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1  INTRODUCTION  

 

1.1 Reason for the risk assessment  
 

Network Rail has a responsibility and legal duty under the Health and Safety at Work Act 

1974 for the health, safety and welfare of its employees and for protecting others against 

risk.   

 

Network Rail also has a legal responsibility under the Management of Health and Safety at 

Work Regulations 1999. Section 3 focuses on the requirement for suitable and sufficient 

assessments of risk to health and safety of employees and others in connection with their 

undertaking.   

 

Network Rail is committed to reducing the risk on the railway and has identified that one 

of its greatest public risks is at level crossings. This is where the railway has a direct interface 

with other elements e.g. vehicles and/or pedestrians. Network Rail is working to reduce this 

risk to as low as is reasonably practicable.  

 

 

2  DESCRIPTION OF THE SITE  
 

2.1 Level crossing details  
  

Name of crossing  Barthomley 

Type 
Footpath Crossing with Miniature Stop Lights 
and Gated Vehicular Crossing with Miniature 
Stop Lights 

Engineers Line Reference (ELR) KCS1 
Mileage  04miles 77chains  
OS grid reference  SJ762539 
Number of lines crossed 1 
Line speed (mph)  70mph 
Electrification  Electrified – 25kv OLE 
Signal box  Crewe PSB 
Risk assessment next due date: FPWM 25/06/2022 
Risk assessment next due date: MWLG 25/09/2021 

  

As part of a level crossing risk assessment, data is entered into the industry accepted risk 

modelling support tool (All Level Crossing Risk Model) which enables Network Rail to 

compare risk at all level crossings throughout the network. Results for this level crossing are 

provided below; see Appendix A for further details on how this is calculated. 

 

 ALCRM Risk Details   

  MWLG  FPWM  

Risk Score  B2  D5  

FWI  0.029046922  0.00073690081  
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Barthomley is known as a hybrid level crossing as there are two elements to the crossing; a 

gated vehicular element which forms part of a public highway and a footpath element, 

which forms part of a public right of way over the level crossing.   

Barthomley level crossing is an unprotected crossing. This means the crossing is not 

protected from train movements and the crossing is not protected by the signalling system. 

Although Miniature Stop Lights (MSL) are installed, these do not protect the level crossing 

from approaching trains and solely rely on users obeying the system.  

The crossing is also known as an active level crossing as there is an active method of 

warning provided to warn users of an approaching train. In this instance, the active method 

of warning is the Miniature Stop Light system. Miniature Stop Lights provide a visual 

indication of a train approach via a red or green light. There is no audible warning at the 

crossing, however whistle boards are in situ for any users wishing to traverse with limited 

visibility.   

At present, there are 712 level crossings on the LNW route. Out of this figure the vehicular 

element of Barthomley is ranked number 9. However, if you compare this to other user 

worked level crossings on LNW route, it is ranked 1 out of 3.   

For the footpath element of the crossing, Barthomley is ranked number 209. If you compare 

this to other footpath level crossings on LNW route, it is ranked 5 out of 6.   
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2.2 Crossing imagery  

 

 

 

 

 

 

 

 

 

 

 

 

 

Aerial view of Barthomley Level Crossing 

 

 

 

 

 

 

 

 

 

 

 

Ordnance Survey Map view of Barthomley Level Crossing 

 

 

 

 

 

 

 

 

[Image Obtained from Site Visit]   [Image Obtained from Site Visit] 

 

 

 

 

Up side approach of Barthomley Crossing  Down side approach of Barthomley Crossing 

 

 

Additional photographs of the surrounding environment are provided in Appendix B.   
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2.3  Crossing environment 

Barthomley is a hybrid level crossing located in a rural area between the town of Crewe, 

which has an approximate population of 71,800 (based on 2011 census) and the town of 

Alsager, which has an approximate population of 11,800 (based on 2011 census). The 

crossing is situated along Mill Lane which is a public highway leading from Butterton Lane 

(B5077) and Barthomley Road which leads toward Radway Green Road (nearby to the 

village or Barthomley). There are a small number of dwellings and farms located along Mill 

Lane however the route appears to be used sporadically as a ‘cut-through’ route between 

Butterton Lane and Radway Green Road.   

 

To the north of the crossing, the area is rural with vast open fields and pockets of woodland 

in proximity to the crossing. Leading further north along Mill Lane the road reaches 

Butterton Lane which is a main road located approximately 370m to the north; at this point, 

there are also a number of dwellings at the junction. Leading further north, the village of 

Oakhanger is situated approximately 700m to the north and whilst there are a number of 

dwellings in this area, the surrounding area remains rural.    

To the east of the crossing the railway leads east toward Alsager station. Again, the area is 

rural with vast open fields and pockets of woodland nearby. Directly to the north-east of 

the crossing, there is a single dwelling adjacent to the crossing. A vehicular over bridge is 

located approximately 420m to the east of the crossing and this can be seen from 

Barthomley level crossing. Leading further east, a footpath crossing known as Oakhanger is 

situated 800m away and then the M6 at 970m to the east.    

To the south of the crossing, the area is again rural with areas of woodland and agricultural 

land nearby. There is a small watercourse known as Valley brook situated approximately 

45m to the south of the crossing which passes under Mill Lane. Leading further south there 

is a single dwelling situated at the fork of the road and then two more dwellings from here 

at 200m and 180m respectively. Mill Lane continues south for approximately 1.30km 

before reaching Barthomley Road which leads to the village of Barthomley.   

Finally, to the west of the crossing the railway leads west toward Crewe. The area is again 

highly rural with vast open agricultural land and woodland nearby. There are no 

outstanding features to the west of the crossing, as the area is purely rural and appears to 

be utilised for arable and pastoral farming.   

2.4  Approach to crossing 

This crossing is located between Alsager and Crewe station. At this location the crossing 

spans one line with a maximum line speed of 70 mph. The railway is orientated from east 

to west.   

Approaching the crossing from the south the first side met is the down side. Users 

approaching from the south access via Barthomley Road and enter onto Mill Lane; from 

here, users continue along Mill Lane for approximately 1.30km toward the crossing. Once 

at the crossing, users operate the gates (either vehicular if traversing in a vehicle, or 

pedestrian wicket gates if traversing on foot) and if safe to do so, users then traverse the 
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crossing. Once over the crossing users must close the gates and then continue north along 

Mill Lane and then onto Butterton Lane.    

Approaching the crossing from the north the first side met is the up side. Users approaching 

from the north access via Butterton Lane and enter onto Mill Lane; from here, users 

continue south along Mill Lane for approximately 370m toward the crossing. Once at the 

crossing, users operate the gates (either vehicular if traversing in a vehicle, or pedestrian 

wicket gates if traversing on foot) and if safe to do so, users then traverse the crossing. Once 

over the crossing users must close the gates and then continue south along Mill Lane toward 

Barthomley Road.    

At this location the road speed is designated as a national speed limit single carriageway 

however due to the layout of the highway it is estimated that vehicles will be traveling at 

lesser speeds (closer to 30mph or less). Additionally, users are required to exit their vehicles 

to open and close the gates and therefore vehicles travelling over the crossing are likely to 

be traversing the crossing at a speed of approximately 15mph or less.    

The crossing surface at this location is known as Metal Framed Concrete and is of concrete 

construction. There is a decline in gradient when approaching from the north, however once 

at the crossing the surface is level and once over the crossing the gradient remains level 

leading south along Mill Lane. Signage is located on both crossing approaches and is clearly 

visible when approaching the crossing.    

Telephones are installed at this crossing and the system in place is known as a Direct 

Connect system; the system is simple in operation and users simply pick up the handset 

which automatically connects to the controlling signal box, in this instance Crewe PSB. Any 

users traversing with large or slow vehicles must contact the signaller and gain permission 

to traverse the crossing before doing so. 

 

2.5  Crossing usage   

Normal passenger services run between the hours of 05:00 and 23:59 with approximately 

69 services per day. Freight services also traverse this line with approximately 2 services 

running through the full 24 hours. The number and frequency of services can fluctuate 

depending on operational requirements, engineering works or during times of disruption.   

At some level crossings, there is a chance that a second train may pass the crossing within 

20 seconds of the first train. At this location, there is no chance this will happen as the 

crossing is located on a single line. Additionally, the chance that a second approaching train 

may not be seen until the first train has passed is impossible, again as this is a single-track 

location.    

For the vehicular element of the level crossing, a full 9-day census has been completed 

between 23/06/2018 and 01/07/2018 (dates inclusive) to make note of the number and 

type of users using the level crossing. During this period there were 55 cars, 33 vans/small 

lorries, 1 HGV, 4 equestrian users, 9 tractors and 1 motorcycle.  For the purposes of ALCRM, 

this has been averaged over the 9-day period to give an average daily usage of 6 cars, 4 

vans/small lorries and 1 tractor per day.   
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For the footpath element of the crossing, a full 9-day census has been completed between 

23/06/2018 and 01/07/2018 (dates inclusive) to make note of the number and type of 

users using the level crossing. During this period, there were 53 adult pedestrians, 3 users 

with prams, 7 accompanied children, 2 elderly users and 235 cyclists (180 dismounted 

cyclists and 55 mounted cyclists). For the purposes of ALCRM, this has been averaged over 

the 9-day period to give an average daily usage of 8 pedestrians per day and 26 cyclists per 

day.   

 

User Type Number 
Cars 6 
Vans / Small Lorries 4 
Pedal / Motor Cycles 26 
Pedestrians 8 
Tractors / Farm Vehicles 1 

 

During the census there was no evidence to suggest that a high number of vulnerable users 

were using the crossing. One unaccompanied child utilised the crossing during the 9-day 

census. However, it must be noted that a visual census does not fully identify all users with 

protected characteristics.   

During the census there was no evidence to suggest that a high number of irregular users 

were utilising the level crossing. There are no attractions nearby which would likely lead to 

an increase in irregular users.   

Finally, during the census there was no evidence to suggest a high number of users were 

utilising the crossing during hours of darkness. Due to the rural location, users are required 

to use their own personal light source at the crossing. However, the Miniature Stop Lights 

operate as usual during hours of darkness and therefore users are still able to determine if 

a train is approaching or not.  

 

3  HAZARDS   

 

3.1  Sighting and traverse    

A decision point is a position where an individual would reasonably make a decision to cross 

the railway.     

Sighting is the distance that can be seen in both directions for approaching trains. At this 

crossing, the sighting is greater than required for the time needed to allow an able-bodied 

person to traverse the crossing.     

The length of the crossing from a safe place on one side of the railway to a safe place on 

the other side of the crossing is 6 metres when traversing from either the up side or the 

down side. Additionally, the time required to traverse the crossing from either the up side 

or the down side is 5.05 seconds for a pedestrian and 26.56 seconds for a vehicle (based a 



 

 
7 

 

OFFICIAL 

tractor with trailer or HGV). These times have been calculated using the Network Rail 

sighting calculation tool.   

Miniature Stop Lights are installed at the level crossing which provides visual warning to 

both vehicular and pedestrian users in the form of a red and green light system. Direct 

connect telephones are also installed at the crossing and any vehicles which are large or 

slow must telephone and gain permission from the signaller to traverse the crossing. 

Additionally, whistle boards are installed on both crossing approaches to provide an audible 

warning of train approach.    

However, whistle boards place the onus onto the train driver to sound a warning which can 

lead to either no warning being sounded or inconsistent warning times (based on whether 

the train driver sounds the horn on approach to the board, at the board or beyond the 

board). Furthermore, since December 2016, train horns are not used between the hours of 

00:00hrs and 06:00hrs – the night time quiet period (NTQP).     

In addition, telephones are dependent on users reliably using the telephones and on the 

controlling signaller being able to know the location of any trains in relation to the crossing 

in order to advise the users. This is not possible on lines with long signal sections where long 

waiting times can lead to users failing to use the telephones.  

The signal section is 1105 metres, which is approximately 0.3 minutes for a non-stopping 

train to traverse. 

  

  
 Decision 

point (m)  
Traverse 

length (m)  
Measured from  

Vehicle 
element  

Up side  2m  6m  2m from nearest running rail  

Down side  2m  6m  2m from nearest running rail  

 

  
 Decision 

point (m)  
Traverse 

length (m)  
Measured from  

Pedestrian 
element  

Up side  2m  6m  2m from nearest running rail  

Down side  2m  6m  2m from nearest running rail  
   

  
Traverse Time Up Side 

(seconds)  
Traverse Time Down 

Side (seconds)  

Pedestrians  5.05 seconds  5.05 seconds  

Single car / tractor / van  10.05 seconds  10.05 seconds  

Tractor with Trailer / HGV  26.56 seconds  26.56 seconds  

  

 

 Sighting Information for Pedestrian Users   
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Minimum 
sighting  
distance 

required (m)  

Available 
sighting 

distance (m)  
Comments  

Warning time 
provided by 

sighting  
distance  
(seconds)  

Upside looking 
towards up train 
approach  

158m  176m  
Measured to 
vegetation.  

5.62 seconds  

Upside looking 
towards down train 
approach  

158m  212m  
Measured to 
track curve.  

6.77 seconds  

Down side looking 
towards up train 
approach  

158m  360m  
Measured to 
track curve. 

11.5 seconds  

Down side looking 
towards down train 
approach  

158m  279m  
Measured to 
vegetation. 

8.91 seconds  

  

  

 Sighting Information for Vehicular Users   

  

Minimum 
sighting  
distance 

required (m)  

Available 
sighting 

distance (m)  
Comments  

Warning time 
provided by 

sighting  
distance  
(seconds)  

Upside looking 
towards up train 
approach  

158m  176m  
Measured to 
vegetation.  

5.62 seconds  

Upside looking 
towards down train 
approach  

158m  212m  
Measured to 
track curve.  

6.77 seconds  

Down side looking 
towards up train 
approach  

158m  360m  
Measured to 
track curve. 

11.5 seconds  

Down side looking 
towards down train 
approach  

158m  279m  
Measured to 
vegetation. 

8.91 seconds  

  

3.2 Identified hazards and risks  

 

Hazard   Potential impact   Mitigations   
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Trains  Fatality or serious injury  • Greater than minimum required sighting 
for pedestrian users.  

• Miniature Stop Lights installed to give 
visual warning of train approach.  

• Telephones provided for users traversing 
with a large of slow vehicle.  

• Appropriate crossing decking for crossing 
type and location.    

• Whistle boards provided for audible 
warning of train approach.  

• Level crossing signage is provided.  

Slip, trip, falls  Fatality or serious injury   • Appropriate crossing decking for crossing 
type and location.    

• Regular crossing inspections and 
maintenance regime in place.   

• Highlighted pedestrian walking route 
over the crossing surface.       

Difficulty on hearing 
approaching trains 
due to inclement 
weather   

Fatality or serious injury   • Level crossing signage.   
• Vegetation management plan in place.    
• Greater than minimum required sighting 

for pedestrian users.  
• Miniature Stop Lights installed to give 

visual warning of train approach.  
• Telephones provided for users traversing 

with a large of slow vehicle.  
• Whistle boards provided for audible 

warning of train approach.  

Darkness   Fatality or serious injury   • Review of night time usage completed – 
no known issues with users during hours 
of darkness.   

• Users required to carry their own 
personal light source.  

• Miniature Stop Lights installed to give 
visual warning of train approach.  

• Telephones provided for users traversing 
with a large of slow vehicle.   

Increased usage due 
to future 
developments  

Fatality or serious injury   • Review and update this risk assessment 
appropriately – no known developments 
in the area at time of assessment.   
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Vegetation growth 
between visits 
reducing the ability to 
see trains 
approaching crossing   

Fatality or serious injury   • Vegetation management plan in place.    
• Regular inspection and maintenance 

regime in place.   
• Greater than minimum required sighting 

for pedestrian users.  
• Miniature Stop Lights installed to give 

visual warning of train approach.  
• Telephones provided for users traversing 

with a large of slow vehicle.  
• Whistle boards provided for audible 

warning of train approach.  

Unfamiliar users   Fatality or serious injury   • Standard crossing layout, compliant with 
Office of Rail and Road guidance.   

• Instructional signage at crossing.  

• Greater than minimum required sighting 
for pedestrian users.  

• Miniature Stop Lights installed to give 
visual warning of train approach.  

• Telephones provided for users traversing 
with a large of slow vehicle.  

• Whistle boards provided for audible 
warning of train approach.  

• Level crossing awareness days.   

High number of 
misuse incidents at 
this location  

Fatality or serious injury   • Standard crossing layout, compliant with 
Office of Rail and Road guidance.   

• Instructional signage at crossing.  
• Greater than minimum required sighting 

for pedestrian users.  
• Miniature Stop Lights installed to give 

visual warning of train approach.  
• Telephones provided for users traversing 

with a large of slow vehicle.  
• Whistle boards provided for audible 

warning of train approach.  
• Level crossing awareness days.  
• Media campaigns have been published 

to raise local awareness.  

 

The risk assessment is based on data collected at the crossing and entered into ALCRM. This is a 
computer-based application used by Network Rail to assist in the risk management of level 
crossings. The risk result consists of a ‘letter’ and ‘number’ classification of safety risk, giving the 
‘letter’ (A-M for individual risk) or ‘number’ (1-13 for collective risk) band. These rankings represent 
the range of risk across all types of crossings where A and 1 are the highest and M and 13 are the 
lowest.  

 

 



 

 
11 

 

OFFICIAL 

Footpath Element of Barthomley Level Crossing  
 

 
 
Vehicular Element of Barthomley Level Crossing  
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4 SAFETY MANAGEMENT INFORMATION SYSTEM  

 

4.1 Network Rails internal safety management information systems have been interrogated 

and revealed that during the previous 5 years there have been 87 reported incidents at the 

crossing. Due to the high number of incidents at this location, details of these have been 

provide as an appendix; please see Appendix C.      

 

5 OTHER FACTORS AFFECTING THE CROSSING   

 

5.1 At the time of this assessment Barthomley Level Crossing was being assessed by Crewe Hub 

Project as the project is likely to impact on the level crossing and as such, options are being 

discussed for this location.   

At present, it appears the local Council are unsupportive of total closure however the 

Council do seem supportive of closure of the vehicular element of the crossing. The Level 

Crossing Manager is encouraging closure of the vehicular element of the crossing as this is 

the element which holds most risk at this location.    

  Whilst discussions are far from over, the current outlook is to close the vehicular element of 

the crossing and downgrade to a footpath/ bridleway element. Whilst the LCM would 

encourage closure of the footpath element too, it appears the closure of this element is not 

feasible.     

 There is also currently a proposal A500 Dualling (20/1709N). Although we currently have 

no objection to the proposal in principle, there is concern that this could inflict more usage 

at the crossing by those with local knowledge of the area, therefore increasing the risk.  

 

 The risk has been calculated by increasing the usage by 25%, 50%, 75% and 100%.  

 

 

Option Current Wisk Score and FWI New Risk Score and FWI Increased 
% 

Increase by 25% B2 - 0.029046922 B2 – 0.035888943 23% 
Increase by 50% B2 - 0.029046922 B2 – 0.043963955 51% 
Increase by 75% B2 - 0.029046922 B1 – 0.051141744 76% 
Increase by 100% B2 - 0.029046922 B1 – 0.058618607 101% 
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6 OPTIONS EVALUATED  

 

6.1  Detailed below are a number of options that have been considered to reduce the risk at the crossing. 

 

Element of 
Crossing  

Option  
Original  
ALCRM  

risk score  

New  
ALCRM  

risk score  

New  
ALCRM FWI  

Safety 
benefit %  

Cost  
Benefit cost 

ratio  

Footpath 
Element  

Closure by Pedestrian Over 
Bridge  

D5  M13  0.00  100%  £1,100,000  0.04 

Footpath 
Element  

Closure by Pedestrian 
Underpass  

D5  M13  0.00  100%  £4,000,000  0.01 

Footpath 
Element  

Closure by Diversion of 
Public Footpath  

D5  M13  0.00  100%  Unknown  Unknown  

Vehicular 
Element  

Closure by Vehicular Over 
Bridge  

B2  M13  0.00  100%  £8,000,000  0.14  

Vehicular 
Element  

Closure by Vehicular 
Underpass  

B2  M13  0.00  100%  £8,000,000  0.14  

Vehicular 
Element  

Closure by Diversion of 
Public Highway  

B2  M13  0.00  100%  Unknown  Unknown  

Vehicular 
Element  

Upgrade to MCB with  
Obstacle Detection  

B2  J9 0.000008133 99%  £3,500,000  0.17 

Vehicular 
Element  

Upgrade to MCB with CCTV  
B2  J9 0.000008133 99%  £2,800,000  0.21  

 
NOTES 
The following CBA criteria are used as a support to decision making: 

a. benefit to cost ratio is ≥ 1: positive safety and business benefit established; 
b. benefit to cost ratio is between 0.99 and 0.5: reasonable safety and business benefit established where costs are not grossly disproportionate against the safety 

benefit; and 
c. benefit to cost ratio is between 0.49 and 0.0: weak safety and business benefit established. 
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7 CONCLUSIONS AND RECOMMENDATIONS  

 

7.1  Footpath: Closure by pedestrian stepped or ramped over bridge  

The first option for the footpath element of the crossing would be to close the crossing and 

install a pedestrian over-bridge. This option would completely remove risk at the crossing 

and would allow users to traverse from one side of the railway to the other without having 

to use the level crossing.    

Installation of an over-bridge is a costly option and may involve land purchase due to the 

footprint required to construct a footbridge. Additionally, due to the proximity to the 

adjacent dwelling, a bridge may be unfeasible as there may not be room to construct a 

bridge without demolishing the dwelling. Due to the environmental constraints at this 

location and the complexity of the development, the cost significantly outweighs the safety 

benefit at this location.  

Footpath: Closure by pedestrian stepped or ramped underpass  

The next option for the footpath element of the crossing would be to close the crossing and 

construct a pedestrian underpass. This option would completely remove risk at the crossing 

and would allow users to traverse from one side of the railway to the other without having 

to use the level crossing.    

Installation of an underpass is a costly option and may involve land purchase due to the 

footprint required to correctly gradient the underpass. Additionally, due to the proximity to 

the adjacent dwelling, an underpass may be unfeasible as there may not be room to 

construct this without demolishing the dwelling. Furthermore, underpasses often introduce 

new risks such as anti-social behaviour and flooding, the latter is considered to be a 

significant issue due to the nearby watercourse. Due to the environmental constraints at 

this location and the complexity of the development, the cost significantly outweighs the 

safety benefit at this location.  

Footpath: Closure by diversion of Public Fotpath 

Another option for the crossing would be to close the crossing and divert the public right of 

way utilising existing infrastructure. This option would completely remove risk at the 

crossing and would allow users to traverse from one side of the railway to the other without 

having to use the level crossing.    

From desktop studies and site visits, it appears that there is a potential diversionary route 

nearby to the level crossing. The route (shown in orange below) is approximately 900m in 

length and utilises an existing overbridge located nearby to the crossing. The route would 

allow users to reach either side of the railway without having to traverse the crossing and 

would still allow access to other public rights of way within the area.   

However, a right of way does not currently exist along the proposed route and the bridge is 

currently not a right of way. As such, a new path would be required along the route and this 

would require land purchase on either side of the railway.   
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As this diversion requires land to be purchased to allow the paths to the bridge to be 

constructed it is not possible at this time to complete on the Cost Benefit Analysis. 

Furthermore, as the option appears to be excessive and requires Network Rail to purchase 

a significant amount of land on either side of the railway, this option has been discounted.   

 

Vehicular Element: Closure by over bridge 

The first option for the vehicular element of the crossing would be to close the crossing and 

install a vehicular over-bridge. This option would completely remove risk at the crossing and 

would allow users to traverse from one side of the railway to the other without having to 

use the level crossing. Additionally, this option would also allow pedestrian users to reach 

either side of the station without needing to traverse the level crossing.   

Installation of a vehicular over-bridge is a costly option and will involve land purchase due 

to the footprint required to construct a vehicular over bridge. Additionally, due to the 

proximity to the adjacent dwelling, a bridge may be unfeasible as there may not be room 

to construct a bridge without demolishing the dwelling. Furthermore, due to the OLE 

equipment at this location the bridge would need to be significantly larger to accommodate 

the OLE clearance requirements.   

As such, due to the environmental constraints at this location and the complexity of the 

development, the cost significantly outweighs the safety benefit at this location.  

Vehicular Element: Closure by underpass 

The next option for the vehicular element of the crossing would be to close the crossing and 

construct a vehicular underpass. This option would completely remove risk at the crossing 

and would allow users to traverse from one side of the railway to the other without having 

to use the level crossing. Additionally, this option would also allow pedestrian users to reach 

either side of the station without needing to traverse the level crossing.    

Construction of a vehicular underpass is a costly option and will involve land purchase due 

to the footprint required to correctly gradient the underpass. Additionally, due to the 

proximity to the adjacent dwelling, an underpass may be unfeasible as there may not be 

room to construct the underpass without demolishing the dwelling. Furthermore, 

underpasses often introduce new risks such as anti-social behaviour and flooding, the latter 

is considered to be a significant issue due to the nearby watercourse. Due to the 
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environmental constraints at this location and the complexity of the development, the cost 

significantly outweighs the safety benefit at this location.  

Vehicular Element: Closure by diversion of Public Highway 

Another option for the vehicular element of the crossing would be to close the crossing and 

divert the public highway utilising existing infrastructure. This option would completely 

remove risk at the crossing and would allow users to traverse from one side of the railway 

to the other without having to use the level crossing.    

From desktop studies and site visits, it appears that there are two potential diversionary 

routes nearby to the level crossing. The first route (shown in orange below) is approximately 

6.90km in length and utilises existing highway routes and would allow users to reach either 

side of the railway without having to traverse the crossing. The second route (shown in 

purple below) is approximately 5.25km in length and utilises existing highway routes and 

would allow users to reach either side of the railway without having to traverse the crossing.  

 

As this diversion requires land to be purchased to allow the paths to the bridge to be 

constructed it is not possible at this time to complete on the Cost Benefit Analysis. However, 

despite the lack of Cost Benefit Analysis data, this option should be explored further as it 

appears the Council would support this, and this would close the vehicular element of the 

crossing which currently holds the most risk.    

Vehicular Element: Upgrade to MCB with Obstacle Detection 

The next option at this location would be to convert the hybrid crossing to create one 

MCBOD level crossing. At present, there are two level crossings listed at this location, the 

footpath element and the vehicular element; conversion of the vehicular element to 

MCBOD would allow for removal of the footpath element and would facilitate significant 

risk reduction for the vehicular element.   

MCBOD is seen to be the most sophisticated level crossing safety system and is unlikely to 

increase signaller workload as the system uses a radar system to check the crossing is clear. 

The system removes the human element of operation at the crossing but still has full 

barriers and warning lights to prevent access as trains approach.  
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Conversion to MCBOD is a costly option, although this would reduce the risk by 97% it may 

require land purchase from the nearby farm land, furthermore the single dwelling on the 

upside of the crossing would need to be demolished. Due to the environmental constraints 

and the cost of the project, this option has been discounted.   

 

Vehicular Element: Upgrade to MCB with CCTV 

The final option at this location would be to convert the hybrid crossing to create one MCB-

CCTV crossing. At present, there are two level crossings listed at this location, the footpath 

element and the vehicular element; conversion of the vehicular element to MCB-CCTV 

would allow for removal of the footpath element and would facilitate significant risk 

reduction for the vehicular element. 

Conversion to MCB-CCTV could also be considered, however this would have to be explored 

in more detail as this would increase signaller workload; this is because the crossing would 

be operated by the signaller. This system would fully prevent access to the railway as trains 

approach and is deemed one of the most effective protection methods for level crossing.   

Conversion to MCB-CCTV is a costly option, although this would reduce the risk by 97% it 

may require land purchase from the nearby farm land, furthermore the single dwelling on 

the upside of the crossing would need to be demolished. Due to the environmental 

constraints and the cost of the project, this option has been discounted.   

7.2 Network Rail is subject to the requirements of the Health and Safety at Work Act etc. 1974 

to reduce risk ‘so far as is reasonably practicable’. In simple terms this means that the cost, 

time and effort required in providing a specific risk reduction measure needs to be 

commensurate with the safety benefit that will be obtained as a result of its 

implementation. 

 

Following the completion of the risk assessment and having reviewed all relevant 

information and options, the assessor recommends that closure of the vehicular element is 

the most suitable option at this location. The vehicular element of this crossing holds the 

most risk and is the element of the crossing which experiences most user misuse. As such, it 

appears to be most feasible to close this element of the crossing. Furthermore, closure 

appears to be supported by the Council and therefore should be pursued further.    

Closure of the footpath element would be preferred however the local Council has indicated 

this would not be accepted and other closure options appear unfeasible. As such, it seems 

that the best option at this location would be to retain the footpath element of the crossing 

and remove the vehicular element.    

The LCM understands this crossing is covered by the Crewe Hub Project and the aspiration 

is to take on the above recommendation to mitigate against the increased risk of the Crew 

Hub works.    

In the interim, the Level Crossing Manager will continue to monitor the level crossing and 

undertake safety awareness where possible to remind users of the safe use of the crossing 

in an attempt to reduce the deliberate user misuse at this crossing.    
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9 APPENDIX A 

 

ALCRM provides an estimate of both the individual and collective risks at a level crossing.  
 

The individual and collective risk is expressed in Fatalities and Weighted Injuries (FWI). 
The following values help to explain this: 
• 1 = 1 fatality per year or 10 major injuries or 200 minor RIDDOR events or 1000 minor 

non-RIDDOR events 
• 0.1 = 20 minor RIDDOR events or 100 minor non-RIDDOR events 
• 0.005 = 5 minor non-RIDDOR events 
 
INDIVIDUAL RISK 
This is the annualised probability of fatality to a ‘regular user’. NOTE: A regular user is 
taken as a person making a daily return trip over the crossing; assumed 500 traverses per 
year. 
 
Individual risk: 
• Applies only to crossing users. It is not used for train staff and passengers  
• Does not increase with the number of users.  
• Is presented as a simplified ranking: 
o Allocates individual risk into rankings A to M  

(A is highest, L is lowest, and M is ‘zero risk’ e.g. temporary closed, dormant or 
crossings on mothballed lines) 

o Allows comparison of individual risk to average users across any crossings on the 
network 

 
Individual Risk 

Ranking 
Upper Value 
(Probability) 

Lower Value 
(Probability) 

Upper Value 
(FWI) 

Lower Value 
(FW) 

A 1 in 1 
Greater than 1 

in 1,000 
1 0.001000000 

B 1 in 1,000 1 in 5,000 0.001000000 0.000200000 
C 1 in 5,000 1 in 25,000 0.000200000 0.000040000 
D 1 in 25,000 1 in 125,000 0.000040000 0.000008000 
E 1 in 125,000 1 in 250,000 0.000008000 0.000004000 
F 1 in 250,000 1 in 500,000 0.000004000 0.000002000 
G 1 in 500,000 1 in 1,000,000 0.000002000 0.000001000 
H 1 in 1,000,000 1 in 2,000,000 0.000001000 0.000000500 
I 1 in 2,000,000 1 in 4,000,000 0.000000500 0.000000250 
J 1 in 4,000,000 1 in 10,000,000 0.000000250 0.000000100 
K 1 in 10,000,000 1 in 20,000,000 0.000000100 0.000000050 

L 
Less than 1 in 
20,000,000 

Greater than 0 0.000000050 
Greater than 

0 
M 0 0 0 0 
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COLLECTIVE RISK 
This is the total risk for the crossing and includes the risk to users (pedestrian and vehicle), 
train staff and passengers. 

 
Collective risk: 
• Is presented as a simplified ranking: 

o Allocates collective risk into rankings 1 to 13  
(1 is highest, 12 is lowest, and 13 is ‘zero risk’ e.g. temporary closed, dormant or 
crossings on mothballed lines) 

o Can easily compare collective risk between any two crossings on the network  
 

Collective Risk 
Ranking 

Upper Value 
(FWI) 

Lower Value 
(FW) 

1 
Theoretically 

infinite 
Greater than 

5.00E-02 
2 0.050000000 0.010000000 
3 0.010000000 0.005000000 
4 0.005000000 0.001000000 
5 0.001000000 0.000500000 
6 0.000500000 0.000100000 
7 0.000100000 0.000050000 
8 0.000050000 0.000010000 
9 0.000010000 0.000005000 

10 0.000005000 0.000001000 
11 0.000001000 0.000000500 
12 0.0000005 0 
13 0.00E+00 0.00E+00 
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10 APPENDIX B 

 

Additional photographs of crossing environment. 

 
 

 
 
 
 
 
 
 
 
 
  

Up side across crossing Down side across crossing 

 

 
 
 
 
 
 
 
 
 
  

Up side looking up Down side looking up 
 

 
 
 
 
 
 
 
 
 
  

Up side looking down Down side looking down 

 

 

 

 

 

 

    

11  APPENDIX C  

  

Details of all 87 reported incidents at this location over the past 5 years; data has been obtained 

from Network Rail Safety Management Information System (SMIS).  
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Event date Description 

28/10/2015 LC Misuse: LM 1U32 1302 Crewe to London Euston reported gates left open at Barthomley LC.    
BTP ref 266 

04/01/2016 LC Misuse: LM 1U29 0946 London Euston - Crewe reported gates at Barthomley Level Crossing 
had been left open. BTP Ref Nº180 

04/01/2016 LC misuse at Barthomley LC: Permission was given for a user to cross however they had not 
reported when clear.  

05/01/2016 LC Misuse at Barthomley LC: gates were left open as reported by EMT 1K14 1307 Crewe - Derby  

29/02/2016 LC Misuse - Crewe North Signaller reported a person with a van failed to call back after using 
the crossing at Barthomley. BTP Ref: 266 

05/03/2016 LC Misuse: LM 1U18 0700 Crewe-Euston reported gates open at Barthomley LC  

12/03/2016 LC Misuse: LMT 1U28 1102 Crewe-Euston reported gates open at Barthomley LC. BTP Ref 182 

14/03/2016 LC Misuse: person with horses asked to use Barthomley LC and failed to call back in when clear.   
BTP ref: 376 

30/03/2016 LC misuse - LM 1U28 1302 Crewe - Euston reported crossing gates left open at Barthomley LC. 
BTP Ref: 252. 

10/04/2016 LC misuse:  EM 1K10 19:08 Crewe-Derby reported Barthomley crossing gate was open. BTP Ref: 
419 

11/04/2016 LC Misuse: LM 1U32 1302 Crewe-Euston reported crossing gates were open at Barthomley level 
crossing. 

20/04/2016 LC Misuse - LMT 2U19 0545 Northampton - Crewe reported the gate left open at Barthomley 
LC. BTP Ref: 88 

20/04/2016 LC Misuse - EMT 1U30 1202 Crewe - London Euston reported gates left open at Barthomley LC. 
BTP Ref: 200 

23/04/2016 LC Misuse: LM 1U28 1102 Crewe to Euston reported gates had been left open at Barthomley 
LC.  BTP ref 175 

28/04/2016 LC Misuse - LM 1U20 0622 Crewe to London Euston reported a gate left open at Barthomley LC. 
BTP Ref: 71 

07/05/2016 LC Misuse: LM 1U16 0601 Crewe-London Euston reported gates open at Barthomley UWC (R/G) 
BT Ref 90 

25/05/2016 LC misuse: LM 1U34 14:02 Crewe to Euston reported crossing gates at Barthomley [MWLG] LC 
had been left open. BTP Ref 317 

27/05/2016 Level crossing misuse: EMT 1K27 1942 Derby - Crewe reported Barthomley level crossing gates 
had been left open. 

02/06/2016 LC Misuse - LMT 2U21 0635 Northampton - Crewe reported Barthomley LC gates had been left 
open.  

05/06/2016 LC misuse:  LM 1U36 14:32 Crewe-Euston reported gates at Barthomley had been left open. 
BTP Ref 229 

15/06/2016 Level Crossing Misuse: LM 2U21 0635 Northampton - Crewe service reported gates were open 
on Barthomley LC 

20/06/2016 LC Misuse - LMT 1U30 1202 Crewe - Euston reported the gate at Barthomley LC was left open. 
BTP Ref: 209 

21/06/2016 Level crossing misuse; gates open at Barthomley LC as reported by LMT 1U32 1302 Crewe - 
London Euston 

03/07/2016 LC Misuse: LM 1U42 1737 Crewe to Euston reported gates left open at Barthomley LC.  BTP ref 
345 

03/08/2016 LC misuse:  LM 1U34 1402 Crewe to London Euston reported both gates open at Barthomley 
LC.  

06/08/2016 LC misuse: EMT 1K99 1042 Derby-Crewe reported gates open at Barthomley Level Crossing.   

24/08/2016 LC Misuse: Horse riders failed to call back have been given permission to cross at Barthomley LC.  
BTP ref 148 

14/09/2016 LC misuse at Barthomley LC; gates open as reported by LM 1U26 1002 Crewe-London Euston. 
BTP Ref Nº152 

21/09/2016 LC Misuse: LM 1U31 1046 Euston to Crewe reported car cross Barthomley LC whilst the red road 
lights were flashing.  BTP ref 242 

04/10/2016 LC Misuse: gates reported open at Barthomley LC as reported by LMT 1U32 1302 Crewe - 
London Euston. BTP Ref Nº251. 

14/10/2016 LC misuse: LMT 1U41 1546 Euston-Crewe reported Up side gate open at Barthomley. BTP Ref 
Nº459 
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24/10/2016 LC Misuse: LM 1U40 1702 Crewe-Euston reported 2 girls playing chicken at a foot crossing on 
approach to Alsager 

24/10/2016 LC misuse: LM 2U21 0635 Northampton to Crewe reported gate open at Barthomley Level 
Crossing 

28/10/2016 Crossing misuse 

08/12/2016 LC Misuse: LM 1U30 1202 Crewe to Euston reported gates left open at Barthomley LC. 

31/12/2016 LC Misuse: LM 1U28 1102 Crewe-Euston reported the gates at Barthomley MWLG Crossing 
were open 

09/01/2017 LC Misuse - 1U34 1402 Crewe - Euston reported gates open at Barthomley Level Crossing.  

29/01/2017 LC misuse: LM 1U26 1237 Crewe - Euston reported gates were open at Barthomley. BTP Ref 
Nº191.  

25/02/2017 LC Misuse - 5K00 (1725 Derby Etches Park to Crewe CS) reported the crossing gates open at 
Barthomley LC.  

08/03/2017 
LC Misuse: 1K06 0907 Crewe-Derby reported that the gates at Barthomley LC had been left 
open. 

09/03/2017 
LC Misuse - 1U37 (1346 London Euston - Crewe) reported Barthomley crossing gate open. 
BTP:459 

25/03/2017 LC Misuse: 1702 Crewe to Euston reported gates left open at Barthomley LC. BTP ref 439 

24/05/2017 
LC Misuse: LM 1U30 1202 Crewe-London Euston reported level crossing gates were open at 
Barthomley LC. BTP Ref unknown 

25/05/2017 LC Misuse -User failed to report clear of Barthomley Level Crossing. BTP:626 

29/06/2017 
LC Misuse: EMT 1K22 1707 Crewe to Derby reported a white van crossed Barthomley LC as the 
train approached. Not classed as near miss.  BTP ref 405 

31/07/2017 LC Misuse - the gates of Barthomley Crossing were left open 

01/08/2017 LC Misuse - the gates of Barthomley Crossing were left open 

12/08/2017 LC Misuse - at Barthomley Crossing a user failed to call the signaller back when safely across, 

18/08/2017 LC Misuse - the gates of Barthomley Crossing were left open 

21/08/2017 LC Misuse - the gates of Barthomley Crossing had been left open 

28/08/2017 LC Misuse - at Barthomley Crossing the gates had been left open 

04/09/2017 LC Misuse at Barthomley LC; Crossing gates reported open by driver 

11/09/2017 LC misuse: LM 2U23 0624 Euston - Crewe reported gates open at Barthomley Level Crossing 

01/10/2017 LC Misuse - the gates of Barthomley Crossing had been left open 

03/10/2017 LC Misuse - one of the gates of Barthomley Crossing had been left open 

20/10/2017 Misuse LC – 2U23 (0624 Euston to Crewe) reported the gates been left open at Barthomley LC. 

30/10/2017 
LC Misuse – Signaller reported a user failed to report clear after crossing with horses at 
Barthomley LC. 

14/11/2017 LC Misuse - the gates of Barthomley Crossing were left open 

20/11/2017 
Alleged WSF/LC near miss/Misuse: LM 1U27 0846 Euston to Crewe reported a near miss with a 
white van at Barthomley LC, MWL lights alleged to be green 

23/11/2017 
LC Misuse: EMT 1K16 1407 Crewe - Derby reported a coal wagon crossed over Barthomley LC in 
front of his train 

19/12/2017 
LC Misuse - at Barthomley Crossing a person with a vehicle used the crossing while trains were 
passing through 

29/12/2017 LC Misuse - the gates to Barthomley Crossing had been left open 

30/12/2017 LC Misuse - the gates to Barthomley Crossing had been left open 

25/01/2018 
LC Misuse – 1U41 (1546 London Euston to Crewe) reported a crossing gate was open at 
Barthomley LC. 

09/02/2018 
LC Misuse - the driver of 1K19 (1542 Derby - Crewe) reported the gates to Barthomley Crossing 
were open 

19/02/2018 
LC Misuse – 1U24 (0902 Crewe to London Euston) reported gates had been left open at 
Barthomley. 

04/04/2018 LC Misuse: WMT Crewe to Euston reported crossing gates left open at Barthomley LC 

08/05/2018 LC Misuse: 2U23 0624 Euston to Crewe reported the gates were left open at Barthomley LC 
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09/05/2018 LC Misuse: LNWR 1U32 1302 Crewe to Euston reported gates left open at Barthomley LC 

21/05/2018 
LC misuse: 2U21 06:35 Northampton to Crewe reported that the gates were open at 
Barthomley Level Crossing. 

23/05/2018 
LC misuse: 1U24 09:02 Crewe to Euston reported the crossing gates at Barthomley level 
crossing had been left open by a road user. 

03/06/2018 LC Misuse: LNWR 1U34 1337 Crewe to Northampton reported gates left open at Barthomley LC 

13/07/2018 LC Misuse: 1U20 0652 Crewe to Euston reported gates left open at Barthomley LC 

14/08/2018 
LC Misuse - Gates found to be open on two occasions within the same day at Barthomley Level 
Crossing. 

24/08/2018 LC Misuse - 2G05 (Crewe - Birmingham New Street) reported both gates open at Barthomley LC. 

13/12/2018 LC Misuse: 1U24 0902 Crewe - London Euston reported the gates left open at Barthomley LC. 

19/12/2018 LC Misuse: Derby-Crewe reported the gates were left open at Barthomley (MWLG) LC. 

01/01/2019 LC Misuse:  WMT 1U32 1233 Crewe - London Euston reported gates left open at Barthomley LC 

19/01/2019 
LC Misuse - 1U37 (1346 London Euston - Crewe) reported the gates open at Barthomley 
[MWLG] Level Crossing. 

26/01/2019 
LC Near Miss/LC Misuse: 1K99 1042 Derby-Crewe reported a near miss with a pedestrian at 
Barthomley UW LC. 

31/01/2019 
LC Misuse - 1U32 (1302 Crewe - London Euston) reported the crossing gates open at 
Barthomley LC. 

11/03/2019 LC Misuse: 1K06 (0907 Crewe to Derby) reported UWC gates open at Barthomley UWC. 

12/03/2019 
LC Misuse: 1K03 0741 Derby to Crewe reported a person crossing the railway in front of train at 
Barthomley LC, leaving crossing gates open. 

18/04/2019 
LC Misuse: 1K18 1507 Crewe-Derby reported that the gates at Barthomley LC had been left 
open 

02/05/2019 LC Misuse: 1K24 1807 Crewe - Derby reported gates left open at Barthomley 

27/05/2019 
LC Misuse:  9K22 (10:47 London Euston - Crewe) reported LC gates left open at Barthomley LC, 
woman seen walking across in front of train. 

31/05/2019 LC Misuse:  EMT 1K12 1207 Crewe – Derby reported gates left open at Barthomley LC 

 




