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1.   Introduction  
This report has been commissioned by Prologis, Halton Borough Council 
and Stobart Ports. 

The Report describes the rail sidings proposed as part of the application 
for the HBC Field site, hereafter referred to as the rail served ‘warehouse 
siding’, and describes how this will relate to and function alongside the rail 
reception sidings that have already been approved. 

The report addresses: 

• The delivery and maintenance of the sidings.  

• Arrangements of rail access to the new warehouse.  

• Interface with Network Rail and other bodies. 

• Train arrangements between the new sidings, the existing terminal 
and the new building including passing over the existing NR siding. 

• Evidence that there are available relevant pathways on the main line 
to accommodate the number of trains planned to be operational. 

2.   Sidings Design Concept  
The overall design concept/vision for the 3MG area is to provide modern 
distribution buildings located alongside rail terminal facilities which will be 
served by the strategic highway network.  

This will create of upto 5,000 good quality jobs in an area of “employment 
need” and regenerate sites which are currently derelict and suffer from 
industrial contamination. 

The installation of new infrastructure off Ditton No1 reception sidings will 
provide the capacity to significantly increase the output of these sidings 
which currently run at 6 trains in/ out a day, to a maximum of 16 freight 
train services a day.  

Furthermore, rail freight services serving the Warehouse Siding will be able 
to unload / load and undertake a ‘run around’ (see sketch A below) without 
effecting the production or efficiency of the newly constructed DFR Sidings.  

Typically, a train located on the Warehouse siding could be unloaded, 
reloaded and be ready for departure within 4 hours of its arrival, this would 
facilitate the turnaround of up to 5 trains in a 24 hour period, subject to 
warehousing and Ditton signal box/ Main line constraints. 

 
Sketch A  
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Up Fast, Dn Fast, Up Slow, Dn Slow  

Ditton Sidings 1, 2 & 3  

100m track  

Ditton 
Signal 
Box  

Hale Road  

3. Current Train Movements In & Out of Ditton Sidin gs   

All trains arriving or departing from the 
Mersey Multi-Modal Gateway (3MG) rail 
facilities must do so via the existing Ditton 
sidings.  

Ditton sidings currently consists of three 
parallel through sidings Ditton Reception 1, 
2 & 3, a cripple siding and a head shunt.  

Trains mainly access these sidings from 
the south (Crewe).  

This is achieved initially using crossovers 
to move the train from the Down Ditton 
Fast Line onto the Down Ditton Slow Line, 
and then, via another set of crossovers 
onto a short section of single bidirectional 
track, approx 100m in length.  

This section of track passes underneath 
Hale Road Bridge, where the track 
subsequently splits to form the sidings. 
(Please refer to Sketch 1 below- red line for 
trains into Ditton sidings and blue line for 
trains out of Ditton sidings). 

 

 

 

 

 

 

 

   

 

 

 

 

 

 

Route train from DOWN 
Ditton Fast to Ditton No1 
Reception Sidings & 
Head shunt  

Sketch 1 
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Remaining sidings out of action  

Train occupying Head 
Shunt & Reception No1 
Sidings  

4.   Constraints of the Existing Siding 
The length of Ditton sidings are as follows: 

• Goods Reception No1 Siding 
: 350m 

• Goods Reception No 2 Siding 
: 310m  

• Goods Reception No3 Siding 
: 290m 

• Combination of Goods 
Reception No1 Siding  & 
Head shunt used as one 
siding:  560m  

 

Until very recently, the standard maximum length of an intermodal train 
formation operating on the national network has been between 520m and 
540m. This has now been extended through the introduction of more 
powerful locomotives to allow 30 wagons to be hauled instead of 24, 
which, with one locomotive, has a length of 640 to 660 metres. 
 

On this basis, only one  siding can be used to facilitate trains of this length, 
and that is Ditton Reception No1 sidings in combination with the Head 
Shunt. 
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Therefore, due to the limited length and configuration of Ditton sidings, once a 
locomotive has drawn up to the head buffer stops it is ‘locked in’ and it is neither 
possible to receive or dispatch other full length trains from 3MG until: 

A.  The locomotive shunts and parks the train into O’Conner’s sidings. 
(Refer to sketch 1 below).  

 

B.  The locomotive parks and releases from the train allowing a second 
locomotive to connect up to the rear of the train before the train exits 
the sidings and onto the Up Fast line (refer to sketch 2 below). 

 
C.  

. 

 

 

Further, the existing Ditton Junction sidings are also utilised for the 
following purposes:  

• Trains en-route to distribution facilities in the wider Liverpool area (e.g. 
the Jaguar/Land Rover trade car distribution depot at Garston) are 'held' 
at Ditton Junction Sidings while awaiting an available freight path. 

• Network Rail engineering trains (e.g. tampers, ballast and track laying 
trains) are stabled at Ditton during maintenance/renewal works on the 
Liverpool Branch line. 

Also trains may need to arrive at 3MG well before they are scheduled to be 
unloaded.   

In such circumstances, Ditton sidings are again used to facilitate trains 
when they are required to 'park' while they await their turn in the intermodal 
terminal, or rail connected warehousing.  

Similarly, once a train has been loaded / unloaded and is ready for 
departure a departing train may need somewhere to park in Ditton sidings 
while they await their slot onto the main line. 

At present a combination of one train in/ one train out restricts the daily freight 
train capacity at 3MG.  

  

 

Sketch 1 

Sketch 2 
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Sketch 3  

To O’Conner’s siding  

5. Current Responsibility of Train Movements  
Ditton Sidings and the line leading to O’Connors siding (formally known as the 
Goods Line) are track circuited; they are owned and maintained by Network Rail. 
All train movements over these lines are controlled by Ditton signal box. 

In general, the trains serving the 3MG are longer than 350m; therefore, it is 
common practice for a train to be propelled backwards into O’Connor’s sidings 
(Please refer to sketch 3 below). 

On authorisation of Ditton signal box, a ‘shunting engineer’ will set the desired 
route into the sidings. The ‘Shunting Engineer’ (who is in constant 
communication via two way radio with the train driver) then walks ‘in rear’ of the 
train, ensuring the route has been set correctly and the line is clear, allowing the 
train to be propelled backwards into one of the 6No 3MG O’Conner’s sidings 
available. 

 

On arrival at O’Connor’s sidings, the Shunting Engineer will contact the 
Southampton Freightliner terminal to confirm that the train has arrived at 
O’Conner’s sidings, likewise, when the train is ready for departure the Shunting 
Engineer will confirm the train is ready for departure to all relevant parties. The 
train will be shunted into Ditton No 1 reception to await a locomotive and slot 
onto the main lines. 
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6.  Capabilities of the Existing Sidings  
At present, Ditton Reception sidings are currently used to handle freight traffic 
serving O’Connors 3MG. The current operations are almost at full capacity, with 
the capacity of the existing Ditton reception sidings constraining any possibilities 
to increase the volume of Rail Freight using the 3MG facilities.  

Further development at the 3MG site could expand the capacity of the Ditton 
sidings which will enable much greater volume of Rail Freight traffic to flow.  

Additionally, the scheme is incorporating the construction of an 111,000 square 
metre rail linked warehouse facility on the HBC field site.  

The operational logistics teams serving the warehouse on the HBC field site will 
be able to receive, and or despatch cargo directly on conventional rail wagons 
using reach stackers, (refer to Section 8 Train Movements to/from DFR & 
Warehouse Sidings on page 11 for alternative train movements available to 
the HBC site).  

The capacity of Ditton sidings is currently at 6 trains a day; by installing new 
sidings off Ditton No1 Reception, it would increase the capacity for train 
movements into and out of the sidings by up to a maximum of 16 trains a day 
with 12 to the intermodal terminal, this in turn has the potential to save CO2 . 

In addition to saving CO2, the 3MG development is centred around existing rail 
linked logistics facilities, and when compete will deliver three major benefits to 
Widnes and the wider Mersey sub-region, namely: 

1) A significant expansion in the amount of warehouse floor space for logistics 
operations located along side rail terminal facilities, approx 1m sq ft (92,000 
sq m) of warehousing space will be created. Locating distribution centres 
alongside rail terminals is a pre-requisite for meeting the Government policy 
of moving a greater proportion of goods by rail freight; 

2) When complete, 3MG will create up to 5,000 good quality jobs in an area of 
'employment need'; and; 

3) Regeneration of sites which are currently derelict and suffer from industrial 
contamination. 
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7. DFR & Warehouse Sidings Proposal  
 

The proposed new sidings will be located along the northern edge of the new HBC field site, broadly following and 
running parallel to the WCML / Liverpool Branch line ( refer to sketch 4 below).  Access to these new sidings will 
be gained from the existing Ditton Reception No1 siding via a new turnout. 

 
The new sidings would form an integral part of the 3MG development, and through open access, would be used 
by operators for the transport of goods by rail freight. 

The new sidings will not form part of the national 'Network Rail' track infrastructure. Instead, the sidings will be 
managed by a 3MG approved Plant Operators Licence Management Company. The approved company will 
manage the day to day maintenance and running of the new sidings in conjunction with Network Rail through their 
normal private siding arrangements. 

The Ditton Fields Reception Sidings (DFR) will consist of 5 new sidings: 

• 4 x 550m length wagon sidings - DFR1, 3 & 4. 

• 1x 780m length siding with head shunt - DFR2 

• 1 x 425m length warehouse siding - DRF Warehouse siding. 

 

Sketch 4  WCML 

Branch 
line  

DFR & Warehouse sidings   
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Standard Train lengths  
The standard Train length freight train formation which can currently operate on 
the national network is between 520 & 550m long, as follows: 

Freightliner intermodal wagons (TOPS code: FSA/FTA)  

24 x 21m length wagons =504m 

+ 1x class 66 locomotive at 21.4m 

Total length 525.4m  

  

30 x 21m length wagons = 630m 

+ 1x class 66 locomotive at 21.4m 

Total length 651.4m  

 

Mega Freight intermodal wagons (TOPS code: IKA) 

14 x 37m length wagons =518m 

+ 1x class 66 locomotive at 21.4m 

Total length 539.4m  

  

20 x 37m length wagons = 740m 

+ 1x class 66 locomotive at 21.4m 

Total length 761.4m  

 

Conventional Cargo wagons (TOPS code: FSA/FTA) 

20 x 25m length wagons =500m 

+ 1x class 66 locomotive at 21.4m 

Total length 521.4m  

  

30 x 25m length wagons =750m 

+ 1x class 66 locomotive at 21.4m 

Total length 771.4m  
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8. Train Movements to/from DFR & Warehouse Sidings  
On installation of the new DFR sidings, all future trains arriving and departing from 3MG's rail served facilities will 
do so via the new DFR and Warehouse sidings, refer to sketch 5 below.  

Ditton signal box will control all movements into and out of the new DFR sidings; however, there will be no 
interface requirements with Network Rail or Ditton Signal Box for any train movements ‘within’ the new sidings. All 
of these train movements will be controlled by the DFR & Warehouse Sidings Manager and Shunting Engineer. 

The signaller will liaise with the shunting engineer well in advance of any train arrivals into the new sidings; the 
shunting engineer will confirm that a siding is available and the route is set so that when the train arrives it can be 
directed into a vacant siding.  

Likewise, when the train is ready for departure the Shunting Engineer will confirm with Ditton Signal box that the 
train is ready for departure at the 1st available slot onto the main lines.  

As previously stated, the goods train will exit the Main lines onto Ditton No1 Reception siding before entering the 
new DFR & Warehouse sidings via a new turn out / points.  

A Shunting Engineer will greet the train and oversee all train movements between 3MG, Ditton Reception and the 
new Ditton Field Reception sidings. 

 

Sketch 5  
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Capabilities of the new DFR Sidings  

At present, every midweek day when only 1Nr locomotive is available for shunting movements,  the train (with the 
Shunting Engineer) exits Ditton sidings onto the slow line, the train then travels to Speke and undertakes a ‘run 
around’ within Speke sidings. Once this movement is complete the train then travels back to Ditton Sidings to drop 
off the Shunting Engineer, before exiting the sidings onto the Up Main line on authorisation of Ditton signal box.  

This movement happens daily and takes at least 1 hour, although this time can increase if pathing (slots) are 
unavailable on the Main Lines. 

The ‘new’ DFR & Warehouse sidings would allow the ‘run around’ to be undertaken ‘within’ the limits of the new 
sidings; this would significantly reduce the amount of time to approx 20mins per movement, and negate the need 
to run around via Speke. 

The new DFR and Warehouse sidings have been designed so that they are flexible and efficient, this is so that 
when an arriving train comes to a halt,  a number of options are available; these options are not only available for 
3MG but to Network Rail, Jaguar/Land distribution facilities and the owner of the Ditton field warehouse facility. 

As already stated above, one of the most significant benefits of the new sidings would be the facility to run around 
a goods train, this movement not only saves time but the cost of an additional locomotive used for shunting.  

In theory, at any one time, the new DFR sidings would be able to facilitate 4 goods trains 

• 3 x goods trains located in DFR1, DFR2 & DFR3 sidings ( DRF No4 siding would be used for ‘run around’).  

• 1x 425m goods train located within the Warehouse siding.   

Further, the operations into and out of O’Conner’s / 3MG and Ditton sidings would not be affected. (See sketch 5 below)  

 

 

 

 

 

Sketch 5  
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What will the new DFR sidings offer? 

The DFR sidings will allow tasks to be undertaken s imultaneously: 

• 3 x trains could be held within the DFR sidings, whilst the warehouse siding train is being unloaded and 
reloaded using the reach stacker. In addition, when the engineering train undertakes a  ‘run around’ on 
DFR4, the warehouse siding train and trains located DFR1,2 & 3 would not be affected (Refer to sketch 7 
below). 

 

 

 

 

 

 

 

 

Typically, a train on the Warehouse siding  could be unloaded, reloaded and be ready for departure within 4 hours of its 
arrival, this would facilitate the turnaround of up to 5 trains in a 24 hour period, subject to warehousing and Ditton signal 
box/ Main line constraints. Sketch 8 below, is indicative cross section through rail connection with reach stacker 

Sketch 7  

Sketch 8 
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• Whilst the pervious  train movement are being carried out, other train movements between Ditton sidings and 
3MG would continue as normal, without disruption (refer to sketch 9 below). 

 

  

• The DFR Warehouse train could also be loaded / unloaded (fully or partially), before being shunted directly 
into an empty DFR1, 2 or 3 siding (refer to sketch 10).  

•  

Sketch 9  

Sketch 10  
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• Or, once loaded, the train may be shunted into the 3MG O’Connors where they could be loaded / unloaded 
(refer to sketch 11).  

• These above train movements would ‘free up’ the DFR siding and potentiality allow for another train to enter 
the DFR warehouse siding as soon as the siding becomes vacant. 

 

‘Freeing up’ of Locomotive / Shunter  

• When trains have been stabled within DFR1, 2, 3 and or the warehouse sidings (sketch 12) and they are 
ready for the next available slot onto the main line,  the loco/shunter could then uncouple from the train and 
use DFR 4 as a run-around, this would allow the Loco / Shunter to be released to undertake other tasks as 
and when required. 

• The remaining prepared wagons could then be held in readiness for the planned departure and available slot 
onto the main lines. 

•  

 

 

 

  

 

Sketch 12  

Sketch 11 
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9. Mainline Network Capacity to Ditton 
The principal purpose of the proposed additional reception tracks is to expand 
the rail based productivity of the Stobart intermodal terminal and to thereby 
create the capacity for a significant proportion of goods received and 
despatched from the warehousing development to be moved by rail.  This 
includes rail traffic to the Halton Fields (warehouse) site, generally via 
transhipment (rail to rail) at the Stobart terminal. The purpose of this section of 
the report is to demonstrate that, taking into account interaction between the 
main line and the proposed sidings, that there will be adequate capacity on the 
West Coast Main Line to accommodate the trains that the terminal is capable of 
handling.  

 

Assumptions with respect to internal track layout  

The Stobart intermodal terminal is capable of being enhanced by laying 
additional rail tracks and being thereby able to handle some 12 container trains 
per day (one train arriving every 2 hours).  However, as set out earlier in this 
report, the current configuration of the Ditton sidings limits both train lengths 
and train numbers severely. The proposed sidings will allow longer trains to be 
received, which is of key importance because train operations in the UK are 
now extending maximum length trains. Furthermore, the ability to release an 
internal shunting engine via a headshunt will mean that mainline locomotives 
can haul train trains directly southwards, reducing impact on network capacity 
and reducing costs.  To be unable to receive these longer trains would 
compromise the competitively of the site. 

 

Current path capacity to Ditton  

At present, there appear to be 9 independent paths to the site for container 
trains from the Crewe direction, plus 4 paths for light engines. However, there 
are only 7 paths (to serve the terminal) from the site, of which 4 are direct (and 
are associated with light engines arriving) and 3 pass to Garston, where 
engines switch ends and return to the Ditton loops for subsequent dispatch. 
This inefficient manoeuvre is a direct consequence of there being no long 
sidings or engine release tracks at Ditton at present. The proposals described 
above allow this cost to be avoided. 

 

The intermodal terminal and required number of sidi ngs  

The Stobart terminal already represents a major investment with 4 large gantry 
cranes, extensive paving and ancillary equipment. It is clearly logical and most 
sustainable to make intensive use of its tracks by using the proposed sidings as 
a buffer area.   
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The mode of operation for the pathing into redevelo ped sidings would 
require a minimum of two full length sidings that w ill be able to receive 
and dispatch trains directly onto the West coast Ma in Line.  

One siding will receive a train from the main line, ready to go onto the terminal. 
As soon as a reloaded train is hauled from the terminal onto the second track by 
an on-site shunting locomotive, the newly arrived train will be propelled to the 
terminal, piloted by an the-site shunting locomotive and, complete with 
locomotive at its ‘western’ end, first positioning the eastern end of the train on 
one 300m+ track and then the western end of the train onto the other 300m+ 
track. 

After container handling is complete, the trains will then be reassembled by the 
shunting locomotive and hauled back to the reception sidings.  The mainline 
locomotive, stabled on the Stobart site in the interim, will then re-join the train 
and proceed onto the mainline.   

Ideally, a train will arrive every 2 hours and spend a total of approximately 5 
hours on site, of which 4 will be spent in the terminal area. 

However, two such sidings would only be adequate if  trains from the West 
Coast Main Line were timetabled to arrive at more o r less perfect intervals 
and for there to be no perturbations (disruptions).   

In practice, if the terminal is to operate at its full potential, the sidings must 
provide the buffering capability to be able to hold additional trains.  For 
example, should a departing freight train miss its path and be delayed for an 
hour departing, a spare track would need to be available to receive the ‘next’ 
train. Similarly, in peak passenger periods less freight trains will run, ‘bunching’ 
arrivals or departures. 

 

Assumptions with respect to internal train movement s 

The above train manoeuvring would take no more than 75 minutes, leaving a 45 
minute period when the switches can be set to receive a train released 
northwards from Crewe, via which most trains will arrive. In a typical 75 minute 
period, there would be: 

 

• A train movement from the sidings to the WCML (7.5 minutes). 

• A train movement from the sidings to the terminal (20 minutes including 
train subdivision and propelling, mainline locomotive to on-site refuge). 

• In some hours, a shunter movement with a short rake of wagons from the 
terminal to the warehouse track, shunter returning light, or 

• In other hours, a light shunter movement to the warehouse track to collect 
a rake of wagons to return to the terminal using the third track beneath 
one pair of cranes (either 20 minutes). 
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• A train movement from the terminal to the sidings, including train 
assembly and the locomotive re-attaching to the train, plus brake-test (20 
minutes). 

• In some hours, an additional train movement from the WCML to the 
sidings OR a train movement to the WCML from the sidings 
(perturbations/peak-period bunching) (7.5 minutes). 

 

In practice, trains within the Stobart area can be sub-divided or built up 
independently of mainline trains entering or departing. 

 

We have examined the current working timetable (WTT) and assumed that all 
existing trains scheduled into and out of the terminal can retain their paths 

On this basis, we believe that the maximum bunching of trains to be expected at 
Ditton is for no more than 3 trains to arrive or depart in any 4 hour period.  This 
will require a third track in the sidings (excluding the warehouse track) as, if fully 
occupied, the terminal would only be able receive 2 trains in 4 hours.  

 

Capacity available on the mainline  

The graphs in the appendix show the existing WTT for Thursday 14th July (with 
existing Ditton train paths in thick green (otherwise green show Q train paths 
and pink show other train paths). 

Potential paths into the WTT to/from Ditton that comply with the rules of the plan 
between Crewe and Ditton have been added, noting that some could conflict at 
Ditton itself (thick brown lines). 

The original paths plus these additional potential paths represent the total 
available paths on the network. However they cannot all be used because some 
conflict with each other entering or leaving Ditton. 

Finally, 12 paths in and 12 paths out have been selected that do not conflict 
within or entering/exiting Ditton.  The aim is to make these as regular as 
possible - i.e. 2 hours apart - with at least 45 minutes gap between a departure 
and a following arrival.  These are the solid green and pink lines for the existing 
paths, and solid brown lines for the additional paths.  i.e. the dashed lines 
represent discarded paths. Other paths (dashed) are shown, but not all would 
be simultaneously available). 

These (solid) paths are, therefore, those upon which the case is based that 
adequate capacity is available at Ditton given the proposed track arrangements. 
South of Crewe, train movements can be regulated by using the sidings 
available at Crewe.  Capacity south of Crewe is therefore the responsibility of 
Network Rail and Government to ensure that expanding rail demand can be 
catered for, based upon the principles set out in European Union directives and 
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enforced through UK law by the Office of Rail Regulation. Potential paths shown 
follow the Rules of the Plan set out in Network Rail’s Sectional Appendices. 

Because the sidings will not be electrified, the mainline locomotives employed 
will be available to propel the trains to the terminal.  In the event that the sidings 
are electrified then trains will be hauled by an on–site diesel in to the terminal.  
The train will be divided, the front of the train will be placed on one track, the 
diesel will return to attach to the front of the train and use the escape track to 
return to the sidings.  In principle this will not change the infrastructure required; 
the electric locomotive can be held on the existing loops at Ditton. Therefore the 
possibility of electrification does not affect the calculation of network capacity 
available. 

However, there will be conditions where a train operator will wish to bring one 
train into the sidings and leave immediately with a departing train. The train can 
then be hauled into the terminal by a shunting locomotive, as described above if 
the sidings were electrified. This approach would make efficient use of mainline 
locomotives.  However, it will require an engine release track to be available at 
the sidings; meaning a fourth track will be required if the third track is occupied. 

The fourth track can be provided by the additional track proposed to serve the 
new on-site warehouse providing that it is long enough to allow the adjacent 
track to hold a full train.  This is because the warehouse track is only required to 
receive trains from the terminal itself.  It will therefore be in the control of the 
terminal operator, handling short trains, and need only be occupied for relatively 
short periods while containers are loaded and discharged.  

 

Conclusion  

Our conclusion is that there is adequate capacity on the West Coast Main Line 
to service the proposed terminal, providing the tracks can hold trains of full 
length and have either intermediate crossovers or a simple headshunt to allow 
engine release if required and the connection to the warehouse is long enough 
to not compromise train length A total of 4 tracks (including the warehouse 
track) will be adequate at Ditton to service 12 trains per day at the terminal. 
Only if train volumes extend to 16 trains (for which there is adequate West 
Coast Main Line capacity) would a fifth track overall (including the warehouse 
track) be required. 

 

The attached train graphs demonstrate that adequate capacity is available 
along the West Coast Main Line to allow more than the 12 trains assumed for 
the terminal to arrive and depart every 24 hours
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10. Capabilities of the Ditton Reception sidings on  completion of DFR 
sidings  

The only access and egress into the new DFR sidings for goods trains will be 
via Ditton No1 reception sidings, as a result, Ditton No1 Reception siding will no 
longer be used to stable / hold trains.  

The creation of the new DFR sidings will however ‘free up’ the existing Ditton 
No2 & 3 siding, the Cripple siding and Head Shunt ‘for: 

A. Stabilising Network Rail engineering trains (e.g. tampers, ballast and 
track laying trains) in advance of maintenance/renewal works on the 
Liverpool Branch line. 

B. Hold a train within the head shunt / Ditton No 2 Reception in readiness 
for departure onto the main lines / into O’Conner’s sidings. 

C. Allow the shunting engineer to continue shunting between Ditton sidings 
and O’Conner’s/ 3MG  

D. Although time consuming, allow a locomotive to undertake a run around 
at Speke.  

11. Available services from O’Conner’s / 3MG 

• Reach stacker operation at the rail head. 

• Rail ground staff to manage the movement of rail movements. 

• Consolidation of container loads to a single train at the main Widnes 
Terminal. 

• ‘On site’ shunters to move containers from the rail to/from the unloading 
bays. 

• Container fumigation service available at the Stobart Ports site. 

• Stripping of racking in garment containers if required before returning to 
the Shipping Line. 

• Transport services for containers arriving through Liverpool Port and 
hence not suitable for rail. 

• Secure container storage close to the DC for containers that have arrived 
but are not yet required. 
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12. Network Rail Standards, Health & Safety  
The Health, Safety and Welfare of employees on this project will be of singular 
importance.  

The ultimate aim will be to promote safety awareness and effective safety 
standards throughout, and to promote, stimulate and encourage standards of 
excellence in Health and Safety in the workplace. 

It is intended that all employees be involved in matters of health and safety in 
order to: 

• Secure the Health, Safety and Welfare of persons at work. 

• Protect others (including the general public) who may be affected by 
work activities against risks to health and safety. 

• Prevent the importation of unnecessary risk to the public transportation 
systems (including operational railway and public highways). 

• To seek continuous improvement in the management of safety. 

All works will be carried out in accordance with contract documentation, 
relevant Legislation, Railway Group and Network Rail standards.  

All safety critical personnel will have been certified as competent in 
accordance with the relevant Group Standard, Link Up approved and 
Sentinel Registered. 

Some work will be required to be carried out in accordance with the 
hierarchy of controls described in the Network Rail Standard – Protection 
of People Working On or Near the Line (NR/L2/OHS/019).  

In such cases these personnel classed on or near the line will be trained as 
a minimum to ‘Individual Working Alone’ (IWA). 

Designated walking routes and site lighting  

One of the main hazards for Shunting Engineers when working in the 
sidings wagons is trips.  

To reduce the likelihood of this risk occurring, the new sidings will be 
illuminated to a minimum of 50 LUX; along with the construction of a 
number of safe cesses and designated walking routes, this will create a 
safer environment for the inspection of wagons. 
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13. DFR & Warehouse Sidings Construction Sequence 
One of the primary considerations when constructing the new DFR & Warehouse Sidings will be for the 
construction work to cause as minimal disruption as possible to existing services currently using Ditton 
Sidings & 3MG.  

For this to be achieved, the new DFR & Warehouse sidings will be constructed in three key phases: 

Phase One: Extension of the Existing Ditton Sidings  Head Shunt   

This element of works will be undertake within the Down Slow line and Ditton Reception Sidings blocked to 
the passage of trains and isolation of the overhead power lines.  

Once complete, Ditton No3 reception siding will be able to accommodate longer trains, therefore, works on 
Ditton No1 reception sidings will be commence upon consent.  
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Phase Two: Installation of DFR & Warehouse Sidings.  

The majority of Phase 2 could be completed outside of the Network Rail boundary; therefore, work on the 
DFR portion of sidings could be completed to coincide with the earthworks and initial Prologis development of 
Ditton Field 

Access  

A temporary haul road and compound would be installed from Halebank Road; this temporary compound will 
be used to facilitate the construction of the new sidings. Plant, tools, materials and equipment will be stored 
within this compound. Access to the railway infrastructure (when required), would be gained via the 
authorised access point adjacent to Ditton signal box.  
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Area of block 
and isolation 
required  

 

 

 

 

 

 

 

 

 

Ditton Reception No3 and the Head Shunt would remain open throughout the programme of works; this will allow 
3MG / O’Connors to continue operating as normal. 

Works will commence on Ditton No 1 Reception and DFR sidings as follows: 

• A topographical survey will be undertaken in Ditton field and Ditton sidings to confirm design levels. 

• The location of the new sidings will be cut and filled to formation levels using heavy plant and equipment.   

• Signalling, drainage and electrical services will be installed. 

• Overhead Line Electrification (OLE) will be reposition outside of the line of the proposed new route;  

• On repositioning of the OLE, Ditton Reception no1 sidings rail will be cut in rear of both 631pts and the 
track circuits. 

• Redundant rail and sleepers will then be removed before being stockpiled within the limits of the 
compound. 

• The formation will then be regraded to tie into the new permanent way scheme. 

• Dependent upon the locality of works, ballast and rail may be transported to work areas via road and HGV 
or via Ditton sidings and engineering train. 
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Works completed 
clear of the 
Network Rail 
Infrastructure  

Works completed 
on the Network 
Rail Infrastructure  

 

 
 

• New ballast, sleepers, rail switches and crossings will be installed using heavy plant, certified personnel 
and equipment. 

• Ditton Reception No2 sidings will be handed back for operational use when the controller of site safety can 
assure Ditton signal box no plant and or equipment can foul within 3m of this Ditton No2. 

• A number of new safe cess and designated walking routes will be installed within the sidings. 

• Lighting columns will be erected to a minimum of 50 LUX  

• The sidings will be tamped to achieve design lift and slews before the DFR sidings are commissioned by 
the permanent way designer. 
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Phase Three: Removal and Plain Lining of 636pts.  

• To ensure 3MG / O’Connors continue operating as normal, works will be undertaken on the removal of 
636pts at a time that is convenient for all parties, this portion of work will likely take place on a weekend 
during a T3 possession and isolation of the OLE.  

• Once the new DFR sidings have been commissioned, works will commence on 636pts. 

 

 

 

 

 

 

 

A line blockage and isolation will be undertaken of DittonNo1, 
No2, and No3 and Reception sidings and the Head Shunt. 

• A survey on 636pts has concluded that the point’s life has 
almost expired, and therefore, it is recommended that these points are not reused, but removed from site 
and recycled locally. 

• A  P Way engineer will marked up all rail & sleepers to be removed. 

• Personnel will cut the portion of track allowing on track plant (OTP) to remove 636 points, section by 
section. Redundant materials will be transported back to the compound for removal of site at the earliest 
convenience.  

• New ballast, sleepers and rail will be installed to design. 

• A plain tamper undertake will tamp the disturbed area of ground ensuring design lift and slews are 
achieved. 

14. Maintenance of DFR & Warehouse Sidings 
A 3MG appointed contractor will undertake all maintenance of points, drainage, services, etc within the 
confines of the site. 

Section of track removed  

636 Pts removed   

Layout on 
completion of 
works  
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