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NOTICE

Concerning the railway accident happened on 02t8egftember 2012 in the running of the freight
train no. 39547, in the Regional Center for Railw@geration, Maintenance and Repairs Gala
running section Barly3o— Tecuci, in railway station BarkioTriaj, by derailment of the locomotive DA
1566, of the wagon no. 33535304474-6 and of th& fiogie of the wagon no. 31535375368-6,
Romanian Railway Investigating Body performed amestigation, according to the provisions
Regulation for the investigation of the accidentsl ancidents, for the development and improvement
of Romanian railway and subway netwagproved by HG no. 117/2010. Through the performed
investigation, the information concerning the ocence of this accident were gathered and analyzed
the conditions were established and the causesats.

The investigation of Romanian Railway InvestigatBgdy does not aim to establish the guilty or the
responsibility in this case.

Bucharest, 13.11.2012
Approved by
Director
Nicolae SANDU

| ascertain the compliance with the
legal provisions concerning the investigation
and the drawing up of this investigating reportttha
| submit for approval

Chief Investigator
Eugen ISPAS

This notice is part of the Investigation Report ofthe railway accident occured on 2 september
2012 on the range of activity of Regional Center foRailway Operation, Maintenance and
Repairs Timisoara Galati, consisiting in the derailment of DA 1566, of the wagon no.
33535304474-6 and of the first bogie of the wagomn31535375368-6, from the freight train no.
39547 belonging to ,SC SERVTRANS INVEST SA”, on theunning section Barbagi — Tecuci
(electrified line).
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. PREAMBLE

I.1. Introduction

The Romanian Railway Investigating Body being nedifoy the occurence of the accident defined in
accordance with the provisions &egulation for the investigation of the accidents and incidents, for

the development and improvement of Romanian railway and subway network, approved by HG no.
117/2010, hereinafter referred to as Regulailmmaccordance with art. 48 paragraph (2), has apeoi
the president of the investigation committee ineortb start the investigation, for establishing the
conditions, determine causes and issuing safepmeendations in order to prevent similar accidents
causes.

The action of the committee investigation aimed itaprove railway safety by issuing
recommendations which in any case does not cregieesumption of blame or liability for the
accident.

[.2. Investigation process

The Romanian Railway Investigating Body, a permanerd smdependent body, within Romanian
Railway Authority, hereinafter referred to @FR, was notified on 02.09.2018% the Central Safety
Traffic Inspectorate within Regional Center for Ray Operation, Maintenance and Repairs ¢ala
hereinafter referred to &REIR CFGalgi about the occurence of the railway accident & ralway
station Barbegi Triaj, thru derailment of the freight train 395%@longing to the railway undertaking
SC Servtrans Invest SA.

Considering that the facts occurred are defineal r@slway accident according to the provisionsaof.

3, point | from Law 55/2006 regarding railway safeind of art.7, paragraph (1), point b) of
Regulationand this accident is relevant for the railway sgstunder article 19 paragraph (2) of Law
no. 55/2006, in conjunction with article 48, pasgr 1 of Regulation,in order to prevent the
occurence of accidents determined similar cal@#R opened an investigation in order to establish
conditions, determine causes and issuing safetpmmeendations. Thus, by decision no.94 of
04.09.2012 of the OIFR Director, the investigattmmmitte was appointed and consisting of:

« Doru Gitalin TOADER, investigator OIFR - investigator ¢charge;
« Georgel MIDRIGAN, regional safety inspector on CREIF Gala - member;

» Stefan MIHAI, regional safety inspector on CREIR GElgi - member;

e Sorin ZAHIU, head of Transport Section on SC Samndrinvest SA - member;

* lon ALEXANDRU, driver trainer on SC Servtrans Inv&A - member.

In this accident were no injured or casualties.

At the site of the accident were present represigata of: Romanian Railway Safety, National
Railway Company ,CFR” SA and ,SC SERVTRANS INVESA'S

A. ACCIDENT BRIEF PRESENTATION
A.l. Brief presentation

On 02.09.2012at 03.15, from the halt BarkioPort the freight train no. 39547 was dispatched t
railway station Barbg Calatori, composed of 39 empty wagons hauled withlde®motive DA
1566, owned by SC CONSTANTIN GRUP SRL, which waseatl by the engine driver and the head
of train owned by SC SERVTRANS INVEST SA. The traias running according to the disposal
no.18 of 01.09.2012, hour 22:48, sent by operatamnfthe Traffic Controller Gatato the railway
stations Barbg Triaj, Barbgi Calatori and movement halt BarkidPort, ordering the train running no.
39547 to the railway station dMna (belonging to industrial railway lines SC AlameMittal Steel SA).




fig.1 — the site of the accident

At 03.33, the local station movement inspector fn@itway station Barbg Calatori requested and
obtained a free pass system for train no. 3954% tiee local station movement inspector from railway
station Barbei Triaj. After passing the train at 03:52 thru vaaly station Barbg Calatori, on route
Barbai Ramificaie Port — Barbg Ramificaie Siret to Ramificae Barbgi Triaj Post 14, the engine
driver stopped the train at 04:03'30”, at an appraately 103 meters before the entry signal YG2
belonging to station BarkpTriaj.
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fig.2 — train route to the site of the accident

After stopping about 1 minute before the entry algnG2, the engine driver started to run the taain
and pressed the button for the ordered passingralsin the stop position of the automatic speed
control system passing the signal YG2 which had uhé& of light of bright red color, of the
corresponding indication§TOPwithout passing the signdl!' The train entered on a route over the
isolated section 054G, switches 18G and 12G, tavoaling line of switch no. 12G, to the buffersto
04, which was destroyed and left the running traosut 35 meters.

Following this route derailed: locomotive DA 60-168 with all axles, first wagon of the locomotive
with all axles (no. 33535304474-6) and the secoagom of the locomotive with the first axle of the
first bogie (no. 31535375368-6).



Since the last stop of the train in front of thgnsil YG2 and until the leaving the running tradie t
locomotive DA1566 was running with an incresingespeip to 26,4 km/h, in the conditions in which

on the
restrict
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entire distance the running of the trains vestricted to the speed level of 5 knThis speed
ion was provided in The Sheet for Approtved Speed Restrictions (BAR) for the period of 1-
tember 2012, at page 40, line 708G, no. 1.
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fig.3 — passing the signal by the engine driver tralsite of the derailment

Following this accident were no injured or cagealt

A.2 Accident causes

A.2.1 Direct cause

The direct cause of the accident is leaving theingtrack as a result of entering the train no5394

onan

ot allowed route and passing over a bufigp $llowing the engine driver’s decision of the

locomotive DA1566 not to comply with regulations passing a signal (YG2) whose indication was
»S TOPwithout passing the signdl!

A.2.2. Underlying causes

We identify the following underlying causes:
a) the absence of communication by radiotelephoneontiitions of the entry, passing and exit

b)

d)

the station and mutual confirmation between théastamovement inspector and the train’s
driver, according to article 189 dtegulation for running trains andhunting the railway
vehicles no. 005approved by OMTCT no.1816 from 26.10.2005 as aleénthe CFR
Department’s Order n86/155/1979and article 136 paragraph (1) ofinstructions for
locomotive’s staff activity in railway transportne. 201 approved by OMTCT no. 2229 from
23.11.2006;

running train no. 39547 with an unsuitable spesda aesult of non compliance by the driver
with the provisions on maximum speed admitted me lof 5km/h specified in The Sheet for
Approval the Speed Restrictions (BAR) for the pérad 1-10 september 2012, thus violating
provisions of article 125 paragraph (1)lo$tructions for locomotive’s staff activity inikaay
transport — no. 201lapproved by OMTCT no.2229 from 23.11.2006;

non performance by the disposing station movemespector of the orders from the
interlocking system point switches and signals msuee early the train route no. 39547,
according to article 185 and article 204, letteofeRegulation for running trains anshunting
the railway vehicles no.00%approved by OMTCT no.1816 from 26.10.2005 as atedn

the use by the railway undertaking of radio frequyermproper to distribution panel in their
work area, task specified at paragraph 2.3Indtruction regarding the efficient use of



radiotelephone equipment, maintenance, operativeakitown repairs and their repair
approved by the Departmental Council with no. 3221f26.02.1975.

A.2.3. Root causes

The root cause is the lack of unitary and actudlizeglementation regarding the instruction and
authorization of operation, repair and maintenasizdf, regarding the conditions of use of fixed
radiotelephones, mobile and portable, which ardicgige to all participants in the railway transpor

A.3. Severity level

According to the clasification of accidents undgicée 7 of ,Regulation for the investigation ofeth
accidents and incidents, for the development angromement of Romanian railway and subway
network”, approved by HG 117/2010, the act is é¢feegbas a railway accident under article 7, item 1
letter b.

A.4. Safety recommendations

Since in well-defined circumstances in regulatiand instructions used in running trains and shgntin
movements of train sets, communications by ralipteone equipments constitutesders or
disposalswhich completes given orders through indicatiosignals used in signalisation to the
romanian railway, the actualisation is recommendedby case, issuing specific reglementations
applicable to communications of railway transpdd, ensure the reglementation and uniform
aplicability of principles and rules for using theetworks in railway transport, repartition of
frequencies and also of conditions for instructeomd authorization of staff which operates fixed
radiophones, mobile and portable, aplicable torergarticipants of railway transports (infrastruetu
manager, railway undertaking and railway provider.)

This investigation report will be sent to RomaniRailway Safety Authority, National Railway
Company ,CFR” SA, services provider SC TELECOMUNIOA CFR SA, also the railway
undertaking SC SERVTRANS INVEST SA.

B. INVESTIGATION REPORT
B.1. Accident presentation

On 02.09.2012, in the halt Bagdd?ort, was composed freight train no. 39547 whis dispatched

at 03.15 to railway station BarfidCalatori. The train was composed of 39 empty wagon$ @4des),
854 gross tons, automatic braked weight percentsgeired (884 real braked tons towards 427
necessary braked tons), braked weight percentageséping the train stopped (780 real braked tons
towards 94 necessary braked tons), with a lengt®3df meters. The train was hauled with the
locomotive DA 60-1566-3, owned by SC CONSTANTIN GRBA drived by the engine driver and
the conductor belonging to SC SERVTRANS INVEST 3#the driver's cab 2 there were also a
shunter and a examiner.

The train was running based on the dispositiontrdansmitted on 01.09.2012 at 22.48 by the taffi
controler of the railway stations and halts of rmgnsection no.1 of the Traffic Regulatory Gala
(including railway stations BarlpTriaj, Barbagi Calatori and halt Barbg Port) in which the running
of the train 39547 was mentioned, in the timetalobeditions of train no. 39353 (on route Baib®ort

- Barbai Ramificgie Port — Barbg Ramificgie Siret - Ramifice Barbagi Triaj Post 14 — Barbo
Triaj gr. A), to the railway station Mina, belonging to industrial railway line SC AroelMittal Steel
SA.

At 03:33, the local station movement inspector fretation Barbgi Calatori requested and obtained a
free pass system for train no. 39547 from the Istation movement inspector from station Barbo
Triaj. After passing of the train through the raalyvstation Barbosi Calatori, recorded by the local
station movement inspector at 03.52, the drivepd the train at 03:53'30” with the locomotive in
the right of the workshop belonging to SIRV Barhdscause the examiner had to descend. After 1
minute stop the driver started the train, run fatistance of ca. 540 m with a maximum speed of 8,7
km/h, until 03.59'30”, when the train stopped amaind for 1 minute, after that the train starteduio

at 04.00°'30”, running on a distance of 800 m witlmaximum speed 029 km/h until 04.03'30",
while the movement speed on this distance of the Was restricted to a maximum 5km/h,
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prescribed in The Sheet for Approval the SpeedriResns (BAR) for the decade 1-10 September
2012.

Noting the ,red” indication $TOP, without to exceed the sighdbom the YG2 signal, the driver
stopped the train at a distance of ca. 103 metdfgdthat, requesting to the train conductor taotact

the movement inspector from the railway stationbBar Triaj. The driver and the conductor stated
that, at the request of the conductor they hearthenradiotelephone station the communicatiget,,
out of there further to Mina statiorf, this communication being heard also by the sbunthich was

in the cab Il of the locomotive. The disposing istatmovement inspector and also the local station
movement inspector from the railway station Barbbsaj stated that they haven't been contacted
through radiotelephone by the driver or condudbor, that they didn’'t communicate those the entry
and passing conditions of the train, accordinghregulation for train traffic, their motivatioreing
that the train had to come later, and the perfognofthe passing commands could restriction the
shunting movements or a possible dispatch of theelsoomotives from the station.

After a stationing of 1 minute, at a distance fooat 103 meters before the entry YG2 signal, the
driver put the train in motion, overpassed the YsBfhal, which had the light unit with red color on,
corresponding to the indicatidi®TOP, without to exceed the signalland actioned the button for
exceeding order of the automatic control installatf the speed of the train. The train got onweo
that was not prepared and commanded by the digpasation movement inspector, formed of the
isolated section 054G, switches 18G, 12G and tlo&ang line which branched from the switch no.
12G. After running this last distance, the traistdgyed the buffer stop4 and left the running track,
running on ground for about 35 meters, derailedh wit axles from the locomotive DA 1566 and of
the first wagon after that, and also the first axtam the first bogie of the second wagon from the
locomotive.

On a distance for about 500 meters, between thee mathe last stationing in the front of the YG2
signal and to the derailment place, the train iaseel the speed having at the impact with the fixed
impact sto®26,4 km/h, in the conditions in which on the line betweea #tationing place of the train
in front of the YG2 signal and the switch 18G nesimned at the value ob km/h, this speed
restriction being provided in The Sheet for Appilavee Speed Restrictions (BAR)r the decade 1-10
September 2012

Following this accident were no injured or caseslti

B.2. Accident circumstances
B.2.1. Parties involved

The railway station Barbosi Triaj, were the railwagcident happened is managed by CNCF ,CFR”
SA and maintained by its employees.

The infrastructure and superstructure involvedraamaged by CNCF ,CFR” SA and maintained by
the employees of L1 Section Gatmom CREIR Gald.

The interlocking system for the trains running e trailway station Barbosi Triaj are managed by
CNCF ,,CFR” SA and maintained by the employees ofSettion Galgfrom CREIR Gald.

The railway communication facilities from the raéystation is managed by CNCF ,CFR” SA and is
maintained by the employees of SC TELECOMUNICATRECSA.

The railway communication facilities from the locotive DA 60-1566-3 is owned by SC
CONSTANTIN GRUP SRL and is maintained by the comgsmspecialized in communication
equipments.

The locomotive DA 60-1566-3 is owned and maintaibgdSC CONSTANTIN GRUP SRL and the
first two wagons from the locomotive which derail@35353244746 — first, 315353753686 — second)
are owned by SC SERVTRANS INVEST SA and the manmaj, repairs and inspections are done by
the companies authorized as railway suppliers.

The investigation commission questioned the emp@syavolved the driving of the locomotive, the
responsible of the railway traffic and the indiraétnesses, those being the driver, conductor fiioen
train, the disposing station movement inspector gnedlocal station movement inspector from the
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railway station Barbosi Triaj and the shunter whiedis in cab Il from the locomotive in the moment
of the accident occurrence.

B.2.2 Composition and the equipments of the train

The freight train no. 39547 was composed of 39 gmyragons (148 axles), 854 tons, automatic
braked necessary/real: 427/884 tons, hand brakessag/real: 94/780 tons, with a length of 631
meters and run on the distance BariRort — Milina.

The safety and warning device and the speed rewprdnd indicating installation (system type
HASLER RT 12I) from the locomotive equipment DA 6866-3 were active, sealed and in action.

The automatic train protection system (INDUSI) fréime locomotive DA 60-1566-3 was sealed and
active.

B.2.3. Railway equipments

Track embankment description

» the railway line is with standard gauge (1435 mm);

» in the front of the YG2 signal the line is withgiment on a distance of 673 m;

» between the YG2 signal and the switch no. 18G existirve with a radius of 1250 m, left
deviation;

» in deflecting position, the switch no. 12G give egxto the avoiding line which is in curve with
left deviation;

» the switch no. 18G is type 49-300-1/9, left, aftited points;

» the switch no. 12G is type 49-300-1/9, left, aftited points;

» the traffic speed admitted on the line section ketwthe switch no. 9R BarpdCalatori and
18G Barbai Triaj is of 5 km/h;

» the line section between the entry signal YG2 &edbuffer sto4 has a length of 362 m.

Safety systems for managing rail traffic descriptio

The railway station Barl3oTriaj is equipped with electrodynamic interlocgisystem type CR3, with
track diagram separated for Group A and Post I#ntand desk for group B.

The isolated section | AD from the front in thergrgignal YG2 from the railway station Baghdriaj

is delimited by the entry signal YR3 from the raalystation Barbg Calatori and has a length of 1850
m. The isolated section Il AD afferent to the YG@nal is delimited by the entry signal YR3 and the
switch 11R from the railway station Bagh&alatori and has a length of 400 m.

B.2.4. Communication facilities

For the communications and confirmations betweemtlbvement offices and the driving posts of the
locomotive are used mobile and fixed radio telecamication installations which doesn’t have the
possibility to record the calls and to storageittiermations.

B.2.5. Start of railway emergency plan

After the railway accident and the first investigas in the site, the 37 non derailed wagons were
shunted on line 11A from the railway station Baibitriaj, action finalized on the 02of September
2012 at 11.26 and had as effect the resumptiorheftiaffic on the current line between Bagibo
Calatori — Barbai Triaj (section Barbg Ramificaie Siret — Ramificae Barbai Triaj Post 14). The
traffic between the railway stations Bagb@alatori and Barbel Triaj wasn't closed after the railway
accident because the freight trains which arrivedhfrailway station Barlso Port could run between
those stations on the lines ,,Section loop 1” anect®n loop 2”.

The rerailing action of the two derailed wagonslimed on the 04 of September 2012, around 15.00.
The rerailing works at the locomotive took placetbe 1¢' of September 2012, between 07.00 —
16.00.

B.3 Accident consequences
B.3.1 Fatalities and injuries
None



B.3.2. Material damages

Following the accident resulted material damages:
» at lines: it was destroyed the the buffer s@$. The value of the damage 1981,00lei,
according to the estimation no. 12/284/2012, madelbSection Galati;
» at installations:
= the destruction of the afferent installation frohe touffer stopD4 (buffer stopand the
cable from the picket to the buffer stop);
» the cables 231.33.12x1.37 and 231.1.4x1.37 from @2A2DC 092 were cut;
The value of the damage is 08B24,68 lei, according to the estimation no.
704/CT1/1596/05.09.2012, made by CT1 Section (zala
» at the rolling stock 54.503,38ei from which:
= 1.285,41lei according to the estimation no. RVB/698/07209.2 made for the wagon no.
315353753686;
= 2.136,18ei according to the estimation no. RVB/703/07.092 made for the wagon no.
335353754746;
= 51.081,79lei according to the estimation no. 6/906BIS/20hade for the Diesel
locomotive no. 60-1566-3.
» other damage5.559,09ei, representing the value of the rerailing woltissthe wagons and
the locomotive and of the reading of the speedrdieg tape.

B.3.3. Consequences of the railway accident in thailway traffic

The traffic between the railway stations BagibGalatori and Barbei Triaj was not closed after the
railway accident because the freight trains whigived from Barbei Port could run between those
stations on the lines ,Section loop 1” and ,Secloop 2.

B.4. External circumstances

At the 029 of August 2012, at 4.00, before the accident aetwe, the temperature in the air was of
+14°C, the sky was partially covered, without ppéeition, the visibility of the light signals was i
accordance with the provisions of the specific fagjons in force.

B.5. Investigation course

B.5.1. Summary of the involved staff testimonies

From the testimonies of thdriver which was on duty on the ®D2" of September 2012 on the

Diesel locomotive 60-1566-3, it can be retain thiéofving:

= he was on duty on duty on the locomotive DA 60-13&6om 19.00 to 07.00;

» he inspected the safety and the automatic traitegtion system (INDUSI) and they function
normally;

= he inspected the radio telecommunication instaltlaind it was function normallyif,sounded
very good);

= he run in normal conditions until the last stopdoefthe railway station BarkioTriaj but he
stopped at the railway station Bagb@alatori because the examiner need to get out;

= he stop in front of the YG2 signal which indicateeld” from a distance for abodO

= after ca. 2 minutes from stop, seeing that the mmave inspector from the railway station Bagibo
Triaj didn’t communicate anything, he took the dem to delegate the conductor to call the
movement inspector and to transmit that the tisin front of the signal,

= after he got the confirmation from the movemenpetdor with the expressiorget out of there
further to Milina”, he asked the conductor what to do and this amirtned him that we can
pass over the stop sigrial

* he supplied the train with air, it begun to run gagsed over the YG2 signal which indicate ,red”,
auctioning the button for exceeding order;

= he was confident that the movement inspector froenrailway station Barlgo Triaj respond at
the radio telephone station, being motivated thdahe same shift he communicated with him, but
he didn’t made a statutory recognition;
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he communicated on the radio frequency no. 1 akotcéor the train traffic, but it was also used
by the shunting employees from the railway staBarbgsi Port;

he is convinced that he didn't confuse or integuiehis communications with the movement
inspector from the railway station Bagbdlriaj with the communications from the shunting
activities from Barbgi Port;

he passed over other signals which indicated ,r@mi stop) at the request the movement
inspector, this being an usual type of activityhia railway station BarlzoTriaj;

he based on the radio communication with the mowtimepector, being convinced that the route
was prepared by this, but a failure at the trafii&2 signal require the pass over that;

he exceed the speed admitted in The Sheet for Apptbe Speed Restrictions (BAR) of 5 km/h,
being motivated that the train was composed fromw8§ons and observed that on the route from
Barbosi Port thelgngth of the train was of 670 m and the rails warkttle bit wet and it was
following a curve on right and an incline overcdmnse ,| had to push a bit mofg

he saw branches in front of the windscreen andrethtihe "parapet” after a few minutes after the
overcoming YG2 signal;

From the testimonies of tr@nductor which was on duty on the 802" of September 2012 on the
train no. 39547, it can be retain the following:

he was on duty on duty on the train no. 39547 éenldkcomotive’s cab;

he noticed that the signal before the YG2 signdldma,yellow-yellow” indication;

he inspected the radio telecommunication instaltlaind it was function normally i{,sounded
very good);

he stop noticed that the YG2 signal indicated ,red”

he was requested by the driver to call the movenmaptector from the railway station Bagbo
Triaj;

he called many times the railway station Barldaiaj and after that he got the confirmation with
the expressionget out of there further to difina”,

he didn't communicate that to the driver, because vimas beside him and heard the
communication;

he recognized the voice of the movement inspecton the railway station BaroTriaj, because
.at the entry on duty it talked with someone elsarf group B” and he knows him in person
because 10 years since as | worked at SC Servtrans Inv&dt\ias in the movement office with
work problem%he asked the conductor what to do and this omdéirceed him that yve can pass
over the stop signgl

he got outside of the movement office (at the wimdtis communicate the movement inspector of
the railway occurrence, in that moment it seematltthe physical state of the movement inspector
was ,dubious, it smelled alcohol in the movement dffice

From the testimonies of tlehunter which was on duty on the &D2" of September 2012 and which
was present in the cab no. Il of the locomotive ®A1566-3, at the time of the hauling of the tnain
39547, it can be retain the following:

in the running of the train no. 39547 there werdps (one in the front of the workshop, were the
examiner descend, and the second in the fronteoéitry signal from the railway station, where the
train stopped for about 5 minutes);

the radio telecommunications from cab Il functiomedirequency channel no. 1;

he heard through the radio telephone when the cdodyelled at the railway station Bagbdriaj
many times with the expression$riaj! Marius!”, ,,Come on, put on free after the Branchhd
after the train stopped, later, the movement ingpemswered with the expressiage} out of there
further’, without to say the number of the train or thenaeof the train conductor;

he heard through the radio telephone that the adodealled the movement inspector before and
after the stop of the train in the front of thergntG2 signal,

From the testimonies of thdisposing station movement inspectowhich was on duty on the
01%Y02" of September 2012 in the railway station BarbaogjJTit can be retain the following:

it was informed from the local station movemenpasor that at 3.52, from the passing of the train
no. 39547 through the railway station Bayi@alatori;

after he got the notice of departure for the trean39547 from the railway station Bagb@alatori,

he noticed that the section Il AD signalized tregest,occupied” on the track diagram, knowing that
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this being the train running and wait the releasth® Section IIAD for the approaching of the train
to the YG2 signal;

he noticed that around 04.12 the isolate sectiofGO%as occupied (located between the YG2
signal and the switch 18G) and then were immediatetupied the sections 12G, 2G-16G, 6G-
10G, 14G-18G, 8G, 092;

he didn’t performed any communication through réslgphone with the driver or the conductor of
the train no. 39547 and he didn’t get any requesh fthose before the railway accident occurrence;
he didn’t communicate to the locomotive driver #mry and passing conditions in/through the
station, justifying that he wait the approachingtloé train on the entry signal, the moment of the
approaching of the train being considered to ber dfie release of the IIAD Section;

he noticed that the IIAD section wasn’t releaseithee after the occupation of the section 054G;

it didn’t exist a reason which could not permittecout on free the entry YG2 signal, from the point
of view of the traffic of other trains, shunting thre statement of the CED installation and was not
necessary to perform any route incompatible withehtry route of the train no. 39547, after he got
from the local station movement inspector the imfation of the train no. 39547 passing through
the railway station BarlgoCalatori;

he didn’t put on free the entry YG2 signal becanfsthe long distance that the trains are running on
.Ramificatie Pod Siret” and the potentially need to performaay others running routes
incompatible with the route ,commanded” by the ¢nfG2 signal,

he didn't left the movement office and was the gméyson which manipulated the interlocking and
communication installations existent in the movetneffice, after he got from the local station
movement inspector the information of the passihdhe train no. 39547 through the railway
station Barbe Calatori;

he consider that he could put on free the YG2 sifprathe entry for the train no. 39547 after the
release of the section IIAD or at the communicafimm the driver through radiotelephone about
the approaching of this to the entry signal;

the disposing station movement inspector sustaitieat ,he wasn’'t contacted through
radiotelephone by the driver and the conductotheftrain no. 39547

From the testimonies of tHecal station movement inspectomwhich was on duty on the &D2"¢ of
September 2012 in the railway station Barbosi Triajan be retain the following:

he informed twice the disposing station movemespécttor about the passing of the train no.
39547: first time at the request for free tracktte railway station Barlso Calatori (aware of the
disposing station movement inspector with signatared then after getting the departure-passing
notice from the railway station BarfgdCalatori, at 3.53;

he found out that the train no. 39547 came in tfaéios after a shorter period of time then
normally, occupying on the track diagram the fiigb sections after the YG2 signal, without that
the signal being manipulated by the disposing@tatiovement inspector;

nothing was communicated to the driver/conductortld train from the disposing station
movement inspector through radiotelephone;

he heard through the radio telecommunication dmyshunters of SC SERVTRANS INVEST SA
from Barbai Port, which performed shunting movements at tina¢ and the frequency which they
used was that from channel 1 (for the train trffic

he was telephonic advised, around 4.15 by a repi&see of SC SERVTRANS INVEST SA, other
than the train staff, for the entry through the Y€&ighal and derailment of the locomotive;

he moved at the accident place to established sttenteof the railway accident, after that he
informed telephonic the station master, the disgsdth master and the station instructor.

B.5.2 Safety management system

To realize the activities and responsibilities, GNCCFR” SA, as manager of the railway
infrastructure, and the railway undertaking SC SER¥XNS INVEST SA had implemented its own
railway safety management system.

B.5.3. Norms and regulations. Sources and referencéor investigation

In the investigation of the railway accident onekanto account following:

questionnaires of the employees involved in drivaighe rolling stock and performing of the

railway traffic;
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= Signalizing regulation — no. 004pproved through by Minister of Transports, Cangtons and
Tourism’s Order no.1482 from H4f August 2006;

= Regulations for the train running and railway véishunting no. 005, approved by Minister of
Transports, Constructions and Tourism’s Order 8d61from the 28 of October 2005;

= Braking and hauling Regulation, no. 006/2005;

» Instructions for the activity of locomotives staffthe railway transport — no. 2Qlapproved
through OMTCT no. 2229 from $3f November 2006;

= Instructions for using the vigilance and safety aebed control points installationapproved
through Order no. 17DA/610/1987 of DTV,

» Instruction for the automatic train protection syist INDUSI Ed. 197.2

= Instruction for efficient using of the radiotelept®installations and the maintenance operative
breakdown repairs and the repairs of thoapproved by Departmental Council with no. 322 fribra
26" of February 1975.

B.5.4. Functioning technical installations, infrastucture and rolling stock
B.5.4.1. Data found on installations

The members of the investigation commission fountitbat the safety installations for the direction
of the railway traffic were in normal operation asehled.

B.5.4.2. Data found on lines

The speed is restricted at 5 km/h on the line sedietween the switch 9R of the railway station
Barbgi Calatori and 18G of the railway station Bagbdriaj.

B.5.4.3. Data found at functioning of rolling stockand its technical installations

The freight train no. 39547 was composed of 39 gmydgons (148 axles), 854 tons, automatic
braked necessary/real: 427/884 tons, hand brakessagy/real: 94/780 tons, with a length of 631
meters and run on the distance BarlBwort — Milina.

The vigilance and safety device and the speed dewprand indicating installation (system type
HASLER RT 12I) from the locomotive equipment DA 6866-3 were active, sealed and in action.

The automatic train protection system (INDUSI) fréime locomotive DA 60-1566-3 was sealed and
active.

B.6. Analysis and conclusions

After analyzing the testimonies of the involved déoypes, one can conclude that the railway accident

happened in the following conditions:

1. the lack of sincerity of the train driver and conthr on the matter of the driving of the locomotive
DA 60-1566-3n the reading of the speed recordipg fadicated the stop of the train at a distance
of 103 m in front of the YG2 signal and not in thear of that, as both members of the train no.
39547 staff sustained;

2. the rush auto-imposed of the driver in the driviighe train no. 39547 by running at a speed much
higher (27,5 km/h) than the permissible limit (S5kinén the entire distance from Basb&ort and
to the last stop, though he was aware of the pumnssof The Sheet for Approval the Speed
Restrictions (BAR) for decade 1 - 10 September 2012

3. absence of a credible motivations of the drivethia overcome of the YG2 signal, which ordered
stopping, the statement that he had similar casether traffic sections are unverifiable;

4. the lack of attention of the driver in complying tiwi regulations on trains and radio
communications, based on his lack of notificatibatithe train has entered on a route with access
on the avoiding line and his conviction that heomsa route correct performed by the movement
inspector. This aspect is evidenced by the fadttthea braking distance was not done on a useful
distance to avoid damaging the buffer stop O4 &edderailment of the railway vehicles from the
train composition;

5. the disposing station movement inspector did ndovieed closely the instructions and did not
notice the light-isolated section IIAD release for:

» to perform the route with the YG2 signal on fregeafgetting the noticece departure-passing
from the railway station BarlpCalatori, the entry route of the train no. 39547, cantrto the
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provisions ofart. 185andart. 204, lit. ¢ from theRegulations for the train running and railway
vehicle shunting no. 005approved by Minister of Transports, Constructi@msl Tourism’s
Order no. 1816 from the 26&f October 2005, as amended;

» to perform to the driver the imposed communicatitaysthe provisions ofart. 189 of the
Regulations for the train running and railway vdblishunting no. 0Q5approved by Minister of
Transports, Constructions and Tourism’s Order r@l6lfrom the 28 of October 2005, as
amended and of thimstruction for efficient using of the radiotelepteinstallations and the
maintenance operative breakdown repairs and thairspf thoseno. 322/1972;

6. using the traffic frequency in the shunting acyivlty the railway transport operators which
performed shunting movements in the adjacent rgilstations (Barbg Port);

7. performing of radio communications (denied by tigpdsing station movement inspector and the
local station movement inspector) which didn’t madognition calls between the train staff and the
movement inspector, for the data necessary to ifgiehie train and the signal which had to be
overcome;

From analyzing the pieces from the investigatida fesulted also the following aspects which didn’t

caused the railway accident and are not connedtadhis:

a. from 3:54'30" the driver put the train in motionveong a distance of approx. 540 m with a
maximum speed of 8.7 km/h until 03.59'30" when tifaén was stopped and stationed 1 minute,
then begun to run until 04.00'30" covering a diseaaf 800 m with the maximum speed of 29 km/h
until 04.03'30" (provided that the portion of thieel for 1340 m is included on the line between the
switch 9R from the railway station BagpdCalatori and the switch 18G from the railway station
Barbasi Triaj, for which the speed was restricted to tlaue of 5 km/h, the speed restriction is
provided in The Sheet for Approval the Speed R&sgins (BAR) for the decade 1 - 10 September
2012). It thus exceeded the speed restrictiondig tvo. 39547, previously to the overcoming of the
YG2 signal and unrelated to the railway accidemticlv is framed as railway incident under Article
8, Group A pct. 1.7 from the Regulation.

b. when he got in the movement office from the railvgégtion Barbg Triaj, following the advice of
the railway accident, the station master has cadml Minutes of findings of the physical state of
the disposing station movement inspector and tleal Istation movement inspector, which he
signed it together with those and is it showing th&ir condition was good, the reactivity of the
ampoule remained not green, without to mentiontithe of the verification. At the notification of
the conductor of the train involved in the railwagcident which went to the movement office after
the accident occurrence and the request of theseptative of SC Servtrans Invest SA, present on
site to conduct research until the arrival of tiistfmembers of the investigation commission, was
checking all staff involved, revealing the facttthlae disposing station movement inspector was
under the influence of alcohol at 8.03. He declated he was free of duty (the handed-over the
duty at 5.20) and that he consumed a beer at T&ide the railway station Barfdlria;.

B.7. Accident causes

The direct cause of the accident is leaving theinqtrack as a result of entering the train no5394
on a not allowed route and passing over a bufi@p #bllowing the engine driver's decision of the
locomotive DA1566 not to comply with regulations passing a signal (YG2) whose indication was
-3 TOPwithout passing the signél!

B.7.1. Underlying causes

We identify the following underlying causes:

a) the absence of communication by radiotelephoneoatlitions of the entry, passing and exit the
station and mutual confirmation between the statimwvement inspector and the train’s driver,
according to article 189 dtegulation for running trains anshunting the railway vehicles no. Q05
approved by OMTCT no.1816 from 26.10.2005 as anuwindlee CFR Department’s Order
no.36/155/1979and article 136 paragraph (1) olfnstructions for locomotive’s staff activity in
railway transport — no. 20lapproved by OMTCT no. 2229 from 23.11.2006;

b) running train no. 39547 with an unsuitable spesda aesult of non compliance by the driver with
the provisions on maximum speed admitted in lin®&loh/h specified in The Sheet for Approval
the Speed Restrictions (BAR) for the period of 1sEptember 2012, thus violating provisions of
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article 125 paragraph (1) ¢ristructions for locomotive’s staff activity inikgay transport — no.
201, approved by OMTCT no.2229 from 23.11.2006;

c) non performance by the disposing station movemesysctor of the orders from the interlocking
system point switches and signals to ensure eaglyrain route no. 39547, according to article 185
and article 204, letter e, &egulation for running trains anshunting the railway vehicles no.Q05
approved by OMTCT no.1816 from 26.10.2005 as anmdnde

d) the use by the railway undertaking of radio frequyeimproper to distribution panel in their work
area, task specified at paragraph 2.3nstruction regarding the efficient use of radieghone
equipment, maintenance, operative breakdown repaingl their repair approved by the
Departmental Council with no. 322 from 26.02.1975.

B.7.3. Root causes

The root cause is the lack of unitary and actudlizeglementation regarding the instruction and
authorization of operation, repair and maintenasizdf, regarding the conditions of use of fixed
radiotelephones, mobile and portable, which ardicgige to all participants in the railway transpor

C. SAFETY RECOMMENDATIONS

Since in well-defined circumstances in regulatiand instructions used in running trains and shgntin
movements of train sets, communications by ralipteone equipments constitutesders or
disposalswhich completes given orders through indicatiosignals used in signalisation to the
romanian railway, the actualisation is recommendedby case, issuing specific reglementations
applicable to communications of railway transpdd, ensure the reglementation and uniform
aplicability of principles and rules for using theetworks in railway transport, repartition of
frequencies and also of conditions for instructeomd authorization of staff which operates fixed
radiophones, mobile and portable, aplicable torergarticipants of railway transports (infrastruetu
manager, railway undertaking and railway provider.)

This investigation report will be sent to RomaniRailway Safety Authority, National Railway
Company ,CFR” SA, services provider SC TELECOMUNIOA CFR SA, also the railway
undertaking SC SERVTRANS INVEST SA.

Members of the investigation commission:

» Doru Gitalin TOADER, investigator OIFR - investigator¢harge;
« Georgel MIDRIGAN, regional safety inspector on CREIF Gala - member;

» Stefan MIHAI, regional safety inspector on CREIR GElgi - member;

e Sorin ZAHIU, head of Transport Section on SC Samnrinvest SA - member;

e lon ALEXANDRU, driver trainer on SC Servtrans InV&A - member.
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