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HATLWAY ACCTDENT AT ARKLOW, CO WICKLOW

QN 3RD QUTOEER, 1979

TNFRODUCTION:

The Minister for Tourism and Tranéport by Order dated 17th day of
Cctober, 197% directed that an Inguiry by made by Wr J.V, Feehan,
BE, WIEI into the causes of & railway accident which occurred at
Ark;ow Station at about 19,10 hours on Wednesday, 3rd October,l979 as =2
result of which about twenty-seven passengers and two members of the
crew of one of the two trains invelved received injuries of varying
severity. TFortunately there were no fatalities.

I inspectied the accident site on 5tk Ostober, 1879 aﬁd on a number
of subgequent ocrcasions and I heard svidence Trom persons concerned
or having relevant knowladge of the accident and from officers of
Coras Iompalr ZEiresnn.on 16th Jarmuary, 1é8q at the Land Commission
Court Room, 24 Upper Verrion Strest, Dublin 2., The evidémo@ Wagl

not taken on oath and was heard in public, I have the honour to

report ags follows:i-

DESCRTIPTION AND CIRCUMSTANCES

Arklow Station is S0%F miles from Dublin (Pearse Btation) on the
gingle=line railway to Rosslare Harbour. Block posts on either
side of Arklow are Pathdrum (39% miles from Dublin) on the Up

side and Gorey (602 miles from Duvlin) on the Down zide.

A diagremmafic layont of Arklow Stgticorn is a2t Appendix I.

S
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In 1977 alterations were carried out to the Arklow Station
signals. These alterations included moving the Up Cuter Home
and Distant semaphore signals lSO rards outwards towards Gorey
and instelling a new colour-light Down Advance Starting signal
300 yards from the Up Home signals. This signal replaced the

Limit of Shunt Board.

On the day of the accident, because of maintenance work, train
speeds were restricted to 25 mph vetween 51% and 51% miles

Trom Dublin,

The trains involved in the accident were aa Up cement train
consisting of one locomotive and nineteen wagons which had
departed Gorey at about 18,10 hours for Arklow, where four wagons
were to he unloaded. and the 17.40 hours Up papsenger train from
Rosslare Harbour to Dublin consisting of one locomotive, five
passenger coaches and a guard's van which had departed Gorey at
about 18,55 houre and was scheduled to stop in Arklow at 19.09

hourg.

The trains collided on the mainline near the Down Advance Starting
stgnal which i= befween the Up Outer Home and Home signalz. Five
wagons of the cement train were extensively damagad. The locometive
of the paggenger traln was severely damaged and some damage was
caused +to the pagsenger coaches. There was subsfaﬂtial damaze to

the permanent way.

It h=d started to rain at about the time of The aceident, and

vislbility became poormn
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SUMMARY QF EVIDENCE

30 years. On the evening of the accident he had accepted

gignal at 18.46 hours before he had checked that the trai
complete. At about the same time he released the foken t
the Up passenger train. The Up cement train was listed 1
Working Timetable as due to arrive in Arklow at 16,10 hou
RBail Contrel Office, Dublin, had requested, by telephone,

ghould depart from Arklow at 20,00 hours. Mr Ebbit: was =
four rear wagons of the cement train were fo be unloaded
and had he known 1n advance that the local fork-lift driv
Colling, would not have sufficient time to unload these T
before the train deparied at 20.00 hours he would have br

cement train initially into the Platform instead of direc

the Goods Siding.

e discussed the shunting movements with the cement train
and guard and with the depotman. His intention was, on <o
Bhunting, to hold the cement train on the Loop until the

pagsenger trains haed deparied from Arklow.

‘He told@ Driver Rooney to detach the four wagons for Arklo
latform, He estimated that the shunting could be comple

ourteen to fifteen minutes and while there was still day

i‘Ebbitt wag aware that the Up passenger train was due i1

0 minutes.

I"Z e

er,

Signalman Alex Ftbitt has been a signalman at Arkiow for over

the Up

cement train from Gorey under 3ignalling Regulation No. 3. . He
received the "irain entering section™ sigmal at 18.25 hours, the

train arrived at 18,44 hours and he sent the "train out of section”
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He had released the token for this +train at 18.46 hours and he
received the "train entering section” signal from Georey at 18,56 hours.
He expected that the Up passzenger itrain would arrive in Arklow 2%

about 19.10 hours.

- Mr Ebbitt detailed the vafious ghunting movém&nta invelving +the Up
cement train., The train propelled out frod the Goods Biding onto the
Lm&inliﬁe towards Gorey, went forward ftowardes Rathdrum, the four rear
Wagoné were uncoupled at the Platform and the train continuved along
the mainline past the Up Starting signal {Wo. 5). Mr Ebbitt then
cleared the Loop Down Home signal (No. L3} and the train propelled
into the Loop, continued past the Loor Down Starting signal {No. 12),
pagt the Up Loop and Mainline Home signels {(Nog. 2 and 4) and out to
%he mainline towsrds Garey. My Ebbitt Then reztored the Down Home
signal {No. 13) to Danger and clearesd the Up Home signal (Nb; L) to allow
#he train to go forwerd to pick up The four wagons a2t the Flatform.
He agreed that higs working of signals NMog. % and 4 was irregular.

The train shouwld have been stopped and the driver instructed to

vass signal No. 5 at Danger.

Mr Ebbitt said that it was his usual practics to clear the Up

Outer Home signal when he got a "train entering section™ signal from

Ggray. He wag, however,-ceftain that he had not cleared the Up Cuter
ne signial that evening because the cement train's shunting movements
vere s4ill in progress when he received the "train entering section®

gnal from Gorey for the Up passenger ftrsin. Driver Rooney had

rried out similar shunting movements previously at Arklow,
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While Mr BEbbitt had notlexperienced zny difficulty operating the
Gorey signal levers he had found the levers for the two Cuter Home
gignais "wary hard™ because of the distances to the signals and
the curvature of the pull wires. 011 lamps in the Outer Home and
" Distant signals hed an endurance of about nine days. The usual
routine was that a signalman refilled them every Thursday or Friday.
‘He was not aware of any loesl arrangement for inspecting signals
petween these rountine visits. He had returned from sick leave on
%he Ayiday prier to the accident. If was not possible o see either
ﬁhe Uz Outer Home or Diztant signaels from the Signal Cabin., In the
past train crews had reported signal faults. He was unaware that
ﬁrivera operating from Rosgslare Harbour had reported to tﬁeir trade
union that the Up Cuter Home signal was defective on thirteen occasions
in ths nine.months pridr to the acgcident. On the day of the accident
Mr Ebbitt came on duty at noon and was rostered to remain until

midnight,

Tfain Driver Noel Rooney has been driving trains on the Dublin/Rosslare
1ina for about ten years., On the day of the accident he had joined

he Up cement train at Enniscorthy. After passing Gorey he slowed

‘ 3" mgh  Tor the speed restriction about two miles on the Gorey 51de

f Arklow., He had no difficulty in identifying the speed‘restriction

nszzgsed the Up Distant =simal WMr Rooney's irain was stopped
Upn Home signal at about 18.44 hours. He did not notice 1f the
in the signals were lighting. At that stage 1t was =till

1ight, visibility was fairly good and the ground was "damplsh“



-F -

Driver Roomey was signalled into the Goods Siding. He subgsequently
took the token to the Signal Cabin where he was told that $here had
been an instruction from the Raill Control O0ffice, Dublin for the
return of his train to Dublin at 20,00 hours and thét the four wagons
for Arklow were to be left in the Goods Siding. He had not been told
that his train was needed urgemly in Dublin., With his guard and the
gignalman ha égreed the programma of shumting movements necessary for
the detachment of the four rear wagonz. The usual procedure at

Arlkklow was that cement wagons were unloaded inside the Goods Siding

while pasgsenger traings continued to operate on the mainline,

However, Mr Hooney assumed thet in this instance, as the wageons werse
not to be unlcaded, he would depart to Rathdrum immediately the

shunting movements were completed.

When Mr Rooney commenced shunting the cement *train he was aware of the
gcheduled arrival ftime of the Up paseenger train but he did not know
if it was running to time. No estimate had been made of the time

required for the shunting movements.

sDuring the shunting Mr Rooney had takern hig train past the Up Starting

- signal which wase in the Clear position. He was not in possession of

a token. After he had placed the four wagens in the Goeds 3iding he

.propelléd his train onto the mainline iﬁ the Gorey directicn. IHe

csounded his hooter to get the zmignal for Rathdrum and then noticed the

signalman on the footbridge waving to him indicating that he should

- Proceed inte the Lwop. The Loop Home signal was displaying a Clear
cagpect. AL about the same time, and as his train was barely moving, he

- felt the impzsct of the collizion.



A% no stage during the shunting had he seen the Up Quter Home signal

disvlaying a Clear aspect.

Depotman Paul Roe who received his guard's certificate in 1979 was

the guard on thé Up cement +train, He had jocined the trein at
;Enniscorthy. He had acted as gnard on trains on the Wexiord line
on about five occagions prior to the day of the ﬁccident. Al though
~he travelled in the locomotive from Enniscorthy he hed rnot noticed
the agpects of any cof the Up signalg as his train appreached Arklow
nor had he noticed whether the lights on the gpeed restiriction

marker board were flashing.

Whén Mr Roe's train stopred in the Goods Siding he ziighted and he

later spoke to Driver Rooney and the local depotman who told him

that the Rail Control Office, Dublin had asked that the Tour wagons

ich were for Arklow=be detached. They discussed the shuﬁting

wo#éments that had been agreed with the sigmalman. Mr Roe assumed

$ﬁﬂt when the shunting movements were completed the Up cement train would
part for Rathdrum., At noe stage did anyone suggest that the Cement

rain would be brought into the Loop;

Wﬁile he had previcusly seen and reported defective signals elsewhers

had never noticed defective gigmals at Arklow.

2 Driver Patrick Hayde was in the 3ignal Cabin with 3ignalman Ebbitt

Eﬁ the Up cement train arrived in the Goods Siding. Driver Rocney
é into the Cabin and discussed the shunting movements with
gnalman Ebbitt, Both men went down o the Platform where they ware
ﬁEQ by the train muard. Signalman Ebbitt redurned to the Cabin

- the shunting movements commenced.
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The train propelled from the Goods Siding in the Gorey directiog,
moved forward to the Platform where the four wagons for Arklow were
uncoupled and ran around these wagons which ware then‘ooupled to the
locomotive., Signalman Ebbifl remarked that if there was an older

man on the Jokh he wowld have coupied the four wagons mors

quickly. Tae train propelled in +the Gorey direction, came forward,
placed the four wagons in the Goodes Siding and propelled out again
onto the mainline. The train then stopped and Signaiman Ebhiti waved

to the driver that he should propel out further.

A% about the same +time Mr Hayde heard & hooter and he told Signalman
Ebbitt that the passenger train was approaching. Nr Ebbitt said that
_it was coming againgt the signsls. Immediately‘afterWarﬂs he heard
the sound of the collision. Visibility at the time of +the accident was

good but it deteriorated rapidiy during the following fifteen nminutes,

rain Driver William Whitty the driver of the 17.40 hourg ex Rosglare

arbour Up pasgenger train on the day of the accident was a regular
.fiVBr onn the railway line through Arklow, After departing from
orey (60% MP) hie train was travelling at 50 tc 60 mpn  until he
educed speed for the speed restriction between the 51% and 513 MEs
He could not recall if the light at the speed restriction marker

Wﬁs flaghing. The train picked up spsed zgain and was travelling at 4%
fo 50 mph when he got first sight of the Arklow Up Distant signel
ﬁhich he lknew to be fixed in the Caution position. It was sTill

daylight. He did not see any light in this signal as ae passed it.



Mr Whitty had reduced speed spproaching the Up Distant signal and

he made a partial brake application coming round the curve towards

the Outer Home signel. Je was travelling at about 35 mph  when hse had
Cfirst sight of the Quter Home signal. The signal was completely "off"™.
He would have expscted to find this signal “off™. He Tlashed the
lacomotive's headlight for the purpoese of checking the signal arm's
position as he usually did on overcast evenings and in the périod

just hefore darknsss fell., He thought there was a faint green light

from the Outer Home sigmnal and, while he 4id not loock at it eontinucusly
while approaching it, hiz recollection was that tae nosition of the

gignal arm did not change.

Insofar as Driver Whitty was aware his train was running on time.

e had no information con the running of the cement trainm.

Mr Whitty switched on the locomotive headlight again and saw the
ement trein ahead and the red lights of two signals at Danger. Uhe
cement train, which had no tail light, appeared to be moving. He
hought the signals as Danger were the Up Home (No. 4) and a signal
ejond the Footbridge which could have besn the Loop Up Starting
ignal (Ne. 3)., He would have expected to find the Up Home Eiénal
bff". Mﬁ'Whitty applied the emergency brake and got down on the cab

loor just btefore his locomotive nit the cement train.

Qn the evening before the zecident Driver Whitty had ériven the
7)40 iours ex Rosslare Up passenger train through Arklow. On that

cecasion ne had mot noticed anything aunusual about the signals 2

e made = normal approach to Arklow Btation.



Turing the previous March when driving a train from Arklow to
Gorey he found the Arklow Up Outer Home signal in the "off™ position.

He had reported this to the Corey signalman.

Guard John Iurley who has werked on the railway through Arklow

for many yvears was in uhafge of the 17.40 hours Up passenger train
on the day of the accidsnt. The train leTt Gorey on time and

because it was too "Ausky" for a green flag he had used a green hiand-
lamp to signal his driver. Apprgachiﬂg Ariciow, My Hurley was in the
suard's van at the rear of the frain with the Traln checker, He

did not recollect 1f the traink spsed had been reduced for the speed
restrictions beiween Gorey and Arklow. He thought the frain reduced
speed just after passing the Arklow Up  Cuter Home signal and =

couple of mimates later it wag 1in collision with the cement Tralmn.
Guafd Furley was not on the logk—out for gignels as his train neaved
Arlciow, It was dark =t the time of the accident., MNr Hurley, who

was injured in the collision,arrangsd that the cascker would protect
his train., WHe was unaware of any defects in  signals on that sectlon

of railway,

Tyalffic Insvecthor Bdward Martin arrived at Arklow Station shortly

N

fier Lhe accident. HWe went to the Signal Cabln where Signalman
CMlex Ebbitt was on duty. Sismalman Ebbitt eppearsd to be quite
Mormal. The lever for the Loop Up Home signal (¥e. 2) was pulled

and fitted with a collar, Thne repsater for the Un Cuter Homa

- gignal indicated "wrong, adiustl.
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He vigited the accident =ite and‘inepectéd"the relevant'sighals.
The Loop ﬁp Home signal arm was in the Clear position and the
green light was visible, The Up Tater Home signal-was in the
Danwer pogsition and its lamp wes empty snd unlighted, the lamp

in the Tixed Up Distant signal,which was also uwnlighted, coﬂtalned a

emall amount of oil.

Station Masher Sean Growléy had been at Arklow as Chief Clerk since

1962 and as Station Master since 1977, He understood that ocne of the

principal reasons for altering the signal layout in 1977 was o

ailow liner +trains to move directly from the Goods Siding to The

mainline.

Shortly after the collision he went to the Signal Cabin where, %0

the best of his recollection, Signalman Ebblitt told him that the

passenger train mist have pasgsed the signal. Mr Crowley thought that

" the repemter for the Up Quter Home signal was showing “Wrong,adjust"

and saw that only the Loop Up Home signal lever was pulled. Inepecyor

 Martin told him that he had found the coil lamps in the Up Distant

and Cuter Home signéls inlighted. Mr Crowley. agreed that *the

Arklow signalmern were responsible for filling oil lamps on signale,

To his knowledge no oﬁe went out specislly to check if 1amps on the
remote signals were being properly serviced and maintained. Wr Crowley

relied both on the integrity of the sbaff responsible for filling and

mainteining the lamps and on the reporiting by train drivers of unlighted

gignal lamps. Vandalism was an intermittent problem. Tull replacement

lamps were fitted in the Up nigtant and Outer Home signals on the

Znight of the collision and two days later the lamp in the Quter Home

signal was removed and TATOWR aAWay.
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Orne f11l of an oil lamp usually laste about nine days, depending on
the wick-height setting. Lamps in the Up Distant ané Outer Tiome
gignals had been filled on the previous Wednesday, 26th Seprember.
To service tae lamps on these two Up signels the signalmen would be
absent from the Signal Cabin for about cne and & guarter hours:.

iz duty iz carried out weekly.

Ppior | bhe accident Mr Crowley had not heard reports of any sigral
:défecta it Arklow, Subseguenitly he learned thas during 1279 fwe
defects had been reported to Signaliman Willlam Ebbitﬁ. In ons
dnetance the signelman had adjusted the pull wire, in the second
instance the signalman telephoned fthe Signal Maintenance Department,
tablin, Ha was also aware that whe™ ‘re Down Dishart and Ouier llome
signals were inspected two days after the accldent the lamp woX
lenses in both signals were broken. Mr Crowley said he had been
éurprised garlier in the hearing whsn Irish Transport and General
Workers' Union representative, Mr Tobin, intervened to say that drivers,
members of his Union, had made representations to him, Mr Tobin, on
tThat tkuﬁ

thirteen accasions during the previous nine months, saying
o . b . [} Y

riclow Up Cuter Home signal was defective.

r Orowley could not remember any of the Arklow signalmen beling .

ent on refresher courses. While he had recelived the Begulations

or Train Signalling znd General Instraciions to Signalmen thwt oparated
rom lst May 1979, he had not raceived Amendment Notice. Nu. L =

gned in June 1975,
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svant Sighal and Eleotrical Ensineer Cecil Scewllv was unable

trace any reports made to his staff before the date of the

ident saying that the Arklew Up Outer Home signal had displayed a
ar aspect when it should have beean a2t Darnger, He could accept
thirteen such instances had been reported o Mr Tobin of +Lhe

sh Transpert and General Workers® Union.

Eéully explained that the gignalling alterations carried out in
Hwere intended to enable goods trains to move directly from the
ge 2lding into the sectlon., Thess alterations included the
allation of a Down Advance Starting colour-light signal on the
y side of the Station and moving the Up Cuter Home énd Digtant

aphore signals 150 yards further out from the Station towards

The Up Outer Home signal iz now about 1,030 yvards from the

éi Cabin. Mr Scully did not regard that disiance a2z being
éﬁtion&lly long for machaniéal'operatién. Keplacement of the Up

tant and Outer Fome signals by colour-light signals had not been
idered. & colour-1ight pdvance Starting signal was installed !
ge there was no spare lever in the 3ignzl Cabin. While h@

led oil lamps as satisfactory, he accepted that a combination of

fric lamps aﬁﬁ Lenses was better. Mr, Scully also asccepted thaf at the
T the collision there were defects in four of the running signals
low (Up Distant and Quter Home and Down Distant and Outer Homs ).
ber of the Signal Department®s maintenance staflif, who wag working

2 Shelton barrier on the day of the cellision,called to the

Cabin where he cbserved that the signal repeaters were

ng correctiy.



A "wrong, adjust" indication which Mr Jeully saw on the Up Cuter
Home elesctric repeater after the accident wag caused by an earth
fault on the signal wire which was buried in debris resulting

from the accident.

Arsa Manager Frank Gray said there was nothing irregular in the cement
hrains shunting movemenfsn The irregularity mentioned Lty Mr Ebbitt
arose when the Up Starting signal (No, 5) was cleared to permit the
movement along the mainline immediately after the four wagons had been
nunecoupled and left standing at the Platform. The correct procedure

| a5 that the driver should heve been insfructed verbally te pass the Up
Starting signsl while it was at Danger, A szecond irregularity arose aftes
he cement ftrain had propelled through the Loop when the Upr Home

ignal (No. 4) was clearsd to allow the train forward to pick wup

he four wagons standing at the platform. The correct procedure in

his instance would have been to call the driver forward using Disc

‘ignala Nes., 6 and 11,

Mr Gray was of the view that the sipnalling alterations carried out in
977 did not warrant grecigl ftraining or instructions for the local
aff, Regarding lir Tobin's statement that he had received |
epresentations on thirteen ccrcasionz that the Arklow Ip Outer Home

s gnal was "drooping® or "off" when it should have been at Danger,
 Gray sgaid that,in the course of CIE's ingquiry imﬁo this arccident,
irteen drivers who normally drove over that section of the railWay
?e asked 1if they had ever noticed the Arklow Upn Cuter Home signal
rooping™ or Wolff¥® when their 4rains were travelling in the Down
feetion and conly Tive drivers had, =2t some Time earlier this year,

ticed the signal "drcoping” or WoffY.
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Pwo drivers who had passed fhrough Arklow on the day of the

gecident noticed nothing urmasual.

L

Technical Manager Sean Heneghan detailed dammage sustained Eﬁ“ghé*’

vehisles in both tralns. Thnig damage Was consistent with fhe© -

vehicles being invelved in 2 collision.. After the accident, brakes

an all coaches in the Up passenger tyrain were checked individually

Becanse of accident damage it was not

An

end found to be satisfactory.
neck the locomotive's hrakes until recently.

possible to ¢©
4 from the locomotive

on of the Hagler disc chart recovers

had been rapid

examinati

of the passenger train confirmed that there

aeceleration before the collision and thig could only have beer

achieved if the braking systems were in good condition.

i that the Hasler disc chart recordsd speeds OVET the

Hiz analysis of

My. Heneghan sai

Final 1,850 yards travelled before the collision.

tre chart suggested that the Up passenger train'
This speed was held for

speed approaching

the Up Distant signal was about 54 mpi.

about 480 yards. There wss then a reduction of =bout one mph for &

further 355 yards. After o reduction to 52 mph there were & pumber

of succesgive speed reductions which corresponded 1o normal service

braking. Thegse were followed by 2 rapid rate of jeceleration

equivalent to emergency hraking. The speed at the moment of impact

as about 74 mph. From his analysis of the Hasler shart recovered

frem the cement train he formed the ppinion that the train was

Gorey &t about 13 mph &% the mement of impact.

propelling towards
of test runs on the

*After the accident he had carried out o series

e to Arklow using a train of the same composition as The

Up lin
This enabled him o form

passenger train involved in the accldent.

e R
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an opinion that the driver of the Up passenger train made a

fairly heavy brake appiication before he came into sight of the

‘Up Outer Home sigmal, then "pumped” +hé dbrake for scme distance and,
after passing the sighting point of the Up Home signal, made an

emergency brake application.

In Mr. Heneghan's view, based on these tegt runs, when the driver
fof the Up paéaenger train braked initially he would just about have
“been able to stop his train at the Up Quter Home signal but when he
came to the sighting point of that signal he would neot have been
able to stop at it and when he came into sight of the Up Home

signal the train was under control and could have been stopped short
of that signal. Neither the Hasgler chart nor the locomotive tyres
ESuggested that any skidding had taken place. The train's speed

indicator was checked and found accurate to within 2 mph.
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CONCLUSTONS

e accident onn 3rd Gctober, 1979 peocourred because the 17.40 hours
Rogplare Harbour Up passenger train, when approaching Arklow
fation, could not be halted before it collided with a cement train
vaich, in shunting, was propelling along the mainline towards Gorey
d had almost reached the Down Advance Starting sigmal, which is

loeated between the Up Outer Home and Home signals.

é'Up pagsenger train's speed at the point where the driver couid
ave had first sight of the Up Outer Home signal was probably oo
st to enable the train to be stopped before it reached that signal.

e train could have been halted before reaching the Up Homes signal.

ere is doubt as to Whethgr the Up Outer Home sigmal, which is nof
sible from the Signal Cabin, was in the Danger or (lear positions
ﬁgg the Up passenger ‘train passed it. I am of the view that while
niz signal had not been cleared 2t the materizal time its =emaph:re
nwas tilted so far below the horizontal that the driver of the p

saenger train thought it was in the Clear pogition.

OBIERVATTONS AND RECOMMENDATIONS

are wagz conflicting evidence at the heafing regarding the aspent
the Arkiow Up Outer Home signal as the Up passenger trein

roached it just belore the accident. Signalman Alex Ebbitt zaid
while he usually c¢leared that signal when he got a "train

tering section® bell signal f{rom Gorey he was satisfied that he nad
1d the signal at Danger on this occasion. Driver Whitty said it

in the Clear position. Other evidence was that this signal,

1 had been repositioned about 150 yards outwards from the Signal

/e
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n in 1977 had, on occasions, been observed by train drivers to

drooping” or in the Clear position when it should have been at

4able witnesses could inciude one of, or some combination of,
following possibilities - that when the signal lever was

ored to Danger by Signalman Ebbitt after the arrival of the Up
jont train the signal's semaphore arm did not return to the Danger.
tion, that there was an intermittent fault in the signal'’s arm or
repeater mechanism, that because Driver Whitty expected to see
éignal in the Clear position he was convinced that he =zaw it In

- position, that because of the standard to which the Arklow

1z were being serviced and maintained at that time Driver Whitty
- less than the required attenvtion to the Up Outer Home signal, eor
lthe signal's semaphore arm was tilted so far bélow the

zontal that it appéared tc Driver Whitty to have been in the

ar position. In my view this latter is the most iikely

anation.

h‘the Up OQuter Home signal was repositioned in 1977 no consideration
given to replacing it by & colour-light signal. Frior to 1977
ull wire to the sigmal followed a series of straight lines;
‘repositioning involved the introduction of & curved section near

‘outer end of the pull wire.

he time of the accident oil lamps in the Up Distant and Cuter
signals were unlighted and lamp-box lenses in the Down Distant
Outer Home signals ﬁhich had been damaged by vandals had not been
aced. Some railway personnel whe had observed irregularities
defects in the Arkldw signals had ﬁot complied with the reporting

sdure leid down in CIE Rule 155 (a).
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he Caution position of a Distant signal“indicates to a driver that
e mist be prepared to stop at the next Stop signal or at any other

tor sigmal in advance worked from the same Signal Cabin - CIE Rule

o

(¢).  The Arklow Up Distant signal is fixed permezently in the
caution position and as the next Stop signal is the Outer Home the
Working of the Up passenger train invoelved in the accideat should

have been such that it could have been stopped at that signal.

Recommendation No. 1: Where semaphore signals are being

repositioned a significant distance outwards from controlling gignal
abins, congideration should be given to replacing them by colour-

ight signals.

goopmmendation Ko, 2: The attention of train crews should be drawn

t regular intervals +to the CIE Bule requiring the reporting of
rregularities and defects in signals at the first station at which

heir trains stop.

Cesld

VA
April 1982




:M?J ;

RATHDRUM Ak
CUBLIN

10

ity
MANLINE

T
L]

(W [ISTANT

-

L, DOWN QUTER
75 HOME SONAL

j LOS,

BE51 DOWN HOME
3 %J SIGNALS

) UP STARTING
== | sihaL

- SIGNAL
CABIN

J

1
2 LAR
UP HOME SGNALS .
2ARH e 7
OOWN  ADVANCE
STARTING SIGNAL
' ' 1AR P OUTEL
| "] HoME SiGNAL
e
UP DISTANT yo %
SIGNAL ! % o
=
1818
[ Ry a=y

|
{

LACUT DIAGRAM
Not -To -Scale

ARKLOW _STATION




