform of the regulations.
The second PIR, published in 2023, identified four overarching themes: clarity, simplification, transparency and compatibility. In response, the Department committed to a number of actions designed to improve the operation of the framework. Since then, substantial progress has been made in delivering these commitments.
Ahead of publication of the 2023 PIR report, the Department issued initial guidance to provide greater clarity on the application of RIR 2011. This was followed by more comprehensive guidance developed jointly with the Rail Safety and Standards Board (RSSB), providing further explanation of the framework, including the scope of the regulations and the responsibilities of key rail industry actors.
The Department also worked closely with Network Rail, ORR and RSSB to identify opportunities to make better use of existing flexibilities within the regulatory framework and reduce unnecessary time and cost burdens on projects. A significant element of this work was delivered through the revision of National Technical Specification Notices (NTSNs), published in 2025. These revisions provided greater clarity on the policy objectives of the NTSNs, transition arrangements and the exemptions process. Additional areas explored following the last PIR included the potential for self-validation of routine infrastructure works, improvements to processes for upgrade and renewal projects, and the introduction of exemption application surgeries to support projects at an earlier stage of development.
The one commitment that was not progressed was further engagement with industry to develop and assess options for more fundamental legislative reform of RIR. This was largely due to a changing political and policy landscape. The change in Government, evolving Rail Reform priorities, and wider reviews of retained EU law created uncertainty around the future regulatory framework and limited the opportunity to undertake a comprehensive review of legislative options.
The context has now changed significantly. The Government's programme of Rail Reform, including the establishment of GBR through the Railways Bill, presents a timely opportunity to reconsider the role and operation of the interoperability framework. The creation of GBR, alongside wider ambitions to simplify industry structures, improve accountability and reduce unnecessary costs, provides an opportunity to revisit questions around the scope, purpose and delivery of interoperability requirements. This PIR therefore seeks to build on the findings of previous reviews and develop an evidence base to inform potential future changes to RIR 2011 and the wider rail technical standards framework.
Scope of this PIR 
DfT intends this PIR to be comprehensive and robust, reflecting both the statutory requirement to review RIR 2011, and the wider context of Rail Reform, future trading relationships with the EU and the establishment of GBR.  
The Regulations apply across the United Kingdom, including Northern Ireland, and this review therefore considers their operation and impact in both Great Britain and Northern Ireland. However, the context for any future reform differs across jurisdictions. In particular, interoperability requirements relating to the Channel Tunnel and elements of EU rail interoperability law that apply in Northern Ireland under the Windsor Framework create additional considerations that are not present elsewhere in Great Britain. Consequently, any options for legislative or policy change arising from this review will need to carefully assess the implications for Northern Ireland and the Channel Tunnel, ensuring that international obligations, cross-border operations and existing legal commitments continue to be met.
Structure of this survey 
This survey is divided into eight sections with 32 questions in total.  
You may choose to answer all or only those questions relevant to you or your organisation. If you have broader observations on RIR 2011 and the associated standards framework that do not align with the set questions, you may provide this feedback in response to the open text question in Section H (Question 32). 
The final deadline for responses is 18th September 2026.
Please note: This is not our area of expertise, and feedback from members has been limited.  However, we support the comments from the Rail Wagon Association
Survey questions
Section A – About you 
Summary: The creation of GBR gives an opportunity for a proportionate review of how standards are managed.  However, given the scale of work on rail reform presently, DfT should consider whether this is a priority action, particularly for those standards which ensure the safety of the network.  We would also be concerned to ensure that critical standards continue to have independent status, ensuring that common standards apply across the industry for all operators.  In that context, we would expect a continued role for RSSB in setting industry-wide standards. 

Question 1: Are you responding in a personal capacity or on behalf of an organisation? 
On behalf of Rail Freight Group (RFG)
Question 2: If responding on behalf of an organisation, what type of organisation do you represent? 
[bookmark: _Hlk160010122]RFG is the representative body for rail freight in the UK, and we campaign for a greater use of rail freight to deliver environmental and economic benefits for the UK. We have over 130 member companies, including train operators, end customers, ports and terminal operators, suppliers including locomotive and wagon companies and support services. 

Question 3: What is your organisation’s annual UK rail turnover? 
Question 4: What proportion of your organisation’s work concerns compliance with RIR or the standards it mandates? 

Section B - Purpose of RIR 2011 
Background
Interoperability originated as a European initiative intended to improve the competitiveness of the rail sector. The Railways (Interoperability) Regulations 2011 (RIR) transposed the EU Interoperability Directive (2008/57/EC) into UK law. The overarching purpose of the Directive was to improve the interoperability and connectivity of national rail networks across Europe, supporting a more efficient, competitive and environmentally sustainable railway. By reducing technical barriers between rail systems, the framework sought to encourage a greater shift of passenger and freight transport from road and air to rail, contributing to wider environmental objectives. It also aimed to support the development of a more competitive European rail manufacturing industry by enabling greater market access for railway equipment across national borders.
The original stated policy objectives of RIR 2011 were to:
· Deliver benefits of standardisation through economies of scale for railway components, improving the economic performance of European railways and the environmental performance of the transport system.
· Harmonise Member State design assessment, acceptance and approval processes to prevent barriers to trade and to promote a single European market for railway products and services.
· Ensure compatibility between European railways to allow for through running of trains between Member States.
To achieve these objectives, RIR 2011 established a framework of common technical specifications and assurance processes for railway infrastructure, vehicles and constituent equipment. This included legal requirements to comply with Technical Specifications for Interoperability (TSIs) set at EU level and supplementary National Technical Rules set by Member States and agreed with the European Commission, undergo assessment and certification against their mandatory specifications by EU notified bodies and UK designated bodies, obtain authorisation to place vehicles and infrastructure in service from the relevant National Safety Authority (e.g. ORR for Great Britain), and record technical details of authorised equipment in national registers. The mandatory technical specifications were designed to fulfil six core outcomes, known as the Essential Requirements:
· Technical compatibility;
· Reliability and availability;
· Accessibility;
· Environmental protection;
· Health; and
· Safety.
Following the UK's withdrawal from the European Union, the Regulations were amended in 2019 to create a self-contained domestic framework. This included replacing EU TSIs with National Technical Specification Notices (NTSNs) set and owned by the Secretary of State, establishing UK-approved assessment bodies to fulfil the role of EU notified bodies, and removing the role of EU institutions in Britain’s interoperability framework. While governance arrangements changed, the fundamental objectives and structure of the interoperability framework remained largely unchanged, preserving the existing role and hierarchy of technical specifications, conformity assessment and authorisation of vehicles and infrastructure by the National Safety Authority while providing Great Britain with the ability to diverge from EU requirements where considered appropriate.
Questions
Question 5: How effectively has RIR 2011 delivered against its intended policy objectives? 
☐ Very effectively. 
☐ Effectively 
☐ Partially 
☐ Poorly
Please give reasons for your answer.

Question 6: Do these objectives remain appropriate for Britain’s rail interoperability framework?  


Question 7: Do RIR 2011’s six ‘Essential Requirements’ remain an appropriate thematic focus for Britain’s rail interoperability framework?  


Question 8: In addition to the principal objectives it was designed for, RIR 2011 and the standards it mandates also serve the following practical functions; 
· Supporting Great Britain’s railway to function as one integrated system 
· Supporting an open and competitive supply chain for railway equipment 
· Assuring safety by design of rolling stock, infrastructure, and component equipment, and their safe integration 
· Facilitating system-wide migration to new technologies (e.g. European Train Control System) 
· Facilitating progressive improvements to the reliability and accessibility of railway assets 
How effectively has RIR 2011 delivered these functions? 
☐ Very effectively. 
☐ Effectively 
☐ Partially 
☐ Poorly
Please give reasons for your answer.


Question 9: What evidence is there that RIR 2011, and the standards it mandates, have improved rail travel in Britain for the passenger?  
Question 10: What evidence is there that RIR 2011, and the standards it mandates, have improved the railway for rail freight customers?  


Section C - Scope and Application of RIR 2011 
Background
Iterations of the EU rail interoperability framework have applied in the UK since 2002. Earlier interoperability regulations applied primarily to the Trans-European Network and high-speed rail, as the parts of the system with the strongest need and greatest opportunity for cross-border interoperability. RIR 2011 extended the geographic scope of the framework beyond the UK’s part of the Trans-European Network and high-speed lines to the whole mainline railway, with some limited exceptions defined in Regulation 3 of RIR 2011.  
Left unchanged, this would mean that new vehicles and infrastructure, as well as upgrades and renewals of existing vehicles and infrastructure, must be assessed for conformity with NTSNs and NTRs, and obtain authorisation to place into service from ORR before first use whether on the GBR network, devolved mainline rail networks, HS1, HS2, or the UK section of the Channel Tunnel.  
Questions
Question 11: To what extent does the current geographic scope of RIR 2011 remain appropriate for Britain’s railways? Please explain your answer and provide supporting evidence and examples where possible.

Question 12: RIR 2011 focuses on new and modified railway equipment rather than legacy equipment not subject to change. It primarily applies when introducing new subsystems onto the railway and when upgrading or renewing existing subsystems.  What is an appropriate threshold for upgrade and renewal work to be subject to RIR 2011?

Question 13: What evidence is there that the current application of RIR 2011 to new railway equipment, upgrades and renewals remains appropriate for achieving the intended policy objectives?



Section D – Assurance and Authorisation 
Background
RIR 2011 sets a multilayered process for assuring that its ‘Essential Requirements’ are met based on verifying conformity with standards. This includes assessment and certification of equipment by independent conformity assessment bodies and authorisation to place into service by the ORR.
Questions 
Question 14: If RIR 2011 did not explicitly prescribe compliance with standards, could assurance of meeting its ‘Essential Requirements’ be achieved through other means, such as trial data, test simulations, or risk assessments? 


Question 15: What is the main value that assessment and certification by a conformity assessment body provides? (Select as many applicable) 
☐ Assurance of safety by design 
☐ Assurance of safe integration 
☐ Assurance of technical compatibility of equipment 
☐ Assurance of interoperability of vehicles and infrastructure 
☐ Assurance of system compatibility 
☐ Assurance that legal requirements are met  
☐ Other  
Please give reasons for your answer.

Question 16: What value does authorisation to place into service from the ORR provide on top of assessment and certification by a conformity assessment body?
Question 17: What elements of the current assurance and ORR authorisation process could be reduced or removed without compromising safety or the interoperability of the railway? 

Section E – Mandatory Technical Standards
Background
RIR 2011 established a framework of statutory technical standards intended to support interoperability, safety and technical consistency across the railway. These standards are currently prescribed through National Technical Specification Notices (NTSNs) and National Technical Rules (NTRs).
The content of standards prescribed through RIR 2011 broadly relates to the following areas:
· Safety by design specifications for rolling stock, fixed infrastructure and components; 
· Technical interface specifications for rolling stock, fixed infrastructure and components; 
· Asset performance and reliability specifications; 
· Command, control and signalling specifications; 
· Energy system specifications; 
· Accessible design requirements for rolling stock and railway stations; 
· Telematics requirements; 
· Environmental requirements; 
· Operational and maintenance protocols; 
· Equipment testing and integration procedures; and 
· Professional and medical requirements for safety-critical staff. 
However, RIR 2011 does not operate in isolation. Statutory national standards prescribed through these regulations form the top layer of a wider standards landscape covering many of the same areas. They operate alongside national pan-industry standards collectively developed by the rail sector and mandated through licence conditions (e.g. Railway Group Standards and Rail Industry Standards), as well as company standards set by individual duty holders through their safety management systems, company policies, procurement specifications and contractual arrangements (e.g. Network Rail standards). Additionally, there are hundreds of non-mandatory technical standards and guidelines on similar topical areas published by national and international standardisation bodies that industry has discretion over whether to apply. Together, these mechanisms influence how technical, operational and safety requirements are defined and applied across the GB railway.
Historically, mandatory technical standards have helped to promote consistency, interoperability and confidence across the rail system. They have supported common approaches to the design, operation and maintenance of railway assets, facilitated market access for railway products and services, and provided assurance that vehicles and infrastructure can operate safely and effectively within the wider railway system.
At the same time, stakeholders have identified concerns that the current framework can be complex, prescriptive and resource-intensive to apply. The existence of multiple layers of standards, assurance requirements and approval processes can create challenges for projects seeking to deliver innovation, improve efficiency or adopt alternative technical solutions. Questions have also been raised about the appropriate balance between detailed prescription and outcome-based requirements, and about where accountability for standards should sit.
Questions
Question 18: To what extent are common binding technical standards necessary to support interoperability across Britain's whole railway system (i.e. the conventional mainline network, domestic and international high-speed networks, and devolved mainline networks), and in which areas are they most important?

Question 19: To what extent do mandatory technical standards contribute to railway safety, and in which areas are they essential to achieving and maintaining safety outcomes?
Mandatory technical standards remain important for railway safety and safety management processes overall. Particularly, the standards matter in areas where current technical requirements are needed to support safe, interoperable operation.
Question 20: In which areas is it better for railway safety outcomes for individual duty holders to have discretion in the application of technical standards? Please provide supporting evidence and examples where possible.
Individual discretion must be limited where various approaches may threaten safety or interoperability. For example, a freight customer may use multiple operators across its network but must ensure consistent safety levels across its operations.  



Question 21: How appropriate is the current scope of National Technical Specification Notices (NTSNs) and National Technical Rules (NTRs) in achieving the intended policy objectives of RIR 2011?
The RIR 2011 policy objectives aren’t easily achievable within the current framework due to the characteristics of the GB railway seen in NTRs and UK-specific cases. Mutual recognition of approvals since Brexit has been lost, which has made coordination, consistency, and removing barriers challenging. 
Thus, policy objectives should be updated, reflecting the current GB railway context before the sufficient scope of NTSNs and NTRS is determined.
Question 22: Are there areas currently covered by NTSNs or NTRs that could be more appropriately covered through other mechanisms? Examples may include:
· Binding pan-industry standards
· Contracts and procurement specifications 
· Non-binding pan-industry guidance 
· Company standards 
Please explain your answer.
Binding pan-industry standards replacing NTSNs, NTRs, RISs, etc., managed by RSSB standards committees are possible and may reduce complexity and confusion caused by the current multiple document types. 
Moving areas covered by NTSNs into contracts or company standards risks introducing a lack of transparency and a reduction in requirements. Any changes should be assessed through RSSB.
Question 23: To what extent do you agree that there is scope to simplify or consolidate the current rail technical standards framework? This may include reducing duplication between legislation, NTSNs, NTRs, pan-industry standards and company standards.
☐ Significant scope
☐ Some scope
☐ Limited scope
☐ No scope
☐ Unsure
Please give reasons for your answer.
Question 24: To what extent is there continued value in maintaining separate categories of technical standards mandated through regulations (e.g. NTSNs and NTRs)? 
Please explain your answer and provide examples of where maintaining separate categories of mandatory standards provides benefits or creates challenges.
Question 25: Are there areas where the current framework of statutory and pan-industry technical standards creates duplication, overlap or unnecessary complexity?


Section F – Future Standards Framework
Background
The establishment of GBR offers opportunities for standardisation that are not possible today. Consolidating most of Britain’s rail infrastructure and passenger operators under one organisation makes it theoretically possible to standardise technical and operational specifications across the network through company policy, procurement specifications, contracts and GBR’s safety management system in ways that would not be possible today. However, not all parts of Britain’s rail system will be managed by GBR and there will be independent passenger and freight operators running services on the GBR network. Britain must also continue to meet its international obligations for cross-border rail services (including the Convention concerning International Carriage by Rail – COTIF – and the Uniform Technical Prescriptions it mandates for international rail), while ensuring that the standards framework continues to support a competitive rail supply chain through clear and consistent technical requirements. This raises important questions about the future breadth of mandatory technical standards binding on all parties, the appropriate balance between standards mandated by the state through regulations and mandatory industry-owned standards, and the extent that GBR and individual duty holders should have control over the standards that apply to their services and networks.
Questions
Question 26: To what extent do you agree that the overall framework for setting and applying rail technical standards remains fit for purpose, both now and in the context of GBR?
The framework includes:
· Statutory standards set through regulations (including NTSNs and NTRs); 
· Pan-industry standards set through licence conditions (including Railway Group Standards and Rail Industry Standards); 
· Company standards developed by infrastructure managers, operators and other duty holders set through safety management systems, company policy and contractual arrangements. 
☐ Strongly agree
☐ Agree
☐ Neither agree nor disagree
☐ Disagree
☐ Strongly disagree
☐ Unsure
Please give reasons for your answer.

Question 27: To what extent do you agree that the current arrangements for setting, attribution of cost, applying and overseeing rail technical standards provide clear accountability and support an efficient, financially sustainable railway?
☐ Strongly agree
☐ Agree
☐ Neither agree nor disagree
☐ Disagree
☐ Strongly disagree
☐ Unsure
Please give reasons for your answer.


Question 28: What is the single most important change needed to improve the framework for setting and applying rail technical standards, and what is the biggest risk associated with making that change?
Please provide supporting evidence and examples, including how any risks could be mitigated.


Answer to Questions 26-28:
The creation of GBR gives an opportunity for a proportionate review of how standards are managed.  However, given the scale of work on rail reform presently, DfT should consider whether this is a priority action, particularly for those standards which ensure the safety of the network.  We would also be concerned to ensure that critical standards continue to have independent status, ensuring that common standards apply across the industry for all operators.  In that context, we would expect a continued role for RSSB in setting industry-wide standards. 
		

Section G – EU Alignment and International Interoperability
Background
The current interoperability framework in Great Britain is derived from the EU Interoperability Directive (2008/57/EC). Since Great Britain left the European Union, the EU has migrated to an interoperability framework based on the recast Interoperability Directive (EU) 2016/797, which was part of a package of legislation designed to create a Single European Rail Area. This framework regulates vehicles as products tradable on the Single Market (requiring manufactures to obtain an “authorisation to place on the market” before they can legally sell their vehicles), harmonises implementation of the European Rail Traffic Management System (ERTMS), and centralises many functions with the European Union Agency for Railways (ERA) including vehicle authorisations, ERTMS tender approvals, and maintenance of EU-wide vehicle and infrastructure registers. Elements of this framework apply in Northern Ireland and will soon apply in the Channel Tunnel under international agreements, meaning that there are different interoperability frameworks in different parts of UK territory.  Revisions to TSIs since the UK exited the EU have been designed for the newer interoperability framework.  
Following EU Exit, Great Britain retained the technical content of the former TSIs through NTSNs. Evidence gathered through the recent NTSN revision programme and ongoing work on the Energy NTSN indicates that stakeholders continue to identify important benefits from alignment with EU TSIs in certain areas, including support for international rail services, trade and market access for railway equipment, supply chain efficiency and economies of scale. At the same time, stakeholders have identified other areas where flexibility to take a different approach to the TSIs may be beneficial, particularly on testing and operational requirements or where the physical characteristics of the British railway differ from those of continental European networks.
Britain's railway has historically contained technical and operational characteristics that differ from many European railways, including loading gauge, overhead contact wire height and platform heights. As a result, even during EU membership, full harmonisation was not always achievable and national technical rules were used to address areas where local circumstances required a different approach.
This section seeks views on the benefits and challenges associated with continued alignment with EU interoperability requirements (both the TSIs and the regulatory framework), including on interoperability, safety, international connectivity, market access, innovation and value for money. 

Question 29: To what extent does continued alignment with EU Technical Specifications for Interoperability (TSIs) support the objectives of Great Britain's interoperability framework, and where is such alignment most important?

Question 30: If future EU TSIs were revised, which approach should Great Britain adopt?
☐ Automatic alignment
☐ Presumption of alignment subject to review
☐ Case-by-case assessment
☐ Presumption of divergence unless justified
☐ Unsure
Please explain your answer.


Question 31: What would be the advantages, disadvantages and wider implications of fully aligning GB’s interoperability framework with the EU Interoperability Directive (EU) 2016/797 and the associated roles of the European Union Agency for Railways (ERA)?
Please provide supporting evidence and examples, including any impacts on cost, delivery, safety, innovation, trade or market access.


Section H – Any further comments
Question 32: Are there any additional points not covered in the previous questions that you would like to raise on RIR 2011, the standards it mandates or the overall standards framework for consideration in this PIR?


