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EEFORT OF THE 1NVEGTIGATION 1INTO THE RAILWAY ACCIDENT NEAR

CHERRYVILLE JUNCTION, CO. KILDARE, CON 21sL AUGUST, 1983.

INTRCDUCT ION

1, The Minister for Transport directed, by Order, that J.V.
Feehan, BE, MIEI, aszizted hy Declan PBRuadd, WA LLB, Senior
Counsel, hold. a [lormal investigsation under Section 7 of the
Regulation of Railways Act. 1871 inteo the causes and circumstances
of the railway accident which occurred on the CLE Railway
necar Cherryville Junction, Ceo. Kildare on 2lst August, 1983
and az oz resull of which saven persons died and ghout fifty-
five persons received injuries of wvarying severity. The
Order 1is reproduced =t Appendix T. We have Lhe honour to

report as follows: -

HEARINGS

2. The Investigalion was opensd in the City Hall, Dublin
on 1% September, 1983, The legal and trade union representa-
tion on the opening day is listed at Appendix II, pagse 1.
The Investigation continued wuntil 23 September when 1% was
adjourned pending the outcome of court @proceedings zgainast
the driver of one of the trains invelved 1in the accident.
The Investigation was resumed in the City Hall on B Jun:.
14984, The legal and trade union representation on  that
day dis lisbed al Appendix ITI . pags 2. All persons present
on 8 June were invited to joln in an'inspection of the Central-
ised Traffie Contrel (CTC) Centre at Connolly Station, Dublin,
and of Lhe acclidenl site near Cherryvilles Junction. The
hearings were held in public. The Investigation which lasted

for fourteen gays in all concluded on 20 June.



The forty-eight witnesses listed at Appendlx ITT @gave
avidence under aath adrinisterad pursuant To powers
in the Repgulation of Reilwaysz Act, 1871. Witnesses
whe had besn sunmonsed  were first examined by the Court.
Subseguently, their own representatives and reprazentatives
of other parties were given an apportunity of orogs-

examination.

DESCRIPTION OF SCENE AND CIRCUMSTANCES

1

el The accident site is on the double line mainline
railway between Dublin =and Cork and is about 33% miles
fram Dublin [(HeuslLon Station). Cherryville Junction;
where the =single line ©oranch railway from Waterford
and Athy Jjoins the mainline from Dublin to Cork, is about
32% miles from Dublirn. The duty signalman P the CTC
Centre al Connolly 3tation, Dublin, controls rail tralfic
on the mainline reilway between Inchicore, 2% miles
from Dublin, and Hallybrophy, 66% miles [rom TDublin.
A diamgram of the accident sile showing relevant signals
iz at Appendix TV, The accident silz iz Detween =slgnals
CYR 163 and OCY 163, The pubklished msaximum permitted
line spesd at that location was 75 m.p.h. and thers
is a rising gradient of 1 in 1B0 for traffic travelling
towards Dablin,

3.2 The traines invalved were the 17.10L nours Tralea/Dublin
(Heustan Statier ) passenger train which was stationary
on the Up line and thes 18.50 hours Galway/Dublin (Heuston
Station) passenger train which ran into Lhe rear of
the stationary traln. The accident occcurred at about
21.40 hours.



SUMMARY OF EVIDENCE

4. Fire Station Officer Patrick Mockler was on duty at Newbridge

Fire Station on the evening of the accidant. At 21.50 hours
he received =2 ftelephons message repgarding 2 railway incident
at Moyvalley, Co. EKildare. Shortly after 22.00 hours he
was tald by the Ambulance Sesrvice at Nass Heespital that thsre
had been a railway accildent near Cherryvills. Hes then telephoned
Dublin Fire Brigade 8tation, Tara 3lLreel, and was told there

had ©een an accidenl sl Cherryville znd that the Dublin Fires

Brigade was _under +the impresasion  that the train involwved
was carrying dangerous chemicsals, Dublin [Fire Brigade offered
to provide as=sistance. Together with two Fire Ssarvice

colleagues who were outfitted and sguipped to deal with chemicals

he departed to the accident scene, He arrived at the accident
site at about FE.3Z2 hours. His Fire 8Service colleagues
confirmed that Bhere were na chemicals on either train but
zaid Lhey noticed gas leaking from cylindsrs. Visibility
was 500 to 600 yards. Zome lights were working dimly in
about half the carrizpss on Lhe ex -Tralee train. He =zaw
no lights in any carriage of the ex- Galway tTrain. A man

waearing a high-visibility Jackel and carrying a hand lamp
identified himself as a OLE emplovee. This man did not

appear to be taking any perit in ths rescues gpzrations,

5. Ambulance Driver Paul Kelly was aon duty at Naas County

Hospital. Ha received noklfication of the accident from
Dublin Fire Brigade Just after 22.07 housrs. Mo mantion
was made of a chemical train being invelved. There -was

a follow-up notificalion frem the Gardai &t Kildare sznortly

afterwards. Together with a aollcagpuc e arrived at cthe
accident =ite at about 22.20 hours, e formed ths wviey
that Chey were the [lrst unilformed perszonnal to arrive, Three

or four minutes later the Fire Brigade and the Gardai arrived,
It had been raining and there was a =21ightl mistl, Hie recol.icc-
tion was that the carrigges 1lights in the =1-Galway Lrain

were switched on, There was a smsll of escaping gas,



6, Ambulance Attendant_f!ernard G'Connor travelled Lo The

accident site with Driver Kelly. Weather at the =ile was
hazy. He reachad the peoint of impact of the twe traine
at about 22.35 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 sss any CIE persconnel or anyons wear-
ing =2 high-visibility jJjackel. When approaching the point
of impact he heard a sound which could have been LP®

generator of the ex=Tralese train.

7. Carda RBichard Dawson iz attached to Kildare Garda Station.

On Lhe ewvening of the acecidenl he was on duty. At about 21.50
hours hz received a htelephone call from a woman saying thers
had bheen a train accident at Cherryville. He telephonsd
CTF at Kildare and then departed alone for Charryville. From
the road over—bridge he could see almost to the far end of
Lhe s=zcond train and the wreckage on the south-bound Line.
The colour light signal on the Kildare side of Lhe over-hridge
was displaying &a Green aspecl. He drove along the road
where he met a party of Garda recruits returning to Templemore:
saome of them helpea to control reoad trattic. He reachead
the accident =ite Jjust before 22,00 hours with the remaining
racrults whersa hie organised the removal ol casual tias.

He was aware of escaping gas and was told by a CLE employse

that thers wag & amall fire in the corner of & civriage
of the ex-Galway train. 4 fire extinguisher which he found
on the ocarriage floor did not werk. The Fire was
subsequently exbinpguished by Fire Brigade personnel. The
CIE employee was in uniform. waz not wearing a high-viai-
biliky jacket and was carrying a type of lanvern. Gard=a

Dawson said no one seemed in overall charge at the accildsnt
aita. There was no sign of fog when he arrived at Cherryviile

He noticed fop at about 01.00 hours the following morning,

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

noticed were shatteraed completely.




He walked Lo the signal about 200 yvards on Lhe Portarlington
side of the end of the ex-Galway train and found 1t

displaying a Yellow aspect.

8 Carda Scrgecant Xovin Derrane was At home whan he

gol  a Llelephone call at about 22.20 hours to report

to Kildare Garda Station from where he subseguenily

telephaned =ame of Lhe emergency services, He went
to the accident site gt about 23.10 hours. It was
a clzer night with no feog. Seeing no one in overall

charge he decided to direct the search and rescue cperation
and the cvacuation of casualties. At about 00.15 hours
ne melb a CIE employse wearing a high-visibility jackst
who identified himselt a5 Ticket Checker James Looby

of Ehe ex=-Tralee Lrain, This was Lhe only CIE emplovee
e met at the Zite. Checksr Looby told him that the
ex —Tralee train, with 340 passengers on board. had run

cut of fuel and Lhere was za bit of fog at the tims of
the aceident which was 21.40 hours. Mr. Looby also
said thet he was in the third carriage from +the front
of his bLrain and was pitched forward in the aceident.

1t was at about 01.00 hours the following morning as
he was driving toe Naas that Sergeant Derrane first noticed

Fos.

9.1 B8Bignal and Electrigal Fnpingser P.J. Leahy 1is respons-

ible for Lhe CIE =ipnalling system. He EKpléihE; that
the Centralised Traffic Contrpl (E7C) at Connelly Station,
Dublin, which was commissionsd in 1978, controls s11
railway traffic over 180 track miles of railway, including
Lhe portion of Lthe Dublin to Cork railway babtween Inchicore
and Ballybrophy. He @said that throughout the C7TC area
track circuits detect Tthe sections of rallwsy oocupiled
by trains. This detection is displayed on a graphic
display panel in the GCTG Centre abt Connolly Station
and enables gignalmen conbinuously to monllor the position

af all trains.




Indicator lights on  kthe panel show bhe colour aspect
neing displayed by controlled BStop signals and their
associated Distanl signals, The ¢olour aspects of
automatic sipnals are not shown on the pansl, The
CTC system iz based an allawing only ane ftrain  inte
a block sesciion &t a3 Time. When =3 *train passes 3 Stoap
signal on entering a olack =section the eolour aspect
of that =signal immediately chanpges to ded and the signal
continues to display a Red aspect until the traln leaves
the section. conhrolled Stop signals, which can be
set by the silgnalman to operate In either manual or
automatic modes, are fitted with signal past telephones
(BPT =) in westher-proof boxes, SPT & are also fitted
at two lewvel orossings and at ground frames. tmly
orie  telephone on the 2PT syslem can be ir use  at a
time. Distant signals, which are always automatic
and which azre somelimes reflerred Lo zs Repeater signsls
and are identified by the letter K. have Green and Yellow
agpacts . ™ Distant signals are Distant sirnals for Fules
antd Signalling Hepulations purposas, CTC =icnals are caused

to diselay their most restrictive aspscts by the passage

of Lrains, . pLeahly sald Lhigl Lreain drovers nad reacted
fawourably to the introduction of the UTC system.

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

being confused wilth sion-CIE lightbs,

9.2 A brain rumming from Galway Lo Dublin passes contirallea

Stop signal €Y 153 |(Apperwdix IV) at Portarlinglton which

has an 3SPT telephone. The next hblock secticon extends
from CY 153 to automatic Stop sipnal COY 161, The Tol)ow-

ing bleck seclion is from CY 131 to econtrolled Ston
signal CY 1683 both of which have ZRT teolephones. M.
Leahy was s=atisiied that a Llrain driver approsaching
from Portarlington would not sight signal CY 163 befors

he aighted signal CYR 163.

2.3 In his wview the c¢coleour aspecks being displayed

by signals at the time ¢ the accident were, respectively,



0¥ 161 BRed. CYH 153 Yellow and CY 163 Graen. Mr, Leahy

explained that, with both signals CYR 183 and COY 163
dizplaying Green aspecbz Lo an  approaching Up  traln
sipnal CYR 163 would not change to Yellow wuntil the
train reached a Lrack cireuit just beyond it and Chat
signal CY 162 would not change Lo Red until the Train
had actually passed 1t. Whenn the train had cleared
the section ahead both €Y 163 and CYRE 183 would return
o Green simultansously. A Distant signal at Yellow

indicates Lo drivers that the BStop signal ah=sad is at

Danger. When a train is anywhere an the Up line hetween
signals €Y 161 and CY 163 signal CY 161 displays a Hed
aspect. Mr, Leahy sald that the distance agf 1,8BO

yards between signals CYR 163 and CY 163 was btased on
the braking distbance for 90 m.p.h. running and allowing

for the gradient on that section of Lhe railway.

9.4 Mr. Leahy underslood Chat at the time of the accldent
the telephone at signal C©Y 161 was defective due Lo

an intermittent fFaultbt and thet the tfelephones at signals

C¥ 163 and CY 190 were working. The signalman at Connolly
CTC  carnnot  himself check that the SPT felephones al
signals are in working order. Mr. Teahv agread that
Rule 55 permits a driver fto pass an aulomatic signal

digplaying a Red aspect with extreme cautlon when The
SPT telesphons is oubl of grder.

When a driver passes & Stop
signal al Danger as provided for in Rule 55 the Distant
Signal ghead has no relevance for him. While the durty
signalman would be aware {from £the CTC pg-aphic displs;
panel at Oomnelly Station that the ox -Galway train had
entered the same s=scticon as® the ex-Trales ftrain he coula
assums that the ex -Galway train had dons =0 in compllanoce
with Ruls 55,

9.5 The ingtallation of =2 new radic communications
aystem on CIE locomotivedia in progreass, A piiot radio
sygtem was installed in about ten per bt of CIE's loco-
motive fleet in March 1979 and was taken out of =ervice



shortly before the accident. The withdrawal of the
pilot radic scheme from service was not formally notified
to ftrain drivers, The decision +to 1install the nEw
system was Laken in July 1879 and a conlract was placed
in March 1981, Mr. Leahy W85 of the opinion that if train
radios had been in operational wuse on 21 Aupust this
accident might have 5zen avoided. CIE is also presently
installing =2 Continuous Automatic Warning System (CAWS)
on their locometives whieh, in certain circumstances.
will aulomaticelly activate a traire brakes unless a driver
takes positive action to acknowledge a warning. Mr.
Leahy thﬂdght it unlikely that the dpriver of the ex-
Galway train could have mistaken the red oil tai? Lamp
on the rear end of the ax-Tralee train for an electric
colour light signal, The old semaphore Distant signal
that was replaced by signal CY 163 was positioned abeout
forty fest above ground level, Mr, Leahy did not think
that this was to kKoep the signal above local ground-—
fog conditions, Insofar as he was aware the design
of the CTC signels did not take account of local weather
patterns.

9.6 Mr. Lezahy did not know of any L£IE Rule requiring
trein crews to  earry

track ocircuir clips wnor had he

cu

knowledge of a Lrack eircuit clip that would wark in
all eircumstances, He was aware cthat 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 asccident.
These clips short-circuit runnin ralls in the same
way a3 a train and they automatically ensure that the

protecting signal displays a Danger aapaect,

9.7 Maintenance of the OTC signalling system was extremely
goocd and the budgetary provision was adequate {ar this
purpoge. There are more than eighty-z2ix line-side

gignal post and emergency telephonss in the CTC area.



Tn addilicn to seven signal maintenance personnele the
Fermanent Way personnel who paztrol the railway three

times weekly alsc check line-side telephones.

10.1 Train UJriver Thomas Collins had been driving

diesel locomotives for the past 19 years. On the day
af the accidenl he reported for duty at Trales Station
gt 16.15 hours. He was In possession of a high—isibility
Jacket which, under a CLE instructicon, should be worn
when drivere leave their locomolives away from stations.

His train was made -up of a General MWMotors Class 071

locomalbive, No, o749, nine passsnger  carriages and a
van. He departed from Tralee at 17.15% hours.

10.2 Uriver Collins did not recollect if locomobive
No. 0789 was fitrted wilh =z radio. He had previously

drive n Class a7l locomotives that were titted with

radios. Thars was a CIE instruction that radios should
be tested when Up trains reachad Porbarlington. M.
Collins remembersed =z 1979 Weekly Jircular dinstruction

regarding the wuss of train radios but 4id not recollesct

seelndg any notioes ferminaling use of those radios.

10.3 Wnen ecarrying out the pre-departure checks at
Tralee Driver Collins faund sverything in ordar. Class
071 lacamotives have ons fuel tank which is= fitted with

Lwo external fuel gauges. Belors departing from Tralesa,
Mr. Collins did not receive the make-ug =nd weight of
his train from Train Guard Coughlan. Claze 071 locomotives
use about one gallon of fuel per mile in running.
After departing from Millstreet the laocomotive culbl out.
Mr. Collinsre-=el  +the gverspeed safety device, iszclated
the '"deadman" control and proceeded towards Mallow with
Checker Taooby in the locomotive rab as a "second man'.

When slopped at Banteer he had explzined the position
to Guard Coughlan who was then in the first carriage
behind the locomolive. The train arrived in Mallow
ghout 20 minutes late, Mr. Collins told Acting Traffic
Inspector Dempsey that he needed a replacement laocaomative.



Tnapector Dempscy told him to take Class Q0L ("A" Class)
locomotive HNo., 0049, This locomotive had no radio.

He examined the locomotive's log c¢ard for reported

defects. He rnoticed that locomotive No. 009 had come
from Waterford. Triver ©Collinse said ne carried out
the parlial preparalion of  [he replacement locomotive

)

in accordance with the instructions in the Drivers Manual,
This partial preparaltion does not  reguire dreiveras o
check fuel contents gauges. If the fuel tank were

full  leaving Wabkerlord thare  would The adeguate ITuel

to reach Dublin. Class (01 locomobives have axternal
fuel gauges which cannot be read from the cab. Two
weeks alber Lhe accident when Mr., Collins wes again

driving locomotive MNo. C089 he found its fuel gauge to
be unrelisbls,. Driver Collina said that before leaving
Mallow he did not discuss the guantity of fuel in Lhe
tank with Inspoctor Dempscy. The contents of fuel

tanks are nol recarded on locomotive log carda.

1, 4 When  the replacemant locomotive was coupled up
the ex-Tralee Lrain degparbed from Mallow alb zbout 19,30
hours, which was 31 minutez lats. The tTrain was still
31 minutes late departing from Thurles,; the last secheduled
stop before Dublin, All sipnals alter Mallow displayed
Green aspects when Driwver Collins first sighted them. AfLer

Monasieresvan he noticed that the tone of the locomotive'®

gfgine changed. Between =signzls UYEH lﬁl and
CY 161 the engine ecut out =snd ths Trein ‘coastad’ for
aboull Lhree gquarlers of & mile. Ille esslimabted Lhat
hi= train stopped at about 21.3% hours. He hat hopsd
to ‘coasst to gignal CY 183, He had no difficulty in
eighting =ipgnals. There were wisps of fog a couple
of feet high over the adjoining filslds. He 1is familiar
with the Tralss to Dublin route. Regarding the Up

signals near where his train stopped hes sights signal
CYR 163 heforsa sighting aignal CY 163. Heving carried
out scme preliminzry checks on his locomobtive Mr, Collins
walked back alongside his train =zand melb  Checker Looby
and told him he thought the locomotive had run out of



fuel. Mr. Collins continued alongside the train until
he met Guard Coughlan who was in the sixth or seventp
carrisge wack [rom the locomotive. He <tTcld him that
the locomotive hnad run oul of fuel. It was agreed
that Mr. Callins would go ahead Lo Signal CY 163 to
telephone for assistance whils fGuard Coughlan protected
the train in rear in accordance with Rule 188 [Appendix
V. First, he rcocturned Lo the locomotive, made a further
check and deeided 1L was suffering from fuel starvation,
even  though the engine was sbLill running idle. He
then collected his detonators, carriage kKey and high-
visibility Jacket and procesded Lowards sipnel OY 163
at aboul 21.4% hours. Since leaving Mallow Triver Collins
had known that an ex-—-Cork +train was following and he
had remarked to Guard Coughlan that the ex -Cork train
might Bbe instrueted Lo push their tftrain to Kildare.

He was about 100 yards or more shead of his locomolive

when he heard a locomot:ve approaching in rear. He
turnsd  around and from the Down ine directed his red
henc lLamp  in Lhe direction of Lhe approaching  Lrain,

Withi~ cesconds he saw 1ts searchlignt and heard a bang.
He could nat be certain that he heard the sound of deton—
abtors exploding. Az Mr., Uollins was aware that the
21.10 ex-Duklin Lrain was duc shorlly on the Down line
he rushed Lo protect that Jine in accordance wilh Hule
180. He placed dstonators as far as signal CY 190
which is sboul =2 mile furthar along zhe railway and

12 past Cherryville Junctign.

10.5 Mr. Collins =said he went to use the SET telephone
at =signal CY 190 but got no reply. All he heard was
a sound similar Lo radic static. He then remembersad
the emergency line-side telephone zat Cherryville Junaction,
ran back fo it ant made contact with Connolly Station
CTC. This ftelephone was also defeclive in that conversa-
tions wers interrupted. He tried the telephone at
signal CY 190 twice more and on the <second attempt
got through to CTC. He returned to the emergency telephons
where hig conversalion was again interrupted.




12

He =subsequently used the SPT telephone at signal CY
1643,

10.6 He was lasl examined in the Rulss and Eegulations
in March 1983 and about 12 months agc he had attended
a refresher course in Rulez and Repulations for guards
and drivers, In the past, with a Signalman's permission,
he had passed a =ignal displaying = Red Danpar aspect.
He had never passed a slignal =t Denger without = signezlman's
permission,

11.1 Ticket Collector James Looby wazs 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 lacked carriage.
After leaving Killarnsy Mr. Looby opened the locked
carriage =o that passengers could walk along thes train
into it Bbul the cgarrizgs's cuter doors wers still locked,
When the train stopped a=z it approached Millatreet he
went into the locomotive cab as a '"second man! and remained
there unblil the frain reached Mallow. After Mallow
he resumed ticket colleclor duties. There were 337
pasengers on his train which had ggating accommodation
for 504, Inspactor MeaCarihy assistesd him to cixllect
Pazsengers' Lickets. He was szitling in the carriage
between the buffet car and Lthe boiler and generator
ven with Inspsctor MeCarthy and Guard Coughlan when
the train stopped near Cherryville.

11.2 Mr. Looby =zaid Lhat when he looked out on  the
right-hand =side of the train he noticed a light fog
or mist and alsc the glare from a Gresn signal in the
distance. It was then about 21.40 hours. He decided
tc walk through the ztrain to <ths front carriage whears
he got out and met Driver Collins who told him the lacao-
motive had run oul aof fuel, He got back on the train

and started to advise paszsengers, carriage by carriage,
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of the reason for the delay. Ha wa=z in the third carriage
Lrom the locomoblive when hie trzin was sthruck. This

was about Thres minutes after he had spoken fto Driver

Colling. When he =saw what had happensg he appealed
for mediecal assistance and +tTried te econltreol paszsngers
who had cstepped down on Lo the t€rack. He then ran to

signal CY 163 to telephone CTC, Cennolly Station. As he avproached

Lhe =ignal he met Uriver Brady of the =z2x-Galway train
who s5aid he had slready informed OTC of the accident.

M;. Looby telephoned CTC at about 21.50 hours and then
returned ta his train.

B I e Frior to the accident the Internal lights were
not working in the third earriage from the front of
his train. After fthe ageocident the train was In total
darkness apart from battery-powered emaergency  lighbting

in one carrciage and Lhis was very dim. Mr, wooby Aassisted
in organising the removal of casualties. &t about
23.4% hours he met  Mr.  Walsh, OTF Ti=ztrict Manager.

This was tThe firgt CLE person he had seseen at the accident
site apart from the Train crews. He overheard s Touriat
gaying he had seen a stoulb man in wuniform throwing flares

along the track.

11.4 Mr. Looby holds certificates for both guard and
Fignalman duties. He was last examined 1in Rules and
Nagulalions egarlis=r in 1983. [l= lhad ne Lraining in

the use of tirst-aid equipment.

12.1 Train Guard Jchn Coughlan was the gusrd on the

17.15 hours ex Tralee train on 21 Aupust. He was First
appointad guard in 1951 and is lamiliar with Lhe Tralee
to Dublin route, He was on a 1lZ-hour roster on the
day of the accident having already acted az pguasrd on
the morning Leain Lrom Dablin, He reported back to
Tralec Railway Station at 17.00 hours. Before the
train departed he checked the maks-up of his train but

did not advise Lthe driver of the load and make-up,
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a5 required by Rule 124, He intended to do so at a
station-stop during the Journey. Aefare departing
he had also checked tLhe vatuum gauge and the tail Lamp-
and found zoth sabisfactory, Mr. Coughlan was unaware
when his trsin departed Tralee Lhat the carriage between
the dining car and the bailer and generator wvan was
lacked., The train's internal lights wers switched on
at Trelse and Mr. Coughlan was satisfied that the lights
werse working in azll carriages. Ihere were compartments
for the train guard in hoth the boller and generatar
van which was al the rear of the Lrain and in thea LChird
carriage Trom the front of  bhe train. A1l wvehicles
in his Lrain were aporoved fop running at the maximum
permilted line speed of 75 m-3.h. He had never been
Lold that any wehicles an arny o his trains were speed
restricted,. When ths train slopped afler Millalreet
he spoke te Driver Collins who told him there was troubls
with the engine and that Checksr Looky would be in the

cab as a "sscond many .

12.2 While Guard Coughlan saw the replacement locomotive
being coupled up at Mallow he 2id not discuss this with
anyone, He was aware that BRule 138 States that a2 train
is under the control of the guard bul he was unclear
as to the extent of the control which pusrds exercise

cver Lhe running of trains,

F2. 8 After departing Mallow Mr. Coughlan went inLao
the carriage belween the buffe: car and the boiler and
generator wvan and sizyed therse until his <tCrain stopped
at Cherryvilie. He remained there because there ware
not. many passengers in Lhat CATriAage, While he agreed
that a guard has dulies in relation t¢ the train brakes
he felt he was close encugh to the van 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
see any =ipnal ahead. There was a glight haze or fog
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towards Cherryville Iunetion. It was olear at his
end of the ftrain. A minule o Lwo after Checker Looby
left +the carriage Guard Coughlan lcocked out the right-
hand side and saw Driver Collins approaching Gbetwasn

the two tLracks. Mr. Coughlan walksd through the ftrain
to the carriage beyond the buflfel zzar and sapoke fto Driver
Collins who said he would either have to get & replacement
engine or get a push from a Lrain in reaar. Mr. Coughlan
was Lo protect the +train in accordance with FHule 188
(relevant extracl Agpendix V). He went back to the

carriage where heo had been sitting and collected delonatora

and a hand lamp. Tnapector Moalarthy who was also there
said that if the tail lamp was not lighling - he
wr;;..uld light it. Thay hoth went intc 'l:lhe boiler and
ganerator wvan, gok down oo bo the perganent '.r.'él:f__ and checked the
tail lamp whieh they found Lighting. Guard Coughlan
then =saw the headlight of &n approaching locomotive.
He walked as best he could alongside the track and away
fraom his Lreszin, He thought the approaching locomotive
might &tz coming to render aszistancs. He had put down

two detonators, the =scond one about 100 yards from
hi= stationary Lrain, when the approaching locomotive
passed him. He thoughl bolh detonators sxploded. e
was certain hs saw one flash. He had niot used his
hand lamp to signal Lo Lhe spproaching locomotive because
if it was an assisting train the detonators would albract
the driver's attention a&ooner. At no atage ‘did he
wave his red hand lamp. He thoughl Lhat only the loco-
motive and two carriagss passed the spot where he was
standing. He remained thers for 15 to 20 minutes alter
the erash and then crawled wulsgr ons of  the carrisges
on Lo the Daown line. He was in uniform but was not
wearing a high-visibllity jacket, Mr. Coughlarn knew
that a CIE Rule reqguired him to have = high-visibIlity
jacket but that TRuls 4id net say when he should wear
it. He assistsd the guard ol Lhe ex—=Galway train o

1
extinguish & small Ffire in the trains buffet car.



After the accident the only 1lights working on the ex-
Galway train were Lhose in ths thoiler and genarator
Varl.

=t

2.5 Mr. Couphlan had been on irzine that had stoppead

k]

way from stations and where drivers had used signal
pest telephones {(327-g). He 2ould recollect one occasion
about eight to ten years ago when. in daylight, he protected
a Lrain that had failed in the ssclion between Porbarlington
and TFortlaoise, This prolection included s=tting detona-

tors at a gquarter, half and one mils in rear of his
train. FHe bad o Lrouhle on that occasien walkinc on Lhe

Lrack and =since then he had not again walked on the trzck
mtil the nioht of the accident. He preferred to walk
beside, rather than on, ballast but atb Cherryville he
nad to walk partly on the ballast because of the embankment
and conscguernlly he had Lo walk slowly. Fuard Coughlan
had only once previously fixed a delonzator, of +the type
currently in u=e, to a rail. He had never previously

needed to use = lamp whan walking on the Lrack.

12.6 He had albtended refresher courses Tor guards in
the FRules and Signalling Regulations. He was last
examined in the FRules four toc Tive weeks prior to  the
aocldent. e had no instruction in Lhe use of SpT
telephones nor had he ever used tLhemn. He was unaware
thal there were emergency line-side telephones in addition
to tha SPTs. About Five or six years ago he attended
a leclure on the use o0t the first-zic cquipment whiech
train guards are reguirad Lo have with them under Rule
129. He had nesver besen told which CIE employee
was to be in charge on the ground in the esvent of a
train sceident,

12,7 Mr. Couphlan teld fthe Investigation that curing
1882 and 1983 he had received medical treatment for
hip disorders, He resumed duty in Mareh 1983 and zubssa-

quently had no difficulty in performing his duties,



13.1 Chisf Ticket "Inspector John MeCarthy who retired

gince fthe aceident ELold Lhe Investigation that he had.
held +the post of Chief Tickst Inspector for aboub tLen
years. Farlizr in his career he had acted a=s guard
on goods  traing and as a2 signalman. Un  the morning
of the accident he worked the 10.10 hours ex- Dublin
passenger train to Mallow anmd a eornecting Lrain to
Tralee. After a lunch-break he reported Tor duty on
the 17.15 heours ex-Iralee passenger train. Mr. McCarthy
remembered  that his Frain sinppad  ocutside Millstreet
and that the Lrain's Jlocomotive was changed at Mallow.
There warsa 337 paszcngers on bhoard  alfter Thurles,
Lights were not working in one carriage. When the
frain was somewhere between BRallybrophy and Fortlaoise
he Jjoined Guard Coughlan in L[he carrizge hetwesn the
buffet car and Lhe boiler and generator wvan. He could

ncl reccllect if Checker Looby was already bhere.

13:.2 Wher Lhe train stopped near Cherryville Mr. MocCarthy
looked out a left-hand window and saw =2 Gresen sighal
ahead. Hiz initial =zssumplion, based on past experience,
was  Lhal the train had stopped at a Red signzl, that
the driver had telephoned Lhe CIC signalman at Connolly
Srtation and that the =ignal had elecarcd to Gresn el lLhesr
whnile tThe driver was telephoning or while he was returning
to his locaomotive. T reflection Mr. MeCarthy realised
that Lhe Green signsl was further away than he had first
envizaged. When he lTooksad = s=2ccnd Lime from the samne
windoew he could not see the Green signal and he assaamed
it was hidden bty a patch of fop. Mr. MeCarthy stated
that when he and Guard Coughlan looked out from one
of ths righl-hand windows, they saw a person whom he assumed
to be fthe train driver ccoming Lowards them. Duard
Coughlan walked up throusah the train and on returning teld

Mr, McCarthy he was going teo protect the train in rear and that he antici-
patad he would meet the ex-Galwsy train which he would pilot to his train.
Guard Cocughlan then went te tre wan to collect his Fit. This
wasz eight to ten minutes after the train had stepred.



He did neot receolleclt sesing Guard Coughlan carrying
2 lamp.

13.3 Mr. MeCarkhy followed OGuard Coughlan from  the
train and by way of & double-check he examined the tail
lamp which hs found fo be lighting normally. The tail
lamp was mountsd aboul Five feet above ground lsvel,
He next saw Lhe two marker lights of an approaching
locomotive, At thabt stsgs Guard Coughlan, who had
moved off guickly. was about 100 feel away. He thought
this was two or Lhree minutes after they had gol down
orita  the track. The approaching locomotive's head-
light was then switchead on for a short tinme. Mr. McCarthy
interprated this =35 the actien of a driver who had an
instruction from the CTC signalman al Connolly Station
to help = train n==ding assistance. There was no sign
of fag between zhs stationary Lrain and the approaching
locomobive, '8 re-boarded nis train.

13.4 A short time later while ne was =Lill ‘n the hoiler
snd generator van ns heard at least two detonaters explode.

He Gthought there was & very short Lime intarval between

the explosions. He did not recollect hearing the sound
of 8 locomotive hooler. Ha next saw a locomotive breaking
through the van's sIiructurs. I'he inkerior lights failed

and the wvan was pushed farward in the Dublin direction.
Mr. MecCarthy sustained severe Injuries and was trapped
in  wreckage whers he lay  undiscoversd  Tor about  one
gnd a half hours.

1345 Mr. MWMeCarthy stated that to his knowledge there
is no specilic CIE romalaticn saying what actions should
he teken when the lights in a carriage are unaerviceable.
Mr. McCarthy wssz not supplied with a high-visivility
jacket. While in his view Lh= main purpoSe of & train's
Lail lamp i3 to show that a Llrain is complete 1t can
also act as a warning light on a disabled train. As
he had seen no notification that the Lrain radios had

heen withdrawn from scrvicse he had aszumed there was



a szrvicesble radic on hiz train. He had recently

ettended a lecture on first-aid,

14. Head Catering Attendant James Mullins renpcrted

for duty at Heusicn Station at 08.30 hours on the morning
af the accident and worked on the morning train to Traleae.
After a short lunch-break he reported back for duty
o the 17.15% hours GCrain from Tralse to Dublin. He

was aware that his tTrain's locomotive had Tailed bhetween

Tralez and Mallow and thsl il was replaced by & redief
locomotive al  Mallow. When the train stopped near
Cnaprryville " Mr. Mullins was checking Lne  bar stock.

Cuard Coughlan. wiht:  walked through the buffet car

at. & normal pace, told him the +ftrain had broken down

and that he was going back along Lhe track. Mr. Mullins
comtinued checking stock. He next hecard what he Lbhought
was one detonator cxploding. Thiz was followed bp
2 beng and Mr., Mullins felt an impact following which
Liiz interior lights were cxtinguishsd, After the impact
he fround himselt uwnder anclher carriage and; although
injured. ne was zable to free himazelf. AL Lhat stage

nhe pecams aware that pgas was lesking from the cylinders
that supplied ths bufllfel car cooking units. In general,
pas  1s used for cooking purposes in older vullst cars
while electricity is wused in modern cars. He had never

baan shown how individual gas cylinders could be iaolaled.

15, Train Driwver John Coller said he had driwven the

18.45 hnoeurs Cork Lo Dublin train on the day before Lhe
accident. The train was hauled by a Class 071 locomotive
and while Mr. Cotter did nol recollect if a radic was
fitted he would be surprised if one were nob Citted
because of the notification 1in the Wsskly Circular in
March, 1974, Ha passed Cherryville Junction at sbout
21 .38 hours, Mr, Lotter 1is familiar with Lhe route
and he sights signal CYR 163 before seeing signal CY
183, Thers iz no extraneous lighting in the area to
confuse a train driver's sighting of signals. The
road overbridge between signal CYR 1632 and OY 183 does
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not oh2lrucl the view of =signsls ahead. He had often
used =ignal post Lelephonss and apart Trom one instance
had found them in working order, On that occasicon
he had proceeded, with caution, past a signal displaying
a HRed aspect, 1T he were proceeding with caution at
night he would normzlly use the locomobive's head ~1ight
and 1f, because of fog, hsz had to processd without the

head-light he would uze exlreme caution.

15. Depotman John Heaney was relisf signalman al Bally-

brophy on thﬁ evening of the collision. Whnen the 17.15
houra ez  Yralee train passsd  through Ballybrophy at
20.568 hours he nobified CTC, Connoily Slalion. Mt
Heaney always checks that passing trains are completea,
While he did not wecollern if the ex -Tralse <fraints
tall lamp was lighting he aszsumes, hbecause he had nol

noted olherwise, that averylhing was in order.

1.7, Train DOriver William Farrell took ovar the 19%.00

hours Westport to Dublin Lrain at Tullamore on 21 August.

He departed Tullamore st 19.56 hours. After stopping
al Porlarlington he had a clear run to Dublin. He
wazs scheduled to pass signal CY 161 at 20,26 hours =nd

Cherryville Junction at 20.30% hours. He sights signal
C¥YR 163 ahead of zipnal Y 163, When pessing Lhe gccoident
site area he had noticed wisps of fog over the fislds
adjoining the razilway. Driver parrell could rascecllect

three instances when he was stopped by signals in the
CIC area and had Lo uss 3FTs, Cr wone ogcasion the
telephone was working and the Lwo occasions when  the
telephone was neot working related to the 2pPT at signal
CY 190, He hneard subsequently that the most recent
of' these Lwo failures was the result of lightning damage.
He did nect recollect if the Class €71 locomotive which
he was driving on the day of the accident wss filLted
with = radio. He had used the train radio system previous-

Ly,
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18. Train Driver Robert Healy sald that on 21 August

after carrying oul Lhe pre-depsrture checksz he hsd driven
the 18.50 hours ex -Galway Itrain as far as hthlcne.f
There were noc delscts for entry an the locomotive Ileg
card. Mr. Healy could not recocllect if the locomotive,
a Class 0V1, was Tittsed with a radio. He subsequently
drove Tthe 18.15% hours ex -Dublin train from Athlone to

Galway.

19 Depotman Michael MePhilbin who holds & guard's

certificate acfted =23 guard on the 18.50 hours ex-Galway
train as far as Athlone where he Jjoined the 18.1% hours
gx-Dublin train and returned to Galway. Hefore leaving
Galway Mr. MePhilbin had given his driver details of
the make-up of nis train which consisted of a locomotive,
six carriagss, a kitchen czr and a boiler éﬂd generator
van, Hefore leaving Galway he had 11t the tail lamp.
The Jjourney to Alhlone was uneventfual, Mr., McPhilbin
obtainsd his ‘'euard's certificate five years age and
has 2ince bheen examined once yearly in Bules and Signalling

Fegulations, [le has never abllended a relresher course

in the Rules and Regulations.

20, Ticket Upllsctor Christopher llession who  holds

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

Lrain was carrying 277 pazzengers when it departed from Galway.

Cne of the =ix passenger carriages was locksd., Tha
locked carriage was opened hbefore the traln reached
Athenry. The rnumber of pesssngars Akoerd deperting
from Zallinasloe was 344, He zlighted at Athlone and
returned to Galway on the 18.15 hours ex- Dublin train.

21. Porter John Ncoccne was acting =ss asslistant ticket
collector on the 18.580 hours ex-= Galway train' as far
as Athlone. Ile holds a guard's certilicate, lle returned

to Galwey on the 18.15 hours ex-Dublin train.



i Depotman Alberl Henchy was acting as relief zignalman
at Tullamore on the evening of 21 August. lHis duty
hours that day wezre from 07.00 to 21.15 hours. The

1B.050 ex- Calway train arrived in Twllasmore =L 20,52
hoursa, Wierr ik lefl he signallsd its departure to CTC

Connolly Station. As the train passed fthe signal cabin

Mr. Henchy checked Lhal il was fitted with a lighted
Lail lamp.

23, Catering Attendant Cornelius O'Leary reporbed

for duty to Heuston Station at 02.00 hours on the morning
of the accidenlL and worked the morning train from Dublin
to Galway. He was hack at Galway Station al 18.00 hours
for the relurn journey. The only train crew member
he spocke to during the Jjourney was fthe assistant ticket
collector. After leaving Portarlington there was only
cne customsr in the kitchen car and asz the Lkitchen ear
lightz wers failing he decided to close down. He was

in the process of cleosing when he waz thrown forward.

Certain itemz of cooking equipmenl were dislodged by

an  impach. e =melled escaping ges and told Cuard Coughlan
of the ex- Tralee train. Ten or TiTtesn minutes Ialer
he noticed 2z fire in the kilkchen osmee, He thought the
kitchan car wak Lhe fourth wehicle behind the locomotive.

He hezard nothing wuaual before the Impacl. After
the impact the eax -Gslway Lrzin was in darkness apart
from very dim lights in the kitchen car. Mr. O'Leary
remembered that his train had =iopped outzide Portarlington

but he could not esatimale Lhe length of that stoppage.

24,1 Train GCuard James Flynn told Lhe Investigation

that he had worked zs pguard on passenger  trains for
Lhe past =even years. He iz familiar wilh Lthe Dubklin
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 GCalway train ss Fer as Athlone., Before departing

Dublin he had given his driver the maks-up of the train.
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Apart from a carriage key.he had all the equipment and
documents lislbed in HRule 129. On arriving in Athlone
he changaed to the 18.5%0 hours =x- Galway tTrain. Eefore
entering the guard's compartment in the beiler and generator
van at the rear of ths train he checked that the tall
lamp was lighting and whan hs entered the van that the
breke wvacuum gauge reading was szalislzactory. Hiz train
crossed the 18.40 Dublin to Westport train at Clonydonnin
md after a =zcheduled =top at Clara nhiis train arrived at
Tullamors. At mnone of thess stops did Guard Flynn
notice anything unusuzl aboul Lhe Lrain's braking action.
Between Tullamors and Portarlington he assisted the
ticket checker +tuo counl Lhe passengers aboard - there
were 374 When the Train made ibs scheduled atop at
Dortarlington Slation he did not sss any gther frain
theare. It was dusk whern the Lrain departed from Peortarling-

ton & 21.19 hours.

24,3 The train proceeded very slowly to Starting signal
G 153, Insofar as Mr. Flynn could remember it may
even nave sLoppad  Chere. The +rain then moved-off
and ran normally until it stopped al Signal Y 161 which
waRz at Tangar. When the train was stopped for about
five minutes Mr, Flynn, whis was in the rear van, decided
Lo wallk through the train to discuss the posilion wilh
the driver. When he had raached the sSecond carriage
from  the locomolive he looked oul and =z2aw the aignal
2till displaying a Hhed aspect. He then heard the looo-
motive's hooter- P2 leaned out of a window and displayed
a whits light %o the driver. Ue heard Lhe locomotive's
hooter sgain and the train moved oIf. Mr, Flynn knew
that 1in certain circumstances under FRule 585 (Appendix
VIT), a train driver is permittsd to pass an automatic
Stop signal ab Danger. He noted that the train was
stopped at signal CY 11 from 21.28 Lo 21.37 hourd.

24.3 Mr. Flynn continued to look sut through a window on
the left-hand side of ftThe second carriage beghind th

o

Tocomotive. He thought Lthe train was Lravelling at
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about 2% m.p.h. When he saw Signal CYR 163 1t was

digplaying a Yellow aspect. He thought the train's.

speed did not change as it pazsed signal CYR 163,
Ha next zaw a pezrson beside the track. Because it
was dark he could not say if that person was wearing
a uniform nor did he notice if he was carrying a lamp..
He tThen heard two detonator explosions followed very
ghortly hy [he dimpszcl, He tThought the frain's speed
had not altered up to *the time he hesrd Lhe detonators.,

He had not seen the nexl sipnsl ahead. While he noticed
a fog about, two feet over the begland bezide the track

he was not aware of any fog on the track.

24 .4 lmmediately after +the dimpsct Mr. Flynn left the
carriage and ran forward Lo check if the. driver was
all right. The driver who was =2till in the locomotive
cab came out ontec the locomotive's cal walk. Mr. Flynn
told him to protect the Down line while he, Mr. Flynn,
would protect the Up line. Mr. Flynn, who had his
lamp with him then ran te Lhe boiler and generstor van
to ecollect delbonalors which he placed on the line at
a4 quarter, a half and cne mile In rear of his train.

While going back tGo prolect his train he noticed fog
over the adjoining bogland but not on thes Lrack. He
then returned to the accident site +to assist in  the
rescue work. He Lhought it took him about twenty minutes
to go out and place the detonators and to return to
his train.

24,5 Guard Flynn smelled leaking gas and asked Ticket
Checker Mason %o clzar passsngsrs away from the kitchen
car ol the ex-Galway train. Guard Couphlan, told him
that there was a Tire in Lhe kitchsn car. He entered
the car and, of three fire extinguishers lying on the
floor, the first two he went to uss were empty. At

that =taps, being overcoms oy escaping gas, he left

i}

the car and tried te read the gas c¢ylinder contents

§

gauge bul was unable to do =0 hecause 1t was covered
with dirt and geit,

e il

R e -



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

Some c¢ivil defence rescue worksrs then shut off the
pas osupply., The [Firgt twoe fire extinguishers <could

have heen discharpged as a result of the impact.

746 About two hours after the accident he met the
CIE Diskrict Manager and the District Inspector. Frior
to meeting them he was net aware ol any CIE amployes
being in owverall charge at the zceident site. The carrisge
lights had nob been lighting in  the carriage nearest
to the locomotive. He became aware of this when he
waz counting the npas=zengers aboard. Az a raszult of
the impact the lights failed in all the remaining carriages
apart from the boiler and generator van - Some - fluorescent

lamps were knocked Mrom Lheir Fixinga.

24.7 Iin the deys before the accident Guard Flynn said
that from Monday throuzh to Friday he worked ths Dublin
to Cork nipght mail az far as Limerick Juncticn returning
Lo Dublin on Lhe following morning at  (03.15%  hours.
On tThe Zaturday bDefore the accident he was on  duty
between 16.30 and 23.10 hours and on  the day of the

accident he reported for duty at 16,20 hours. Mr, Ilynn
gsaid 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 Repgulationa in Octoher. He attended
a esimilar course about ffive years =sarlier, Although

he had net been given training in the uze of line- side
signal posl (SPT) or smargency Lelephones he had frequently
used the FPTI's but h= had never wed an emergency tele-—
phone. He had not been pgiven training in the uze of
fire extinguishers ar of A pluard's firgt-aid kit.

While he wWas aware that Rule 138 =#tstes gach {train 1is
under the control'ef 2 guard he felt that. in general,
the guard's role is becoming less  imporsbanl snd that
more respomsinility is being given bEo drivers.



He thought there was no CIE Rule listing checks which atrain
puard should carry aut when he takes over a ftrain in

mld-journsy.

2RL1 Train Uriver Peter Brady gaid that he had bDeen

= Tulltime driver of diesel locomotives since 1967 and
that he was fTamiliar with the Dublin to Galway route.

He had worked every day 1in 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.
on the afternnon of  Sunday, 21  August he reporbed  to
Connolly Station =at 16.15 hours and having collecled

a lecomotive in Inchicors he drove the 18.15% hours Dublin,

Heuslan Station. +r Galway passenger train. Gefore
geparting from Dublin the  guard had given him the make-
up of his Lrain. The locomotive's Lop cara did not
record  any delects. ur. Brady checked Lhe fuel arcl
watar, the brakes and the safety contrcl and vigilance
eguipments. The locomotive was fitted with an unserviceable
radiao. On previous oocasions he had found -adics unservice-
able. When he had a serviceaples radlo on his Locomotive
he had alweys checked 1t. He arrived in Athlone one

to two minutes oehind schedule.

25.2 He Lhen took owver the 18.50 nours Galway bo Dublin
passengar train  which was dus to depart from Athlone
at 20.08 hcure. The locomctive on this Lrain was Mo.
086 and it was filted with =z radioc. Mr. Brady boarded
the Jlacomotive and ~hecked the hbrakes and the salety

control and wvigilance egquipments. He did not meet Ehe
driver who had brought the train from Galway. Tha journey
from Athlone Lo TFortarlingich Was nneventful . The laco-
motive's spceodomeler was working. Mr. Brady WwWAS Aawars

af +the Operating Instruactlions for the Radio Telephones
in the CTC Centre, Connolly Station, and on ths mainline

locomotives ismsued in the wWeekly Circular for Ghe week
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ended 24 Mareh, 1878, On Lhis occasion he did not
cheek that his radioc was working when he arrived at the

poundary of the arca covered by the radio aystem.

25,3 As  the Tortarlington Homs Sipgnsl, CY 147 was at
Danger Driver Brady stopped nis ftrain and having unlocked
the telephons housing used the signal post telephone
(8PT) +to telephons the signalman in  the CTC Ceantre at
Connolly SLation. He iddentified himself and was told
the ex= Trales +train was running late. Afler about a

minute the gignal turned to Yellow and he proceseded into

the Station. When a train iz standing al Lhe Portarlington
Station platform; drivers cannot see the Up Starting
Signal, CY 153. Mr. Brady moved hisa train slowly from

the platform and when hs first sighted =ignal CY 153
it waz showing a Red aspecl but as he brought his train
to a stop the 8ignal shanped to Green. He assumed that
the aspect of signal ¢y 153 did not change to Green until
Lhe ex-Tralaze traln passed sipgnal CY 161. He then set
out at normal speed, When hs sighted signal CYR 161

it was =showing a Yellow aspecl. Fe reduced specd
and gtopped at =sutomatic signal COY 161 which was showing

a Red aspect.

25.4 Mr. Brady said that he found the SPT telepnhane
neusing at signal OY 181 closed but unlocked. ‘He made
four or five unsuaceszful attempts to telephone the CTC
signalman. As there was no zound of any kind from the
telephona he assumed it was "dead". He had never previously
experienced an SPT that did not work. WM.

Brady knew that ths nearest 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 processd past signal
CY 161: while il was Ht{ll displaying a Hed aspecb:s in

accordance with +the provisions of Rule G55, clasuse (g}
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(Appendix VTI). He had never previously had occasion
to proceed under this FPFule in the CTC area. Before
maving off he was unsuccessful in four or five furthe;
attempts to telephone CTC. Drivers had been told some
vears previously fthat in the svent of a telephone failure
they should wait only Lhree to five minubtes at a =ignal
displaying =z Red aspact. Mr, Brady =also made an unsuccess-
ful attempt to conkacl CTC hy raclo. By thet time he
had been slopped for eight or nine minutes at signal
CY 161, His intention in proceeding past singal CYl6el displaying a Red
aspect was to ston at the next Stop Signal which was CY 163.

) The normal running time between Fort-
arlington and signal Y 161 is six and a half to seven
minukes, O that occazion Mr. Brady's train had taken

eight minutes for that distance.

25,5 He sounded the locomotive's hooter, got a signal
from the guard and moved forward at a cautious speed,
lHe had not sSpoken to the pguard while the train was stopped
at signal CY 161. Mr. Brady esstimated the train's speed
at 15 fto 20 m.p.h. The headlighl wa3z awitched on.
Approaching Charryville the Gtrack takes a wide curve
ko the right which snables a driver Lo look acrose open
country at signal CYR 163 and CY 163 which are then,

rezpactively, abont  three gquarters of & mile and two

miles Aaway. Mr. Drady normally sights CYR 162 first
but on this occasion ns sighled 0Y 162 for a splil second
ahead of sighting CYR 163. The signals were displaying
Green and Yallow aspects respectively. He did not s=see

the lighted stationary train on tha track between these
gignals. As hia train approached signal CYR 163 Mr.
Brady noticad fog ovzr rths ground beside Lhe track and
wisps of fog along the irack, especially near the signal.
After passing sipgnal COYR183 he switched off the headlight
to get a hetter view of the track ahead. In hiz experience,

headlights mzagnify a slight cor a very heavy fog and raeflect

light back to the locomotive. Un a clear night headlights
will 1light up the +rack for a distance of 100 to 120
yvards, At this poinl hs estimated his spead at about

20 m.p.h.
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At some stage alter passing signal O¥R 163 he thought
he saw a faint red light some 170 To 180 wvards ashead.
He again switched on the headlight %o =&8 if he could
identify what was ahead and ths light shonme on the rear
of = parrizge. He immediately shut 3ff power and
made an emergency brake application. Wnen he ITirst
saw the faint red 1lignt he thought it might hawve been
the reflection of signzl CY 163 which he would have expected
to find at Red when CYR 163 was displaying a Yellow azpeact.
Prior +to secing the faint red 1light Mr. rady had nct
heard any delonators sxplods. wWhen he made the emergency
brake application there was apparently no reaction from
the brakes. He thought he was about twenty yards from
Lhe statiocnary carrisge when he heard one  OF pozaibly
two detonators explade. He +threw himself on LO the cab
floor just before his locomotive hit the stationary carriage.
The 1locomative's engine stopped after the impact. When
Mr. Brady get up from the floor hne switched off  the
batteries to prevent an eleclrical Tire. NDriver Hrady
could not accept thal his tTrain's speed had increased
from 14 m.p.h. Just before reaching signal CYR 163 Lo
32 m.p.h. over the next gquarter of a mile. This was
the first time he had made an cmelrgency brake application
when driving a Class 007 locomotiva.

2.8 Guard Flynn approached Driver Brady's Locomotive
When they both saw the extant of the damage they
agreed Lhat GCuard Flynn would prolect the line in rear
while Mr. Brady would prolect the gopposits running line.
Mr. PBrady placed detonatoers on the line Lowards Dublin
and then went to signal ©Y 163 from whers ne telephoned
the CTC Centre =t Connolly Station. In Mr. Brady's
view this was the first notification of the socident
to CTC.

b Mr. Brady knew fthat tThe passagc of a Lrain turns
a Diztant signzal to Yellow and a 35top signal to Red and
that a Y¥Yellow Distant signal indicates tc a driver he
must be prepared to bring his train +to a hallk at the
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next Stop signal ahead, The circumatance in which a
Distant signal could be at Yellow while 1its associated
S5top signal was at Green had nob been explained to him.
Driver PBrady =agrsszd that Rule 179 (Appendix VIII) reguires
the driver of a dissbled train to travel on an assisting
train and that the spesd of the assisting LTrain must
nolt exceed 15 m.p.h. Hiz understanding was that this
part of BRule 179 was amendsd following publication of
the regort inbo a railway accident near Mullingar.
Mr. Brady thought that in conditions of poor wisibility
the only certain way Lo proceed cautiocusly iz to walk
ahead of fhe locomotive and this is nol provided for
in the Rules, Mr. Brady hed never heen tcocld that breakes
ont a Class QOY locomotive do nolk take effect uantil between
six and eight scconds after an emergency braking application
has been iniliabted nor had he been told when headlights
should be dipped.

5.8 Thile Rule 138 Stztes that each train is wunder the rontrol
of a guard Driver Brady's understanding is that the quard's respons-
ibility dis 1imited +to =zuch matters as filling-out the
journal and =2ignalling that a train i3 ready to start.
In general; guards do nolbl dinstruct driver=s as  to what
they =should do. A driver does not reguire the guard's
permigsion tao procesd ander Rule 55. There iz no an-
board eyetam of wvoice communications between drivers
and puards. In the CTC grea it iz the driver who had
to telephone the CIC signalman under Rule 55, Guards

are being phased-out on the new clectric trains.

25,9 Mr. Brady had undergone an arnual Rules examination. This
examination which lastef for six to seven hours was usually
conducled in one  day. In addition, he undsrwent two
driving competency tests each year. PErior to the accident
he had not attendesd a refresher course in Rules and Signal-

i 1 i ..l;... L—I_u iver.
ling Fegulations sinces gualifyving as a drive
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26, Depotman Hichard Mason said he works in the Heuston

Station Parcels Office Mondays through to Saturdays and
on occasional  Sundays as a travelling ticket - collector |
On 21 Aungust he reporied for duty at 16.30 hours, worked
ann the 18.15% hours Dublin to Galway train as far as Athlone
where he joined 18.50 hours Galway tc Dublin  train.
He was not Lold that the lights in one of the carriages
was unserviceable. Having completed hiz tickel checking
duties he was in the sccond lsst carrispgs when the collision
acourred. It was then dusk but not dark and Cthere wHEs
fog about [our feat high over Lhe adjoining bogland.
Despite being injured he had gone tTo asslsl  passengers
and hzd mat Guard Flynn who was poing to protecl his
train. Mr. Mason had previously acted as puard on trains.
He had never attended @ refresher course in Rules and

Signalling Regulations.

2701 Operative Patrick Sadlier is attached to Walerford

Station where he assisted 1in repairing signals and on
Saturday mornings Tuellad locomotives. I'he usuzl practice
was that on Friday evenings the Locomotlve Foreman gave
him a liat of the locomotives requiring fuel. 411 Lloco-
motive fuel tanks were to be filled to overflowing.
The quantities of fusl supplisd Lo each locomotive were
recorded and this information was forwarded to Dublin
by Mr. Geraghty. Assistanl Rail Manager. He could nol
say when informstion supplied to Mr Geraghty's Qffice
I

on Saturdays and Sundays was Torwarded to Dunlin,

27.2 when Mr. Sadlier reported for dulty al about 05.4b
hours on Saturday 20 August he was told that locomotive
No. ©O0% had basn fueclled at apout 22.00 hours on  the
previous night by another CIE employse, Mr. [Flanagan.
The locomotive was running idle overnight wantil it departed
for Shelton at about (07.00 hours on Salurday 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 twe [uel gauges was broken. He handed =



written report on the quanlity of fuel supplied to locomotive
Mo. 008 to the Assisztant Rail Manager's Office. Later
that day the locomotive returned from S5helton and, without

taking addilional fuel gzboard, was despatched to Limerick

Junelion, The fuel g=zuges cannot be read from the loco-
motive cab. Ille considered the fuel gauges unreliable,
=28. Assistanlt [Hail Manager Thomas Geraghty explained

how written records of fusl supplied to locomotives in
Waterford were prepared by the fueller and brought to
the Running Foreman's COffice. The same day or the following
day Mr, Géraghty callaected Lhese records and transferred
the information on te a daily sheet which indicated the
quantity of fusl issued to each locomotive, Every Monday
a recora oI all fthe fuel issued during the previcus week
was asent Lo the engineer's accounlant, Additionally,
the Locomotive Foreman =l Waterford had been reporting
daily +to Locemolive Control, Inchicore <the guantity of
fuel iszsued to each individual locomotive but this practice
had lapsed befare the day of the accident. The anly
knowledge Mr. Geraghty had of the fuelling of leccomotive
No. Q0% on the night of 19 August was the record submitted

to his office by the fueller. Since fthe aceident Loco-
motive Control, Inchicers is told daily, by  telephone,
which particular lacomotives have been [luelled. Mr.

Geraghty thought that on the weekend of the accident
Loecomotive Control was not given any information regarding
the Tuelling of locomalive No. 009.

29 Senior Depotmen Thomas Flanagan is responsible

foer the movement of <trains within Walerford Station.
On the evening of Friday 19 Augusl he was Acting Tnspector
en the 16.0C hours to midnight shift. While it was
nat part of his duty Lo fuel locomotives he decided it
would be prudenl to fuel locomative No. 008 on that night
because thers might not be convenient =zccessto the fuelling
point early on the follawing morning, While Mr. Flanagan
had net heen CLrained in the fuslling of locomotives he
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had been fuelling CLhem for a number of years. Locomotive
No. 009 had hauled an empty fertilizer trzin intc the
Station and the complete train was driven te the fuelling
point. It took 154 gallons to fill +the fuel tank.
Mr. Flanagan knew that the locomotive would be running
idle through the night. It was hia..nmrmal practice
to fuel fertilizer train locomotives _nn_fFfiday nights.

a0.1 Maintenance Engineer Michaesl J. HNugent explained

that CIE's locomotives are asgigned €o sgpecifie links
o1 schedules in which there ars designated locations
for the locomotives to be fuelled and serviced. Current
status information on locomotives is kept In Locomotive
Control, Inchicore which is manned on a 24-hour hasis.

Tt dis stendard practice to [ill all lecomoblve fuel
tanks each time they are refuelled. Class 001 locomotives
use about 4 gallons per hour idling and about one gallon
per mile in running. South of Dublin there are fuelling
facilities at Limerick, Cork, Waterford and Tralee and

at Thurles during the beet season only,

30.2 Mr. MNugent said 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 wers made to fuel locomotive
Ne. 008 at 06.00 hours on Saturday morning. The loco-
motive then went to Shelton, returned to Waterford and
arrivad in Mallow zat 22.00 hours unISaLurday; Inciuding
travelling to Cherryville on Sunday locomotive No. 009
travelled 397 miles and had been idling for about 24
hours since it was lazst refuelled, The wusable capacity
of ita fuel tank is between 450 ond 500 gellons. Mr.
Mugent agreed that the locomotivets log card entries
indicated it had been in Waterford twice and "later in
Cork on Saturday 20 August and did not indicate at which
of the ftwo stops in Waterford il was last rpefuelled.
While +the proposed journgy to¢ Cork had terminated at

Mallow Locomotive Control was not informed of this until
the following morning.
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30.3 Mr. Mugent had never zeen Tuel gaupes fitted in
locomotive cabs, There ars sgight-glass fuel gauges
on Class 001 locomotives but only one of the gauges on
locomotive No., 008 was serviceable on the day of the
accident, He was not avare that fuel gauges and locomotives
running out eof fuel has bsen ths subject of correspondence
betwsgen CIE and trade unions since 1973. In the psst
twelve months there were seven accasicns when mainline
trains ran ocut of fuel, On the evening of the accident,

it was onlvafter the ex —Tralee train' had departed from
Mallow that [ocomotive Contrelwas told that leocomotive No. 009

had replaced Tceamotive No. 079.  ac the superviser. at Locomotive

Control was wvery Lusy, -the chediing of the quantity of fuel aboard leco-

motive Mo. 009 was overlooked.

30.4 Mr. Nugent said that about twenty-four locomotives
were equipped with Storne radios borrowed from the Dublin
City ©Servieces Saction of CIE, About twoe months before
the accident it was decided to withdraw these radios from serviecs.
The fitting of new radicos on leocomobives is currently
in progress. While the MWeekly Circular for the weaek
ended 24 March 1978 had issued information and instruc-
tlons on the use of the Storno radio system he was not
aware thab thi= information and thesc instructions were caheel
led when thedecision was taken to withdraw the Storno radios
from service.

30.5 At Cherryville on the night of the accident Mr.
Grainger, Chief Mechanical Engineer, Hail, handed him
the +two speed recording discs which had been removed
from the Hasler Recording Specedometers on  the fTralies
to Dublin and Galway to Dublin trains. He subsequerntly
brought the discs to Inchicore whers he pave them +to
Mr. Burnell for analyszis.

31.1 Senior Depotman James Rusk was a signalman in
the Connolly Station CTC Centre until January 1last,
He was on duty for the evening shift on 21  August.
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Mr. Rusk had worked the same shift every day that yeek.
He sald it was normal for CTC signalmen to work seven
daye every weel, The one other persan on duty in the
CTC Centre that evening was the traffic regulator.
Shifts where there i3 aonly one aignalman on duty are

evening shifts on Sundays and night shifts everyday.

31,2 The esipnalman at DBallybrophy had =ent a sipgnal
to COTC when the ex-Tralee train passzed through. My.
Fusk saw [rom Lthe CTC graphlic display panel that this
train passgd through Portlacise at 21.07 hcoure and FPort-
arlington at 21.1% hours, He also saw bhat the ex-Galway
train had arrived in Portarlington at 21.17 hours amd
departed al 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 zent from Inchicore.
Mr. BRusk would know from the OO0 graphic dieplay panel
if there were twe trains simultanecusly in the same block
gection of the railway line. In his experience in Connolly
CIC this had happsned only a couple of times. When
Mr. Rusk saw the ex-Galway train passing automatiec signal
CY 161 he assumed Lhal the BPT telephone there was out
of order and that the driver was acting in compliance
with FBRule 55, a rule which saves tims as it keseps trains

moving.

31.83 Mr. FRusk first became aware of the acciaent when
Driver Collins of the e2x-Tralee frain called him on the
Cherryville Junction emergency telephone. The ingtrument
for the emergency tCelephone szystem is on z desk behind
the duty signalman's normal working Position at the display

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

Driver Collins was tCimed by an automatic recorder as
commencing at 21.58.28 hours but was noted in the CTC
Coourrence Fook at 21.55 hours. Signalman Rusk 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 it. The
driver called CTC on the SPT telephone and was told to
remain fthere as the ex-Tralee and ex-Galway trains were
scmewhere near Cherryville Junction, This call was
recorded as commencing at £1.52 hours and noted in the
Ocecurrence Book as having been made at 21.53 hours.

31.5 Driver Brady of the ex-Galway train called Connolly

CTC from the SPT telephone at Signal CY 163. This call
was timed by the recorder as commencing at 22.02.12 hours
and noted in Lhe Occurrence Book as having been made
at 22.10 hours. The instrument for the SET telephone
Eystem is on the display pansl desk,

21.6 Mr. Rusk said that the Connolly CTC signalmen make
entries in three different books, tLhe Signal Fault Book,
the Train Register and the Ococurrence Book, References
in the Occurrence Book for the period 30 Decembar 1880
te 22 August 19683 to telephones ar SPTs ringing continuously
WETe ogcrasiones whsn an BPT rings in and the

indicstor 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. Mr. Rusk did
net know for cerlain 1f the system under which Permanent
Way personnel now make check calls from the =pps

was introduced befors or after 21 August, 1983, This
System gives rise to a substantial number of check rcalls
every sacond day during the morning =hift, These check
calls are not entered into the Ccourrencea  Book except
when faults are reportsd,

31.7 Mr. Rusk explained that Occurrence Book entries
regarding the train radie system relale to meszsages from
drivers about such matters a= animals on the railway
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or requests to drivers to make special stops. Entries
are nobt made in the Occurrence Book when drivers check
that their locomotive radios are serviceable; thesg
check calls are logged elsewhere. The most recent entries

specifically mentioning the use of Lrain radios weare dated
12 June f{door gopen, line e¢lear of animals) and 1% June
1983 (locomotive failed in the s=clbion). A loose page
inzet in the Qccurrence Eook stated that as from 9 August,
18983 the daily logging of check cslls from radiocs waa
te he discontinued. While Mr. BRusk could not recall
having ==zen the operatbting instruections for +train radios
in the W&ékly Circular for the weesk ended 24  March,
1979 he was cerbtain that hs had not zseen any recent notifica-
tion that wuse of the train radics had been discontinued.
He had found the train radic system satisfactory and
he thought he had Lried bo makes radio contact with bBoth
the ex-Tralee and ex-Galway trains on the night of the
accident.

31.8 Apart from the SPT and emergency telephons systems
the COTE Centre rlse has internel and external telephones.
Mr, BRusk regarded reliasble comnmunicabion between aignalmen
and train drivers as very important for safety and operating
rESS0ONS, Mr Rusk had asnecific training for CTC signalman
dubies, including wuse of Lhe GLrain radic aystem. He
had never attended z refresher course in Rules and Hegula-
Lions.,

32.] Signalman Philip 3myth said he has been a2 signalman

gince 1954 and has heen abtached Lo the Connolly Station

CTC Control Centre since 1877, He Tfinished work at
10.00 heours on 21 Augusl and resumed again before 23,00
hours on the sames day. H2 normally works seven days
avaery wael. Mr. BRusk ftold him of the accident, that

the ex-Cork Crain was atbt Signal CY 153 and that an ex-
Duplin train was held in Kildare.

32.2 Mr. Smyth explained that CTC Occurrence Book entries
about telephones ringing in continuously related to instances



38

where a telephone rings and is =znswered but there is
no caller on the line and that when the telephone instrument
is repleced the Lelephone rings again afler intervals
of from a couple to fifteen seconds. He could recollect
only one ocecasion when he was on duty at Connolly CTC
that =a signal at Danger was passed as is provided for
in Rule 55 and thakt was by a locomotive only. Every
instance of signals being passed while =zt Danger szshould
be noted in the Occurrence Book. This Book is checked
daily by the B8ipgnal and Area Inspectors. Mr. Smyth
gaid  that prier to the acclident near Cherryville Lhe
checking of SPT and emergency telephones by Permanent
Way personnel was of a random nature but since the accident
it has been formalised and telephones are now checked
thras Limes weekly. He hed found Lhe train. radio satia-
factory when it was working but the system was frequently
out of order.

J2.3 Mr. Smyth was given training in Lhe CUC system
and in the uze of the train radic and Lelephones. Eetwsen
his appointment to Connolly CTC and the date of the accident

he had not attended any refresher course in Rules and

Eegulations. He had attended one-day courses deasling
with the operation of ammonia trains and the Continucus
Aubomatic Warning Syslem (CAWS). He has an annual examina-
tion 1in FRules and Signalling FRepulations, Mr. Smyth

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

33,1 Technical Assistant Michael 0O'Rourke said he was

onn the =2Laff of the Area PRail Managsr. Fandom excerpts
from tape recordings of SPT and emergency telephone calls
are played back sach week Lo monitor the performance
of personnel using the Lelephones and observed irregularities
if any, are brought to the notice of the individuals
concsarnad, Transcripts of the taped conversations are
made in casef o accldents or incidents. Uzed tapes






are stored for three weeks and are then re-cvcled. on the
day after the accident he had listened to the tape record-,
ings made the previous day. One aspect of the recordings
that surprised him was the numbsr of times telephons calls
were ocut off. In Mr. O'Rourke's view this type of fault
should be reported to the Signal and Electrical Department
and should be noted in the CTC Occurrence Book. He had not

noticed this type of fault previously.

33.2 Regarding the loose-page inset in the CTC Occurrence
Bock Mr. O'Rourke explained that from correspondence he had
s2en in the.Area Rail Manager's (Office he became aware that
from s dale arcund 22 July, 1983 the radioc 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 te Ethe use of train radios in the Cecurrence Book
for the period 30 December, 14982 to 9 August, 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 cavered during their training for CTC Work.
Mr. O'Rourke +told the Investigation that the train radio
system in use since 1972 was not to be used for Rules and
Signalling Regulalbions 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 aof
train radios issued in the Weekly Circular for the wask end-
24 March, 1979 were still operative apart from the regquire-
ment that signalmen should log check-cslle from lLocomotives.

33.3 HRegarding the SPT telephone system the only telephones
on which the CTC signalman can either initiste a call ,or
check, are those al two level crossings and at grnunﬁ frames,
He agreesd that the Occurrence Book did not always record when
telephone faults were repaired. Fegarding the many reported
instances of telephones ringing-in continuously Mr, O'Rourks

sald this fault condition had never adversaly affected CTC
signalling operations,
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34.1 Signal Engineer Cecil Scully told the Investigation

that he was responsible for maintenance of the CIE signalling
systems, including CTC. Thiz maintenance includes both
immediate repalr work and plannesd preventative mailntenarce.
Under planned preventative maintenance there i3 an overall
inspection and checking of equipment every eight to ten
waelks. There are no written records of thiz 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 ﬁrinted circuit card failures and about twenty
per cent of these failures are due to defects in circuit card
isolating transformers. Telephone faults are reraired by Tele-
commmications Inspector Feams and his staff. There are about cne mmdred
signal-post telephone (SPTs) and eight emergency telephones
within the area of the Centralised Traffic Control (CTC)
syslemn. The 1last check on the Lelephone at signal CY 161
before the sccident was on about 26 July. Mr. Scully could
not say when the telephone =t 2ignal CY 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.
Scully checked the telephone ab signal CY 161 and found it

unserviceable,

34.2 Mr. Scully frequently travels in locomotives ta check
that colour light signals are in focus. Hs ﬂonaidéred the
CTC signalling system very reliahle. Conwversations from
signal post telephones (2PTs) are recerded In the Connolly
Station CTC signal cabin, Mr. Geully stetad thabt adequate
Tinance 1s availlable to coperate and maintain a safe sighal-
ling syztem. Under informal arrangements Fsrmanent Way
personnel c¢heck signal post telephones even though this is
not provided for in their apreed schedule of duties. When
the CTC signalmen Dbecome aware of a system fault they
immediately notify the personnel responsible for signal
maintenance, A SEFIOUS pault or an identifiable pattern
of minor faults would be brought to Mr. Scully'as personal
attention.
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34.3 Mr. Scully agreed that the Connolly Station CTC QOccur-
rence Book for the period 30 Decembar, 1982 to 22 August,
1882 listed at lsast one hundred SPY faults and over twenL}-J
emergency Lalephone faunlts. He alzo agreed that this was
typical of the fault pattern in previcus years, Mr. Scully
had @malyzed the telephone faults reported in the Ceccurrence
Book and had concluded thal Lhe average mean Lime belween

failure (MTBF) for individual telephones was about seven
menthe and that the complete system was bechnically available
99.5% per cent of the time. Thesz avallability figures do
nat take account of times when the system is unaveilable
because it ié being used by others, Mr, Scully did not have
comparable statistics for other railway systems. He agreed
that the availabhility times ftoock no account of whether
facilities were unserviceable during periods of maximam or

minimum rail traffic.

34.4 Mr. Scully said that in his wview about twenty Per oent
of faults reported in the Cecurrence Book were not genuine
faults, A= the B5PT system is designed Lo allow only one
conversation at a time potential callers getting an engaged
tone may report a Tault when Lhere 13 none, He had not
taken this into account when making his analysis of reported
Faults. Regarding the Terults described in the Occurrence
Book as "ringing in continuously”, Mr. Scully said that this
was where a telephone rings in and the sipnalman answers but
there iz no caller on the line. He replaces the receiver
and the telephone ring 1N again after an interval of one and
a half to ten minutes or even rings continuously. I this
fault condition, which may be dus 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. Mr. Bcully considers a
*ringing in continuously” fault to be more serious than a fault
at en individual Lelephone because it reduces the avail-
ablility of the entire SPT telephone system and because

of its annoyance factor for the duty signalMan.



d2

Rectification of this type of fault is given =a top priocrity
and such faults are normally clecarcd in less than an hour.
Oceurrence Book entries indicating that the entire SpPT system
was out of service for three to four hours were untypical.
The only BSPT <telephonecs 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 Inspector Noel Kearns said

he 1is responsible for the mainbenance of signal-poslk tele-
phones (SPT &) and the associated telaphons cablss within the
CTC araa. 'Every Stop signal is fitted with a telephone
which is connected to the CTC Control Centre at Connolly
Station, Dublin by underground cable. Tn Cohnellv ¢ an
encoder arranges that calls are taken in sequence depending
on the telephone code, not on the length of time the caller
is waiting. When the encoder identifies and connects an

incoming call that call cannol be interrupted nor can a

second caller be connechLed, When a call is completed all
lines are re-vpened. Apart from reported faults, telephones
are Lested in the course of routine maintenance worlk. On

occasionsg, callers report faults where another caller is uging
the syztem.

d5.2 The emergency telephone at Cherryville Junction has
a dialling facility which enables callers to contact Connolly
CTC over Bord Tslscom lines even when the SPT systeﬁ is in
use, A few weeks before the accident this emergency tele-
phone was damaged by lightning and, inadvertently, a unit
incorporating a timer which automatically cut off calls
after 14 to 2 minutes, including ringing time, had heen
fitted to the instrument. On Lhe= 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=slephrne
operated =atisfactorily. Defective circuit boards are re-
placed fairly fregusntly, Four days afbter the accident he
tested the BSPT at signal ©Y 190 and found it in werking order.
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36 Senior Assistant Engineer Joseph Rosg is attached to
the Signal and Flectrical Department and deals with

communications systems. lle explained that all calls made
on  bobth SPT and emergency telephonss are recorded in
Connolly CTC, Separale channels are provided for each
telaphone =zyztem while a third channel records Lime. With
each telephone syskem ons conversation is possible at any
one time. The rscordsr, which is fitted with duty and
atandby tape decks, iz activated by svery telephone call
made . Ezch tape has a recording caepacity in excess of
twelve hours. When tapes are played-back the correspond-
ing Ltimes ére shown on a display. When replacement tapes
are Titted 1into the recorder the CTIC signalman makes 2
telephaone call to one of the two level crossings fitted
with BSPT telephones and inputs Lhe date and time. The
duty taps on 21 Aupust was fitted on 19 August by Signalman
Fuslk. The tapes are under the control of thes Area Rail
Manager.

37. PFPlate-laver Dominic Hanlon szid he was headguartisrad

in Kildare and that somctimes when the regular ganger is on
leave he pabtrols the Lrack between 30 and 37 miles from
Dublin which inecludes Cherryville. The track is patrolled
three times weekly and Mr.Hanlon patrolled his section on
Monday, Wednesday and Friday before the aceident. His
duties included checking ralls, sleepers, fences and
bridges but did noi include checking signals or teléphones.
While he was unaware of an instrucllon that gangers should
check SPT telephones he had checked one telephone at the
Cherryville points on the Friday and found 1t serviceable.
He also tried to check the 3PT telephone at zignal CY 161
but found the housing locked. He was never supplisd with

a key for 5PT tTelephone housings.

38, Patrol Gangar Jasaph Noyle said he was the regular
patrol ganger for the sz2ction of track through Cherryville

which he patrolled three times weekly. On 11 August, 1983

he pgot a written instruction from his inspector to check
SPT tslaphonas. The instruction made no mention of the
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emergency telephones, He c¢hecked the G§PF1 telephone

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

leave. All the 38PTs including the telenhons
at Signal CY 161, were working salkisfactorily. Because
of wvandalism %that telephone was kspt locked. Iz had

been instructed in the ugse of SPT btut not of emergency

telaephonas. He agreed it was awkward =zand uncomfartable
to walk on the Crack. He had never walked the section
of track at the accident site at night. Prior to
11 August he had checked telephones on a random
basis. .

39.1 Technical Manager Scan Heneghan who 1= allached

to the Chief Mechanical Engineer's Tepartment. sald
that all lecometives are fitted with Hasler speed recording
eguipment, & disec records approximately the last eighteen hundred
and fitfty wyards of run. The disc is driven
from the locomolive axle and has graduations to show
both distances and speeds. A slylus on the apeeaed-
ameler head; which wmoves ragially outwards in relation
to speed; marks =z  speed/distance trace on the disc.
A second stylus marks brake applications above a certain
valuea. Speedometers are normally checked against
mlile posts. FEecorders are set to the mid-point of
wheel wear, 38% inches and at this point are accurake
ko within one and a half per cent. There <¢an be a
one Per cent differsnce between recorded and indicated
speeds and the i1naccuracy of the recorder as belween
the mid-point of wheel wear and a full wheel or a small
wheel is aboulbl 3% in each case. After the accident
the wheals of the locomotive on the ex— Galway ftrain
ware checked and FTound to be close to the mid-point
of wear. He did nobk know when the apeedometer on
that locomotive had last been checked before the accident
but when it was checked after the aceident there was

no error in thes 30/40 m.p.h. speed range.

39.2 Mr. Heneghan told the lnvestigation that an examina-
tion of the Hasler dise from ths 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 Tfell
tc about 20 m.p.h. at 1,550 yarda end to slighktly 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 1in 180 hs was satisfied that
some braking action was necessary to achieve this reduction
in gpeed. The Lrain's speed then began to rise to
32 m,p.h. at 110 yards. Tt continued at that speed
until 18 yards from the end of the recording, which
Mr. Heneghan considersd to be the point of collision.
It then decelerated rapidly fto zero, Mr. Heneghan
explained that the fimes taken Lo build up sulficient
air pressure to cause the locomotive and train braking
systems to reack are one and a nalf and gight seconds
regpectively after the brake control levers are moved.
These times disregard driver reaction times which are
usually two to threes seconds. His opinion, based
onn an analysis of the disc, was that the brakes reacted
about &6 wyards [from the end of run. When account
is taken of a botrake reaction time of eight seconds
and a driver reasction time of Lwo scconds Mr. Heneghan
calculated that braking action was probably initiated
petwean 220 and 110 vards from the end of run,

39.32 Mr, lleneghan knew that the dises from the Hasler
units an the ex- Tralese and sx- Galway trairf were removed
by Mr. Walley after the accident and were evantually
given to Mr. Nugent, He was sallsfied that the discs
wkre handled correctly and that the spesds which he
had just quoted were from an analysis of the disc taken
from the ex Galway traln. He agreed that if the logco-
motive's wheels alipped on acceleration the speedometer
would show =& higher than true speed but there was no
sign of wheel slip on the disc from Lhe locomotive
of the ex-Galway train. The speedomsater in thia class
af locomotive is located above and to one side of a

scated drivap., In older locomobives the speedomatar
ig located at a lower leval on a panel in the centre

of the cab.
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J9.4 Mr. Heneghan detailed the make-up of Lhe two
traina involved in Lhe sasccident =and gave information
relating to the age, weight and type of each wveshicle
(Appendix VI). The overall wsipht of the ex-Galway
train exeluding passenpers, was 337.17 tons. The
brake power of the train wss egual to &4.77% of +the
weight of the Crain, including the locomotive, and
the stopping distance at 320 m.p.h. at the zceident
site is Jjust over 200 yards. The locomotive head
light beam has a range of about 240 wyards on a clear
night and in conditions of good visibiliLy, Mr, Heneghan
was unaware that a maximum speed of between 20 and
4% m.p.h. is specified in the Northern Ireland Railways
Rule Bool for a train which passes & =ipnal at Dangsr,
To specify a precise maximam speed  in the CIE Rule
could give rise Lo ogperational difficulties. He =szid
the 15 m.p.h. speed limit specified in Bule 179 (Appendix
VIIL) related mly fto brains assisting disabled-trains
whereas Rule 55 could relate to any type of obstruction
on the Line, The eqguivalent EBritish Rail BRule does

not specify a maximum speed.

38 .5 Mr. Heneghan detailed the damage susbtained in
The aceident by hoth Lrains, Four wehicles of the
ax -Tralea Lrain sustained substantial damage, The

timber body of the buffet car, which was the third

last wvehicle in thg Lrain and which was marshalled

hetwaan Lwi meltal bodied carriages, was comple tely
dezlroyad. Mr. Heneghan thouaght 1t likely that in
onn impact situation the extant of damage would lessen
asa distance from the point of impact increased. Mr.

Heneghan said thal Lo his knowledge timber-bodied carriages
nad nol been used on the British Rail inter-city services
since the late 1%50s.

38.6 Mr. Heneghan explained that; in general, current
for the 220 wolt carriage lights was taken from an
AC generator in the boiler and generator wvan. In
addition therse are a nunber of battery- supplied DC
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lights in all carriages, Because of the high rate
of deceleration many Ffluoreszscenl fittings on Lhe ex=
Galway train were dislodged or broken. Two carriages
on the ex- Tralee train and one carriage on the ex- alway
train had individual bell-driven generators,

38.7 Toughened glass, that shatters on impact, is
fitted te carriage doors and windows. Fire extinguishers
are normally carried In  the Jlocomotive, in he guards'
van and in the kitchen/huffet car, The standard comple—
ment of fire fighting eguipment in & kitchen/buffet
car iz one 10-pounds dry powder extingulisher and one
fire-hlanket. One  carriage on the ex—Tralee train,
carriage MNumber 1359, is built on special bogies and
1z limited in running to a 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 vehicles.

39.8 Mr, lleneghan s5aid thal prior to the accident
the lovomotive and seven of the gighl wehicles in
the ex~ Galway train were serviced on 20 and 21 Auzust
respectively and on the same days the braking sysbems

were Lested and found to be in accordance wilh regulre-

ments. Whan the Ltrain was examined after the accident
the brakes on the locomotive and on szeven wvehicles
were in order. The brake on the =ighth vehicle, one

of these serviced and testedon themorning of 21 August,
was defecktive, Mr. Henepghan could not say if the
brake on this wvehicle was defective before the accident,
Train vahicles are serviced daily. The non-availability
0f hbrakes on one carrisge only would reduce the train's
overall braking capacity by about five per cent. This
reduced braking capacity had not been allowed for in
the calculated stopping distaznce of just over 200 yards
for the train when travelling =L 30 m.p.h.
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39.9 While paraffin oil %ail lamps are still used

on most ClE trains Mr., Heneghan knew that some railway
systems wused electric tail lamps whieh are either constant
or flashing, He had =zlso seen brake wvans on other
systems, usually at ends of trains, marked with chevrons.

Mr. Heneghan taold the Tnvestigation that CTRE'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

nobt be fibked on 811 trains,

40. Engineering Projects Manager Michael ©D. Corcoran

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

Mo. 0089 waz &800 pgalleons. The tank is part of the
locomolive underflrame and 1Is shallow at the edges and
deeper in the centre. Because the original cab-mounted
fuel gauges were inadequate, CTE arranged Lhat the

manufacturer would fit a3 =small-bore coclk which iz opened
during the filling process. Fugl flowing freely from
this overflow cack Indicates EChat the Gtank iz  full.

Later when these locomotives were re-engined
external sight-glassrs were fitted +to show the depth
of fuel in the tanks. The sight-glasses are calibrated
in &D-gallon increments. In his wiew, 1T locomotive

Ho. 009 had been fuelled at 22.00 hours on the Friday
before the accident and leflft running idle through the
night the fuel tank could not be full at 06.00 hours
on  the following morning. The only Tfuel that could
be released by opening the overilow cock would be any

residue 1ying in the overflow system. This class
aof locomotive uses azsbout four gallons per  heur in idle

running and one gallon per mile in service running.

41. Assistant Rail Manager Noel Walley said that

an the day of the accident he arrived axt the accident
gite =2t about 23.45% hours. At about 00,35 hours in
the preasénce of a witness, Mr. 0O'Donovan, he removed
the Hasler dizac and Lhe log card from locomotive No.

OB8 (ex— Galway train), He pgpubsequently removed the



Hasler digc and the log card from locomobive No. 009

(ex-Tralee train). He handed Lhe two discs and the
two lep cards to Mr., Grainger. He had removed Hasler
discs from locomotives previcusly, Ile is not an expert
in the interprebalion of disc markings. Shorkly after

arriving at the accident site he had walked to sipnal
CYR 163 with ODriver Brady. The signal's aspeclk was
Yellow. Mr. Walley's recollecticon was that during
their welk TDriver Brady mentioned his train's speed
Just before the accident as 20 to 25 m.p.h. Mr. Walley
said that a driver's training course deoss not include
meking emergency brake applications on trains travelling
at high spéeds. The Driver's Manual does not mention
the eight seconds necessary Lo build up full pressure in

a train's rmraking svstem after braking acticn is initiated.

42, Chief Mechanical Fngineer (Rail} Richard CGrainger

confirmed thet after he arrived at the accident scene
he received the two Hasler dises and locomotive log
cards from Mr. Walley, GLhat he had held them for about
one hour and had Lhen given them to Mr. Nugent. He
asked Mr. HNugent to take the discs Lo Inchicore for
analysis. He had Jlast handled Hasler discs =about
two years previaously,

43, Train Driver John G'Driscoll has been a driver

sinca aboul 1354, He drives boeth suburban and mainlins
trains, He ecxplained thal when driving in fog conditions
at night, if it Were {p his advantage to switch off the
head light completely he would do so. In fog conditions,
he could see no advantage in switching from the full
head 1light &to the dim hsadlight. He did agree that
Rule 113 reqguired driverz Lo keep headlights erlight
after sunset and when there is fog or falling snow.
He had never sugegested that Rule 119 should be amended.
While he agreed there was a procedures wherehy he could
sugrest a Rule amendment through his locomotive



foreman he did neot regard this as 28 suitskle channel
for diacussaing Rules and Repulalions, He did not recollect
ever being told of the eight to eight and a half secondé
between the initiation of an emergency braking spplication

and the commencement of braking action. Hiz practical
training in Lrain braking was confined to normal stopping.
Within recent weeks when driving a Dublin to Westport
passenger rain &1l signals from Dublin were displaying
Green aspects until Etop signal CY 1830 at Cherryville
Junction which was at Red when he firabl =zaw il He
presumed iﬁ was switchsd to Hed by the hot-box detector
which 1is located bhetwsen signals CYR 190 and CY 190.
He immediately made an emergency  brake application.
His locomotive was rsbout fTwo carriage lengths past the
signal before the train stopped. In twenty years of
driving he could only recollect one oceasion when  he
had gone psst a signal at Danger in accordsncs with the
provisions of Rule B&E (Clause (g) and on that occazion

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

A44.1 Fules and Hegulalions Officer Thomas Quinn was

appointed to his present post in 1979. He said that
the documents =and books which train 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 Timetabls
(1947) with Amendments and Supplements, a Working Timetable,
the current Weekly Cirecular, Periodic Operating Notices
which dinclude some amendments to Hules and Regulations
and the Regulations for Train Signalling (1879}, Addition-
ally, drivers musht have & Locomolive Drivers' Manual,
Under the Rulez pguards must have & carriage key but Do

aiich reouirement is mentioned 1in the case of drivers,.

b i

Iz agresd that as drivers nesd keys to open certain

]
]
o

che SPT telephone heusingas  the Rulez shonld state

o

P
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guirement for them to have carriage keys. FPeriodic
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Operatineg Notices are not spacilically mentionsd in  the



FBule Book but Lhe Weekly Circulsr does give advance notifica-
tion when a pericdic:Operating Notics is. about to issue. By the end of 1984
a new Rule Bock and a new Appendix to the Working Timetable

will bhe published and they will incorporate material

at present in  Lhe Periodic Operating Notices and in the
various amendments and supplements. Until that 1is done,
he thought it would bhe useful Lo add Periodic Uperating
Natices to the required documents listed in Rules 197
and 129,

44,2 Mr, Quinn told the Investigation Lhat Rule 55 is
basically restrictive, The only Clause in the Tule
which is permissive is Clause {g) (Appendix VviI). There
is no internal CLE procedurs for bringing the RKules and
Regulations Officer's attention to each instance of train
drivers following the procedure  in Clause -(g) of TRule
55 and passing automatic Stop . signals at Danger when
telephones are not available. Mr. Quinn pointed out
that when a train procesds pazsl an automatic Stop signal
at Danger in compliance wilkh Rule 55 the driver must
proceed cautiously as far as the line is clear and at
such reduced speed that.allawing for visibility, condition
of the rails and the gradients of the 1line. the +tprain
can be stopped with care and collision with any obstruction
avoided. This corresponds with the text of the eguivalent
Northern Treland Railways (NIR) wand British Rail (BR)
Rules and in neither case do the Rules specify a maximum
spaad. An NIR Shed Notice issued in August., 1983 by
way of explanstion or interpretation of the Rule did
specify a maximum Speed of 35 m.p.h. in good visibility
on  straight stretches, with 20 m-p.h. on curves, and much
lower speeds in bad visibility and at night. Mr. Quinn
agreed that there were sevaral locations on the CIE system
where trains are driven at very low specd 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.safe than at present. - Mr, ouinn was not surprised

at evidence from a signalman.



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

at Danger bwcawse the driver conld nost contact the 2ipgnalman

by telephone. He thought this reflected the improved
reliability of ths CTC signalling &and  communications
systems. When the telephone at an automatic signal fails

-a driver should not pass that signal withouk permission while

it is at Danger if there ia another convenient telephone within .
haXf o mile of that signal. Wnile Mr, fuinn saw

ne risk to safety in always requiring trains to remain
at  Stop signalz dizplayving langer aspocts unlil drivers
have a sighalman‘s permizzion to proceed.,he did ~“think
thal such a requirement could cause undue delay Lo bLrains.
He agreesd Lhat where a driver is slopped at an automatic
signal at Danger and cannob contact a signalman and where
the conditions are such that he can proceed safely, that
driver could feel wunder pressure to procsed in accordance
with EBule B&’5. He did not know of correspondence from
any source seeking clarification of “"proceed cauticusly"
in Rule 5&5 Clause (p). The point had been raissd twice
at Rules seminars and the majority opinion was that the
Fule was adeguate. A Weekly Circular MNaotice issued
in April, 1874 had c¢larified cssible ambiguities  in
the Rule by slating that a driver may proceed if +the
line shead is clear as far as can be scen. Theare ig
2 procedure under which drivers or others can, through
their inspectors, make s=suggestions, raise questions or
ask for interpretations of Rules and Signalling Regulations,
He was not aware of TRule &5 being the subject of gy
suggestions or guestions. If Lhere was any general
unease it would certainly have come to his attention.
A Rules Committee is at-present compiling a new BRule Book
which should be available by the =nd of 1384,

44,3 Mr, Quinn said 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 where Lhere is & definite ohstruction

on the ftrack at a known loczalion, In this instance
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the driver of the dizabled train is riding in the locomotive

agf the agsisting train.

44.4 Regarding the protection of a disabled train, Mr.
uinn was sware of a check made by ClE in which detonators
ware placed al one guarter, a half, three quarters and
one mile., at night, in fifteen minutes. Thiz would he
gdditional Gto the five or six minutes taken by a driver
and guard to consult togsther as they are reguired to
do under Oule 188 (Appendixz V) hefore the guard starts
back to place detonators. It is intended to carry a
French-designed track circuil device on all trains travelling
over track circuited lines, In Lhe svent of an aceidant
this devico would be used on the opposite running line,
The new train radico system will enszure improved communica-
tions with signalmen. The new radio will replace the
SPTs but not the emorgoncy telephones. The
Rules will be amended by substituting radio in place
ot telephones.

44.5 Mr. Quinn gagrssd that under CIE's Rules ths guard
is in control of and in charge of a train. There is
no Rule prohibiting passengers being carrcied in unlighted
carrizpges but the Appendix to the Working Timetable has
an instructicon felling frain crews *to advise passengers
in unlighted carrizages to move to olher parbts aof the
train. Passengers may not be carried in carriages with
locked doors, He did rnabk think thset while there were
serviceable old radics =till in us= on any locomotives
there would have been 23¥ advantage in advising staff
that wuge of Lhe Lrain radio syslem ag described in the
Weekly Circular in March 196% was terminated. He reminded
the TInvestipaticn Lhal Lhe Lrain radic system's receiver, /
speaker unit at Connolly CTC was still comneocted to a2

pawer SsSource.

44,5 The Rulez and Regulations Officer explained that

the primary purpcse of a ¢train tail lamp is Lo prove
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that a train iz complete. He hzd never seen 3 complaint
suggesting that the atandard CIE paraffin cil tail lamps
were Inadequate. [leciric tail lamps are used on some
continental trainsg and,while British Haill was sxperimenting
with an improved Lail lamp. a majority of their trains
arce 5till fPitted with ons oil tail lamp. CIE has been
experimenlbing wilh Tballery operalsd Lail lampz since
1966 and battery lamps are now 1in service on chemical
trains. Flashing tail lamps are somaetimses fitted to
conserve balkleries, lle apreed wilh previocus evidence
that a Iflashing light 1is easier to see from a distance
than a ﬁteédy light. A red lamp a2lso provides a marker

at night on a disabled train {Hule 188). While Mr.
Quinn is unawars of a standard for distinetive markings
cnn the front or rear ends of mainline trains he had seen
multiple +train units with btoth ends marked 1n alternate

black and yellow stripes.

44.7 AfLer an accidsnt the primary duty of drivers and
guards, as stated 1in the Hules, is the protection of
their trains. They ars also obliged to obtain assistance
which means telsphoning ths neareskt signal cabin. One

of the perzsons to be alerted in the case of an accident
is the Area Hail Manager and he goes Lo ftThe accident
scene where hns tfakss overall responesibility inscofar as

CIE i1s concerned.

44,8 Mr. GQuinn explained that when & driver passes 2
signal at Danger in accordance with Rule 55, Clauseszs (o)
and (1), the only signal ahead Lo which he should pay
attention iz & signal at langer, In the cilircumstances
at Cherryville on the night of the accident where a driver
wenbt pasbl signal CY 161 al Danper the Yellow aspect

of Bignal CYR 163 did not change the BRule 55 requirement

for that drivaer to confinue Ea proceed cantionsly,

44,8 If an on-beard driver Lo guard telsphons were Lo
be provided on a train it would he necessary to have
a telephone in every carriage because while a guard should
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normally travel in the brake wvan his duties may reguire
him to be alsewhers on DS train, On-board telephones
are not provided on CIE's Dew mainline trains.

44,10  Mr. Quinn told the Investigatlon that when orgsnising
refresher ocoursss 1in Rules and Regulalions it is usual
to have =zeparzle courses for signalmen and =zeparate or
combined courses for driverz and pguards, Up to z maximum
of twelve students can be accommodated on & course.
IL is for line management to nominate students. Hea
aegreed that an employss who only occasionally has need
to apply Lhe PFules zand Regulations should attend refresher
courses morse  Ifreguently than those who apply  Rules and
Repulations continually. After a course lasting nine
weglks  in the cage of new signselmen and Tour weeks in
the c¢ase of new pguszsrds, sludents git an  examination.

These cvcourses are partly in the training school and partly

on-the-job. The eaxamination resulls are sent to  the
Ares  Rail Managers who decide whether aor neot to  issus
Lhe appropriate certificates. M new assessment 1s

made whern trained persornneal attend refresher courses.
AL Lheir basic training course puards are told the purpose

of  the waricus items of First-zid esquipment carried on

trains. AL relresher courses drivers pet some instruction
in Lhe treatment of electrie¢ shock. Catering staff

are the only train ecrew piven insbruclbion in the isolation
of gas eguipmentd. Whnile Mr. Quinn cid not have knowledge
ol the type of eguipment used in other railway companys'

training schools he did know Lhat some schools had better

teaching aids than those available to him. 2  gtandard
set in late 1981 envisages that all nersonnsl concearned

will attend a refresher ocourse once eyvery two  years.
Eefresher courses [lor drivers are solely related to Rules
and Regulations and do not include such mallers as time
te react tn amerpanciss, Inn driving training omergency
condi Liong are not created. Guards are not reguired
to Tix detonators or to walk on Lhe permanent way during
refresher courses. Cuards  are nmob regquired  to wallk

for ons mile along the permanent way befors being awarded
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cartificates. 211 certificate holders are required
to undergo an annual examination in Lhe Rules and Regula-
tions. Staff from Mr. Quinn's Office frequently, and
on an ad hoc basis, check Train Register Books in sipnal
cabins.

A4 .11 Mr. Quinn undertook ta Lake note of and to attend
ko a pstition s=signed by fifty drivers and handed in to
the Investigation. In the petition the drivers said
they wers concerned as to the vagueness regarding "cautious
speed" under Rule 55 and would appreclate it if lights similar
to thaszse at pressht on  chemical  Lraing ware fitted to

all ftrains.

45. Area BRail Manaper John Fennelly gave evidence,

based on official records Crom 1275, of the dates of
annual examinations and of attendance at relresher coursss
in Rules and Signalling Regulations prior to thes date
of the accident of certain witnesses based in Dublin.
There was no record bhat Sdipgnalman Rusk. ESignalman Smyth,
Drivar Brady or Guard Flynn allended refresher courses
since 1975, Guard Coughlan last attended a refresher
course in 1976, Some of thaesze witnesses had received
special training in CTC¢ working andf/or the procedures
for apsrating chemical trains and most of them had either
an annual examination, on-the-job supervision or compestesncy
tests in the twelve months prior tov the day of the accident.
Aboulb ninety per cent of the guards, signalmen and drivers
based in Dublin have atbtended refresher courses since
1982. In Mr. Fennelly's visw,rigorous annual examinations
and the compelbency tests determine whethsr signalmen,
guards or drivers can conlinue to perform their duties.

He regerded the refresher courses to be of lesser lmpor-
tance, Mr. Fennelly agreed Ethat train guaﬁds should

he anle to wallk at least one mile at a reasonable rate,

46, Area Rail Mansger Michaesl Lynch said Chat Drivers

Collins and Cotter had attendsd refresher courses in
1982, They had bolh undergone examinations 1n Rules
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and Signalling Regulations during the twelve months prior

to fthe day of the accident. &
47. Technieal Assistant Eugene Fox is attached to the
Civil Engineer's Department. He supervised the preparation

of certain sile maps, of & plan showing the position
of the wehicles in both Lrains after +the accident and
ol gradient chartbs,

48, Mr, Peter Gilligan was a passenger on the ex-Galway

train. He noticed that the train had stopped once or
twice away from slations. After the last stop it seemed
to pick up speed until it was in collision with the atatian—
ary train. When he got out of the Lrain after the collision
he neficed a ground fag. He did nob recollect hearing
either a train ‘thooter or exploding detonators bafoprs
the collision.

49, Miss Grainne Ni Lubaigh wWas 4 passenger oN Lthe ax-
Tralee train. She wasz travelling in the second carriapge
ahead of the buffet car, She was standing near a carriage
window with another passenger who sald he had seen the
light of an approaching train. He then said the light
had gone out. This was about twe seconds befare the
collision. Her recallection was that ner train had

been stationary for Lwenty to twentv-five minutes at

that stage,. She did not recollecl Maring sjither 5 +train
hooter or exploding delonators. she noticed a fog aover
the adjoining bogland and about [lour feel high over

the railway,

50, Mr. Donal O'Faolain was a PAassenger on the ex-Tralee
train and was in the carriage two ahesad 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 looked
a second time and saw nothing and two or three seconds
later the collision occurred,



At an =arlier sbage he had seen a CIE employee speaking
down from a carriage to a second employee =tanding on
the Lrack. He thought the fog was Llight. He caulﬁ
gee motor cars on the nearby main road. He did not

hear a locomobive hooter or exploding dstonators before
the collision.

515 Mrs.Imelda EKavanagh was a passzengar on the ex-Galway

train. She was Lravelling in the last carriage. She did
not notice anything unusual prior fo 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. Kavanagh was taken from the ftrain about half an
hour after the accident. Some time hefore the collision

she had seen & man wesaring a uniform carrying a2 red lamp
and walking through the train towards the front. She
recollected the train had =ztopped twice or three Limes
before the collision. She Lhought it was moving slowly
betwean itz last stop and the point of impact.
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CONCLUSIONS

B2.1 The accident on 21 August, 1983 occurred becausse
the 18.50 hours Galway to Dublin passenger train having
proceeded past aubtomatic Stop signal CY 161 at Danger,
(when the driver could not contact the signalman), was
running al such speed that allowing for visibiliby,
condition of fthe rails and gradients of the 1line, the
driver, when hese bhecame aware of an obatruction on the
line ahead, cocould not stop hiz train before it waes in
golligsion with the 17.15 houra Tralee to Dublin passenger

train which was stationary.

LS The signal pesl Lelesphone (SPT) at Stop signal
CY¥ 181 and the radio in the locomotive of the Galway
to Dubklin train wers hoth unserviceable.

52.3 Near Millabreelk Lhe locomolive of Lthe Tralee Lo
Dublin train developed a mechanical fault and was replaced
when the train reached Mallow. The replacement locomative
ran out of fuel near Cherryville Junction. The replacement
locomotive was not fitted with a radic and its log card
had an incorrect enbry regarding 1tz movements on  the
day before the accident.

52,4 The emergency lineside telephone at Cherryville
Junction had, inadvertently, been fitted with a timer
which automaticaelly 1limited the duration of telephone

calls.,

52.5 There were four Gtimber-bodied carriages in the
Tralee to Dublin train and two in the Galway to Dublin
train. One timber-bodied carriage on the Trales to
Dublin train was completely destroyed iIn 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 carriags of each train  ‘was unserviceable.
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OBSERVATTONS ANT RECOMMENTATIONS

5352 CTE Rule 55, Claunssazs (g) and (h) {(Appendix VIT)
permitted the driver of the Galway to Dublin train to
procead cauticusly past auntomatie Step signal CY 161,
which was at Danger, without pricr authorisation from
the controlling signalman when the simal post telephone

(SPT) was unserviceaple and therse was no other
conveniant telephone within helf a mile. It wes stated
in evidence tThat usage of Hule 5% in these circumstances

is wvery limited. Implementation of Clause (g} of Rule
55 was seen by =omg wilneszesz as reducing delays Lo

rallwey traffic. It was sugpested that train drivers
held for some time at an automatic Stop signal and unable
to contact the contrelling signalman could feel under
pressure to proceed past the szipnal.

3.2 The case mads in evidence Tor not specifving in
Bule 55 a maximam speed at which a train might proceed
caukiously where the reason for =z Stop =signzl being
at Danger was unknown %o the driver was unconvincing.
Rule 173 apecifies a maximum =spesd of 15 m.p.h. where
the precise location and nature of an obstruction on
the line 4is known. Tn at least one railway system
Lrain speed can be automatically controlled at about
10 m.p.h. in certain circumstances.

53.3 The improved opsrational reliability of CIE's
current and future signalling and communicationz systems
should reduce the incidence of ftrain drivers needing
to proceed past Btop signals st Danger in a situation

where they are unable Lo conlbacl bLhe conbrolling signalman,

53.4 That the possible need for specifying in  Rule
5%, Clause (g); the maximum spesed at which trains could
proceed cautiously was discussed at CIE Rules and Begula-
tions seminars, that Lhis was one of Lwo points listed
ol a4 pelition signed by Tifty drivers and handed in
during the Investigation and that 1t was considered
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necessary in 1974 to promulgate a Weekly Circular inter-
pretation of how trains should proceed cautiously suggests
unease, at least among some railway 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) Tn no circumstances should a train

proceed past @UY 3Stop signal  at

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

(ii) When such permizsion iz given

the train should procsed cautiously
only as far as the line is seen
Lo be <clear, 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 wvisibility
and during the hours of darkness,
towards the next Stop =ignal and
if the next Stop signal is not
at Dangar the Lrain must continue
te proceed cautiously to the Stap
sipnal beyond.



52

54.1 If either the radic on the locomotive of the Galway
te Dublin Lrain or Lhe FFPT sl Stop signal CY 161
had been serviceabls the accident might have been avoided.
Both the driver of that Lrain and Lhe Connolly CTC signalman
tried to contact each other by radio. The introduction
of a train radic ayatem was promulgated in Lhe CTE Weekly
Circular in 19749, The radio units still in lLocomotives
were not maintained in a serviceable condition.

Stalff were not notified through the Weekly Circular
that this radio system was being withdrawn from operational use,
This mav indicate a lack of appreciation of the significance
of withdrawing one of the twc principal systems

for driver!éignalman communication within the CTC area.

54,2 The numbsr of SPT faults

reported anmmually, the levelas of availabilifty of the
system and the mean Time between fzilurs of individual
telephones fell short of the standards o be expected
in a modern rallway communicalicns systam, I, as
was stated in evidence, the new discrete radico commanica-
tions aystem now Iin course of installalion is to replace
the BPT system, and with ftThe "1979 radioc system" alrcady
withdrawn from servics, drivers and signalmen  would
be dependenl on one communications system. Experience
with both the "18979 radio system" and the 5FT telephones
suggests there i3 a pgood casze, on salfely grounds, for
two mutually independent communication systems to  be
maintained at least until the new dizarate radio ayateam
has heean inztallead £ all locomobives, machines and
cther wvehicles that travel on the railway and until
its levels of availability and reliability over an adequate

evaluation period are acceplable to management and usesrs,

RECOMMENDATION NO. 2

That within the present ©°C arca and any
extengion thereof Lhe SPT Lelephone sysleam
he relained in operaticnal service for at
least two years aiter the new discrete train
radio system comes inte full operational
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nse and thalb the need for iks further retention
he Lhen reviewed taking account of fthe system
religbility and user cxperience of the discrata

radic system.

Gl Uniform interpretation and striect

implementation of Rulez, ficnelling Regulaticns and
instructions are eassential  requirements for the safe

and ordarly ranning of trains. Same wiltnesses failed
to meet thase requiremerils, There was misunderstanding
of the role of a guard when "in charge" (Ruls 130) or
"in contrgl of" (Rule 138) a train. ™ Rule

55 41t mighk bhe helpful il the fext sxplainesd why in
Clauses (g) and (h)(3) the driver must telephone the
signalmn while in sub-Clause (h) (1) the guard is charged

with this duty. Some witnesses appearced not Lo appreciate
the different circumslances in which FRuales 179 and 188

were to be appllied.

EE. 2 While the QL Bules and Regulalions Officer had
expreasscd a view Lhat it was desirable for all ralsvant
personnel tn attend refresher cours=ssin [ules and Signalling
Regulations ancs every Lwo years many of the CIE drivers
and certificated guardz and signalmen who gave ewvidenoe
had not albtended refresher oourses Tfor sevaral years

o
prior to the aceident.

RRL3 There is ne Hule specifically requiring guards
and drivers to have the Periodic Operating Nollces or
regquiring drivers to have carriage Keys which ars needed

to open locksd SPT telephons housings.

RECOMMENDATTON MO. d

(i) The reléevant ©CIE Rules should Dbe
examined and amarded where considerced
NeECessany Lo remove any potential
or actual ambiguity or contradiction
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as hetween the duties and responsi-
Bilities of +train guards and Ctrain
drivers and to regulirs guards
and drivers to have with them
current Feriodic Operating HNotices

and drivers to nave carriage keys,

(1i) The Litle of Rule 188 should indicate
the circunstances in which L

applics, and

(iii) All certificated personnel should
i attend refresher courses in  Rules
and Signalling RFegulations at

Ioast - once every two years.

S56. ] The Lwo trains invelved in Lhe acoidenlt included
hetween tham a totbtal of six timber-bodied carriages,
one of which, the puffer car on the ex-Tralee train,

was completely destroyed in the accident.

56.2 The Repart of the Investigation inta the railway
accidenl at Buttevant on 1 Aupuast, 1980 rocommendad
(Recommendation No. & (ii)) that pending the delivery
of new coaches, efforts should ke made Lo ensure that
timbepr-bodied carriapgss were used only on r«ilway 1lines

with 1ight traffic and where the maximam permilled speed

did naot exceed 60 m.p.h. Some new all-metal coaches
have since gone into servioe. At Lhe time of Lhe Buttevant
and Cherryville accidents ©tha maximun permitted aspeed

on any part of the Dublin o fork line was 75 m.p-h.
The maximum permitted speed has since been increased

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



RECOMMENDATTON NG. 4

That effarts be made to ensure fthat Limber-
bodied carrisges ars used only on  rallway
lines with a low wvolume of traffic and where

the maximun permitled speed doszs not exceed
60 m.p.h.

a7. Thare was evidence that the ex-Tralee train was

stationary for eight to +ten minutes before the guard
want to protect his train in rear. Most of thiz eight

to ten minutezs waszs the time taken for the guard and
drivar Lo come Logelhar Lo conewll and (o agree on appro-
priate steps to obtain assistance. Thao Réport af the

Investigation intoe the Accident at Butlevant mentioned,

al. paragraph &7, some potential advantages of a guard-
todriver volce communication system.

RECOMMENDATION NO. &

A querd-to-driver voice communication systen
should be provided on 211 ftrains with guards
eboard.

55. Since 1966 CTE hasz experimenled with batteryv-powered
tail lamps as replacements for oil lamps. Flashing
tail 1lamps are at present fitted to chemical Ltrains.
The second point listed on the petition handed In during
the Investigation %85 a request that tail lamps similar
to those on chemicsl +trains be fitted on all trains.
The driver of the ex-Galway trein did not correctly
identify the paraffin o©il tail lamp on the ex-Tralee
train in sufficient +time to enable him toe bring his
train tao a stop before il slruck the ex-Tralee ftrain.

When the CTC signslling system came intoe service in
1976 manned lineside signal cabins within the CTC area
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were de-commissiconed. Before the advent of CTC, signalmen
in Lkthose cabins checked that ergch train which passed
was complete with 2 tftail lamp and Lhal the lamp was
lighting when it should he. The introduction of higher
running speeds necessilales positive identification
af train tail lamps and of train rear ends being made
from a greater dislance than herelofore it safeby standards
are to be maintained. This 1is of particular significance

when trains are stopped on the line away Trom stations.

EECOMMENDATTION MO. &

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

59. ATter detailed evaluation of different equipments
ClE has now found a satisfectory fTrack circuil device
for putting signals fto Dangar on a line used by trains
travelling in the opposite direction in Lthe event of
the line being bPlodked following an accident.

AECOMMENDATLON NOD. ¥

Tracl cipouit davicas shotld be included
in the equipment carried on zll trains operating
within the CTC area,
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60, The replacement Locomotive -of the ex -Tralee

train should have been fueslled a1t about 06,00 hours
on Saturday 20 August, 1983 in Walerford. The locomotive
was in fact fuelled the previgus night at about 22.00
hours and ran idie through the night. Fvidence was
given thal Lhis ©lass of locomotive uses aboul four
gallonz of fuel per nour running idle and cone gallon

per mile in service running. At these consumption
rates about 32 gallons of fuel would have been used
by 06.00 hours an Jaturday 20 August, 1983, The locomohive
then ran to Shellon, returnsed toe Waterford, went to
Limerick Juﬁction and reached Mallow on Saturday night.
i1ts log card stated, incorrectly, that it had alsoc pgone
to Cork. When the locomolive ran out of fuel on the
night aof Sunday 21 August 1t was about 33 milez from
Dublin.

RECOMMENDATION NO.8

That improved procedures  be developed for
fuelling locorctives. Thess improved
procedures should ensure that, whather =
locometive iz uszed for scheduled op unscheduled
duties a designated overson has respon-
sibility for certifying that there is adegquate

fuel aboard for the duty to be undertaken.

61. Passengers were allowed inte one carriage of the
ex-Tralee train when 1its outer docrs were still locked.
In the event ol a colligion or fire, locked carriage
daors could prevent OF delay the safe and orderly evacuation

of passengers.
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RECOMMEMNDATION NO. 9

The oukter doors ol zll carriages to which
passengers hawve access, including rtuffet cars and

dining cars, should be unlocked vhen trains are:-

stationary.



APPLICATION FOR COSTS

62.1 On the opening day of the Investigation Mr. James
O0'Driscoll, 30, represenbing a number of injured passengers
and the next-of-kin of fthree passenger® killed 1in the
accldent made applicabion for costs. Thiz application
was based on Section 7 (2) of the Hepulation of Rallways
Act, 1871 and was supported by Mr. Peter Shanley, 5C,
represaenting Mr. Peter Brady K driver aof the Galway to
publin train, by Mr. FRobert Barr, S representing Mr.
Thomas Collins, the driver of Lthe Tralee teo Dublin train
and Mr. James Rusk., the signalman on duly at Connolly
Station 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. O'Driscoll asked I1If CTIE would pay his costs.
When CIE counsel made no affirmative response Mr. 0'Driscoll
and his instructing solicitor withdrew and did not re-
akttend the Tnvestigation.

62.2 0On the closing day Mr. Philip 0'S5ullivan, 30, repressnt-
ing Driver Peter Brady. Mr. Fergal Sweeney, BlL, representing
Driver Collings, Signalman RBusk and the National Association
of Transport Employeses (NATE), and  Mr. Conor Griffin
BLy representing Guard John Coughlan, made separate applica-

tions for cosis.

BZ.3 Under Sectionn 7 (4) o»of the Regulation of Railwavs
Acl, 187 the Court helding an Tnvestipgation of any
accident shall make =& report stating the causes of the
accident and all the gircumstances attending the same,
anid any observations thereon or on Lhe evidence or any
matters arising out of the Investigation which they
think right to make. We believe that Peter Brady and
John Coughlan were juastifed in seeking separate representa-—
tion and in appearing beflfore the Court of lnvesbigalbion
properly represented, Thomas Collinz snd James Rusk,

members of the MNATE, wsre also responsibly represented
by their Assoclation which instructed sclicitors  and

counsel on their behall,
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62.3 We recommend that favourable consideration be
given by the Minister to the making of some contribution
towarda Lhe cosl of legal representation incurred firstly
by Peter Brady, secondly by John Coughlan and thirdly
by the NATE.
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MISCELLANECUS

£3.1 When the TInvestigation resumed on & June, 15984
it was submitted that zas the wverdict of the court procesd-
ings mentioned in paragraph 2 could he guashed by way
of a certiorari that the accidenl Investipation should
be adjourned for six months. After due consideration

it was decided Lo proceed wilh LHEHTHVEHtigﬁtiDH.

63.2 Cerbain svidence fram aome witnesses is not specific-
ally mentioned in the SUMMARY OF EVIDENCE where wilnesses
duplicated evidence glready establicshed, or where the
evidence was nol relevanl Lo the purposes of the Tnvestiga-

tien.

63,3 ALl the oral testimony and submissions were  Laken

down in shorthand and subsequently transeribed.

—— !f-/#’ - gur»’\g—s—,

J.V. Feehan

Dacdan Bedd .

Declan Budd

Date Qo0 Decornben G834
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A AFrrenula L

ORDER

entitled

Negulation of Hailways Act, 1871

{Section 7) Order, 1983
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L1 B T el T
i

WEHATAS X, Jim ildlcbell, .0, liAnisler Tor "ranspori,
have in pursuance of geetdon 7 of the Teguluiion of

Nal lways Let, 18?1$‘directed an inguiry Lo e nade by

Ja¥. ®ashan, N.Te, HeTsE.T., an imsrecior vnder the gatd
Act, into lthe emuie of Lhe accident which oceurred on the
roilvey of Coras Tompair UBireann near Cherryville Junection,
in the eounsy of Kildsre, on the 21s% day of fugest, 1987,
being an aseident of whlich.nobice was lor the wipe beling
requirad by the gald Act Lo be seni to the THnizted for

Trantnort:

ARD \EARTELS 44 appears to me thal a more Uormal
inrertigatior ol the accident, and of the causes theroedf,

and of the circumsiances abtending the same, 13 exped’ent:

HOW, T, Jim Yiichell, T.D., Minlster Tor Trancnort,
in exereire of lhe power oonferred on mo by secltion 7 of
the Reprlation of Railways Ach, 1671, as adapted, and the
Transporl, Fuel and Power (Transfer ol Deparlisn'al
fdmintstration aod Miniaterial Tunciiong) Order, 999
(.7, No. 125 of 1932), and the Tourigm and Tranzport

(Mlteralion of Wame of Dapartmeni and Title of Hinister)

Order, 1927 (=. 7T, No. 11 of 1480}, hereby order as follows:

(e This Order may be elbed as the Negrlation of

Rgilvways Act, 1871 (Section 70 Order, 1553.
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It is harvehr Qdreeciod -

~lra

L0

be held, and zhe =szid J.V. Pachan, an

eald Hegonlalion of Railyayrs bet,

to hald the shwmo.

e

t.o

inves

1271,

39

ins

Declan Zuddy Cenior Counsel, =

T

gssist thi gaid J.V. Fechan

tigation..

GIVET unler my NDffieial Seal, this

in

irmreEnnl gavion

1

Toeotor e She

it hereby direched

hereboy appoinhed

nelding such

tn
2{1 day of A Jfru“t, 1983.



I APPENDIX 11
Fage 1 (of 2 pages)

 REPRESENTATION ON 19 SEPTEMBER, 19823

REPRESENTING
John Murray, sC,with Hugzh O'Flaherty. 3G, CIE
and Alan Mahon, BT,
instructed by Arthur Cox and Co,
Solicitors
Robert Barr,SC, Train Driver
ingtructed by Kent, Carty and Co., Thomas Collins and
Solicitors. glignalman James Rusk
James O'Mriscall 80 ,with Mext—of-kin of
Liam MecKecH'ig pL, Cather ine 0 'Cannor,
instrueted by Richard Mogylan Sclicitor deceased and
Mary Shechan,deceased;
Mancy 0'Cannell
erald Columba O'Connor
James 0'Driscoll 85C with Reprezsentatives of
Micha=sl McOowell [OL instructed by late FPatrick Hickey

Kelly, Hennedy & Co. Solicitors

Peter Shanley, 5C ,with Daniel 0'Keeffe ,BL . Train Driver .
instruected by Brendan E. Hill and Co., Felber Brady
Sclicitors

Gaargse Zheehan and Dea Mahon (ITGWU) Train Guard John Coughlan

Michael Grimes Charleés Hickey brother of

Patrick Hickey deceased
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APPENDIX II

Page 2 (of 2 pages)

REEPHRESENTATION ON & JUNE, 1934

REFPRESENTING
John Murray, 5C, with Hugh 0O'Flaherty, 5C, and
Alan Mahon,BL, CIE
instructed by Arthur Cox & Co. Solicitors
Fergal Bweeney,BL, Train Driver
instructed by Kent, Carty and Ceo.,Solicitors Thomas Collins

and Signalman

James Rusk

Philip O'Sullivan,5C,wilh Daniel O'Keeffe,BL, Train Driver
instructed by Brendan E. Hill and Co., Peter Brady
Solicitors

Conor Griffin BL, instructed by Messrs Train Cuard

Merinley and Co.. Sclicitors John Coughlan

Michasl Grimes Brother and family of

Patrick Hickey .deceazed



CIE Personnel

Fatrick J. Leahy
Thomas Collins
Jahn Coughlan
Jams=s Looby
Michael J. Nugent
Robert Healy
Michasl McPhilbin
Chriatopher lession
John Noone
Cornelius 0O'Leary
William Farrcll
John Cotter

John Heeney
Albert Henchy
HNoel Kearns

Cecil Scully
Eugens Fox

Joseph Ross
Micheel O'Rourks

John MeCarthy

James Mullins
Patrick Sadlicr
Michael D, Corcoran
Thomas Geraghty
Thomas Flanagan
James Flynn
Peter Brady
Richard Mason
James Husk

dean Henesghan
Noel Walley

Richard Grainger

78

APPENDIX III

Page 1 (of 2 papges)

WITNEESES

Jignal and Electrical Engineer
Train Driver

Tlckel Guard

Ticket Collector
Mzintenance Engineer
Train DOriver

Train (uard

Ticket Collscior

Ticket Collactor
Catering Attendant

Train Driwvear

Train Orivar

Gignalman

Depotman

Acting Signals Inspector
Maintenance Engineer

Engineering Technician

5

ssistant Engineer

Technical Assistant to Area
fail Manager

Chief Ticket Inspector (since
retired].

llead Catering Attendant
Depotman

Fngineering Projects Maenager
Azzistant Rail Manaper

senior Depobmarl

Train Guard

Train Oriver

Tiapo bman

dignalman

Technical Manager

Asslistant Area Rail Manager

Chief Mechanical FEngineer (Rail)



79 APPENDIX IIT

FPage 2 (of 2 pages)

CIE Personnel

Fhilip Smyth Signalman

Deminic Hanlon Platelayer

Joseph Doyle Fatrol Ganger

Thomas Quinn fules and Regulations Officer
John 0'Driscoll T'rain Trivep

John Fernnelly Area Rail Manapger

Michaal Lynch Arca Rail Manager

OTHER PERSONS

Paul Kelly Ambulance Service, Naas
Bernard O'Connor Ambulance Service, Naas
Fatrick Mockler Fire Station, Newbridge
Garda Richard Dawson Kildare Garda EStation
Garda Sgt. Kevin Derrane Kildare Garda Station
Grainne Ni Lubaigh Train passsnger

Nonal 0'Faclain Train passengar

Feter Gilligan Train passenger

Imelda Kavanagh Train pazsenger
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EXTRACTE FROM BULLE 188

(CTC Rule)

Protectional (b) Should a traic be siopped by aceideni, failuce, obstraction oc ol
"‘H;’:&:Hm crzzplional cause und nol foul o7 aor be dangerousiy noar 1o any othe
frainis pnming lirts) the (ollowiog Bestroetions mear ke carried out:

obstructed,

(1) The Guurd end Driver must szcore therr train and walk towards esch

{2)

{3

ather miong ke rohe hand side of (he (mic e running direction, Lo
consull, The position of the diszaled tain in relediar 0 the nearest mifs
post, signal post, or other landmack wud weather conditions, must be
carefully noled by hath men. Having consuliad with each ather and i
Assisliuice in resguired, apees fs to whal wesslance 15 necdad and hiow best
it can be obiained. Lke Guard must then decide the quickest means by
which the Signalman can be advised of e ciroumstances, Onoe
agreement has been reached by the Guard and Drover they must not
allow their tritin (o be moved anti assstnoce has arrived, or allernative
arrangements liave boen apreed by all concerned, On Doukle §ines a
white lizkt niust be exhibited a7 the front and @ cod ik at che reas af the
dizahled train, in duplight ar durmg the hewsy of Jurkness On Hingle
Lincsa reed light niust be sxhined a1 the fFoit 2nd also ot Ue rear of the
dizabled tram, indaylight ur furing the hours of dak ness.

Tiie Ciuand must go back not fess than | mile, exhilnting, a hand dayper
signal to slup any train approaching on the ohstzucted line, and he must
place detosators va ane rail of the ohaly weted line 15 under

P detonator & mile fram ks teain.

Pdaranaton 4 aile from his train,

Ldetorator §oile feom his Leain,

detararors, 20 vards aparl, not f#es than | ile from bis traim
The Guard must ensuce il the Drver af o appeaaching train has 2
good und disiant visw of the lend danger sipnal Should the prosence of 3
tuncel, tie fufl]!{i,!é{'lq_n[tlu: line ar some other cireumstance ar the |
mile poifl ubstruet the view, he must go 2 prearer distance W@ u paint
which would wive the inzredsed view W lhe Driver and pluce an
addmional 3 delonators, 20 yards apagt, on the lne and cchilsil a hand
darger sizeal at that poinc (The L mile point or the erester distiunce i3
referred i these Rules as the preseribed Jistance),
Should any tannel intervene hefore the Guand rezehes the prescrilbed
distance he must place 3 detonators, 20 yards apint, on Uie line befope
entering it Sheald a train ypproach on the obstrucled fine hefore the
delunators have been placed as mstruesad the Guard must immedianely
pluce 3 detonatars on the line, s Far a5 possible from the ohstreetion and
eahibil a hand danger signal,

Having carricd out Lhess instructions the Guurds furiher action will
depend on the armgements he has made with Lhe Driver to ablain
sssistanee e raust either romain at the preseribed distunce, exhihiting a
hand danger signal wo stop any train approsching on the obstructed line
or go la the sipnal bex in e or o telephone giving communieatan
with e signal box and: advise e Sipnalman of the clrinnslanees,
weather vonditions, and the position of [he disaibad train i religon w
the nearest mile post, signal post or other ldniack Conlimnng Lo
axhibit o faned danger signul. However, should be b recled by the
Driver suunding the sepgine hooter, or by other medns, either Belore or
alter reacling the preseribed distance. he must Leve on the rail 4t the
point fron which he % recalled 2 defuautors, 20 yareds apart, azid relurn
ta his tiain, Luking op en the way any other detanaiors he may have pot
down,
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EXTRACTS FROM RULE 55

(Detention of trains on Running Lines)

Clause (g)

Passing {g) When a traio bas been lrought (o g stand OWIRE L it iutoma e stop signal

a"mm:[;:',;, s or semi-auluatic stop sigazl being s danper, the Diiver must e diately

s Etonma, contvbnicae with the Signalman by telephone, inform bim at which sighinl

"{’F‘s':l“f:' n his train s detnined and pive destriplion al kis traie, it ls neersaars far e
nges L b

brain 1o remain al the stop sigual the Sipnalman musl so advise the Drives
and the Diiver must communicate with the Signalman a0 msereals of oot
more thin fve minietes waless olherwize instructed 17t 5 NECEERAry o 1
A Tatlure el the <innal or ctlier emerreney, for the lruin to pass 2t danger an
sutomatic stop sizenl of A semi-aniomnalic stop signal, the Dirver will be
suthovized (o edaso by the Sipnalman

T every vase when a rain proocesds past an amapg slop signal ar semi
amamatic step sipnal at Dopger in accordance will the preceding
paragraph ur clwse (b as e coee may b, the Deiver must give one lone
Blast on e hooler and proceed vcavliously as Far as the line is clear towards
the next stopaiana | advance and al such 4 reduced spevd 5o thar allowing
For visitalily, condiion of the roils and the pradienls of e line the train can
be stopped wilk eare and collision wih any ohstuctivn aveided The [hine
sl realise that the signal is possibly atdanger dewe o the presence of g lrein
ahead, wbroken or displaced rail, or a0 obstructon on the trac . and be grast
thepefors voereise the greatest cantion. Prurciag the hours of darkness and
when visibility s reduced due 1o bad weather conditions the PIriver sl
switch on the crgine leadliphls helare proveeding beyond the signal
concerned. In such cases of the next siop signal in advance, whether
aulonsliv or st is not ad danger, e Driver st conlinue 1o procesd
cavbivesly o the nest stop sisnal hevend.
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EXTRACTS TROM EULE 55

Clauses (h) and (i)

ATIC Fature o
Fiedz 'hone

() (10 Sheold e wlephiene fail 2000 aun
stop signal ov owhich o tain b derained, Ui
Giwarsd minst, onfess specl=] fnstreenions 10 the
CaNTTary At i in.l‘t:, valk to the nearss eon-
veplent Aclophone do workine arder wlizre L
oan conmicEle, citlier eetlyor iul.'liu..- thv,
with the Eipnahnan zocl oo i accordance with
the first parapraph of clause e et showied all
means of jelphoric omumicaticn fue failed
and il Lhe Tiedver can e op pscertain ther the
line is clear v the noxe siop siwnad, he may
proceed in acvrrdance with the second Jrara-
graph ol clavss {p)

12} Should e relephone fail 210 a semd !
automatic stopr sigzal st which a wain s
detainel, he Guard  mst, unless  specia
igstroctions o the canliory ure in foroe, walk

: to the mearest cw n.c:.u at tzlephone in worling
order where be can comummicane eivher divectly
or indireerly, with IJm_ Sipmabman ond act in
accardance  with  the  firss porapiaph of
clause (23, but should all means of wlephonic
comouication have failed he must proceed 1o
the signal Lox or ground framie and act in
accordance with the instructions of 1he Signal-
man o person in charge, as the ersr may Do
H, however, the s:g'n"] box is closed op e

ground frame = not in ey the Thever piust
prozeaed  caut mus]:.f g5 desoribed in the second
parazrapi of clause () ur.w satisfeing Dlmself
that any Jaciug poies or swis sids theee
may be between thin signal at which his train
is 5[“11"Hr1y aml the nowe stop sigogl ure. in the
peoper posilion for his teain.

(3} Should the telephone fail ot s camtrodled siprul other (han & seni-aulomsatic
sipail or intermedinte Block home signal, st which o train is detained, the
Ciuzrd or Shunter must go to the signal bos o rewnd the Signelman of the
position of his {rain and act o accotdance with the mstruetions of the
Sipnalman Where the distance to the sipnal bax is such that this would
cause delay, the Driver may wse any cenvenient teilephone giving direct
comnmunication with the comrolling Signabman.

Useofalthe: (4] If 10 the event of the fatlure of the telephore ot a siznal, uny other telephbone
"It’\:::;'ém i used to comewnicate wath the sipaal bax, the man reminding the
Signalman Sipnalman muest ensure thar he B oalking o the nght Siznalmsn and must
clearly tell hun the lire an which the troin iz standing and the prefia letlers

aniel pumhers or the tile af the zapnal arwhich i is detained.

(1} A convenient telephone as referred toin this Bole, i 5 line telephane wilhin
4 mile of the signal concerned.
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EXTRACT FROM CLAUSE (C) OF BULER 179

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

which

(4] The Drover of the disabled train muast
travel on the assisting train or breakdown train
and canducr it 1o his train. The speed of the
assisting rrain or hceakdow . train mwust not
exceed 15 m.p.h. The Driver of the assisting
train or breakdowa train must regulate  his
speed within this limit so that allowing for
visibility, condition of rzils, and the gradients
al the line, the train can he stopped with care
and collision with any obstrucrion  avoided.
roring the hours of durkness or when chere is
tog or falling snew he must arrange for the
Diriver conducting him o dismount timely and
walk alongside the engine and guide him o the
disabled train.

When moving in the wrong direction, the
Diriver must make [requent vse of the engine
hooter by giving a serics of short blasts, and
when approaching level crossings in the wrong
direction exercise great care.

line an
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