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EEFORT OF THE 1INVEGSTIGATION 1INHNTO THE FEAILWAY ACCIDENT NEAR

CHERRYVILLE JUNCTION, CO. KILDARE, CON 21sL AUGUST, 14983.

INTROCDUCTION

| The Minister for Transport directed, by Order, that-
G 1. -ccisted by (EEEEEED v 118, Senior
Counsel, hold. a [lormal investigation under Section 7 of the
Regulation of Rallways Act, 1871 intp the causes and clrcumstances
of the rallway accident which occurred on the CLE Railway
near Cherryville Junetion, Co. Kildare on 21st Aupgust, 1983
and az & resulbt of which seaven persons died and about fifty-
five persons received injuries of varying severity. The
Order 1is reproduced =t Appendix T. We have Lhe honour to

report as follows: -

HEARINGS
2., The Investigalion was openegd i the City Hall, Dublin
on 19 September, 1983, The legal and trade union representa-
tion on the wopening day 1is listed at Appendix II, page 1.
The Inwvestigation continued wuntil 23 September when 1%t was
adjourned pending the outecome of court preceedings =gainst
the driver of aone of fhe trains involved 1in the accident.
The Investigation was resumed in the City Hzll on B Jun:s.
1884. The legal and trade union representation on  that
day dis listed al Appendix II . pags 2. All persons present
o 8 June were invited to join in an inspection of the Central-
ised Traffie Control ((OTC) Centre at Connelly Station, Dublin,
arni of Lhe gecidenl sile near Cherryvilles Juncotion. The

hearings were held in public. The Investigation which lasted

for fourteen gays in all concluded on 20 Juns,



The forty-eight witnessea listed at Appendix ITT @gave
evidence under oath administersad pursuant To powWers
in the Repulation of Reilways Act, 1871, Withesses
whe had been sumonsed were firslt sxamined by the Court.
Subsequently, their own representatives and reprazentatives
of other parties were given an apportunity of oross-

examination.

DESCRIPTION OF SCENE AND CIRCUMSTANCES

1

el The accident site is on the double line mainline
railway between Dublin zand Cork and is about 334 miles
fram Dublin [Heuslkon Station). Cherryville Junection,
where the =single Lline ©branch rallway from Waterford
and Athy joins the mainline from Dublin to Cork, is about
32% miles from Dublirn. The duty signalmann 0 the CTC
Centre al Connolly Statieon, Dublin, econtrols rail tralfic
on the mainline reilway between Inchicore, 2% miles
from Dublin, and Ballybrophy, 66% miles [rom Tublin.
A diagram of the accident sile showing relevant signals
iz at Appendix TV, The accident sile iz between slgnals
CYR 163 and CY 163. The pubklished maximum permitted
line speed at that location was 75 m.p.h. and thers
is a rising gradient of 1 in 1B0 for traffic travelling
towards Duablin.

3.2 The traine invalved were the 17.1% hours Tralee/Dublin
(Heustan Statier )  passenper train which was stationary
on the Up line and the 18.50 hours Galway/Dublin (Heuston
Statiocn) passenger Ltrain which ran into Lhe rear of
the stationary traln. The accident occcurred at about
21.40 hours.



HH

SUMMARY OF EVIDENCE

4. Fire station officec( jjJNUEED 25 on cuty at Newbridge

Fire Station on the evening of the accidant. At 21.50 hours

he received =2 telephone message regarding z railway incident
at Moyvalley, Co. EKildare. Shortly after 22.00 hours he
was tald by the Ambulance Service ak Nzas Hospital that thsre
had been a railway accident near Cherryvills. Hg then telephoned
Dublin Fire BHrigade B&Btation, Tara SLreet, and was told there

had been an accidenl =zl Cherryville znd that the Dublin Fire

Brigade was . under the dimpression that the train invelwved
was carrying dangerous chemicals, Dublin Fire Brigade offered
to provide g@=ssistance. Together with two Fire Ssrvice

colleagues who weres outfitied and eguipped to deal with chemicals

he departed to the accident scene, He arrived at the accident
site at about 2E2.3Z2 hours. His Fire 8Service colleagues
confirmed Ehat Bhere were no chemicals on either train but
z2aid Lhey nolticed gas leaking from cylindsrs. Visibility
was bBOD to 600 yards. Zomae lights were working dimly in
about half the carriagss on Lhe ex -Tralee train. He =zaw
no lights in any carriage of the ex- Galway train. A man

wearing a high-visibility Jackel and carrying & hand lamp
identified himself as a OLE emploves. This man did mnot

appear to be taking any part in the rescus opzrations,

5. Ambulance Driver (P == on duty at Naas County

Haospital. Ha received nobklfication of %he accident from
Dublin Fire Brigade Just after 22.07 hours. Mo mention
was made of a chemical train being inveolved. There -was

a follow-up notificabion from +the Gardai a2t Kildare s=znortly

afterwards. Together with a collcapue ne arrived at the
accident =ite at about 22.20 hours, He Cformed tThe wviesw
that Chey were the [lrst uniformed parsonnael to areive, Three

or four minutes later the Fire Bripade and the Gardsi arcived,
It had been raining and fThere was a alightl misl., Hiz recol.zc-
tion was that the carriages 1lights in the e1-Galway Lrain

were switched on, There was a smell of escaping gas.



6. ambulance Attendant (GNP :ravelled tc the

accident site with Llriver- Weather at the =ile was
hazy. He reachsed the point of impaclht of the twe traines
at about 22.3% hours. He noticed no lights in the ex-Tralee
train but was conscious of the smell of escaping gas. AL

that stage he did not sse any CIE personnel or anyons wear-
ing & high-visibility Jjackel. When approaching the point
of impact he heard a sound which could have obesen LPe

generator of the ex-Trales train.

T Garc! iz attached to Kildare Garda Station.

On the evening of the acecidenl he was on duty. At about 21.50
hours nes received a telephone call from a woman saying there
had heen a train accident at Cherryville. He telephoned
CTF at gildare and then departed alone [or Charryville. From
the road over—bridge he could see almost to the far end of
Lhe second train and the wreckage on the south-bound Line.
The colour light signal on the Kildare side of Lhe over-hridge
was displaying & Green aspecl. He drove along tThe road
where he met a party of Garda recruits returning to Templemore;
same of them helped to control road traftic. He reached
the accident =ite just before 22,00 hours with the remaining
racrults where ne organised the removal ol casuelties.

He was aware of escaping gas and was told by & CLE smploye=e

that there was a amall fire in the corner of & carrlages
nf the ex-Galway train. 4 fire extinguisher which he found
on +the ocarriage floor did not work. PRE. PLLE e
subseqguently extinguished by Fire Brigade personnsl. The
CIE employee was in uniform. was not wearing 8 high-viak-
bility jacket and was cearrying a type of lantern. Garda
@ ::i¢ o cone seemed in overall charge at the accident
aitea. There was no sign of fog when he arrived at Cherryville

He noticed fTog at about 01.00 hours the following morning,

When he arrived thers wers lights in most carriages of the
ex—Galway train. Hae had to use his torch when going through
the ex~Trales Lrain. Any broken carriage windows which he

noticed were shatterad completely.



He walked Lo the signal about 200 yards on bthe Portarlingbon
side of the =end of the ex-—Galway train and found 1t

displaying a Yellow aspect.

9. garda sergeant (D) s st none ceten ke

got a telephone call at agbout 22,20 hours to report

o Kildare Garda Station from where he subseguently

telephanad some af Lhe emergency services, He went
o TLoe gecldent site at about 23.10 hours. It was
a clzer night with no fog. Seeing no one in overall

charge he decided to dirsect the search and rescue operation
and the evacuation of casualties. At abeont 00.15 hours
ne mebt a CIE employse wearing a high-visibility jacket
who ddentified himselt as Ticket Checker —
of the ex=-Tralee Lrain, This was Lhe only CIE emplovee
he met at the =its. Checker (P to12 nim that the

ex ~Trales train, with 340 passengers on board . had  ron

out of fuel and Chere was a bit of fog at the time of
the accidsnt which was 21.40 hours. Mr. @D =1s0
said that he was in the Tthird carriage [(rom the front
of his Lrain and was pitched forward in the acecident.
1t was at about 01.00 hours the following morning as
e was driving toe Naas that E-EE‘E,EELF.-I;- First noticed
Foe.

.1 Signal and Electricgal F“ﬁgiﬂee:— is respons-

ible for Lhe CIE =ipnalling eystem,. He sexplained that

l\.:\;.'

the Centralised Traific Contrel (EPC) at Conneolly Station,

Dublin, wnich was commissioned in 1974, controls &ll
railway traffic over 180 track miles of railway, Iincluding
the portion of Lhe Dublin to Cork railway batween Inchicorce
and Eallybrophy. He =aid that throughout the CTC area
track cirecuits defest the sections of rallwsy ocoupiled
by trains. This detection is displayed on & graphic
display panel in the GCTC Cerntre alt Connelly Station
gition

and enables gignalmen conbinuously to munilor the p

R

3

af all ftrains.



Indicator lights on bthe panel show the colour aspect
being displayed by controlled Btop signals and their
associated Distanl slgnals, The ¢olour aspects of
automatic Hiprnalsy are not shown on the panel. The
CTC system iz bazed on allowing only one  ftrain  into
a block seciion 4t a ¥vime. When =3 *train passes =2 Stop
signal on entering a olock =zection the ecolour aspect
of that =signal immediately chanpges to ded and the signal
continues to display a FRed aspect until the train leaves
the section. Conhrolled Stop signals, which can be
set by the signalman to operste in eithsr manual or

automatic mode=s, are Titted with signal opast Telephonas

(5PT 8) in weather-proof boxes. 5PT s are alsa Titted
at two lewvel corossings and at ground frames. mly
orie  telephone on the BSpPT =yslem can be in ase at a
time. Distant =siphals, which are glwayvs automatic

aridd which are somelimes reflerred Lo as Hepeater signels
and are identifiesd by the letter H. have Green and Yellow

SEpeCTE . 1 Distant signals are Distant sicnals for Fules

n

and Signalling Hepulations purposss, CTC =icnals are caused
to diswlay their most restrictive aspects by the passage

of Lrains, M:‘.-aj_c;:i Lhat Lrain Jdrivers had reacted
fawourablY <o the introduction of <©he (TC system.

He was aware. however, of soms reports of railway signals

being confused wilh son-CIE lights,

9.2 A brain rurming from Galway Lo Tublin passes cantral lea

Stop signal CY 153 (Apperwlix IV) at Portarlinghon which

has an SPT telephone. The next block section extends
from CY 152 to automatic Stop signal CY 161, The Tol)ow-
ing bleck seclion 4is from CY 181 to controlled Stop
signal CY 1683 both of which have ZFT telephones. M.

-was gatigfied that a Lrain driver approaching
from Portarlington would not sight signal CY 163 pefore
he sighted sipnal CYR 163.

2.3 In his wview the c¢celour aspechks belng displayed
by signals at the time 5 the acecident were, respectively,



CY 161 Red, CYE 1683 Yellow and CY 163 Oreen. I-'lr*.-

explained that; with both signals CYR 163 and OY 163
dizplaying Green aspeclbs Le an approaching Up  tralin
sipnal CYR 163 would not change &to Yellow wuntil the
train reached a Lrack circuit just beyond it and Lhat
signal CY 163 would not change Lo Red until the £train
had actually passsd 1t. When the train had cleared
the section ahead both €Y 163 and COYRE 183 would return
o Green simultansously. A Distant signal at Yellow
indicaltes Lo drivers that the Btop sSignal ahsad is at
Danger. When a train is anywheres an the Up line between
signals CYI 161 and CY 163 signal CY 161 displays a HRsd
aspect. vr. QP =212 that the distance of 1,880
yards between signals CYR 163 and CY 163 was Dased on
the braking dislance forr 90 m.p.h. running and aillowing

for the gradient on that section ol Lhe rallway.

9.4 Mr.- understond Lhat at the time of the accident
the telephone at signel OY 161 was defective dus Lo

an intermittent fFaulb and thet the telephones at signals

C¥ 163 and CY 120 were working. The signalman at Connolly
CTC  carmnot  himself check that the SPT felephones al
signals are in working order. Mr.- apgread that
Rule 55 permits a driver to pass an aulomabtic signal

digplaying a Hed aspect with extrems cautlion when The
SPT telephone i= oubl aof grder.

When a driver passes 4 Stop
signal al Danger as provided for in Rule 55 the Distant
Signal aghead has na relevanca for him. While the durty
signalman would be &ware from the CTC pg-aphic display
panel at Oonnelly Station that the ox -Galway train had
entered the same s=sction as the sex-Trales train ke couvlad
assumes that the ex -Galway train had dons 20 in complianoe
with Ruls 55,

a.5 The installation of =2 new radico communications
aystem on (CIE locomotivedia in progroess, A pilot radio

sygtem was installed in about ten gper oot of CIE's loco-

motive fleet in March 1979 and wes taken out of Zerpvipe



shortly before the accident. The withdrawal of the
pilot radic scheme fTrom service was not formally notified
to ftrain drivers, The decision +o 1install the nEw
system was Laken in July 1879 and a conlract wsas placed
in March 1981. ur. Q== of the opinion that 1if train
radios had been in operational use on 21 Aupust this
accident might have bzen avoided. CIE is alsso pregently
instzlling = Continuous Automatic Warning Svstem {CAWS)
on their locomoetives which, in ecerfktain circumstances,
will aulbomaticelly activate a trair:s brakes unless a driver
takes positive action Lo acknowledge a warning. Mr.

& thought it unlikely that the driver of the ex-
Galway train could have mistaken the red oil tai? Lamp
on the rear end of the ex-Tralee train for an electric
colour light signal, The old semaphore Distant signal
that was replaced by signal CY 163 was positioned atout
forty feat above ground level, T-’I:-.-djr_l not think
that this was to kesp the signal above local ground-
fog conditions, Insofar as he was awarc rthe design
of the COTC signels did not take account of local weather
patterns.

9.6 Mr. did net know of =znv CIE Hule reqguirin
¥ I

train crews to CArTY

track ocircuirt clips nor had he
knowledge of a Lrack eircuit clip that would work in
all eircumstances, He was aware that on the Hritish
Hail Petwork track circuit ¢lips were carried on trains
and that one of their uses could be to short-circuit
the opposite running line 1in the event of an accident.
These clips short-circuit runnin rails in

ol
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ZEINES

1o the

o

Way a8 a tTrain and they automatically ensure

‘:+

1]

i

probecting signal displays a Danger aapect,

9.7 Maintenance of tha OTC signalling system was extremely
goocd and  the budgetary provision was adequate for this
purpoge. There are more than eighty-2ix line-gide

gignal post and emergency telephonss in the CTC area.



Tn addilicn toc seven signal maintenance personnels the
Fermanent Way personnel who patrol the railway three

times weekly alsc check line-side telephones.

1.1 Train _Eri.ver_— had been driving

diesel locomotives for the past 19 wvears. On the day

of the accidenlL he reported for duty at Tralee Station
at 16.15 hours. He was in possession of a highwvisibility
jacket which, wunder a CLE instruciion, should be worn
when drivers leave their locomolives away from stations.

His train was made-up of a General MWMotora Class D71

locomabive, No, 073, nine  passsnper carriages and a
Varn. He departed from Tralee at 17.15% Hours.

10.2 L:Ir'lner_] not @ecollect if Loacomotive

No. G079 was fitted wilh a radio. He had previously
drive n Class 071 locomotives that were Titted with
radios. Therse was a CIE instruction that radios shownld
be tested when Up trains reasched Porltarlington M.

- remembered & 1979 MWeekly Circular instruction

regarding the ussz of train radicos but 4id not reeolleei
seelng any notioes terminaling use of thoso radios.

10.35 Wnen carrying out the pre-dsparturse oheck
Tralee Driver(@i) founa =verytning in ordar.
071 locamotives have onzs fuel fank which i= fitted w

i1}
o
(]

o
—1

i
i

EE
i Bl ot
Lwo external fusl gauges. Belors departing from Traleae,

E"'IJ.— did not receive the make-up =nd weight of
his train from Train Guarcdlil). ©12:3s 071 1locomotives

use about one gallon of [fuel per mile in running.
After departing from Millstreet +the locomotive cub cut.
Mr. QD r=-=¢' tne overspeed safety device, isclatad
the '"deadman' econtrol and proceeded towards Mallow with
Gheekr}r-_ in the locomotive cab as 2z "second man.
When slopped at Banteer he had explzained the position
to Guard () v was then in the first carriage
behind the locomoplive. The frain arrived in Mallow
apbout 20 minutes late. Mr. @D to19 sfcting Trarfie
Inﬂpector- that he needed a replacement locomative.



Tnspector (P to1d hinm to take Class 00L ("A" Class)
locomotive HNo., 009, This locomotive had no radio.

He e=zamined the locomotive's log wcard for reporked

defects. He noticed that locomotive No. 009 had come
from Waterford. Driver - said he carried out
the parlial preparalbion of Fhe  replacement  locomotive

4
in accordance with the instructions in the Orivers Manual,

This partial preparalion does not  regquire drivers fo

check fuel contents pgaupes. If the fuel tank were

¢

Tull  leaving Waberlord thare would he adeguate fTuel

to reach Dublin. Class 001 locomobives have eaxternal
fuel gauges which ecannot be reasd fTrom the cab. Twao

weeks allber Lhe accident when DIMr. — waes again

driving locomotive MNo. €08 he found its fuel gauge to

be unrelisble. nriver@jjip =219 that before leaving
Mallow he did not discusg the gquantity of fuel in Lhe
tank with Inapector (- The contents of fuel

tanks are nol recaorded on lacomotive log cards.

16, 4 When  the replacemant locomotive was coupled up
the ex-Tralee Lrain deparlbled from Mallow abt zbout 19,30
hours, which was 31 minutez lats. The train was still
31 minutes late departing from Thurles, the last scheduled
stop before LDublin, ALl sipnals aller Mallow dizplayead
Green aspects when Dri.ver- first sighted them. Afbter

Monasterevarn he noticed that the tone of the locomotive' S

dgfigine changed. Between =sipgnzls CYH ‘;‘61 and
CY 161 the engine ecut out =and ths ftrein ‘coested” for
aboul Lhree quarlers of & mile. Ille esslimabted Lhat
his train stopped at about 21.35 hours. He had hopesd
to "coast to signal ©Y 1863, He had ne difficulty in
gighting =ignale, There were wisgps ol fog a couple
of feet hipgh over the adjoining fields. He is familiar
with the Trales Lo Dubklin route. Fegarding the Up

signals near where his train stoppsd he sights signal
CYR 163 hefors sighting signal OY 163. Heving carried
out some preliminzary checks on his locomotive Mr.—
walked back alongside his train and meb Checker -
and told him he theought the locomotive had run out of



tuel. Vr. (D ccncinued alongside the train until
he met -&uard- whe was 1in the sixth or seventh
carrisge wack [rom the locomotive. He zTold him that
the locomotive hnad run oul of fuel. Tt was agreed

]

that Mr. (P vcuid zo ahead te Signal Y 168 to
telepnene for assistance while Guard @ rrotected
the train in rear in accordance with Tule 1BE [Appendix
Wik ¥irst., he returned Lo the locomotive, made a [urther
check and deecided 1L was suffering from fuel starvation,

even though the engine was sbLill running idle. H

n

then collected his detonators, carriage key and high-
visibility jacket and procesded Lowarcs sigrnal 0OY 163
at aboul 21.4% hours. Since lzaving Mallow Nriver —
had known that an ex-—-Cork +<rain was following and he
had remarked to r}uar‘d_ that the ex -Cork train
might Bbe instrueted to push their train to Eildare.

He was about 100 yards or more shead of his locomolive

when he heard a locomotive approaching in  rear. He
turnsd  around and from the Down ne directed his red
hang Lamp in  Lhe direction of Lhe approachi nEg  Lrain,

Withi~ meconds he saw 1ts

m

garchlignt and heard a bang.
He ecould nat be zertain that he he=ard the sound of deton-

ators exploding. A M:'.— was aware that the

21.10 ex-Duklin Lrain was duc shortly on the Down line
he rushed Lo protect that line in accordance wilh Hule
180. He placed dstonators as far as signal CY 190

which is sboul 2 mile further along whe railway and

12 past Cherryville Junciion.

10.5 Mr. (D s=id he went to use the SPT telephone
at signal CY 190 but got no reply. All he heard was
a sound similar Lo radic statio. He then remcmbersad
the emergency line-side telephone zt Cherryville Junation,
ran back to it ant made contact with Connolly Station
CTC. This ftelephone was also defeclive in that conversa-
tions were interrupted. He +tried ©Ethe telephone at
signal CY 190 twice more and on the <cecond attempt
got through to CTC. He returned to the emergency t=lephone
where hig conversalion was again intesrrupted.
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He =subsequently used the SPT telephane at signal CY
163,

i0.6 He was lasl examined in the Rulss and Eegulations
in March 1983 and about 12 months agoc he had attended
a refresher course in Rules and Repulations for guards
and drivers. In the past, with a Sgnalman's permission,
he had passed a =ignal displaying = Red LDangar aspect.
He had never passed a slgnal at Denger without s signzlman's

permiasion,

114 Ticket Qtﬂ]e::.tor‘— was on the 17.1%

hours ex -Tralee train. When departing from Tralee

the passenger carriage furthest from Lhe locomotive
was locked. The boiler and generator van was in rear
of, and the buffet car was ahead of, this locksd carriage.
After leaving Killarnsy Mr. Looby opened the locked
carriage ao that passengers could walk along the train
into it but the carrizps's outer doors ware still laocked,
When the train stopped az it approached Millatreet he
went into the locomotive cab as a "second man! and remained
there unlil the train reached Mallew. After Mallow
he resumed ticket colleclor duties. Tharse were 337
pasengaers  on his frain which had ggating accommodation
for 500, Inspector (D 2:ci=ted him to colleot
passengers' Lickets. He was gitbing in the carriage
between the buffet car and Lhe boiler and generator

ven with Tnspector (D sn¢ cuard (D wnen

the train stopped near Cherryville.

112 Mr. QD s2id Lhat when he locked out on the
right-hand side of <the train he noticed a 1light fog
or mist and alsc the glare from a Green signal in the
distance. It was then about 21.40 hours. He decided
te walk through the <train 5o ths front carriage wh=rs
he got out and met D?ﬂ'ver- who told him the loco-
motive had run oul of fuel. He got back on the train

and started to advise paszsengers, carriage by carriage,



of ths reason for the deleay. He was in the third carriage
From the locomolive when his frzin was strack. This

was about thres minotes after he had spoksn to Driver

o When he saw what had happened he appealed
for mediecal assistance and ftried te econtrel paszssngers
who had stepped down on Lo the track. He then ran to

signal CY 163 to telephong CTC, Commolly Station. As he acproached
the signal he met Uriver- of the sex-Galway train
who s5aid he had slready informed OTC of the accident.

I'*'I:T.". - teleghoned CTC at about 21.50 hours and then
returned ta his train.

155 Frior +to +the accident fhe internal lights were
not working in the third ecarriage from the front of
his train, After the accident the train was in total

darkness apart from battery-powered emargency lighting
in one carriage and Lhis was very dim. [‘-'_-1",- assisted
in organising the removal of cazualties. &t about
23.4% hours  hae omet Mr. - oTE  Thigtrict  Manager.
This was The first CLE person he had seen at the accldent
site apart from the Train crews. He overheard a2 tourisat
gaying he had seen a stout mzan in wuniform throwing flares

along the track.

11.4 M. - aoldse geptificates for both guard and
ZFignalman duties. He was last =xamined in Rules and
Mlegulalions sarli=zr in 1983. l= hiad e Lraining in

the use of tirst-aid equipment.

: B Train GLL‘:!.I‘L!— was the guard on the

17.15 hours ex Tralee train on 21 Aupust. He was first

appointad guard in 19251 and ia Tamiliarv wiklh Lhe Tralee

to Dublin route, He was on a 1Z2-hour roster on the
day of the accident having already acted az gusrd on
the morning Lrain Crom Dublin, He reported back to
Tralee Railway Station at 17.00 hours. Before the

train departed he checked the maks-up of his train but

did not advise Lhe driver of the load and make-up,
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a5 required by Rulae 124, He intended to do so at a

(e

station-stop during the Journey. A3efare departing
he had also checked Lhe vaiuum gauge and the tail lLamp
and faund coth sabisfactory, ir. D 2= vnsware
when his train departed Tralee Lhat the carriage between

the dining car and the bailer and generator van was

lackead, The train'a internal lights ws=re switched on
at Tralse and Mr. @G -: --tisfieqd that the lights
were working in all carriages. Inere were compartments

for +the train puard in hoth the boller and generator
van which was sl the resr of the Lrain and in the Chird
carriage Trum the Front of bthe train, A11 wehicles
in his Lrain were aporoved fop running at the maximum
permilted line speed of 75 m-p.h. He had never been
told that any wehicles an arny o nis trains were speed
restricted. When ths <train stopped afler Millalreet
he spolke to Dr:‘-uer-whq:z told him there was trouble
with the enginc and that Checker@ ) vould be in the

cab as a "sscond man'.

12.7 While Guard — saw the replacement locomotive
being coupled up a:t Mal |ow he 2id not discuss this with
anyone, He was aware that Hule 138 sztates that = Ltrain
is under the control of the guard bul he was unclear
a8 to the extent of the ocontrol which pusrds exercise

sver Lhe running of trains,

12.3 After departing Mallow Vre. (D vent 0o

the carriage belween the opuffe: car and the boiler and

generator wvan and stzaysed thers until his ftrain stopped

at Cherryvilie. He vremained there because there w=re
not many passengers in Lhot carriage, While he agreed

that a guard has dulies in relation T2 the train brakes
he fell he was closze enough toe the wvan for him to make
A brake application if the need arose,

12.4 When the train stopped al Charryville he looked
out on the left-hand side of the train but could not

S22 any sipnal ahead. there was a glight haze or fog
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towards Cherryville Juncefion. It was c¢lear at his
end of the train. A minute or Lwoe after Checker (P

Il

left the carriage Guard (i) Lcoxcsd out the right-
hand side and saw Driver - approaching between

the two tracks. Mr. - walk=sd tThrough the frain
to the carriage beyond the buffel @zar and spoke to Driver
—1.-;1';.:1 said he would eithsr have tTo get a replacement

engine or get a push from a brain in rear. Mr*.-

waz Lo protect the +train in accordance with Hule 188

{relevant extracl Appendix V). He went back to the
carriage where he had been sitting and collected delonators
and a hand ‘larn[.b. Inspector () »ro was also there
gsgid that i1if the tail lLamp was not lighting - he
wr:;ulri light i®. They hoth went intc the boller and

ganerator van, got down on lo the perppanent wéy_ and checked the
tail lamp which they found Lighting. Guard —
then saw the headlight of sn approaching locomotive.
He walked as best he could alongside the tUtrack and away
fram hisz Lrszin, He thought the apprcoaching locomotlive
might ©s coming to render aszsziztance. He had put down
twao detonators, the =econd one  aboubt 100 vards f[rom
hi= stationary Lrain, when the approaching locomotive
passed him. He thoughlt bolh detonators sxploded. Fe
waz ocertain he saw one flash. He had =not used his
hand lamp to signal Lo bhe spproasching locomotive  because

if it was an assisting train the detonators would albract

the driver's atisntion soconer. At no stage ‘did he
wave his red hand lamp. He thoughl Lhat only the loco-
mobtive and two carrlagss gssed  the spot wheare he wss
standing. Ha remained thers for 15 to 20 minutes alter

the erash and then crawled uwnder ons of  Fhe carriages

on Lo the Down line. He was in uniform but was not

wearing a high-visibiliky Jjacket. MT*.—knew

that a CIE ERule reguired him to have = high-visibility

jacket but that THuls 4id net say when he should wear
I' Lhe ex=Galway train to
]

extinguish a =small fire din the +frains buffet car.

1t He assisted tThe guard o



After the accident the oanly lights working ovn the ax-

Galway train were Lhose 1in ths hoiler and gensrator
var.

12,5 Mr. G ¢ been on irains that nad stopped
away from stations and where drivers had used signal
post telephones (52T-g) . He 2ould recollect one gccasion

o
about eight to ten vears ago when., in daylight, he protected
a train that had failed in the ssclion betwesn Porlarlington

and PFaortlaoise, This prolection included ssztting detona—
tors at a quarter, half and one mils in rear of his
train. He had no Ltrouhle on that eccasien walkine on the

Lrack and sinces then he had not again walked on the trzok
wmtil the nicht of the accident. He preferred to walk
beside, rather than on, ballast but at Cherryville he
nad to walk partly on the ballast because of the embankment
and consequernlly he had Lo walk zslowly. .'_;uard-
had only once previously fixed a delonztor, of the type
currently in usze, to a rail. He had never previously
needed to use z lamp when walking on the Lrack.

12,6 He had attended refresher courses Tor guards in
the FRules and Signalling Regulations. He was last

examined in the FRules four +toc five weeks priocr to the
aocldent. e had no instruction in Lhe use of &pT
telephones nor had he ever used Lhem. He was unaware
thal there were emergency line-side telephones in gdditiom
to tha BPTs. About Tive or six years ago he attended
a leclure on the use of the first-zic cquipment which
train guarda are reguired Lo have with them under Rule
129, He: had never been told which QIE employees
was to be din charge on the pground in the event of a
train accident,

12,7 T*II‘.— told thes Investigation that during

1582 and 1983 ha had received medicsl treatment for
hip disorders, He resumed duty in March 1983 and subsa-
quentily had no difficultbty in performing his duti

185



134 Chisf Ticket ™ Inspectord D o retired

gince fthe aceident Lold Lhe Investigation that He had.
held +the post of Chief Tickst TInspector for aboub Len
VEATS. Earlizsr in his ecareer he had acted az guard
on  goods  traing and as & signalman. On  the morning
of the aceident he worked +the 10.10 hours ex- Dublin
passenger train tc Mallow and a ecommecting Lrain o
Tralee. After a lunch-break he reported for duty on

the 17.15 heours ex-lralee passenger train. Mr".—

remembered that hisz Erain & fnpmad cutside Millstre

a2

et

and that ths Lrain's locomotive was changed at Mallow.

There wearnra 337 pasacngers kg oard alfter Fnurle
Lights were not working in one carriage. When t

Lrain was sonmewheres between Ballybrophy and FPortlaoi

he joined f;uar*d— in Lthe carrizge hetwesn t

5.

he
=1
hie

buffet car and Lhe boiler and generator wan. He ¢cowld

nolk recollect if Gheckr:-l-raﬁ already Lhere,

13.2 Wh=n Lhe train stopped near Cherryville th'u—

locked out a left-hand window and saw =z Green sighal

S

ahead. Hiz initial =zssumplion, based on past experienc

g

was  Lhal the +train had stopped at a Red signal, that

the driver had telephoned Lhe CUIC signalman at Connol

=
= LHE

while the driver was telephoning ¢r while he was returni

ly

ion and that the =ignal had clearcd to Gresn el lher

ng

to his lacomotive. Gy reflection Mp_- real 1sed

=1

tat Lhe Green signal was further away than he had first

anvisaged. When he looked @& second Lime from the same

windew he ecould nob see the Green sipnal and he assumed

1T was hidden by o poteh of fop. ‘-Tr'.—Etatr—_'-d

that when he and f‘h:arw:i— looked out from o

ne

of the riphl-hand windows, they saw a person whom he assumed

to be fthe Train driver coming Lowards them. Cuard

@ -1 c¢ vr throuch the train and on returning teld

m:--hr—: was going to protect the train in rear and that he antici-
patad he woeuld meet the sx-Calway train which he would pilot to his train.

Guar- then wenkt to trhe wvan to collect his Fit.

wasz eight to ten minutes after the train had steopped.

This



He did neot recolleck s=esing ﬂ13ard— carrying

13.3 M. _ rollowaed Guard — from the

train and by way of a double-check hs examined the tail
lamp which he found fo be lighting normally. The tail

lamp was mountsgd aboul Five feet above ground level,

He next saw Lhe two marker lights of an approsching
locomotive., At that stags Guardg — who Thad
moved off guickly., was about 100 feel away. He thought

this was two or Lbhree minutes afier they had got down
orita  the track. The approaching locomotive's head-
light was then switched on for a short time. [“11'.—
interprated this =zs5 the actien of a driver who had an
instruction fTrom the CTC signalman abl Connolly Station
te help = train n==ding assistance. There was no =sign
of fag bhetween Ihs stationary Lrain and the approaching
locomokive. '@ re-boarded his train.

13.4 A short time later while ne was =Lill n fthe boller
snd generator van ne heard at least two detonators explode.

He thought there was 3 very short Lime intarval between

the explosions. He did not recollect hearing thes sound
of a8 locomotive hooler. Ha next saw A locomotive breaking
through the van's siructure. 'he inkericr lights failed

and the wvan was pushed fTarward in the Dublin direction.
Mr. — sustained severe Injuries and was trapped
i wreckspe whers o lay wundiscoversd Tor ahout  one

gand a half hours.

1

o

Ca

i T-TF._ stated that to hisz knowledge there
5 no specilic CIE romalaticen saying what actions should
be taksen when the Llights in a carriage ars unasrviceable.
Mr. @D v:z: ot sveplied with a high-visibility
Jjacket. While in his view Lnhsg main purposSec of & itrain's
Lail lamp i3 to show that a Lrain is complete 1t can
alsg act a8 a warning light on a disabled train. A
he had seen no notification that the Lrain radios had
heen withdrawn from service h2  had aszzumed there was



a sgrvicssble radic on his ftrain. He had recently

ettended a lecture on first—aid,

14. Head Catering Attendant — repcried

for duty at Heuston SBtation at 08.30 hours on the morning

af the acecident and worked on the morning train to Tralee.
After a short lunch-break he reported back for duty
o the 17.1% hours Lrain from Tralse to Dublin. He
was aware that his train's locomptive had Failed betwesn
Tralee and Mallow and that il was replaced by arediéf
locomotive al  Mallow. When the frain stopped near
Cherryville " Mr. — was checking the bar stock.
cuard (D ¢ walked through the buffet car
at. a normal pace, fTold him the ftrain had broken down
and that he was going back along the track, Mr.—

ammitinued checking stoclk. He next heard what he bhought
was one detonater cxploding. Thizs was Tfollowed bp
e beng and Mr, (D te1t an inmpact following which
Liiz interior lights were oxtinguishsd, After the impact

he round himself wnder anclher carriage and, although
injured. ne was =zable to free himself. AL Lhat stage
ne becams aware that gas was leaking from the cylinders
that supplied the bufTel car cooking units. Tn general,
pas Lz ussd for cooking purposes in older pullst cars
while eslectricity is wugsed in modern coars. He haed never

baen shown how individual gas cylinders could be iaolaled.

15.  Train Driver P s2:i¢ he had driven the
18.45 hnours Cork Lo Duplin train on the day hefore Lhe
accident. The train was hauled by a Class D71 locomotive
and while Mr. Cotter did nol receollect if a radic was
fitted he would be surprised if one were nob Titted
because of the notification in the Wsekly Circular in
March, 18973. Ha passed Cherryville Junction at about
21.36 hours, Mr., Cotter i1is familiar with Lthe route
and he sights signal CYR 163 before seeing signal CY
163. There is no extraneous lighting in the area to
confuse a train driver's sighting of signals. The
road overbridge between gsignal CYR 163 and OY 183 does
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not obglrucl the view of sigr=ls ahead., He had ofben

=¥

used =signal post Lelephoness and apart Trom one instance
had found them in working order, On that occasion
he had procesdsd, with caution, past a algnal displaying
a Hed aspect, 1T he were proceeding with caution at
night he would normally use the locomotive's head -1ight
and 1f, because of fog, he had to procesed without the

head-light he would uze exlreme caution.

1§57 D_EM— was rellisf signalman al Bally-—

orophy on thﬁ evening of tThe collision. When the 17:.15
hoursa ex  YIralee train pass=d  through Ballybrophy at
20.56 hours he notified CTC. Connoily Stialion. M.
Heaney always checks that passing trains are completea,
While he did not recollect if the ex -Tralee train's
tal. lamp was lighting he assumes, because he had nol

noted olheryise, that averylhing was in order.

1L, Train Driver_-— tock over the 17.00

hours Westport to Dublin train at Tullamore on 21 August.

He departed Tullamore st 19.56 hours. After stopping
At Porlarlington ke hed & clear ran to Dublin. He

S

was scheduled to pass signal O 161 at 20,26 hours and
Cherryville Junction at 20.30% hours. He sights signal
CYR 163 ahead of signal CY 163, When passing Lhe geooident
site area he had nobiced wisps of log over the fialds
adjoining the railway. Tl:‘ivr:*.r- could recollect
three instances when he was Stoppcd by signals in the
CIC area and had Lo use 3FETE, Lr wone o¢casion the
Lelephone was working and the Lwo occasions when the
telephone was nect working related to the SET at signal
CY 190. He heard subsequently that the most recent
of these Lwo failures was the result of lightning damage.
He did nof recollasct if the Class 071 locomotive which
he was driving on the day of the accident was filted
wikth & radio. He had uszed the train radio aystem previous-—

Xy
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18. Train Driver (D s:2i¢ that on 21 August

after carrying oul Lhe pre-depsrfuare checks he hsd driven

the 18.50 hours ex —Galway train as far as Athlone,

There were no delects for entry on the locomotive log
card. r.'[p_-ou'_d not reccllect if the locomotive,
a Clas=z 0V1, waz Titted with a radio. He subsequently

drove Tthe 18.1% hours ex —-Dublin train from Athlone to

Galway.

i Bopetest GUINNNNNNEND oo FRkE 8 gaaedis

certificate acted as guard on the 18.50 hours ex-Galway
train as far as Athlone where he Jjoined the 18.1% hours
gx—-Dublin Lrain and retaorned to Galway. Betore leaving
Calway Mr. —had given his driver details of
the make-up of his train which consisted of a locomotive,
six carrigsgses, a kitchen czr and a boiler L—;_-'l-zi generator
VAT, Harore leaving Ghdlwsy he had 11t the taill lamp.
The Journey to Alhlone was unevenbtfal, M, —
obtainsd his ‘cuard's certificate five wyezrs agoc and
has g3ince been examined onecs yearly in Rules and Signalling
Hegulations, [la has never allended a relresher course

in the Rules and Regulations.

20. ricket Collsctor (R i holds

a guard's certificate sald that the 18.15 hours ex-Galway

Lrain was carrying 277 npazgengers when it departed from Galway,

Cne of the =2ix passenger carriages was locksd, The
locked carrizsge was opened before the train reached
Athenry. The rnumber of pesssngars Akoerd deperting
from Sallinasloe was 344, He zlightsd at Athlone and

returned to Galway on the 1B.15% hours ex- Dublin train.

21. E_G_r_*ter— was acting as assistant ticket

collector on the 18.50 hours ex- Galway train as far
as Athlone. ITe holds a guard's certilicate, lle returned

to Galwey on the 18.15 hours ex-Dublin train.



A7, Depatman was acting as relief =zignalman
at Tullamore on the evening of 21 August. [lis duty
hours that day were from 07.00 to 21.15 hours. The
18.050 ex- Colway train arrvrived in Tullamores =@l 20,52
hours, When itk lel'l he esipnalled its departure to OTC
Connolly Gtation. 45 the train passed the signal cabin

Mr".- checked Lhal 1L was fitted with a 1lighted
Lail lamp.

23. Catering attendant (G reported

for duty to Heuston Statien at 02.00 hours on the morning

af the aecidenl and worked the morning train from Dablin
to Galway. Ez was back at Galway Station al 18.00 hours
far the relurn journey. The only ftrain ocrew member
he spoke To during the Journey was fthe assisbant ticket -
collector. After leaving Portarlington there was only
ocne customsr in the kiftchen car and az the Lkitchen car
lightz wers failing he decided to close down. He was

in the process of closing when he was thrown fTorward.

Uesrtain items of cooking equipmenl were dislodged by
an  impactk. e smelled escaping gas amdtold Guard—
of the ex- Tralee train. Ten or Tiftesrn minutes laler
he noticed a2 fire in the kikchen osee. He thought tThe

kitehen ¢ar wak Lhe fourth wehicle behind the Ilocomohive.
He h=

fu

g nothing umuisual Dbefare the Impacl. After
the 1impact the eax -Gslway Lrzin was in darkness apart
Ve

from very dim 1lights in the kitchen car. T'-'T'!‘".—

remembered that his train had =toppesd outzide Portarlington

but he could not estimabe Lhe length of that stoppage.

24,1 Train Guarr:l_ told Lhe Investigation

that he had worked zs puzrd on passenger trains  for

Lhe past geven vears, He iz familiar wikth Lthe Dublin
to Calwsy route. On Lthe day of the accident he reported
for duty at 16.30 hours and had worked the 18,15 hours
Dublin to Galway train ss Far oas Athlone., Before departing

Dublin he had given his driver the maks-up of the train.



Apart from a carriage key.he had all the equipment and
documents lisled in Ruale 129, On arriving in Athlone
he changed to the 18.%0 hours sx- Galway train. Eefore
entering the guard's compartment in the boiler and generator
van a2t the rear of thez train he checked that the taill
lamp was lighting and when hs entered the wvan that the
brake wvacuum gauge reading was szalislfactory. Hiz train
crossed the 18.40 Dublin fto Westport train at Clonydonnin
and atter a =chaduled =top at Clara nis ftrain arrived at
Tullamors. At nene of these stops did Guard (P
notice anything unusuzl aboul Lhe Lrain's brsking action.
Bebtween Tullamorse and Portarlington ne assisted Lhe
ticket checker to counl Lhe passengers aboard - there
were 374, When the tTrain made its scheduled stop at
Portarliington Skakion he did not =sese any ather train

there. It was dusk wn=r the Lrain departed from FPortarling-

ton & 21.19 hours.

P The train proceeded vary slowly Lo Starting signal
C¥ 153, Tnzofar as Nr. @jj§ccvld remember it may
gven nave esloppad  thara. The +rain fthen moved-off
and ran normally wuntil it stopped at Signal O 161 which
was at Tangar. When the train was stopped for about
tive minutes Mr.@§ »nc was in the rear van, decided

Lo walk through the train to discuses the posilion wilh

the driver. When he had reached the second carriage
from the locomolive he looked oul @nd saw the aignal
=2till displaying a HRsd aspect. He then heard the loco-

motive's hooter- P2 leaned out of a window and displayed
a white light %o the dpiver. 2 heard Lhe locomotive's
hooter again and the train moved off. vir (D :nev
that 1in ecertain circumstances under Rule &5 (Appendix
VITL), a train driver is permittsd teo pass an automatic
Stop signal albt Danger, He noted that the ITraln was
stopped at signal CY 16l from 21.28 Lo Z1.37 hours.

24.3 Mr @ continued to lock out through a window on
the left—hand side of the second carprizge bpeshind the

Toocomotive. He <heought Lthe train was Lesvelling at
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gbout 2% m.p.h. When he gaw Signal CYR 163 it was

displaying a Yellow aspect, He thought the train's.

speed did not change as it passzed signal GYR O 163.
He mnext =zaw & person beside the track. Because 1t
was dark he could not say if that person was wearing
a mniform nor did he notice if he was carrying a lamp..
He then heard two detonator expleosions followed vwvery
shortly by Lhe impzcl, He tThought the frain's speed
had not altered up to the time he hesrd Lhe detonators.

He had not seen the nexl sipnal ghead. While he notieced
a fog about two feet over the bogland beside the track

he was not aware of any fog on the traclk,

24.4  Immediately atter the impact Mr. (P re:c tne
carriage and ran forward Lo check 1if the. driver was
all right. The driver whe was =2till in the locomotive
cab came out onto the locomotive's cal walk. Mr.-

told him to protect the Down line while he, Mr. (D

would prolect the Up line. Mr. - who had his
lamp with him then ran Lo Lhe boiler and generstor van
to cecollect delbonabors which he placed on the line at
a qguarter, a half and cone mile in rear of his train.

While going back Lo prolect his train he noticed fog
over the adjoining bpogland but not on the Lrack. He
then returned to the acegident site o assist in  the
rescue work. He Lhought it took him about twenty minutes
to go out and place the destonators and to return to
his train.

24,5 Guard Emelled leaking gas and asked Ticket
Gheckc-r-- to clear passsngsrs away from the kitchen
car ol the ex-Galway train. Guard@lP tocld him
that there was a fire in the kitchsn car. He entered
the car and, of three fire extinguishers lying on the
floor, the first two he went to use were empty. At
that =stages, being overcoms by escaping gas, he left
the car and tried te read the gas cylinder contents
gauge bul was unable to do =20 because it was coversd
with dirt and geit,



Having recovered somewhat hs returnsd Lo Lhe kitchen
car and with the Lhird extinguisher put out the fire.

Some c¢ivil defence rescue worksre then shut off the
pas osupply., The [irghk two fire extinguishers could

have been discharged as a result of the impact.

746 About two hours after the accident he met the
CIE Disbtrict Manager and the Distriet Inspector, Frior
to meeting them he was not =zware ol any CIE esmployee
being in owverall charge at the acecident site. The carriage
lights had nobt been lighting in ths carriage nearest
to the locomotive. He became aware of this when he
waz counting the paszengers autcard. As a result of
the impact the lights failed in all the remaining carriaces
apart from the boiler and generator van .- Some - fluorescent

lamps were knockesd Mrom Lhelir Fixinga.

24,7 in the days before the accident Guard - said
that from Monday throuzh to Friday he worked the Dublin
to Cork night mail az far as Limerick Junction returning
Lo Dublin on Lhe following morning at 03.15% hours.
On tThe EZzturdsy bsefore the accident he was on duty
between 16.320 and 23.10 hours and on the day of the
accident he reported for duty at 16.30 hours. t-ir-.-

said that it was normal for him to work seven days every

weel.

24.8 He 1last attended a one—week refresher course in
Fules and Signalling Repgulations in October. He attended
a esimilar course about five years sarlier, Although

he had not been given training in the use of line- side
sipnal poszsl [(SPT) or smsrgency Lelephones he had Prequently
used the FPTI's but h2 had never uwsed an emergency tele—
phone. He had not been given training in the u=ze of
fire extinguishers ar of a guard's Tirgteaid kit.

While he wWas aware that Rule 138 states sach train is
under the contrel'ef 2 guard he felt that., in general,
the guard's role is becoming less imposbanlt zand that
more respomsinility is being given teo drivers.



He thought there was no CTIE Rule listing checks which atrain
guard should carry aut when hne takes over a train in

mld-journsy.

25.1 train Uriver (D  s=i¢ that he had Dbeen

= Tallitime driver of diesel locomotives since 1967 and

that he wes familiar with the Dublin to Galway route.
He had worked every day in the previous week as he
did most wecks ol the year. On the day before Lhe accident
he had Tinished work between 18.00 apd 18,00 hours.
He thought there wore adequate rest periods hetween Lhe
and of one duty and the commencement of the next duty.
onn the afternoon of Sunday, 21  August he reporbed  to
Cennolly Station =at  16.15% hours und having collecled

a lecomotive in Inchicors he drove the 18.15 hours Tublim

HeuslLon Station. +r Galway  passenger train. Gefore
geparting from Dublin the  guard had given him the make-
up of his Lrain. The locomotive's Lop card did not
record any delects. :-T;-.- checked Lhe fuel and
water. the brakes and the safety control and viglilance
eguipments. The locomotive was fitted with an unserviceable
radiao. On previous oocasions he had found -adics unservice-—
able. When he had z serviceable radlo on his Locomotive
he had =alweys checked 1tT. He arrived in Athlone ons

to two minutes oehind schedule.

25.2 He Lhen took over the 18.50 nours Calway Lo Dublin

passenger train which was dusg to depart from Abhlone

at 20.08 hours. The locomchtive on this Crain was Mo .
086 and it was filbted with a radio. Mr-.-‘:c}s.rded
the Jlaocomotive and ~hecked the brakes and the szalety
control and wvigilance equipments. He did not meet the
driver who had brought the train from Galway. The journay
from Athlone Lo TFortarlingich Was nneventiul . The loco-
motive's apoedomeler was working. e (P = evare

of +the Operating Instructions for the Radio Telephones
in the CTC Centre, Connolly Statiom, and on the mainline

locomotives issued in Ehe Weekly Circular for bGhe week



)
=l

ended 324 WMareh, 1879, On Lhis ocecasion he did not
cheek that his radioc was working when he arrived at the

poundary of ths arca covered by the radio system.

25,3 As  Lthe Tortarlington Homs= Sipnal, CY 147 was at
Danger I]river- stopped his train and having unlocked
the telephons housing used the =ignal post telephone

(8PT) to telephons the signalman in the CTC Centre at
Comnnolly Station. He identified himself and was told
the ex= Trales +train was rTunning late. Afkber about a

minute the gsignal turned to Yellow end he procseded into

the Station. When a2 ftrain is standing al Lhe Portarlington
Station platform; drivers cannot see the Up Starting
Signal, €Y 153. Mr. @) moved his train slowly from

the platform and when hs first sighted esignal CY 153
it wasz showing a Red aspecl but as he brougnt his train
to a sbop the signal chanped to Green. He assumed that

the aspect of signal ¢y 153 did not change to Green until

Lhe ex-Tralze traln passed =ipnal CY 161. He then =2t
out at normal speed, When hs sighted signal CYR 161
it was showing a Yellow aspecl. He reduced specd

and gtopped at sutomatic signal COY 161 which was showing

a Red aspect.

5.4 Mr. - szid that he found the SPT telephane

25.
neusing at signal OY 161 closed but unlocked. 'He made

9]

LY

four or ive unsuccesszful attempts to telephone the CTC

signalman. As there wss no =2ound of any kind from the
telephona he assumed it was "dead". He had never previously
experienced an SPT that did not work. M.

@ v that the neareskt convenient telephone was
at signal €Y 162 which was about one and one quarter
miles in rear. He =also knew that Rule 55 defines a
convenient telephone as a telephone within half a mile.
He then decided he would have to procesd past signal
OY 181: while il was 8till displayving a Hed aspechb: in

accordance  with  the provisions of Rule 55, clauss  (g)
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(Appendix VTI). He had never previously had occasion
to proceed under thiz BRule in the CTC area. Before
maving off he was unsuccessful in four or five furthe;
attempta to telephones CTC. Drivers hzd been told some
vears previously fthat in the svent of a telephone failure
they should wait only Lhree to five minutes at a =ignal
displaying =z Red aspect. I-ir.- zlsc made an UnNsSucCcesSs-—
ful attempt to contacl CTC hy raclo. By thet time he
had been slopped for eight wor nine minutes at signal
CY 161, His intention in proceeding past singal CYlel displaying a Red
aspect was to ston at the next Stop Signal which was CY 163.

) The normal running time between Port-
arlington and signal Y 161 is six and a half to seven
minulkes. On that occasion Mr.-s Lrain had taken

eight minutes for that distance.

25,5 He sounded the locomotive's hooter, got a signal
fram the guard and moved forward at a cautious speed.
lHle had not sSpoken to the pguard while the train was stopped
at signal CY 161. Mr,-estimated the train's speed
at 15 fto 20 m.p.h. The headlighl was switched on.
Approaching Cherryville the Craeck takes & wides curve
ta the right which enables a driver Lo look across open
country at signal OYR 163 and CY 163 which are then,
rezpectively, abont  three guarters of & mile and two
miles away. vr. D crnaiily sights CYR 162 first
but on this occasion nz sighled CY 183 for a splil saecond
ahead of sighting CYR 163. The signals were displaying
Green and Yellow aspects respectively. He did not see
the lighted stationary train on the track between these
gignals. As hia train approached signal CYR 163 Mr.
Brady noticed fog over the ground beside Lhe track and
wisps of fog along the track, especilally near the signal.
2 he switched off the headlight

to get a hetter view of the track ahead. ln his experience,

After passing sipnal CYRI1E&

headlights magnify a slight or a very heavy fog and reflect
light back to the locomotive. Un a clear night headlights
will 1light up Lthe +track for a distance of 100 to 120
yvards, At this poinl. he astimated his speed at about
20 m.p.h.
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At some stage alter passing signal C¥R 163 he thought
he saw a faint red light some 170 To 180 wyards ahead,
He again switched on the headlight %To =88 if he could
identify what was ahead and ths light shone on the rear
of = carrizage. He immediately shut 3ff power and
made an emergency brake application. Wnen he Iirst
saw the faint red 1light he thought it might have been
the reflection of signzl CY 163 which he would have expected
to find at Hed when CYR 163 waa displaying a Yellow azpeact.
Prior +to aecing the faint red 1light P-Er.- had not
heard any delLonators sxplode. Wnen he made tThe emergency
brake application there was apparently no reaction from
the brakes. He thought he was about Ttwenty yards from
Lhe =tetionary carriage when he heard one  oOr pozaibly
two detonators explade. He +threw himself on LO the cab

floor just before his locomotive hit the staticnary carriage.

The 1locomoative's engine stopped after the impact. When
M. - got up from the floor ne switched off the
batteries to prevent an electrical Tire. nriver (P

could not acecept thal his tTrain's speed had increased
from 14 m.p.h. Just before reaching signal CYR 183 Lo
22 m.p.h. over the next guarter of a mile. This was
the first time he had made an cmelgency breke application
when driving a Class 007 locomotive.

25.6 l‘juard- approached Dr'i'-;er-'ﬁ locomotive -
wWhen they both sSaw the extsnt of the damage tThey
agreed Lhakt Guard- would protect the line In rear
while Mr.(@p would protect the opposite running line.
Mr. - placed detomators on the 1lins towards Dublin
and then went to signal ©Y 163 from wharc he telephaned
the OTD Centre at Connolly Station. in Mr.-s
view this was the first notification of the socident
to CTC.

25.7 Mr. @ xnew that the passage of a Lrain turns
a Dimtant signal to Yellow and a 35top signal to Red and
thaet a ¥ellow Distant signal indicates tc a driver he
must be prepared to bring his train ta a halt at the
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next Stop signal ahead, The circumztance in which a
Distant signal could be &t Yellow while its assoclated
S5top signal was at Green had nobt been explained to him.
Driver PBrady =agrssd that Rule 179 (Appendix VIII) reguires
the driver of a dissblad train to travel on an assisting
train and that the spesgd of the assisting train must
not exceed 15 m.gp.h. Hiz understanding was that this
part of BRule 179 was amsndsd following publication of
the repcrt inte a railway accident near Mullingar.
Mr. Brady thought that in conditions of poor wvisibillity
the only certain way Lo proceed cautiously iz to walk
ahead of fhe locometive and this is nol provided for
in the Bules, Mr*.-harl never heen toeld that brakes
onn a Class 007 locomotive do nol bake effect until betweaen
six and eight secconds after an emergency braking application
has been iniliabed nor had he been told whan headlights
should be dipped.

5.8 Thile Bule 138 Ststes that each btrain ig wnder the control
of a guard Driver Brady's understanding is that the guard's respons-
ibility dis 1imited +to =such matters as Tilling-out the
Journal and =2ignalling that a ftrain iz ready to start.
In general; guards do nobk instruct drivers as  tao what
they should do. A& driver doss not require the guard's
permigsion tao procesd ander Rule 55. There is no an-
board systam of volce communications between drivers
and puards. In the CTC area it iz the driver who had
to telephone the CIC signalman under Rule 55, Guards

are being phased-out on the rnew electric trains.

5,5 Mr. @ 1z¢ wdergocme an arnual Rules examination. THis
examination which lastsf for six to seven hours was usually
conducled 1in one  day, In addition, he underwent two
driving competency tests each year. Prior to the accident
he had not attendsd a refresher course in Rules and Signal-

i 1 i i = 1 if i ! a2 iver.
ling Regulations since gualifyving as a drive
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26, Depounan— said he warks in the Heuston
Station Parcels Office Mondays through to Saturdays and
on occasional Sundays as a travelling ticket- collector |

¥

On 21 August hs reporied gr duty at 16.30 hours, worked
on the 18,1% hours Dublin to Galway train as far as Athlone
where he joined 18.50 hours Galway t¢ Dublin  train.
He was not Lold that the lights in one of the carriages
was unserviceable. Having completed hisz tickel checking
duties he was in the seccond last carrizgs when the collision
acourred. It was then dusk but not dark and Chere wHE

fog aboul [our feet high over Lhe adjoining bogland.

Despite being injured he had gone to asslsl passengers
and had matT Guard- whe was going to protecl his
train. vr @ =< proviocusly acted as guard on trains.
He had never zttended a refresher course in Rules and

Signalling Regulations.

27.1  operative( D i :tcached to Walerford

Station where he assisted in repairing signals and on
Saturday mornings fusllad locomotives. The ususl practice
was that on Friday evenings the Locomotlive Foreman gave
him a liast of the locomotives requiring fuel. 411 Lloco-
motive fuel tanks wers to bs filled to overflowing.
The guantities of fusl supplied Lo each locomotive were
recorded and this informaticon was forwarded to Dublin
by “r.¢ P /=cistent Rzil Manager. He could nol
say when informstion supplied fo Mr Geraghty'as Qffice

on Saturdays and Sundays was Torwarded to Duplin,

27.2 when Mr. (@) ccrertec for duty al about 05.45
hours on Saturday 20 August he was told that locomotive
No. ©O00% nad bean fueclled at about 22.00 hours on the
previous night by angther CIE employee, Mr.—
The locomotive was running idle overnight until it departed
for Shelton at about 07.00 hours on Saturday morning.
When he came on duty Mr. Sadlier checked that this loco-
motive's fuel tank was full by opening an overflow valve.

One of the twoe [fuel gauges was broken. He handed a
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written report on the gquanlity of fuel supplied to locomotive
Mo. 009 to the Assiztant Rail Manager's COffice. Later
that day the locomotive returned from Shelton and, without
taking addilional fuel aboard, was despatched to Limerick
Junclion, The fuel gauges cannet be read from the loco-

motive cab. lle considered the fuel gauges unreliable,

28, Assistant Gzil Manager @D ::-12incd

how written records of fusl supplied %o locomotives in

Waterford were oprepared by the fueller and brought to
the Runmning Foreman's Office. The same day or the following
day Mr,_c-llec‘r.ad Lhese records and transferred
the information on te a daily sheet which indicated the
quantity of fusl issued to each locomotive, Every Monday

a recorad oI all fthe fuel issued during the previcus week

was sent Lo Lhe engineer's accaounbant, Additiomal 1y,
the Locomotive Foreman szl Waterford had been reporting
daily +to Locomobive Control, Inchicore the guantity of

fuel izsued to each individual locomotive but this practice
had lapsed befare the davy of the accident, The anly
knowledge Mr. (D 2 of the fuelling of 1lccomotive
Mo. QOY on the night of 19 August was the record submitted

to his office by the fueller. Since the acecident Locao-
motive Control, Inchicers is told daily, by  telephone,
which particulsar locomoctives have been fuelled. M.

— thaughl that on the weskend of the accident

Loecomotive Control was not given any informaticn regarding
the Tuelling of locomolive HNo. 000,

25. Senior Depotmzn (GGG is responsible

for Lhe movement of traing within Walerford Station.

On the evening of Friday 19 Aupgusl he was Acting Tnspector
on the 16.0C hours to midnight shift. While it was
not part of his duty Lo fuel locomotives he decided it
would be prudenlk to fuel locomobtive No. 00% on that night
because there might not be convenient access to the fuelling

point early on the following morning, Whils Mr.—
had not heen Crained in the fuslling of locomotives he



had beesn fuelling Cthem for a number of years. Locomotive
No. 009 had hauled an empty fertilizer +train intoc the
Station and the complete traln was driven te the fuelling

point. It took 154 gallons to fili the fuel tank.
Mr. — knew that the locomotive would be running
idle through the night. It was his rniormal practice

to fuel fertilizer train locomotives _nn_fFfiday nights.

a0.1 Maintenance Enginee_ explained

that CIE's locomotives are asgigned $o specifie links

o7 schedules in which there ars designated locations
for the locemotives to be fuelled and serviced. Current

status information on locomotives 1is kept Iin Locomotive

Control, Inchicore which 1= manned on & 24-hour hasis=s.
Tt iz stendard practice to fill all lecomotive fuel
tanks each %time they are refuelled. Class 001 locomotives

use about 4 gallons per hour idling and about one gallen
per mile in running. South of Dublin there are fuelling
facilities at Limerick, Cork, Waterford and Trales and

att Thurles during the beet season only,

30.2 Mr.@ ) szid that on the Friday 19 August, 1983
Waterford would have had from Locomotive Control details
of locomotives to be fuelled and serviced over that week-
end. Overtime arrangements were made to fuel locomotive
Ne., 008 at 06.00 hours on Saturday morning. The loco-
motive then went to Shelton, mtur.nr_n.d te Waterford and
arrivad in Mallow =t 22.00 hours on Salurday. Inciuding
travelling to Cherryville on Sunday locomotive No. 009
travelled 397 miles and had been idling for about 24
hours since it was last refuelled, The wusable capacity
of ita fuel tank is between 450 and 500 gellons. M.
- agreed that the locomofive's log card entries
indicated it had been in Waterford twice and "later in
Cork on Saturday 20 Aupust and did not indicate at which
of the two stops in Walterford il was last refuslled.
While +the proposed journey te Cork had terminated al

Mallow Locomotive Contrecl was not informed of this until
the following morning.
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30.3 vr. (P had rever seen fuel pgauges fitted in
locomotive cabs, There ars sgight-glass fuel gauges
on Class 001 locomotives but only one aof the gauges on
locomotive No. 008 was serviceable on the day of the
accident, He was not aware that fuel gaudges gnd locomotives
running out of fuel has besen thes subject of correspondence
between CIE and trade unions since 1873. In the psast
twelve months there ware =seven occasionsg when mainline
trains ran cut of fus=l, On the evening of the accident)

it was onlvafter the ex —Tralee train' had departed from
Mallow that rocomotive Comtrelwas told that locomotive No. 209

had replaced Tceamotive No. 07%.  ac the superviser at Locomotive

Control was very husy, -the chedking of the quantity of fuel aboard loco-

motive Hao. 009 was overlooked.

30.4 Mr.- said that about twenty-four locomotives
were eguipped with Storne radics borrowed from the Dublin
City ©Services Section of CIE, About twe monthas before
the accident it was decided to withdraw these radios from service.
The fitting of new radicos on lecomobives is currently
in progress. While the Weekly Circular for the week
ended 24 March 1578 had issued information and instruc-
tlons on tha use of fthe Storno radic system he was not
aware thabt thi= information and these instructions were caheel
led when thedecision was taken to withdraw the Storno radios
from service.

J0.5 At Cherryville on the night of the accident Mr.
@G :i:f Nechanical Engineer, Rail, handed him
the +two speed recording discs which had been removed
from the Hasler Rececording Spcedometers on the Traliee
to Dublin and Galway to Dublin trains. He subseguently
brought the discs to Inchicore where he pave them to

Mr. @D cor analysis.
3%} Senior Depotman — was a signalman in

the Connolly Station CTC Centre until January 1last,

He was on duty for the ewvening shift on 21 August.



Mr. @) had worked the same shift every day *that yeek.
He sald 1t was normal for CTC signalmen to work seven
daye every weel, The ane obther person on duty in the
CTC Centre that evening was the traffic regulator.
Shifts where there iz only one signhnalman on duty are

evening shifts on Sundays and night shifts everyday.

31,2 The esipnalman at Ballybrophy had sant a sipnal
to COTC when the ex-Tralee train passed through. My.
-saw From the CTC graphlic display panel that this
train pass-?d through Portlacise at 21.07 hours and Fort-
arlington at 21.1% hours, He also saw bthat the ex-Galway
train had arrived in Portarlington at 21.17 hours agmd
departed alt 21.21 hours. When he noticed the ex— Tralee
train overdue in the block =ection he asked the traffic
regulator to have a relief locomotive sent from TInchicore,
Mr.- would know from the COIC graphic display panel
if there were twe trains simultanecusly in the same block
gection of the railway line. In his experience in Connolly
CIC this had happsnsed only a couple of times. When
Mr.- gaw the ex-Galway frain passing automatic signal
CY 161 he assumed Lhal the SPT telephone there was out
of order and that the driver was acting in compliance
with FBRule 55, a rule which saves tims as it keeps trains
moving.

313 I!'II‘.- first became aware gof the accj:l:‘:ent when
Driver— of the ex-Tralee ftrain called him on the
Cherryville Junction emergency telephone. The ingtrument
for the emergency GCelephone szysblem is on a desk behind

the duty signalman's normal working Position at the display

panecl. The emergency telephons cut sub before the conversa-
tion was ffinished, He recgllected previous occasicons
when ftelephone calls had been cut off. The ¢call Trom

Driver- waz Limed by an automatic recorder as
commencing at 21.58.28 hours but was noted in the CTC
Ocecurrence RBook at 21.55 houra. signalman@) immediately

put all relevanlt control signals at Danger and asked
the traffic regulator to alert the emergency services.
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31.4 Because signal CY 153 was now at Danger the 18.40
hours Cork te™blin passenger train stopped at 1it. The
driver called CTC on the SpPT telephone and was told +to
remain fthere as the ex-Tralee and ex-Galway trains were
scmewhere near Cherryville Junction, Thiz call was
recorded as commencing at 21.52 hours and noted in  the
Ucecurrence Book as having been made at 21.53 hours.

31.5 Driver- ol the ex-Galway train called Connolly
CTC from the SPT telephone at Signal CY 163. Thies call
was timed by the recorder as commencing at 22.02.17 hours
and noted in the Occurrence Book as having been made
at 22.10 hours. The instrument for the SPET telephone
Eystem is on the display panel desic,

31.6 Mr.@ said that the Connolly CTC signalmen make
entries in three different books, the Signal Fault Book,
the Train Register and the Ococurrence Book, References
in the Occurrence Book for the period 30 Decembapr 1687
te 22 August 1963 to telephones ar SPTs ringing continuously
were ogcrasions when an BPT rings in and the

indicator button lights up but when Lhe signalman picks

up  the telephone instrument there is no caller on the
line. When the instrument is replaced the cycle recommences
after fifteen to twenty seconds. In Lhis fault condition
while the telephone is ringing in it is impossible o
make a call on the SPT system. MP.- did
net know for cerlain 1f the system under which Permanent
Way personnel now make check calls I'rom the sgpps

was introduced befors or after 21 Aupust, 1983, This
system gives rise to a substantial number of check calls
every sacond day during the moerning =shift, These check
calls are not entered into the Gccurrence Book except
when faults are reported,

31.7 Mr. @D =xplained that oOccurrence Book entries
regarding the train radio system relals to messages from
drivers about such matters a=s animals on the railway
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or requests to drivers to make special atops. Entries
are nobt made in the Occurrence Book when drivers check
that their locomotive radios are serviceable; thesg
check calls are loggzed elsewhere. The most recent entries

specifically menticoningthe use of Lrain radios were dated
12 June f{door open, line e¢lear of animals) and 1% June
1982 {(lccomotive failed inm the s=ction;. A looss page
inzet in the Occurrence Eook =ztated that z2s Ifrom 9 August,

1883 the daily logging of check calls from radiocs waa

to be discontinued. While Hr.- could not recall
having ==2n the operating instructions for +train radios
in the W&élcl:,r Circular for the week ended 24  March,

1979 he was cerbain that ha had not seen any recent notifica-
tion that use of the frain radics had been discontinued,
He had found the train radic system satisfactory and
he thought he had Lried bto makes radio contact with both
the ex-Tralee and ex-Galway trains on the night of the
accident.

31 .8 Apart from the BPT and emergency telephona systems
the COTE Centre rlsc has internel and external telephones.
!-'Ir‘.- regarded reliable communication beltween aignalmen
and train drivers as very important for safety and operating
reasnns, Mr Rusk had specific training for CTC signalman
duties, including wuse of Lhe train radic sgystem. He
had never attended z refresher course in BEules and Hegula-
Lions,

321 m_ said he has been a2 signalman

gince 1954 and has heen abbtached Lo the Connolly Station

CTC Control Centre since 12977, He finished work at
10.00 heours on 21 Augusl and resumed again befores 23,00
hours on the same day. He normally works seven days
avery week. Mr. @ P to1d him of the accident, that

the ex-Cork Crain wazs ab Signal CY 153 and that an ex-
Dublin frain was held in Kildare.

zge.2 Mr. @) =xplained that CTC Occurrence Book entries
about telephones pinging in continuously related to instances
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where a telephone rings and is sanswered but there is
no caller on the line and that when the telephone instrument
is repleced the GLelephone rings eagein afler intervals
of from a couple to fifteen seconds. He could recollsasct
only one occasion when he was on duty at Connolly CTC
that =a signal at Danger was passed as is provided for
in Rule 55 and that was by a locomotive anly. Evary
instance of signals being passed while at Danger azhould

be noted in the Occurrence Book. This Book 1is checked
daily by the 8Signal and Area Inspactors. ur. (D
said that prior +to thes accident near Cherryville Lhe

checking of SPT and emergency telephanes by Permanent
Way personnel was of a random nature but since the accident
it has been formalised and telephones are now checked
thraes Limes weekly. He hed found bthe train radio satis-
factory when it was working but the system was Trequently
ocut of order.

Jz2.3 Mr'.- was given training in Lhe CIC system
and in the uze of the train radic and telephones. Eetwsen
his appointment to Connelly CTC and the date of the accident

he had not attended any refresher course in Rules and

Begulations. He had attended one-day courses dealing
with the operation of ammonia trains and the Continuocus
Aubomatic Warning Svslem [(CAWS). He has an annual examina-
tion i1in FRules and Signalling Repulstions, vr. (D

sald that for safety reascons the block sections for ammonia
trains extend from one controlled stop signal to the next
controlled signal.

33.1  Technical Assistant(jjj D ::i¢ rc vas

onn the =z2taff of the Area BRail Manager. Fandom excerpts

from tape recordings of SPT and emergancy tslephons calls
are played back esach week Lo monitor the performance
of personnel using the Lelephones and observed irregularities,
if any, are brought to the nobice of the individuals
concerned, Transcripts of the taped conversations are

made in casef o accldents or incidents. Uzed tapes






are stored for three weeks and are then re-cveled. oOn the
day after the acecident he had listened to the tape record-,
ings made the previcous day. One aspect of the recordings
that surprized him was the number of times telephons calls
were cut off. In vr. D vicv this type of fault
should be reported to the Signal and Electricsal Department
and should be noted in the CTC Occurrence Book. He had not

noticed this type of fault previously.

23.2 Regarding the loose-page inset in the CTC Occurrence
Book Iﬂr._exp1aiu1ed that from correspondence he had
s2en 1in the Area Rail Manager's Office he became aware that
from & date arcund 22 .July, 1983 the radio communications
system on locomotives would no longer he effective and
accordingly he inslructed the signalmen in #he CTC Centre at
Connolly Station to discontinue logging radio check-calls
from locomotives. He was not aware that Lhere were entries
referring to the use of train radios in the Oecurrence Dook
for the period 30 December, 1982 to 9 Augusl, 1983, While
he did not know of written instructions to signalmen stating
which items should be entered into the Occurrence Book this
would have been covered during their training for CTC Work.
ir. P t-id the Investigation that the train radio
system in use since 1979 was not to be used for Rules and
Signalling Regulatbions purposes. In his view as CTE staff
generally were not told that the train radio system was being
withdrawn from service the instructions regarding use af
train radios issued in the Weekly Circular for the week end-
24 March, 1979 were still operative apart from the regquire-
ment that signalmen should log check-czlls from locomotives.

33.3 Regarding the ESPT telephone system the only telephones
on which the CTC sipnalman can either initiate a call ,or
check, are those al two level crossings and at grnun& frames,
He agreed that the Oecurrence Book did not always record when
telephone faults were repaired. Fegarding the many reported
instances of telephones ringing-in continuously Mr.—
sald this fTault condition had never adversaly affected CTC
signalling operations,



34.1  gignal Engincer @D :-1¢ the Investigation

that he was responsible for maintenance of the CIE signalling

gystems, including CTC. Thiz maintenance includes beoth
lmmediate repair work and planned preventative mailntenance.
Under planned preventative mailntenance there is an overall
inspection and checking of equipment every eight to ten
waeks. Theres ar# no written records of this work. Faults
dizcovered during -preventative maintenance are reported to the
repair gang. 0f the three to four hundred signalling system
faults reporled annually between one hundred and fifty and
two hundred are telephone faults, The majority of telephone
faults are ﬁrjnted circuit card fallures and about twenty
per cent of these failures are due to defects in circuit card
isclating transformers. Telephone faults are reraired by Tele-
commmications Inspector-anﬂ his staff. Thare are about cne mmdred
signal-post telephone (SPTS) and eight emergency telephones
within the area of the Centralised Traffic Control (CTC)
svsLem, The 1last check on the Lelephone at signal CY 161
before the accident was on about 26 July. Mr.@P couia
not say when the telephone a2t =zignal Y 190 was last checked.
The <telephone at signal CY 162 was checked on the Friday
before the accident, On the night of the accident Mr.
-h-?.n".-ced the telephone ab signal CY 161 and found it
ungerviceable,

34.2 Mr-- frequently travels in locomotives to check
that colour light signals are in focus. He considered the
CTC signalling system very reliasble. Conversations from
signal po=t telephones (2075} are recorded in the Connolly
Station CTC signal cabin, Mr @D =:2t=d that adequate
Tinance 15 avallable to operate and maintain a safe signal-
ling svatem. Under informal arrangements FPsrmanent Way
persconnel check signal post telephones even though this is
not provided for in their agreed schedule of duties. When
the CTC signalmen bLecome aware of a system fault they
immediately notify the personnel responsible for signal
maintenance, A SeTIOUS raylt or an identifiable pattern
of miner faults would be brought to Mx*.-'a personal
attention,
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34.3 Mr.- agreed that the Connolly Station CTC Ocour-—
rence Book for the periad 30 December, 1982 to 22 August,
18832 listed at least one hundred 5P faults and over twentyﬂ
emergency bLalephane Taults. He alsa agreed that this was
typical of the fault pattern in previocus years, mr . D
had analyzed the telephone faults reported in the Oeccourrence
Book and had concluded thal the average mean Lime belwssn

failure (MTBF) for individual +telephones was about seven
menths and that the complelbe zystem was bLechnically available
99.5% per cent of the time. Thege avallability figures do
nat take account of times when the system is unavailable
because it is being used by others, M:‘- did not have
comparable statistics for other railway systems. He apgreed
that the availability +times took no account of whether
facilities were unserviceable during periods of maximom or

minimum rail traffic.

34.4 Mr.- said that in hie view about twenty Per cent
of faults reported in the Oeccurrence Book were not genuine
Taults, A= the BSPT system is designed Lo allow only one
conversation at a time potential callers getting an engaged
tone may report a Tault when Lhere is none., He had not
taken this into zacocount when making his analysis of reported
Faults. Regarding the Tfeults described in the Occurrence
Book as "ringing in continuously’, Iﬂz‘- said that this
wase where a telephone rings in and the sipnalman answers but
there iz no caller on the line. He replaces the recsiver
and the telephone rings in again after an interval of one and
a half to ten minutes or cven rings continuously. Irn thisa
fault condition, which may be due to a drift in some of the
control eguipment, a defective circuit card or a sticking
telephone call-button, it is impessible to contact Connolly
CTC while the Lelephone there is actually ringing, but calls
can be made when the ringing stops. Mp.-cdnsiders a
*ringing in continuously” fault to be more serious than a fault
at en individual Lelephone because it reduces the avail-
abllity of the entire S5SPT telephone system and because

af iks annoyance factor for the duty signalman.
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Rectification of this type of fault is given a top priority
and such faults are normally cleared in less than an hour.
Qceurrence Book entries indicating that the entire SpPT system
was out of service for three to four hours were untypical.
The only GSPT telephones which the signalman at Connolly
Station CTC can call are those at level crossings. Thers
iz no system for holding or queueing SPT calls.

35.1 Acting Telecommunications Inspectord D s:ic

he is responsible for the maintenance of signal-posl tele-
phones (SPT £) and the associated telaephons cablss within the
CTC area. 'Every Stop signal is fitted with a telephone
which 1is connected to the CTC Control Centre at Connolly
Station, Dublin by underground cable. Tn Connollv O anp
encoder arranges that calls are taken in sequence depending
on the telephone code, noet on the length of time the caller
is waiting. When the encoder identifies and connects an
incoming call that call cannal be interrupted nor can a
second caller be connected, When a call is completed all
lines are re-vopened. Apart from reported faults, telephones
are Lested in the course of routine maintenance work. On
occasionsg, callers report faults where another caller is uging
the syztem.

|I-i
L

n’_| al

s The emergency telephone at Cherryville Junction has
a dialling facility which enables callers to contact Connolly
CTC over Bord Tslecom lines even when the SPT systeﬁ is in
use, A Tew wseks before the accident this emergency tele-
phone was damaged by lightning and, inadvertently, a unit
incorporating a timer which automatically cut off ecalls
after 14 to 2 minutes, ineluding ringing time, had been
fitted to the instrument. On Lthe morning after the accident
he tested the SPT telephene at signal CY 161 and found it
defective. After replacing a circuit board card the t=lephme
operated =atisfactorily. Defective pcircuit boards are re-
placed fairly freguenbly, Four days after the accident he
tested the BSPT at signel CY 190 and found it in working order.
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36 Senior Agsistant J::ngineer— iz attached to
the Signal and Flectrical Department and deals with :
communications systems, lle explained that all calls made
on bobh SPT and emergency telephonss are recorded in
Comnolly CTC, Separale channels are praovided for each
telephone =zyztem while a third channel records Lime. With
each telephone sysbtem one conversation is possible at any
one time. The recordsr, which is fitted with duty and
atandby tape decks, is activated by every telephone call
made . Ezch tape has a recording cepacity in excess of
twelve hours. When tapes are playved-back the correspond-
ing Limes é“e shown on a display. When replacement tapes
are Titted 1into the recorder the CTC signalman makes =2
telephane call to one of the two level crossings Titted
with SPT telephones and inputs Lthe date and time. The
duty taps on 21 Aupust was fitted on 19 August by Signalman
Fusk. The tapes are under the contrel of thes Arsa Rall
Manager.

37. Plate-i.ayex—gaid he was headguartersad

in Kildare and that sometimes when the regular ganger is on

leave he pabtrols the Lrack betwean 30 and 37 miles from
Tublin which inecludes Cherryville. The track is patrolled
three times weskly and Mt*-:vatrcblled his section on
Monday, Wednesday and Friday before the accident. His
duties included checking ralls, sleepers, fences and
bridges but did nol include checking signals or teléphones.
While he was unaware of zan instruclblion that gangers should
check SPT telephones he had checked one telephone at the
Cherryville points on the Friday and found it serviceable.
He also tried to check the B3PT telsphane at signal CY 161
but found the housinpg locked. He was never supplisd with

a key for 5PT telephone housings.

38, Patrol Gang f_iﬂ-ﬁ said he was the regular

patrol ganger for the sscticon of track through Cherryville
which he patrolled three times weelly. On 11 August, 1983
he pot a written instruetion from his inspector to check
BT ts=laphonas. The instruction made no mention of the

—]



44

emergency telephoness, He checked the 5PT telephonse

on 12 August, his last day at work before going on

leave. All the 8PTs including the telenhones
at Signal CY 161, were working salbistactorily. Because
of wvandalism that telephone was kept locked. He had
been instructed in the use of SPT but not of emergency
telephonas. He agreed it was awkward and uncomfartable
to walk on the Lrack. He hed never walked the section
of track at the accidenltl site at night. Prior to
11 August he had checked telephones on a random
basis.

39.1 Technical Manager— who 1z allached

to the Chief (Mechanical Engineer's Tepartment. said

that all locometives are fitted with Hasler speed recording
eguipment, & disc records approximately the last eighteen hundred
and fifty wvards of run. The disec is driven
from the locomolive =axle and has graduations tTo show
both distances and speeds. A slylus on the apead-
amelLer heady which moves radially  outwards in relation
to speed; marks a3 speed/distance ftrace on the disc.
A second stylus marks brake applications above a certain
valua. Speedometers are normally checked against
mile posts. Fecorders are sek to the mid-point of
wheel wear. 38% inches gnd at this point are accurabe
ko within one and a half per cent. There <¢an be a
one Per cent differsnce between recorded and indicated
speeds and the 1naccuracy of the recorder as belween
the mid-point of wheel wear and a full wheel or a =small
wheel is aboulb 2 in each case. After the accident
tha wheeals of tThe locomotive on the ex- Galway train
wara checked and found to be o¢lose o the mid-point
of wear. He did not know when the aspesdometer on
that locomotive had last been checked before the accident
but when it was checked after the accident there was
ne error in the 30/40 m.p.h. speed range.

39.2 Pa‘_r-.- told the lnwvestigation that an examina-
+ion of the Hasler dise from thes ex-Galway train indicated



that, at a point 1,837 yards from where it atopped recording,
the train's speed was 23/74 m.p.h., the speed fell
tc about 20 m.p.h. at 1,550 yarda end to slightly below
15 m.p.h. at 610 yards which was Just past =signal CYR
163. Based on ecalculations and taking account of
a rising gradient of 1 in 180 he was satisfied that
some braking action was necessary to achieve this reduction
in gpeed. The Lrain's speed Gthen began to rise to
32 m,p.h. at 110 jards. It continued at that speed
until 18 yards from the end of the recording, which
Mr. Heneghan considersd to be the point of ecollision.
It then decelerated rapidly to zero, Mr.—
explained that the fimes taken Lo build wup sufficient
air pressure to cause the locomotive and train braking
systems to react are ocne and a half and gignt seconds
regpectively after the brake control levers are moved.
These times disregard driver reaction times which are
usually two to thres seconds. His opinion, based
on an analysis of the disc, was that the brakes reacted
about &6 wyards [from the end of run. When account
is taken of a brake reaction time of eight seconds
and a driver reaction time of Lwo scconds Mr. —
calculated that braking action was probably initiated

petwean 270 and 110 vards from the end of run,

30.2 Yr., QP +<rcv that the discs from the Hasler
units an the ex- Tralze and sx- Galway trairf were removed
by Mr. - aftar the sgeccident and were eventually
givenn to Hr.— He was salisfied that the discs
wkre handled correctly and that the speeds which he
had just auoted were from an analysis of the di=c taken
from the e Galway traln. He agreed that if the lgco-
motive's wheels alipped on acceleration the speasdometer
would show a higher than true speed but there was no
sign of wheel slip on the disc from Lhe locomotive
of the ex-Galway train. The speedom=ater in this class
of locamobive 1ia located above and to one side of a

scated drivar, In older locomobives the spesdomatar
is located abt & lower leval oun a panel in the centre

of the cab
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39.4 vr. (D cctailed the make-up of the two
traina involved in Lhe accident and gave information
relating to the age, weight and type of each vehicleJ
(Appendix VI). The overall weight of the ex-Galway
train exXcluding passengers, was 337.17 tons. The
brake power of the train was esqual to 64.77% of the
weight of the Crain, including +the locomotive, ard
the stopping distance at 30 m.p.h. at the accident
site is Jjust over 200 yards. The lLocomotive head
light beam has a range of about 240 wyards on a clear
night and in conditions of good visibility. <GNP
was unaware that a maximum speed of between 20 and
d5 m.p.h. is specified in the Northern Ireland Railways
Rule Book for a train which passes & =zipgnal at Dangser,
To specify a precise maximam speed  in the C1E  Rule
could give rise Lo operational difficulties. He =said
the 15 m.p.h. speed limit specified in Bule 179 (Appendix
VILL) related only to brains assisting disabled-trains
whereas FRule 55 could relate to any type of obstruction
on the Line, The eqguiwvalent British BRail Rule does

not specify a maximum speed,.

38 .5 Mr. G cdctailecd the damapge sustained in
The aceident by Lhoth Lrains, Four wvehicles of the
ax -Tralea Lrain sustained substantial damage, The

timber body of the buffet car, which was the third

last wvehicle in the Lrain and which was marshalled
hetwaan Lwe metal bodied carriages, WES comple tely
deglroved. hr.— thought it likely that in
on  impact situation the extent of damage would lessen
az distance from the point of impact increased. Mr,
@D - sl Lo his knowledgs timber-bodied carriages
nad nol been used on the British Rail inter-city services

since the late 1%50s.

38.5 Mz, - explained that; in general, current
for the 220 wvolt carriage lights was taken from an
AC generator in the boiler and generator wvan. In

u

addition thers are a nunber of battery- supplied DC
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lights in all carriapges, Because of the high rate

of deceleration many flucrescent fittings on Lhe ex=
Galway train were dislodged or broken. Two carriages

on the ex--Tralee train and ons carriage on the ex— Falway

train had individual bell-driven generators,

38.7 Toughened glass. that shatters on impact, is
fitted te carriage doors and windows. Fire exlinguishers
are normally carried 1in the Jlocomotive, in the guards'
van and in the kitchen/buffel car, The standard comple—
ment of fire Ffighting eguipment in & kitchen/buffet
car 1is one 10-pounds dry powder extinguisher and one
fire-hlanket. One carriage on the ex~Tralee train,
carriage Number 1359, 1is built on special bogies and
1z limited in running to a2 maximum speed of 70 m.p.h.
The serial numbers of all speed restricted vehicles
are circularised +to the appropriale staff through the
Weekly Circular and the maximum permitted running speeds
are stencilled on the wvehicles.

39.8 Mr — said thal prior to the accident
the locomotive and seven of the gighl wehicles in
the ex~ Galway Lrain were serviced on 20 and 21 August
respectively and on the same days the braking sysbems
were Lested and found to be in accordarce wilh regulre—
ments. Whan the train was examined alter the accident
the brakes on the locomotive and on seven vehicles
were in order. The brake on the eighth vehicle, ocne
of those sarviced and testedo the porning of 21 August,
was defective. mr, (-1 ot say if the
brake on this wvehicle was defective before the accident,
Train wvehicles are serviced daily., The non-availability
0f bhrakes on one carrisge only would reducs the train's
overall braking capacity by about five per cent, This
reduced braking capacity had not been alloweé for 1in
the calculated stopping distance of Just over 200 yards
for the train when travelling =k 30 m.p.H.
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39.49 While paraffin oil +tail lamps are still used

oy most QLW fTraine Mr, Heneghan knew thal some railway
systems used electrie tail lamps which are either constant
or flashing, He had =zlso seen brake wvans on other
systems, usually at ends of trains, marked with chevrons.

Mr. Heneghan told the Tnvestigation that CTE's chemical
trains have flashing battery-operated tail lamps because

of the potential hazard of allowing naked flames near
chemicals. He saw no reason why flashing lamps could

not be fibbked on &1l trains,

40. Engineering Projects ['-'Ianagr-:r'—

confirmed Y™t the capacity of the fuel tank on locomotive

Mo. 009 waz G&§OO galleons. The tank is part of the
locomolive wunderframe and 1s shallow at the edges and
deeper in the centre. Because the original cab-mounted
fuel gFauges  ware inadeqguate, CTE  arranged Lhab the

manufacturer would fit a2 =small-bore cock which is opened
during the filling process. Fuel flowing freely from
this overflew cock indicates Ethat Ethe Gtank is full,
Later when these locomotives were re-—engined
external sipght-plassrs were fitted +to show the depth
of fuel in the tanks. The sighl-glasses are calibrated
in GD-gallon increments. In his wiew 1T locomotive
HNo. 009 had been fuelled at 22.00 hours on the Friday
before the accident and lelft running idle through the
night the fuel tank could not be full at 06.00 hours
on  the following morning. The only fuel that could
be released by opening the overilow cock would be any

residue 1ying in the overflow system. This class
aof locomotive uses sbout four gallons per  hour in idle
running and one gallon per mile in service running.

41.  aAssistant Rail Menager (NP s:id that

on the day of the accident he arrived at the accident

2ite =2t agbout 23.45 hours. At aboulb 00,325 hours in
the presence of a witness, Mr. - he removed
the Hasgler disc and Lhe log card from locomotive HNo.

DHE (ex— Galway train), He subsequently removed the



Hasler digsc and the log card from locomotive No. 009

(ex-Tralee train). He heanded Lhe two discs and the
two lopgp cards to 2~'I:-.-. He had removed Hasler
discs from locomotives previously, Ile is not an expert
in the interprebalion of disc markings. Shorkly after
arriving at the accident site he had walked to signal
cyr 163 with Driver P The signal's aspect was
Yellow. Mr. - reccllecticn was that during
their walk Triver - mentioned his train's speed
Just before the accident as 20 to 25 m.p.h. Mr. Walley

sald that a driver's training course doss not include
meking emergency brake applications on trains travelling
at high speesds. The Oriver's Manual does not mention
the eight seconds necessary to build up full pressure in

a train's mrakihg svsztem after braking acticn is initiated.

42, Chief Mechanical Engineer [Rail;!

confirmed thet after he arrived at the accident scene

he received the two Hasler dises and locomotive log
cards Trom Mr.- Lhatl. ha had held them for sbout

ene hour and had Lhen given them to Mr. Nugant. He
asked Mr. - to take the discsz Lo Inchicore for
analyzis, He had Jlasl handled Hasler discs =about

two years previaously.,

43, Train Driver @G has been a driver

sincae aboul 1354, He drives hoth suburban and mainlins

traine, He explainad thal when driving in fog conditions
at night, ITf 1t Were tp his advantage to switch off the
head light completely he would do so. In fog conditions
he could see no advantapges in switching from the full
head 1light &to the dim headlipght. He did agree that
Rule 118 required drivers Lo keep headlights elight
after sunset and when there is fog or falling snow.
He had never suggested that HRule 112 should be amended.
While he agreed there was a procedure whereby he could

sUgpgest a Role amendment through his locomotive



foreman he did not regard this as 28 suitasble channel
for diacussing Rules and Repulualions, He did not recollect
ever being told of the eight to eight and a half secondé
between the initiation of an smergency braking application

and the commencement of braking action. Hiza practical
training in Lrain braking was confined to normal stopping.
Within recent weeks when driving a Dublin to Westport
passenger train &l11 signals from Dublin were displaying
Green aspects until &Etop =ignal C©Y 130 at Cherrywville
Junction which was at Hed whan he firal saw ib. He
presumed it was switched to Hed by the hot-box detector
which 1is located hetween signals CYR 190 and CY 190.
He immadiately made an EMErgency bralke application.
His locomotive was erbout ftwo carriage lengthz past the
signal before the train stopped. In twenty years of
driving he could only recollect one cgeocasion when he
had gone past & signal at Dangsr in accordznce with the
provisions of Rule B&E (lause (g) and on that occazion

it was with a signalman's permission and it was in daylight.

44.1 Rules and Regulations officer (D v:=-

appointed te his present post in 1979. He said that

the documents =and books which frain guards and drivers
must have with them when on duty on mainline trains
are a Rule Book (1887) together with the Additions and
Amendments (1980), the Appendix to the Working Timetables
(1947) with Amendments and Supplements, a Working Timetable,
the current Weekly Circular, FPeriodic Operating Notices
which dinclude some amendments o Hules and HRepgulations
and the Regulations for Train Signalling (1878}, Addition-
ally, drivers muglt have a Locomolive Drivers' Manual,
Under the Rules pguards must have a carriage key but ne

Atich recuirement is mentioned in the case of drivers,
He agresd that as drivers neasd keys to open certain
locked SPT  telephone housings the Rulez shonld state
2 reguirement for them to have carriage keys. Periodioc

Operatineg Notices are not speeciflically mentioned in  the



Rule Book but Lhe Weekly Circular does give advance notifica-
tion when a periedic:Operating Motice is. abous te issue. By the end of 1984
a new Rule Book and a new Appendix to the Working Timetable

will be published and they will incorporate material

at present in Lhe Periodic Operating Notices and in the
various amendments and supplements. Until that is done,
he thought it would he useful Lo add Periodie Operating
Notices ta the required documents listed in Rules 197
and 129,

44,3 T‘-’rr.- told the Investigation Lhat Rule 55 ig
basically restrictive, The only Clause in the Nlule
which is permissive is Clause {g) (Appendix VIiI). There
is no internal CLlE procedurs for bringing the RKules and
Regulations Officer's attention to each instance of train
drivers following the procedure  in Clause -(g) of FRule
55 and passing automatic Stop . signals at Danger when
telephones are not available. J.‘-Er'.- poinked out
that when a train Procesds pazl an auvtomatic Stop signadl
at Danger in compliance wilh Rule G55 the driver must
proceed cautiously as far as the line is clear and at
such reduced speed that.allawing for visibility, condibkion
of the rails and the gradients of the 1line. the +train
can be stopped with care and callision with any obstruction
avolded. This corresponds with the text of the equivalent
Northern Treland Railways (NIR) wand British Rail [(BR)
Rules and in neither case do the Rules specify a maximum
spaead. An NIR Shed Notice issued in August, 1983 by
way of explanatiocn or interpretation of the Rule did
specify a maximum Speed of 35 wm.p.h. in gand visibility
on straight stretches, with 20 m-p.h. on curves, and much
lower speeds in had visibility and at night. Mr-
agreed that there were sevaral locations on the CIE system
where trains are driven at very low speecd without difficulty.
In his view if a maximum Speed were specified in Rule
55 it would become = minimum in operation and the Pule would
be léss .saf-se than at present. - Mr‘.-.ras not surprised

at evidence from a signalman.



that he had only known of ons oecasion in the last seven
years when a ftrain had gone past an auteomatic Stop signal

at Danger bweavse the driver could not contact the 2ipgnalman

by telephone. He thought this reflected Lhe improved
reliability of thes CTC sipnalling and communications
systems. When the telephone at an automatic signal fails

-a driver should not pass that signal without permission while

it is at Danger if there is another convenient telephone within
haX:f = mile of that sicgnal. Whils= r-1r.- saw

ne rigk to safety in always requiring trains to remain
at  Stop signals displaying LDanger aspects unlil drivers
have a sighalman‘s permizzion to proceed.he did “think
thal such a requirement could cause undue delay Lo trains.
He agreed Lhat where a driver is slopped at an automatic
signal at Danger and cannol ceontact a signalman and whepre
the conditions are such that he can proceed safely, that
driver could feel under pressures to procsed in accordancs
with BRule 55, He did not know of correspondence from
arty source seeking clarification of “proceed cauticusly"
in Rule 55 Clause (p). The point had been raised ftwice
at Rules seminars and the majority opinion was that the
Fule was adeguate. A Weekly Circular HNatice issued
in: April, 1874 had clarified ossible ambiguities in
the Rule by =lLating that a driver may proceed if the
line ahead is clear az far as can be secen. There is
a procedure under which drivers or others can, through
their inspectors, make suppesticns, raize questions or

Es
He was not aware of Rule 55 being the subject of any
suggestions or guestions. If Lhere was any general
unease 1t would certainly have come to his attention.
A Rules Committee is at-present compiling a new Rule Book
which should be available by the =nd of 1584.

44,3 Mr, - sald that a maximum speed of 15 m.p.h.
is specified in Rule 179 (c) (4) (Appendix VIII) because
the Rule relates to a +train coming to the aszistance
of a disabled train vhere Lhere is a definite ohstruction

on  the ftrack at a known loczlion, In this instance



L8]
L

the driver of the dizablad train is riding in the locomotive
agf the agsisting train.

44.4 Regarding the protection of a disabled train, Mr.

@ - -vare of a check made by CLE in which detonators
ware placed ab one guarter, a half, three guarters and
one mile. at night, in fifteen minutes. Thiz would he
gdditional to the five or six minutes taken by a driver
and guard to consult togsther as  they are required to
do under Dule 188 (Appendix V) hefore the guard starts
back to place detonators. It is intended to carry a
French-designed track circuit dewvice on all trains travelling
over track circuited lines. In Lhe savent of an accideant
this devico would be usced on the opposite running line,
The new train radico system will ensure improved communica-
tions with signalmern. The new radlio will replace the
SPTs but not the emcrgendy telephones. The
Rules will be amended by substituting radio in place
ot telephones.

44.5 Iﬂr.- agreed that under CIE's Rules the guard
is in econtrol of and in charge of a ftrain. There is
no Rule prohibiting passengers being carcied in anlighted
carrizpges but the Appendix to the Working Timetable has
an instruction felling frain crews o advise passengers
in unlighted carriages to move to olher parts of the
train. Passengers may not be carried in carriages with
locked doors. He did nobt think that while there were
serviceable o0ld radics =1ill in use on any locomotives
there would have been Y advantage iIn advising staif
that wuse of Lthe Lrain radio syslem a2 deseribed in  the
Weekly Circular in March 196% was terminated. He reminded
the TInvestipgation Lhal Lhe Lrain radic saystem's receiver, /
speaker unit at Connolly CTC was still connected to =z

pawer sSource.

44,6 The TRules and Regulations 0Officer explained that

the primary purpcse of a train tail lamp is to prove
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that a train is complete, He had never seen a complaint
suggesting that the standard CIE paraffin ecil tail lamps
were inadequate. [lectric tail lamps are used on some
continental trainzs and ,while British ERail was sxperimenting
with an improved Lail lamp., a majority of their trains
are 5till fitted with ons oil tasilil lamp. CIE has been
experimenbing wilhh balbery operal=d Lail lamps since
1966 and battery lamps are now 1In service on chemical
trains. Flashing tail lamps are somatimss fitted +to
conserve balbleries, lle apreed wilh previocus esvidence
that a flashing light 1s easier to see from a distances
than a ﬁteédy light. A red lamp also provides a marker

at night on a disablsd train {(Hule 188). While Mr.
- igs unaware of a standard for distinetive markings
onn the front or rear ends of mainline trains he had seen
multiple +train units with both ends marked 1n alfternate

black and yellow stripes.

44.7 AflLer an agcident the primary duty of drivers and
guards, as stated in the Bules, 1is the protection of
their trains. They ars alzo obliged to obtain aszistance
which means telephoning the nesarest signal cabin. One

of the personas to be alerted in the case of an accident
iz the Area Fail Manager and he goes te the accident
scene where hes takss overall responeibility inscofar as

CIE is corcerned.

44.8 Mr. - explained fthat when a driver passes a
signal at Danger in accordance with Rule 55, Clauses (o)
and (1), the only signal ahead Lo which he should pay
attention iz & signal at lDanger, In the circumstances
at Cherryville on the night of the accident where a driver
wenbt pasbt signal CY 161 al Danpger Lthe Yellow aspect

of bBignal CY¥R 163 did not change the FERule 55 requirement

for that drivar to confinue Ea proceed cantionzly,

44,8 If an on-beozrd driver L[o guard telspnone were Lo
be provided on =& +trein it would hbe necessary to have
a telephone in every carriasge because while a guard should
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normally travel in the brake wvan his duties may require
him to be alsewhers on DS train, On-board telephones
are not providesg on CIE's new mainline trains.

44.10 vr. D11 the Investigation that when organising
refresher ocoursses 1in Rules and Regulalions it is usual
to heve s=zeparzle ocourses for signalmen and =zeparate or
combined courses for drivers and pguards. Up to = maximum
of twelve students can be accommodated on & course.
IL is for line management o nmominate students. Hea
apreed that an employes who only occasionally has need
to apply Lhe Rules zand Hegulations should attend refresher
courses more Ifreguently than those who  apply Rules and
Repulaticns Qontinuslly. After a cgourse lasting nine
wesks in the case of new signalmen and Tour weeks in
the case of new pusards, sludents git an examination.
Thesge courses are partly in the training school and parily
on-the-job. The eaexamination reasulils sre sent to  the
Ares  Rail Managers who declde whether or not ko issue
Lhe appropriate cortificates. M new assessment 1s
made wihiern trained persEarrel attend refresher courses.
AL Lheir basic training course puards are told ths purpose

of  the wyarious items of Tirst-zid equipment carried on

trains. Al reflresher courgeg drivers get some instruction
in the treatment of electric shock. Gatering staff

are the only train ecrew pgiven instruction in the isolation
of gas egulpmentd. While HMr - did not have knawledge
ol the type of eqguipment used in other railway companys'

training schools he did know Lhat some schools had better

teaching aids than those available to him. A gtandard
set In late 1981 envisages that all narsonnal concarned

will attend a refrasher course once eyvery tWo  years.
Refresher courses for drivers are solely related to Rules
and ERegulations and do not dinclude such mallers as  time
te react to amergancies, In driving training emergency
condi Lione are not  credted. Guards are ot reguired
fo 1Tix dotonaters or to walk on the permanent way during
refresher oourses, Cuards  are nmob regquired to wall

for on=s miles along the permanent way before being awarded
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cartificates. 211 certificate holders are required
to undergo an annual examination in Lhe Rules and Hegula-

tions., Staff from Mr.-

orn an ad hoo basis, check Train Register Books in signal

m

0ffice frequently, and

cabins.

44.11  Mr. @) vndertook to Lazke note of and to attend
ta a petition =igned by fifty drivers and handed in o
the Investigation. In the petition the drivers said
they wers concerned as to the wvagueness regarding "cautious
speed" under HRule 55 and would apprecilate it 1if lights similar
to thoge at present gn  chemical Lraing were fitted to

all trains.

a5.  Ares Rail Mansger (NN z-v- =vidence,

based on official records from 1875, of the dates of

annual examinationz and of atfendance at refresher coursss
in Rules and Signalling Regulations prior to the date
af the acocident of certain witnesses based in Dublin.
There was na recosd bhat Sigﬂalm&]- Eiqnalman-,
I‘Jr*iver- or fjua.rd- allended refresher courses
since 1975, Guard — last attemdsd a refresher
course in 1976. Some of thesse witnesses had rTeceived
apecial training in CT working and/or the procedures
for opsrating chemical trains and most of them had either
an annual examinalbion, on-the-=job supervision or compstency
tests in the twelve months prior tou the day of the asccident.
Aboub ninety per cent of the guards, signalmen and drivers
based in Dublin have abbended refresher courses since
1582. In Mr. (s visv . rigorous annual examinations
and the compe bency teats determine whethsr signalmen,
guards or drivers can conbinue tg psrform their dutles.

He regerded the refresher courses to be of lesser lmpor-
tance. Mr.—agreed that train guar.d: should
he ahle to walk at lgast one mile at a reasonable rate.

45, Area Hail Manapger _ said LChat Drivers
Gl < @Gl -7 -=ftended refresher courses in

1982. They had baoth undergone examinations 1in Rules




and Signalling Regulations during the twelve months prior

to the day of the accident. %
47, Techmical Assistant D s 2tteched to the
Civil Engineer's Department. He supervised the preparation

of certain sile maps, of a plan showing the position
of the wvehicles in both Lrains after +the accidant and
ol gradient chartbs,

4a, Mr-. Was a2 passenger on the ex—alway
train, He notieced that the train had stopped once or
twice away from slations. After the last stop it seemed

to pick up speed until i+ was in collision with the station—
ary train. When he got out of the Lrain after the collision
he noficed a ground fog., He did nol recallect hearing
e¢ither a train thoobter ar exXploding detonators before
the collision.

43. I'Tiﬂﬁ— Was a passenger Oh Lhe ax-

Tralee train. She was travelling in the second carriape
ahead of the buffet car, She was standing near a carriage
window with another passenger who said he had seen +the
light of an approaching train. He then said the light
had gone out, This was about twoe seconds befare the
collision, Her reecallection was that hep train had

been stationary for bwenty to twenty-fiva @minutes at

that stage. She did not recollecl M™aring ojtner a2 train
hooter ar sxploding delonators. Zhe noticed = fog over
the =adjoining bogland and about [lour feel high over

the railway,

501, EIP___l Wag a pazsenger on the ex-Trales

train and was in the carriage two ahead of the buffat

car, AT about 21.45 hours, al'ter the train was stopped
for about fifteen minutes, he looked oul of a window and
saw the headlight of an approaching Lrain. He logked

a gecond time and saw nothing and two or three seconds
later the collision ocoeurred,



At an =arlisr stage he had sesn a CIE employee speaking
down from a carriage to a second emplaoyese standing on
the Lrack. He thought the fog was light. He caulﬁ
gee motor cars on the nearby msin road. He did not

hear a locomolive hooter or exploding dstonators before
the collision.

1. e D) o - rpassenger on the ex-Galway

train. She was Lravelling in *the last carriage. She did
nakb notice anything unusual prior to the collision.
Zhe had no recollection of hearing a locomotive hooter

or exploding detonators before the crash. She was injured
in the collision. All the carriage lights flailed,
Mrs.— was taken from the train about half an
hour after the accident. Some time hefore the collision

she had sgSecn & man wesaring a uniform carrying a red lamp
and walking through the train towards the front. She
recollected the train had =ztopped twice or three Limes
before the collizion. She Lhought it was moving slowly
betwasan its last stop and the point of impact.



o

CONCLUSIONS

52,1 The accident on 21 August, 1983 occurred because
the 18.50 hours Galway to Dublin passenger train having
proceeded past automatic Stop signal CY 161 at Danger,
(when the driver could not contact the signalman), was
running al such speed that allowing for visibiliby,
conditicon of the rails and gradients of the 1line, the
driver, when he hecame awares of an obstruction on the
line ahead, occuld not stop his train before it was in
gollision with the 17.15% hours Tralee to Duhlin passenger

train which was stationary.

52.2 The signal pesl Lelephons (SPT) at Stop signal
CY¥ 161 and the radio in the locomotive of the Galway
to Dubklin train were both unserviceable.

52.3 Near Millabreelk Lhe locomolive of Lhe Tralee Lo
Dublin train developed a mechanical fault and was replaced
when the train reached Mallow. The replacement locomative
ran out of fuel near Cherryvilles Juncticn. The replacement
locomotive was not fitted with a radic and its log card
had an incorrect enbry regarding iks movemenbts an  the
day before the accident.

Yo The emergency lineside telephone at Cherryville
Junction had, inadvertently, been fitted with a timer
which automatically 1limited the daration of telephone

calls,

52.5 There were four GLimber-bodied carriages in the
Tralee to Dublin train and two 1in the Galway o Dublin
train. One timber-bodied carriape on the Trales to
Dublin train was completely destroyed in the collision.
One timber-bodied carriage on the same train was restricted
to a2 maximum running speed of YO m.p.h. This speed
restriction was not advised to the driver hefore the
train departed from Tralee, The lighting system in
one carriage of each train  Was unserviceakle.
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DESERVATTIONS ANT RECOMMENDATIONS

5353 CTE Rule 55, Clausss (g) and (h) {Appendix VIT)
rermitted the driver of the Galway to Dublin train to
procead cauticusly past automatic &Stop signal CY 161,
which was at Danger, without prior authorisation from
the controlling signalman when the simmal post telephone

(sPT) was unserviceable and there was no other
conveniant telephone within helf a mile. It wes stated
in evidence that usage o©0f Hule 5% in tThese circumstances

is wvery limited. Implementation of Clause (g) of Rule
55 was seen by =ome wilnessgez asz reducing delays to

rallwaey traffic. It was suppgested that train drivers
held for some time at an automatic Stop signal and unable
to contact the contrelling signalman couwld fesl under
pressure to proceed past the zipnal.

3.2 The <case mads in evidence Tor not specifying in
Bule 55 a maximum speed at which a Lrain might proceed
caubiously where the reason for =z Stop signzal being
at Danger was unknown +to the driver was unconvincing.
Bule 17% apecifies a maximum =peed of 15 m.p.h. whare
the precise location and nature of an obstruction on
the line 1is knaown. ITn at lsast one railway system
Lrain speed can be automatically controlled at about
10 m.p.h. in certain circumstances.

53.3 The improved operational reliability of CIE's
aurrent and future signalling and communicationz sysbems
should reduce the incidence of train drivers needing
to proceed past Stop signals at Danger in a situation

where they are unable Lo conbacl bhe conlrolling signalman,

53.4 That the possible need for specifying in Rule
55, Clause (g); the maximum speed at which frains cguld
proceed cautiously was discussed at CIE Rules and Repgula-
tions seminars, that Chis was one of Lwo points listed
orl a petition signed by Tfifty drivers and handed in
during the Investigation and that it was considered
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necessary in 1974 to promulgate a Weekly Circular inter-
pretation of how ftrains should proceed cautiously suggests
unease, at least among some raillway staff, with the
present text of Rule 55,

RECOMMENDATION NO. 1

That relevant CIE Rules and Signalling Regula-
tions be amended to ensure that; -

(i) In no circumstances should a train

praceed past @0Y Stop signal at

Danger without prior permission
I'rom the controlling signalman,
and

(ii) When such permizsion is given

the ftrain should procsed cauticusly
only as far &8s the line is seen
Lo be ¢lear, at a speed ol not
more than 10 m.p.h. in conditions
of good visibility in daylipht
and at a considerably lower speed
during periods of reduced wisibility
and during the hours of darkness,
towards the next Stop =ignal and
if the next BStop signal is not
at Danger the Lrain must wcontinue
te proceed cautiously to the Stap

sipgnal beyond.



=

54.1 If either the radic on the locomotive of the Galway
te Dublin Lrain or Lhe SFT sl Stop signal CY 161
had been serviceable the accident might have been avoided.
Both the driver af that brain and Lhe Connolly CTC signalman
tried to contact each other by radio. The introduction
of a train radic aystem was promulgated in the CTE Weekly
Cirecular in 1979, The radio units still in lLocomotives
were not maintained in a2 serviceable condiftion.

Stalflf were not notified through the Weekly Circular
that this radio system was being withdrawn from operational use.
This ma¥ indicate a lack of appreciation of the significance
of withdrawing one of the two principal systems

for driver!éignalman communication within the CTC area.

54,2 The numbsr of SPT faults

reported =annually, the levels of availabilifty of the
system and the mean time between Izilure of individual
telephones fell short of the standards to be expected
in a modern railway communicalblions systbemn. I, as
was stated 1in evidence, the new discrete radic communica-
tions asystem now in course of installalticon is to replace
the SFPFT system, and with the "1979 radio system" already
withdrawn from servics, drivers and signalmen  would
be dependenl on one communications system. Experience
with both the "1879 radic asystem" and the ERPT telephaones
guggests there 13 a pood caze, on safely grounds, for
two mutually independent communication sysiems to be
maintained at least until ths new dizarete radio ayateam
has heean installead o all locomebives, machines and
cther wvehicles that travel on the reilwsy and until
its levels of avallability and reliability owver an adequate

evaluation perpiod are agcceplable to management and usars,

RECOMMENDATION NO. 2

That within the present ©°° area and any
extengion  thereof Lhe BSPT Lelephone syslem
be retained in operational service for at
least two years after the new discrete train
radioc system comes inte full coperational



nse and thab the need for iks further retention
he Lhen reviewed taking account of fhe system
reliability and user cxperience of the discrata

radic system.

i B Uniform interpretation and striect

implementation of Rules, Sicnelling Regulaticns and
instructions are essential requirements for the safe
and ordsrly ranning of trains. Soame wltnesses failed
to meet thasse regulremernls, There was misunderstanding
of the role of a puard when "in charge" (Rule 130) or
"in control of" (Rule 138) a traio. ™ Rule
55 41t mighk be helpful if the text sxplained why in
Clausez (g) and (h)(3) the driver must telephaone the
signalmn while in sub-Clause (h) (1) the guard is charged
with this duty. Some witneesses appearsed not Lo appreciate
the different circumslances in which FRuales 179 and 188

were to be applied.

EE.P While +the CLE Bules and Regulalions 0Officer had
expreasscd a view Lhet it was desirable for all relevant
personnel bt attend refresher cours=zsin [ules and Signalling
Regulations ance every Ltwo years many of the CIE drivers
and certificated guards and signalmen who gave evidence
had not abtended refresher courses for sevaral years

o
prior to the aceident.

Eh.3 There is ne HRule specifically regquiring guards
and drivers to have the Periodis Operating Nollces or
regquiring drivers to have carriage Kays which ars needed

to open lockesd SPT talephone housings.

RECOMMENDATTON HO. 3

{4) The relevant CIE Bules should bDe
cxamined and amacded where considered
NecessSary Lo Tremove any potential

or actual ambiguity or contradiction
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as heatween the duties and responsi-
bilities of +train guards and train
drivers and to reguirs guards
and drivers to have with them
current Feriodic Operating HNotices

and drivers to hnave ocarriage keys,

{14} The Litle of Hule 188 should indicate
the circunstances in which £

applies, and

4 e 4 B All certifiecated personnel should
: attend refresher courses in  Rules
and Signalling RFegulations at

Ioast - once Bvery LTWo years.

563 The Lwo trains involved in Lhe aceident included
betw=en them a total of sSix timber-pbodied carriages,
one of which, ths puffer car on tLhe ex-Tralee Lrain,

was completely destroyed in the accident

56, 2 The HRepart of the Investigation inte the rallway
accidenl at Buttevant on 1 Auppast, 1980 recommended
(Recommendation No. & (ii)) fthat pending the delivery
of new coaches, efforts should bhe made Lo ensure that
timber-podied carriages were used only on railway lines

with 1ight traffiec and where the maximam permilled speed

did not exceed 60 m.p.h. Some new all-metal coaches
have since gone into servioo. At Lhe time of Lhe Buttevant
and Cherryville accidents fhe maximum permitted speed

on any part of the TDublin to fork line was 75 m.p.h.
The maximum permitted specd has sinec been increased

to 90 m.p.h. over some sections ©f the line,



RECOMMENTATTON NG. 4

That effarts he made to ensure that timber-
bodied carrisges arsz used only on  rallway
lines with a low wvolume of tTraffic and where

the maximun permibtted speed doss not exceed
60 m.p.h.

574 There was evidence that the ex-Tralee fTrain was

staticnary for eight to ten minutes before the Fuard
want to protect his train in rear. Most of this eight

to ten minutes was the time taken for the pguard and
driver Lo come Logelher to conswull and bo agree on appro-
priate steps to obtaln assistance. Tha Réport af the

Investigation inte the Accident at Buktevant mentioned,

al paragraph 57, some potential advantages of a guard-
to-driver voice communication system.

RECOMMENDATION KO. 5

A uerd-to-driver voice communication system
should be provided on =211 frains with guards
eboard.

55, Since 1966 CTE hasz experimenled with battery-powered
tail lamps as replacements for oil lamps. Flashing
tail lamps are abt prezsent fitted to  chemical Lrains.
The second point listed on the petition handed In during
the Inveztigation Y85 a request that tail lamps similar
to those on chemical trains be fitted on all trains.
The driver of the ex-Galway trein did not correctly
identify Gthe paraffin o©il tail lamp on the ex-Tralee
train in suftficient time fo enable him to bring his
train ta a stop before il slruck the ex-Tralee train.

When the CTC signalling system came into service in
1976 manned lineside signal cabins wibthin the CTC area
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were de-commissioned. Before the advent of CTC,; sipgnalmen
in bhosze cabins checked that erch train which passed
was complete with =2 tail lamp and Lhal the lamp was
lighting when it should be. The introduction of higher
running speeds necessilales positive identification
af train tail lamps and of train rear ends boeing made
from a greater disltance than herelofore 1T safelby atandards
are to be maintained. This 1is of particular significance

wharl trains are sbtopped on the line away Trom stations.

EECOMMENDATTION NO. &

Twa large clectric tail lamps each having
a brillance and conspicuity compatible with
CTC colour light signals should be provided
on the rear of all  trains. Hoth lamps
should be lighting at all times when Lrainsg
are in service. Pogitive indicaticon that
both lamps are lighting should be provided
to either the guard or driver as considered
appropriate.

59. After detailed evaluation of different ecquipments
ClE has now found a satisfactory track circuil device
for putting signals to Danger on a lineg usced by trains
travelling in the opposite direction In bthe event of
the line being bPlocked following an accident.

AECOMMENDATLON NOD. V¥

Tracl cirocuit davicas shotld be included
in the equipment carrled on zll trains operzabing
within Ehe CTC area,.
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60, The replacement locomotive -of the ex-Tralee

train should have been fueslled at  about 06.00 hours
on Saturday 20 August, 19832 in Walerford. The locomotive
was in fact fuelled the previous night at about 22.00
hours and ran idie through the night. Fvidence was
given that Lhis ©Clasas of locomotive uses aboul lour
gallons of fuel per hour running idle and one gallon

per mile 1in service running. At these consumption
rates about 32 gallons of fuel would have been used
by 06.00 hours on J3aturday 20 August, 1384, The locomobive
then ran fto ShelLon, returned te Waterford, went to
Limerick .Junction and reached Mallow on Saturday night.
its log card stated, incorrectly, that it had also gone
to Cork. Wwhen the locomolive ran out of fuel on the
night of 8unday 21 August 1t was about 33 milesz from
Dublin.

RECOMMENDATION NO.8

That improved procedurss  be developed for
fuelling locomotives. Thess improved
procedures should ensure that, whather a
locometive is used for scheduled or unscheduled
duties a designated person has respon-
sibility for certifying that there is adegquate

fuel aboard for the duty to be undertaken.

E1. Passengers were allowed into one carrisge of the
ex-Traler train when its outer docrs were still locked.
In %he event of =& collizgion or fire locked carriage
daors could prevent oF delay the safe and corderly evacuation

of passengers.
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RECOMMENDATION NO. 9

The ouker doors ol =311 carriages to which
passengers hawve access, including rtuffet cars and

dining cars, should be unlocked when trains are:

stationary.



APPLICATION FOR COSTS

62.1 On the opening day of the Investigation Mr. -
— 80, represenling a number of injured passengars
and the next-of-kin of three passenger® killed 1in the
aceident made applicabion for ocosts. Thiz application

wae based on Sectien 7 [(3) of the Hegulation of Raillways

Act, 1871 and was supported by Mr,—, 5C,
representing Mr.—. driver of the Galway to
Dublin train, by I‘-?:*.—, 50, representing Mr.
G - criver of the Tralee to Dublin trair
and Hr._the signalman on duty at Connelly

Statien CTC at the time of the accident. When told
we did not consider 1t appropriate for us to make any
Order in respect of costs under the provisions of Section
7 (3), Mr._ asked 1If CTE would pay his cosis.
When CIE counsel made no affirmative response, Mr S EKGEGD
and his instructing solicitor withdrew and did not re-

attend the Tnvestigation.

62.2 on the closing day Mr (GG ;- rerresent-
ing Driuer_‘, I‘fIr*._, BL, representing
Driver@D cicnclo= @D and the National Association
of Transport Employees (nark), and wr. (EEGNGGEGEGD
BL; represenbling Guam_, made separate applica-

tions for costs

B2.3 Under Section 7 (4) of the Regulation ol Railwavs
Ack, 1871 the Court heolding an Tnvestigation of any
accident shall make & report stating the causes of the
aceident and all the oircumstances attending the same,
and any observations thereon or on Lhe evidence o any
matters arising oul of the Investigation which tThey
think right to make. We believe that(IGzG =1d
— were juatifed in seeking separate representa-—
tion and in appearing before the Court of irrua:::h.g:.-‘ﬂ.‘.ir:n

members of the NATE, wsre 80 ras -.,-.“_j_"‘Lv.-" represented
by their A=socliation whi'—h ':LEL:'L,L:v..P,d solicitors and

counsel on their behall,
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B2.3 We recommend  that favourable consideration be
given by the Minister to the making of some contribution
towarda Lhe cosl ol legal representation incurred firstly

by_ secandly by ¢ P =r< thirdly

by the NATE.
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MISCELLANECUS

63.1 When the TInvestigation resumed on & June, 1984
it was submitted that azas the wverdict of the court proceed-
ings mentioned in paragraph 2 could be guashed by way
of a certiorari that the accident Investigation should
be adjourned for six months. After due consideration

it was decided Lo proceed wilh LthTﬂVEHtigHtiﬂﬂ.

B3.2 Cerkain avidence from some witnesses is not specific-
ally mentioned in the BSBUMMARY OF EVIDENCE where wilknesses
duplicated evidence glready established, or where the
evidence was nol relevanl to Lhe purposes of the Tnvestiga-

tion.

63,3 ALl the oral testimony and submissions were  Laken

down in shorthand and subsequently transcribed.

_t

Date &lo M ‘{‘?3@
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Fa AFrrenuils L

ORDER

entitled

Regulation of Railways Act, 1871

(Section 7) Order, 1983
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ainaiss 7O -0 iEnisler Tor Transpori,

have in pursuance of gectfon 7 of the Tegoluiion of

lal lways Act, 18?1$‘direﬂt@d zn inguiry Lo b nade oy
g - - I-E T, en dInEtenior wnder the sgatd
Act, into the emuic of Lhe sceident which occurred on *he
roilwvay of Coras Tompair Bireann near Cherrvville Juneilon,
in the eounsy of Kildare, on the 21s% day of Augost, 18047,
being an aseident of whlch.noiice was lor the time heling
requiraed by the sgald Acz to be seni to the lMEinizted for

Trantnorts

ARD WEARTELS 44 appears to me thal a nore Uormal

inrertigatior ol the accident, and of the causes therodf,

and of the circumstances albtending the sate, 135 exped’ ent:

wod, TONTIEED -, Minister for Tranenort,
in exereire of lhe power omnferred on me by sechion P of
the Repvlation of Railways Act, 1891, az adapted, and the
Transnorl, Fuel and Power (Transfer of Deparliental
Ldmniatration aod Miniaterial Tunciiong) Order, 999
(.1, NMo. 125 of 19521, and the Tourigm and Tranzport

(Alteralion of Wame of Dapartmeni and Title of Hinister)

Order, 19270 (%.T. Mo« 11 of 1007, hersaby order ac-Follows:

T This Order may be eited as the Megrlation of

Rgilvays Act, 1871 (Section 70 Crder, 1933.



“a It is hoveny dirvecled hal suen irvrestigation
be held, and ‘he == (P, < iosvocior mder 2ne

eald Renulalion of Bailwaxr bety ‘Ef’-?’l, It horsby directesd

to hald the shwmo.

=

3. _ cenior Counsel, 2 hereby appointed
to assist the gaid J.¥. Fechan in holding such

investigation.. .;

GIVET under my Nffiecial Serl, thi:

Hes :
2l _ day of Avmust, 19283



Th

- REPRESENTATION ON 19 SEPTEMBER,

APPENDIX 11
Fage 1 (of 2 pages)

1933

instructed by QUMD

Sgolicitors

G -
instructed by G

Solicitors.

G
=%
instructed by QD

G . i
G (. i~structed by
G Co - Solicitors

G - - G - -
instructed oy (i D c--

Sclicitors

REPRESENTING

CI1IE

Train Driver

G -
papp—" ==

Mext—of-kin of

deceased and

Jdeceased;

Reprezsentatives of

Lo

Train Driver
train Guard (D

T p—
T
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REPRESENTATION ON & JUNE, 1934

REPRESENTING

G - - G, ;.
———r CIE
instructed b “nlicitors

_' Train Driver

and Signalman

instructed by

CEEEED i GEEEE.CU,  rain Driver
instructed oy QRN =" Co- ) G

Solicitors

_, instructed by Meszrs Train Guard
—u._ Solicitors John Coughlan

e Brother and family of
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WITNEZESES

CIE Personnel

Signal and Electrical Engineer
Train Driver

Tickel Guard

Ticket Collector

Mzintenance Engineer

Train Driver

Train Maard

3

Tickaet Collector

Ticket Collector
Catering Attendant

Train Driver

Train Driver

Sdignalman

Depotman

Acting Signals Inspector

B

Maintenance Engineer

Engineering Technician
Assistant Engineer

Technical Assistant to Area
fail Manager

Chief Ticket Inspector {since
retired).

llead Catering Attendart

Depotman

1

Engineering Frojects Menager

Pszgistant Rail Manager

Jeniar Depoimarn
Train Guard
Train Drivear
Depobman
clpnalman

Technical Manager

Azsistant Area Rail Manager

I | I I II I | |
- n f‘

Chief Mechanical Engineer (Rail)
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CIH Personnel

Signalman

Platelayer
Fatrol Ganger

Rules and Regulations Officer

Train Drivep

Area Rail Manager

Fu
_-' 1

frca Rail Manager

OTHER PERSONS

Ambulance Service, NWaas

Ambulance Service, Naas

Fire 3tation, Newbridge
Kildare Carda Etation

sarda set.- QEED-

Kildare Garda Station
Train passsnger
Train passengar

Train passenger

Train pazsenger
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EXTRACTE FROM BULLE 188

(CTC Rule)

Protection sl (b) Should a traic be siopped by aceidenc, fallure, obstraction ar ol
“"ﬂ;‘:'bh::"_m'!}l crzzplional cause und not foul o7 a0t be dangerousiy nzar 1o any other
P31 i Binsing i lineis) the following Bestroetions et be ecarried out:

obstructed,

(1) The Guurd end Driver must s=cure therr train and walk towards esnh

{2)

{3

ather miong Lke doht hand side of the Lraic o the running direction, Lo
cansull, Tl position of the disgoled train 15 reletion 0 the nearest mije
post, signe! posl, or other landmack wud weather comlitions, must be
carefully noled by hath men. Having consuliad with each ather and if
Assisliuice ba rexquired, agees a6 to whal wesmslance 8 necdad and how brest
it can be obiained. Ike Guard most then decide the quickest means by
which the Signalman car be advised of Ui cirzumstsnces, Onee
agreemenl lizs been reached by the Guard and Drver they must not
allow their tritin (o be maved antii assistioce has arrived, or allernative
arrangements liave been apreed by all concerned, On Doukle 1ines a
white lizkt niust be exhibited at the front and = rod Tight at the reas af the
dizahled 1rain, in duglight ar durng the howsy of durkness. O Hingle
Lincsa redd light niwst be sxhibited a1 the froit 2nd als it e Tear of The
dizabled tram, indayhight or shuring the hours of dack ness.

The CGuand nust go back not fess than | mile, exhilniing, a hand danyper
signal to slop any train approaching oo the ohstzucted line, and he most
plice detosators vaane rail of the ahatyweled line s under

P detonator & mile from bis train.

Pdatanaton 4 aile from his teain,

Udeterator § il feom his Leain,

Idetarators, 20 yands uparl. not i#ss than | oile from his train
The Guard mus ensuie that the Driver of an appoosching teain has 2
good und distant visw of the liand danger sipnal Should the presence of g
tunuel, the {urmgi_i,jnq_n[tlu: line ar same other circumstance ar the
mile poifl ubstruet the view, he must go 2 orearer distance 1o u point
which would give the inzreased view (o lhe Driver and pluce an
addmional 3 delunators, 20 yaeds apagl, on the line and cxhibil o hand
darger sizeal al that point (The 1omile puint or the preater dislinee is
referred foin these Rules as the preseribed Jistunce),
Should any tunnel intervene hefore the Guurd rezches the prescnbed
distance he must place 3 delonators, 20 yvards apred, wn the line before
enlering it Sheald o train upproach on the obstrucled fine hefare the
delonators have Been plaved as mstriucsed the Guoend must immediately
,.}ii.!L'L‘ } detanators on e ||j|:.'_-r 1y far as Fl'l\‘ithL' Friven thie vhstreetinn and
eahibil a hand danger signal,

Having carricd out Lhest instructions the Guurds further action will
depend on the armogements he has made witl Lhe Driver to ablain
assistanee Te must eilher remain at the preseribed distunce, exhihiting a
hand danper sipnal w stop any tramn approsching on the obstructed line
or ga Lo the sipnal bex in i¢ir or Lo a telephone ziving cummunieation
with tle signal box and advise the Sgnalman of The clrcmmnstances,
weather vonditions, and the position of The disaibed train m rehiGon w
the nearest mile post, signal post or ether lndmack, conlinring Lo
exhibit o funed danger signul, However, shothd be be pecaled by the
Diriver suunding the sopine hooter, or by ather means, either belore or
alter reaching the preseribied distance. he wust leive on e rail at the
point from which he & recalled 3 detuautors, 41 yards apart, o relurn
o his tiajn, Luking op vn the way any other detanniors be may have pot
donwg.
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EXTRACTS FROM RULE 55

(Detention of trains on Running Lines)

Clause (g)

Passing {g] When a traio bas been lrought to g stand OWIRE LS it automaie stop sipnal

a"mm:,-::',",ﬁff; or ser-aulaniidic stop signsl belng &l danger, the Dgives mus mediately

semiastonai, communicate with the Signalman by telephonc, inform bim at which sighin!l
""’f‘*':l“":' M his train is detiined and pive deseription af bis teaie, 1870 is neee saary far e
ngoes

tratn o remain sl the sop sipnal e Sipnalman mesl so advise 1he Drivey
and the Diiver must communicate with the Signslman st inzereals of ot
more thin fve minires waless ullierwize instructed, 1§t e NeCEERArY o 1)
a Tatlure of the sinual or ctlier emerreney, for the ruin to pass @t danger an
sutomatic stop sianal o @ semi-ausalie stop signal, the Dirver will be
suthovized [odaso by the Shnzlmean

T every vase when o rain pooceeds past an autariatie slop signal ar semi
awtomatic step sipnal at Dawger, in accordance willl the preceding
paragrap ur cliwse (b as the epee may ke the Deived must gove one lone
Blast on the hosler angd proceed vavliously as far as the lne is clear towards
the next stop signal i advance and at such 4 reduced spevd so that allowing
for visitilily, condition of the rails and the pradicnts of e line the train can
be stopped wilh eare and collision with any obstiucliom avoided The Dyjve;
izl realise that the signal is possibly at danger dew (o the presence aff lrin
aheadd, w broken or displaced rail, or a0 cheatructon un the trac . and b st
thepefors erercie the greates! caution. Proviag the hours of dorkness gngd
when visibility s redoced due 1o bad weather conditions the [iriver bl
switch on the cegine headliphts helare proveeding beyond the signal
concerped. In such cases o the nost siop signal in advanee, whether
avlonalic or st s onot 4t danger, e Diover st conlinue 1o procesd
cautivwsly (o the next stop signal beyvend
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() (10 Sheold e wleplione fuil 2w aulemarnic Bt o
stop signal v which oo tain s derained, gl P

Guard mnat, nofess specis] insoroeions 10 the
CaNTTaTY At i in.l‘l:, valk to the nearss eop-
veplent elophone i I.'.'n"' s nnder wiizre e
CATcommunicely, cithe eetly or iul.'liu.- Ly,
wity the Efepalinan .1| in accordance with

the first paruzraph of clavze (g, s shouid all

maans o telphnric comimmizativs e failed
and 0l Lie Tieiver can ere or ascectain ther the
line is clear 1o the noxt siop siznad, he nay

proceed In zocordance
ot

arapl of clavses {pY
{2} Shovld the elephone fail =0 o«

amomatic stop zigaal st which g
':'fl“.LHIr'.-lL:[‘[. whe Guad usl, unless
mstructions wothe coadiury dre i foroe
to the noarest oo iven gt telephone inowe
order where be can comuanizane ¢ivher {JJI-.,-.lh-'
or inclivecrly, with EJIL Sipmalman ond ac In
accardance  with  the  fiess  porapiaph of
clause (23 but should all means of wlephonic
comonmnication have failed he must proceed 10
the signal box or groued frame aed act in
accordance with the instractions of 15 Signal-
man o person in charge. as Uic czse miay Do
H, however, the swn"] box is closed op e

with the seoond para

SERTL
train s

spocial

ground frams Is not in vse, the Diriver must
procecd cautiously &5 desoribed i the second
parazraph of clause () aiter sasfving himself
that any faciag poist: or swinch dizmsends there
may be between the signal at whidh bis erain
s sEamc I]HL andl the nowe stop siznsl are in the
Pproper position for his teain.

(3} Should the teiephone fail a1 8 cantredled signa! other thin & senti-aulomulic

Ciuaed ar Shunter muast go 1o the sig
position of his
Sipnalman

(]
i

b signal, a1 which
al baw o rem
irgin and gt mcaccotdance with

Where the distance to the sipnal bax

iznal o intermediate b

1 train 1 detained, the
i bhe Sipnstman of e
Whe inetruetions of the
is such that this would

cause delay, the Driver may wse any cenvenienl telephone giving direct
comnmunication with the comrolling Signalman.

8 used
Sipnalman must cnsure thar he woialki

al the
wiath the

i the event of the fatlurea

o cosrmimcae aal b,

cielephare at o siznzsl, uny other telephbone

the man rcminding Lhe

£t the might Signaimen and must

clearly tell hun the hiee an which the trainis standimg and the prefia letlers
aniel pumbers or the tiole af the spnal a0 which ir s detained.

(1} A convenient telephone as referred toin this Rale, is 5 line telephane within

§ mile of the signzl concerned,
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EXTRACT FROM CLAUSE (C) OF BULIE 179

{Protection of train when only
train is running is obstructed)

which

{4} The Dover of the disabled trzin muost
travel on the assisting train or breakdown train
and canducr ir 10 his train. The speed of the
assisting rrain or hreakdow . train mwust not
exceed 15 m.p.h. The Diriver of the assisting
rain or breskdowa teain must regulate his
speed  within this limir so thar allowing for
visibility, condition of rails, and the gradients
al the line, the train can he stopped with care
and collision with any obstrucrion awvoided.
Dring the hours of dorkness or when there i3
tog or falling snew he must arrangs for the
Diriver conducting him e dismount timely and
walk aloengside the engine and guide him o the
disabled train.

When moving in the wrong direction, the
Driver must make [reguent vse of the engine
hooter Ly giving a series of short blasts, and
when approaching level crossings in the wrong
direction exercise great carc.,

line on
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