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and went across with the branch train to go to the
Town.

There was no inspector on the station 2—No;
Partington relievez me. It i3 not the only time
he has been left in charge of the train; he is a
capable mun, he underatands the working of them
thoroughly, and in fact when 1 am not there he
is in charge: he ig in charge of the trains late at
night.

A Juryiian o 1 take it that the station master
believed that all the passengers for the branch
had alighted f—Yes.

And yet one remained hehind y—The train was

thoronghly called : I put three or four men on (v
call the train up and down on both sides.

That is what we wanted to get at.—The train wae
thoroughly called, and a large quantity of lnggagoe
put in. I had no idea there was another pas-
genger, The porters went up and down the
platform, to my knowledge, and ealled out re-
peatedly and loudly., We were anxions to get
this 5.45 train away, becanse it was running vory
laié and the excursion could pot have proceeded.
becanse the roads were blocked, till this train had
lefl. for Taunton, and that kept her waiting al the
platfornl some minutea longer,

APPENDIX,

DAMAGE TO ROLLING STOCK.

245 pan. Krewrsion Train,

Third 1,%02.—Coach completely wreeked.

Brake Third 2,184.—End and bogie badly
damaged ; one palr of wheels damaged ; head-
gtock bent; screw connection and one buffer
broken ; alao gas cylinders, vacaum cylinders,
lights, brake shalt and pull rods broken,

Third 1,780, —One broken quarter lighs,

1.20 pom. Train.

Engine 3,710.—Front vacuum pipe broken ;
slep under =moke-box, trailing bufler and leading
bogie axle-box damaged ; front hand-rail hent ;
and front cnd of footplate bent up.

P. B. Van L057.—T'wo badly bent bufler guides
and hent iron head-stock.

Corridor First 3,038.—Two broken C.I. bufler
gnided and one bent buflfer rod.

Third 3,616.—Two broken C.1. buffer guides.

P. B. Van 683.—0One broken C.1. buffer gnide,

Slip 7,697.—Two badly bent buffer rods and
damaged end panel.

Third 1,316.—Hoadstock hent.

Third 1,165 —0ne drawbar plate Lent,

Third 3,26%.—Headstock and six quarter lights
broken.

Third 3,013. — One bufier gnide
quarter lights broken.

and  Lhrer

Copies of the above Report were sent to the Company on the 25th September.

LANCASHIRE AND YORKSHIRE RAILWAY.

Railway Department, Board of Trade,

8, Richmond Terrace, Whitehall, London, S. W,

SIR,

29th August, 1913.

[ sAave the honour to report for the information of the Board of Trade, in
compliance with the Order of the 21st July, the result of my inquiry into the causes of
the collision which occurred on the 17th July between two goods trains at Accrington on

the Lancashire and Yorkshire Railway.

In this case the 10.20 p.m. down goods train from Rochdale to Fleetwood got out of

control after passing

Baxenden. and leaving the rails at the south end of Accrington

Station collided with the 6.10 pan. goods train from Chorley to Moston, which wuas
standing at the up fork line intermediate home signal,
The drivers of both trains were badly injured, and the guard of the 10.20 p.n. train

was badly shaken.

Both engines were damaged, also 14 waggrons were broken up, and 19 damaged.

The 10.20 p.m. train consisted of a Class A six-wheels-conpled goods engine with:
a six-wheeled tender fitted with the automatic vacunm brake on all wheels of the engine and
tender, and with the hand brake on the tender wheels,and ot 49 loaded waggons, 3 empty
waggons and a 20-ton brake van. The engine was also fitted with sand valves worked
by a hand lever, which are stated to have been in good order when the engine left Bury.

The brakes ure also stated to have been in very good order.

The weight of the engine and tender in working order is 68 tons 5 ewts. 2 grs., and
the tutal weight of the train including the brake van was 411 tons 18 ewts. 2 grs.

The collision occurred at 2.8 a.m. on a dark night with a drizzling vain,

Details of damage to rolling stock and permanent way are given in Appendix I1.
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Deseription.

The down line from beyond Baxenden Station signal-box to Accrington Station
runs from south to north and is on a continuous falling gradient.
There is a steep rising gradient from Haslingden up to the summit, and from thence

the down gradients are as follows, viz :—
1in 97 for a length of

1in 104

lin 65 .

Here is the Notice Buard to stop

’T) LY} tee

lin 76 for a length of ...
lLin 36 " » .-
Lin 47, .
lin 38 ’ . .
lin 40, .
1in 39

Lh 13

lin 42 " ’

The facing points of the sand drag are n
1in 45 for a length of
lin 68

1 "y see

Here are the junction points of the fork line which

%iu.tform on & curve to the left, while the do
the right.

The distance between the various puints

From the summit to Baxenden Station signal-hox

y» Baxenden Station signal-box

"

1
signal-box ...

Shoe Mill signal-box to

. by
Thus the

and pin down

ear th

Notice Board to Baxenden Colliery signal-box ...
Baxenden Colliery signal-box to Shoe Mill

total distance from the Notice Board to the points of the

11 chains.
33
10

k2l

brakes.

»?

5
6
10
49
aY
15
end of this 7 chain lengch.
3 chains,

e 3
runs to the left of the down
wn main line throngh the station curves to

10 yards.

LR e

k]

]

c

e sas 1ew

mentioned in the evidence are as follows :—
460 yards,

to Notice Board ... 733
135,
e L1200

ints of sand drag .., 2,094

1
sand drag iy

3,347 yards, nearly 2 miles, mostly in a down grade of 1 in 38 and V in 40,

The facing points of the down line san

worked from Acerington South signal-box,
running lines und sidings near the north end

drag, which is 100 yards in length, are
~vbich Is situated vn the east side of the
of the drag.

The regulations regarding descending inclines are given in Appendix L.

Evidence taken on the 30th July.

Jodve Burton states 1 have been in the Com-
puny's service 21 years. I have been a signalpum
13 years, and at Buxenden Station box nine years.
I ¢anre on duty at 6 p.m. on the L6th July for 12
hours, baving previously left duty @t 6 a.m. on
the 16th. It is uanaily an eighi-hour box, but oc-
casionally 1 work 12 to change rounds, I received
the “Is line clear” signal for the 10.20 p.m.
Rochdale to Fleetwood goods train at 1.49 am.
und accopted it at the same time, “ T'rain entering
acction ” aignal being sent at 1.5 a.m,, and the
train passing my box at 2 am. The train was
accepted by Colliery box at 1.55 a.m. immediately
it was offered. The train did not come to a stand
a4t my box and passed at about 13 miles per hour,
I do not know whether the guard had bis brale
on at that time or not. If the engine had stopped
al the board the brake-van would have bLeen just
in my view, but I have seen traing of this length
run forward without stopping, generally travelling
slowly and gradually drawing out of my sight.
The train was assisted by o bank engine from
Helmshore, but it was some two or three waggon
lengths in rear of the train when arriving at my
box, Engines come 10 my box to help trains
down the bank if the load is too heavy for tbe
engine ; sometimes four or five times a day.

Wilkiam Heap states : 1 have been in the Com-
pany's servico 133 years. T have been u signalman
11 yeurs, at Baxenden Station box shout H# years,
but have been working av Colliery box about two

weeks and have previously worked there for
about 2% years. I commenced duty at 8 p.un.
on Wednesday, July 16th, to work until & a.m.
the following day, hav¥ing finished duty at
6 a.u. on the 16th, At 1.55 a.m. on July IZth
I accepted the 10.20 p.m. Rochdale to ¥leetwood
goods train on the down main line immediately ii
wag offered, aud received the “Train entering
section ” signal at 2 aun., the train arriving at
2.4 a.m. and passed at 2.7 a.m, There is a notice
board on the down side of the down main line,
about 130 yards on the Manchester side of my
box, giving inatructione that goods traing must he
brought to a stand to pin down brakes, and when
this train arrived it proceeded slowly as though
the driver intended stopping at the board, but
this he did not do and passed my down starting
gignal at 2.7 a.m. without coming to a stand whilat
I could see himm, Neither the driver, fireman, nor
guard called out nor signalled to me in any way
a5 the train passed the box,and I am unable to say
why the train was not brought to a stand for
brakes to be pinned down, aa this train has always
done so previously when 1 have beeu on duty,
and, judging by the loud on the train, this should
have been done on this occasion. The first inti-
mation I reeeiveid that anything was wronyg was at
about 2,10 a.m., one minute after I received the
*Train out of section ™ signal from Shoe Mill box,
when the signalman on duty there informed me
over the telephone that he thought sornething was
wrong with the train as it passed him guickly and



the driver had called out to him, but he conld not
make ont what he said. When the train passed
my box T saw the driver and fireman were on the
engine, The {rmin seemed o be under proper
control when passing and not travelling at more
than three miles per hour. 1 am quite sure vhat
the train ccenpied three minntes from the time of
arrival at my hox to the time it passed the down
gtarting signal although it did not slop at any
time. 1 did not notice whether any brakes were
pinned dov:n when the train passed me nor did 1
see anvone pin any brakes down. 1 cannot say
whether the guard had applied the brake in the
van when passing and, o far as I could see, the
train was complete, and there was nothing nnugual
beyond the frain not having stopped to pin down
brakes. 1 saw the guard looking out of the van
on my pide of the box which is fixed on the up
side of the line. There was no bank engine in
rear nor had one been signalled to me, Although
the train did not stop at she board to pin down
brakes I did not call out to the driver az I did
not think there was anything wrong, nor did I
ielephone any information to the signalman at
Bhoe Mill box. [ have seen somec traing come
almost to my box before stopping for brakes to
e pinned down, whilat others have drawn past
my box and towards the down starting signal
before the work was done. Brakes are usually
pinned down on the six-foot side. but I did not
see the fireman alight. As the train approached
me I looked out but did not aee anyone pinning
down brakes, Some trains are bronght to a stand
and Dbrakes pinned down before reaching the
bourd, and 1 thought it possible tbat the train in
guestion had been dealt with in this way. I
could not see whether the guwd had hisg brake on
or not. The rails were wet, a drissling rain
prevadiling, I did-not hear the driver whistle at
any time. Somelimes engines come from Ac-
crington Lo assist trains Jown the bank.

Jolen Whalley gtates: 1 huve been in the
Compuany's service six yoars, 1 have been a
signalman two and  half years, and at Shoe Mill
box five months. Tcommenced dufy on July 16th
at 10 pan to work until 8 a.m. on the 17th, having
finished duty onthel6that8a.m. The 10.20 p.m.
Rochdale to Fleelwood goods train wag offered to
e al 2 a,m. snd 1 av onee accepted it, the “ Train
entering section ™ signal being received ul 2.6 a.m.,
and the train passed at 2.9 am. T received no

intimation from the Colliery box that there was’

anything wrong, but when the train passed me I
heard tho driver call out something which I conld
not distinguigh, but as drivera and firemen have
often called out to me I did not attach mnch
importance to it at the time. I cannot say
definitely where the driver was standing when
the engine passed me, but I did not gee anyone
¢lge on the footplute hesides the driver, After the
driver had passed 1 thought the train was travelling
a little fapter than usual, buc not truvelling at an
excessive apeed. I, however, telephoned to the
pignalman al South Jnnetion box, Accrington,
that 1 thought the lrain was travelling quicker
than nsual, and thal the driver had called out to
e, but T did not hear what he gaid., The signal-
man at Houth Junetiop box did notreply. About
10 minutes after the train had passed I saw the
fireman approaching the box, and in answer to my
query as to what he was doing there he said the
irain had gone away and leit him., He did not
gay why he had been left, and I did not ask him-
as it did not occur (o me to dogo, nor did I ask
him where he bad alighted. I did not see the
guurd.. It was very Jark when the train pussed
my box and I was placing the distant signal to
danger as the engine was appreaching, but ran to
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the door immediately I heard the driver shouting
out. 1 am quite positive the driver was on the
engine, as I saw him on the footplate, buf did
uol zee anyone else, although there may have been
other men on. The train was travelling av from
20 to 25 miles per honr when it passed me. 1 did
not hear the driver whistle during the whole of the
time he was approaching my box, nor after he had
passed.

Thomas Farkinsen states : | have been in the
Company's service 20 years. [ have beena signal-
mari 18 years, and at Accrington South Junction
box seven years. | commenced duty on July 16th
at 10 p.n. to work nntil 6 a.m. on tbe 17th, having
finished duty on the 15th at 10 p.m., The 10.20
p.m, Rochdale to TFleetwood goode train wus
offered to me at 2.6 an, and I immediately
accepted it, the “'I'rain entering section " mignal
being received at 2.7 a.m, and it passed me at
2.8 am. Afler receiving the *Train entering
gection ' signal the signalman at Shoe Mill hox
informed me over the telephone that the driver
and guard were shouting ont something to him,
hut he could not tell what was said, and that the
train appeared to be travelling more quickly than
usnal. The train had beon accepted by West box
at 2.7 a.m, and all signals were lowored and the
junction properly get for the down fork line, On
receipt of the information from Bhoe Mill box I
telephoned to Wost box asking what was the state
of the road there, und the signalman there atated
he had a goods train approaching. Whilst I waa
at the telephone and before I had an opportunity
of replying 1 saw the train approaching «t a territic
gpeed. I at once left the telephone, placed all the
pignals to danger, released the loeking bar of the
facing points for the sand drag, then set the points
for the sand drag and locked them. Tho train
entored the sand drag and ran struight through,
but when the vngine reached the end of the drag
it appeared to jump and legve the rails, running
forward and colliding with the engine of the
11 p.m. Preston to Moston goods train, which was
gtanding at No, 44 intermediate home signal for
the np fork line. The Maoston train had arrived
at the signal at 1.49 a.m., and wag waiting for a
path 4s 1 intended to give goods irains on the up
main line preference. The I'leetwood goods train
usnally has work to do at West box, I could not
set the junction peints for North box as two
engines were standing on the down main line
there waiting to bank trains going in the direction
of Baxenden on the up main line. Even, however,
providing I had known there was nothing on the
line at North box I should not have reveraed the
junction pointe for that direction as, having regard
to vhe terrific speed at which the train was
travelling, it would doubtlegs have been deraileil
at the curve at North Junction box, and as the line
in advance of that box is over viadueis, the regult
might have been much more serious. I did not
receive any other siznal from Shoe Mill box after
receiving the “Train entering seection " signal.
After the mishap 1sent the * Obstruction danger ”
gignal to North Jucction box, and seeing the goods
ingpector and stafl were on the ground in attend-
ance I left the arrangements for calling out the
tool van, ete., snd attending to the injnred mmen to
them, as I am notan ambulance man. I, however,
requeated the signalman at North Junction box to
call out the stationmaster, and understand that he
did this, but 8 goods guard had already been. We
have printed instruetions in the box to use the
gsand drag for any train which is travelling too
faat. down the bank. | am qnite positive the
gsignalman at Shoe Mill box informed e the
driver and the guard shouted ont to him. The
driver of the Fleetwood train was not whistling
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and, with the exception of the apead of the train,
1 had no definite indication that it was out of
control. After the mishap I saw the guard and
asked him, if he was hurt, and he replied “ No.” 1
did not ask him any farther questions as to how
the mighap happened nor if any brakes had been
pinned down or the train siopped at Baxenden
Colliery box. 1 should estimate the speed at
which the train was tvavelling on reaching the
sand drag at 60 miles per hour, but the sand drag
appeared to check the speed, as it was not travel-
ling so gquickly when the collision oecurred.

George Kay Mussey states; | bave becn in the
Company’e service 13 years. I have been a
gignalman 104 yeurs, having worked at north
box about eight months, I commenced duty al
10 p.m. on July 16th to work until 6 a.m. on the
17th, having finished duty on the léth at 6 aan.
Two engines coupled arrived at my box on the
down main line at 2.2 a.m. from gouth box and
stood there in readiness to bank the 12.50 am.
Colne to Miles Platting goods train, and they
remained there until 230 a.m. I received the
“obstruction danger” gignal from south hox on
the up wmain liue at 2.9 a.m., and was told by the
signaiman there that there had been an accident,
and I was requeated to call up the station master,
which Idid. [also telephoned to Rose Grove in-
stricting them to keep traing back until I received
gome further information, and T alsu spoke to the
goode inspector at Rose Grove. Goods inspector
Oglesby was on the ground at the time and I
learned he had arrangenments in hand for dealing
with the mishap, and knew that scme of the
enginemen from the two engines standing at my
box had lefl to aitend to any injored men,

J. A. Oglesby states : 1 signed on duty at 6 p.m.
on July 16th 1o work nntil 4 a.m. 1 havo beon a
goods inspector at Accrington 12 years and am
thoronghly acquninted with the whole of the
workings. 1 was standing close to the sleps of
the south box when I saw the Roehdale to Fleet-
wood goods train approaching on the down main
line at a tremendons speed, apparently al more
than 60 miles per hour. 1 did not hear the driver
whistle. I saw the engine onter the sand drag
and 1i appearcd to push the troughs out as it was
travelling through and leave the rails whilst in
the drag. The encine appeared to be being
pushed forward by the weight of the train, and
after leaving the drag run forward and collided
with the engine of the Preston to Moston goods
train which was sltanding on the up tork linc.
When the train stopped I immediately went to see
If anyone was injured, bui before reaching the
engine 1 tound the driver ol the Fleotwood irain
lying on the ground between the water column
at the cnd of No. 1 platform and the place where
the mishap oecurred. I anm1 an ambulance man
and at once gave the engine-driver attention, and
whilst doing this was told by the fireman of the
Moston train that his driver was also injured, and
I arranged for thar man also to receive attention,
and sent for a doctor, I then returned towards
the box and cxamined the waggons which had
kept the rails and found that none of the brakes
had been pinned down. 1 asked the gnard if any
brakes had been pinned down atv Baxenden
Colliery, and le replied * No,” as they did not
atop. I saw that the brake-blocks of the brake-
van were red hot, but the gnard did not tell me
that he had applied his brake and I did not
guestion him as to how the wishap oceurred. 1
agked him it he was hurt, and le replied ¢ No,"
but was shaken. [did not speak to the signalman
at South box as there was not an opportunity, the
misbap occurring only a few seconde afler 1 saw

the train. I, however, heard him on the telephone
speaking io someone about the train, 1 noticed
the waggons were running irregularly when the
engine appeared to leave the rails in the sand drag.
It was a Class A standard goods engine and
travelling chimnoy first, and the train consigted of
52 wagpons and a 20-ton brake-van. Thc weather
vras fine until 140 a1, when a drizsling rain
commeneed to fall. I found the driver of the
Fleetwood train Iying on the ground about two
waggon-lengths trom the tender of his engine.
The sand drag reduced the speed of the train con-
siderably, but I cannot estimate the speed at which
it lett the drag and ran forwanl, owing to the wag-
gons running irregularly, and a number leaving
the rails. I did not eee the driver of the engine
when it passed me, but | saw fire coming from the
chimney of the engine when its speed was checked
in the drag, and thought this was caused by the
driver having reversed, I, however, did not gee
any sparks or fire from the chimmey ag the train
was approaching. 1 examined the sand in the
drag afterwards and it seomed to be in good
coudition and was not harid. I did not, however,
examine it minutely, to see whether there had
been any obstruetion in the drag. T did not
question the driver nor did he speak to me. He
Waa uncounscious,

John Trippier states : I have beerr in the gervice
% years. | have teen a booked goods-guard
11 months. I signed on duty al Rochdale on
July 16sh at 9.50 p.m. to work 10 hours. 1 left
duty previously at 10,1J a.m. on the 16th ingt. 1
joined the 10.20 p.m. Rochdale to Fleetwood gnods
train at Rochdale and travelled along all right to
Ramsbottom, when a bank engine was put in rear,
and then travelled all right to Baxenden, the bank
engine leaving us some distance on the Manchester
side of Baxenden sighal box. My traiu consisted
of a Class A standard goods engine, 49 loaded
waggons, 3 empty waggons and a 20-ton brake, the
tonnage according to my calculation heing 494U tona.
Thia "weight ig 20 tons in excess of the classified
load for this class of engine down Baxenden hank,
I did not receive any tonnage cards although T
kuow I should know the weight of iy train,
and did not obtain thiz information, which I
egtimuted on leaving Bury, Lancashire and York-
ghire. I kpow I should advise the driver of the
weight of the train, but did not do this as I had
not an opportunity, having intended to give the
driver the information at Bury, East Lancaghire,
where we usually stop to attach tratfie, but on
arrival at Bury, East Lancasiiire, the driver recoived
a gignal from a goods inspector whom I do not
know to go ahead, and this he did. If we had
stopped at Bury and picked up any more waggons,
I should have wired Lo Aceringlon from Bury for
an engine to assist my train down the baunk. |
have worked this train twicea week since January.
We did not stop at Baxenden and were travelling
al about d miles per hour when passing through
the station, and wera travelling about that speed
on reaching the board. The driver, however, did
not stop at the board and I thought he was travel-
ling too [ast when my van was close to the hoard.
I pus the brake hard on atter the bank vngine had
left ng and did not release it. When I found that
the driver was not stopping at rhe board, but that
the train was almost ut a stand, 1 wasin the act of
alighting with the intention of pinping down
brakes, when 1 felt the waggons jerk forward, and
as the train began to increase in speed 1 went back
to my van. | did not get un opportunity for
alighting to pin down brakes aa the truin staried
very suddenly after coming almost to a stund, and
the teain was travelling at about 3 or 4 miles per
hour when passing Baxenden Colliery box, After



pasging that box the train appeared 1o get out of
contrnl, and when passing Shee Mill box It was
travelling at from 30 to 40 miles per hour. I did
not gee the fireman on the Manchester side of
Colliery box but eaw him in the gix-foot way on
the Manchester side of and near Shoe Mill box.
When I concluded that the train was ont of con-
trol I went to the hack of the brake-van and
preparcd for a collision. In consequence of the
mighap my back wag injured, and I have been to
a doctor, whe has slopped me {from working,
After the mishap 1 went te look to ithe driver as
soon as [ could get out of the van and found that
he had been injured. [ did not speak Lo him but
heard him asking something about where his mate
was. I have definite instructions to inform my
drivers of the weight of the train. When the bank
ongine ceased assisting, my van wounld be just on
the top of the bank from Helmshore and on the
Manchester side of Baxendon Colliery box, If
the train had come to a sland at the board io pin
down brakes my brake-van would have been at Lhe
platform, and as we did not stop there 1 knew the
driver had gone past the board. 1 did not attempt
to leave my van, however, until we were near fo
the board and did not pin any brakes down, As
a rule drivers draw about half a train length past
the board before coming to a stand for brakes to
be pinned down, bot I did not come to any
arrangement with the driver of the engine for the
train not to be stopped at rhe board. When I
felt the couplings of the waggons stretching after
the hank engine had left the train I put my brake
hard on to aesist in stopping the train at the board,
I was waiting for the driver to stop before alight-
ing to pin down brakes. The reason I did not
immediately alight to pin down brakes when
I knew the driver had passed the board was
that I did net think the train was running
away until it had got np speed. I did call out
something io the signalman at Colliery box, but
cannot remmember wow what T said, but I did not
gpeak to the signalman at Shoe Mill box. When
passing Baxenden Colliery box I did not think
the train was out of control, I did not hear
the driver whistle at any time whilst the train
was going down the bank., I have never pre-
viously worked trains which have not stopped at
or in advance of the board for brakes to be pinned
down, I have usked for assisting engines down
from Baxenden if I thought the load was too
heavy.

Jonas Hudson stateg : I am 24 vears of agoe
and have been in the Company’s service T} years
and a fireman 24 years. | signed on duty at
8.30 p.m. on the 16th July to sign off at 8,25 aan.
on the 17th, after working from 10.40 p.m. the
night previous to 9.30 am. I wae firing for
driver Simpeson banking a train from Bary to
Castloton and afterwarda working the 10.20 p.m.
Rochdale to Fleetwood with “A ™ clags engine
No. 366. After leaving Bury our next stop for
traffic purposes was Accrington, but we were
brought to a stand at Olives Siding and aiter that
had a ciear road to Baxenden, On approaching
Baxenden the driver shot ofl steam and applied
the vacvtum brake to stop at the board to pin
down brakes. I alse applied the tender brake at
about the gtation. We weve travelling from 10 to
15 miles per hour as we usually do. 1 cannot
gay whether the guurd bad his brake on in the
van or not. Just asa we were pagsing the board
and travelling at walking speed of about four ur
five miles an hour I dropped off the engine to
apply ibe brakes. It is usual to stop with the
engine at the hoard, but probably dne to the
heavy train which consisted of 53 waggons and
20-ton brake van the driver over-shot the board.
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F did not think anvihing of this as we were
going so slowly, and T did not think hy wauld
have apy difficulty in stopping. 1 have, on
previons occasions, known a driver run one or two
waggon lengths past the board before stopping.
I at once began to pin down brakes, bul noticing
the train instead of coming to a stand beran to go
taster I simply began droppiug the brukes down,
1 pinned abont three down and dropped ahout
nine others when thz apeed of the train increased
so much that I was unable to drop any more.
1 waited until the van had passed me and then
ghonied to the guard to see whether he had his
brake on or not, and gave him to undersland that
the train was rnnning away., [ cannot say
exaclly the words I need. I at nnce followed the
train down towarde Accrington. When 1 had
pinned about lhree brakes down I noticed the
driver drop ofl the engine on to the six-foot side,
which is the side I was on, and pinned down ong
or two hrakes which I had dropped. He then
ran towards the engine. } did not 3ee him get on
to the engine, but after the train had gone and he
was nowhere about I came to the conclusion that
he had got on the vogine. When I dropped off
the engine the vacuum brake wuas full on and
also the hand brake. TUp to leaving the engine 1
did not gee the driver tonch the reversing wheels,
and I did not hear anything afierwards which
would lead me to think that he had reversed the
engine and opened the regulator. When I came
on duty at Bury I examined the sand-hoxes,
which were full, and I also worked the sanders
and found them in good condition. Since leaving
the shed we had banked a traiu to Castleton but
we did not use the sanders then. After leaving
Rochdale, however, we did not nse the sanders
until passing Bury, and we made use of them
between there and Ramsbultom, and coming up
the bank we were assisted from that place by a
paddle tank which I believe was engine 813,
From arriving at the top of the bank to my
dropping off at the stop board I did not hear the
driver whisile at all, but scon after I dropped off
ard beforce I saw the driver drep off I heard him
give a whistle which I think was a crow. I have
frequently worked over this line (but not for
gseven months) when assisted in the rear by a
bank engine, and I think it has been left to the
bank engine driver to judge when he has pushed
the train far enough. When the driver told me
to drop off I thought the train would have
ptopped. The driver appeared perfectly ecol
and did not seem to be anticipating any trouble
in stopping at all. I have never before got off
an engine to pin dawn brakes when a train is
moving ; and not for seven months when at a
stand, as 1 have been on passenger duty, 1 went
down after the train and wallkted straight to the
engine and goi on the footplate. I fonnd the
damper shut although it had been open when I
left the engine, 1 also noticed the tender hand-
brake was partially on, but I could casily unscrew
it, and it wag not as fast as I had put it at the top
of the bank, and evidently someone else had been
on the engine, The vacuum brake handle was in
the “On™ position, but when looking at the
steam gange [ noticen there was no vacium in
either the train or chamber pipe. I then went to
look for my mate and [ met ‘wo Accrington
firemen locking for me. I speke to them and
agkod them about my mate and they satd he was
all right and was in the shunter's cubin. I aaw
him in the cabin: he was nnconscious aud was
being attended to by ambulance men, 1 then
proceeded to the engine and began to throw the
fire out. So far as 1T know the brake was in good
condition, I had not handled the engine at all
pince leaving the shed, but my driver did naot
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make any cowplainta and did not seem to have
any difliculty in stopping at any time, but when
I upplied the bhand-brake on coming over the top
of the bank lhe driver had not at that time
applied his vacuum brake. As I was walking
down the bank past Shoe Mill cabin I called to
the pointsman and said T was on foot; he asked
me why and said “Has he left you 7", and he
evidently did not know that the train had run
away. 1 asked him wheiher my driver said any-
thing aa the train passed him and also whether
he was on the engine, and the pointaman said he
was oun the engine and had shouted something
but he could not tell me what it was, The
sbunter who picked my driver up said they
found him in the six-foot way on the Colne line
near the platform and 1 found his cap there. I did
not notice whether the guard had brakes on the
brake-van when it passed me on the bank, but
the guard told me that be had the brake on. I
was walking alongside the train on the six-foot
side piuning down brakes, and was engaged in
that work when I passed Baxenden Colliery hox.

[ was not on the fuotplate when we passed Colliery
box. I am gnite certain I dropped off the engine
on the Manchester side of Colliery box. It was
dark at the time. We were travelling chimney
first, but 1 saw the board from my side of tho
footplate and alighted when we reached it. The
train was gaining speed on passing Colliery box
but would only be travelling at about six miles
per hour. [ was pinning down hrakes until the
train was about half way between Colliery and
Shoe Mill boxes, when it commenced to travel
too guickly for me to pin down any more. I am
not eerlain whether or not 1alighted from the
engino on the Manchester or the Accrington side
of Baxenden Colliery box, wnd we went further
down than usual before I alichted {o pin down
brakes, The rails were greasy at the time, there
being a drizzling rain. We did not atop at Bury,
East Lancaghire, as an inspector gave the driver a
gigoal to go forward., I do not know whether
my driver received any instructions to depart
from that station from the gnard,

Lvidence taken on the 2Tth August.

W..J, Simpson staten: I am 42 years of age:
entered servico June 27th, 15890 ; booked fireman
December 14th, 1894 | booked driver March Hth,
1908. I eigned on duty on Jaly 16th at 8.30 p.m,
at Bury shed. On the 15th instant I signed on at
10.40 p.m, and off at 9.30 a.m. on the 16th. I was
in charge of “ A" Class engine No. 366/30, and
after assisting a goods train {from Bury to Castle-
ton, ran light to Rochdale, and worked the 10.20
p.m. Rochdale to Fleetwood goods train. Wehada
light train from Rochdale and atlached a few
waggons at Custleton. We atopped at Bury,
Lancashire and Yorkshire, to attach, and, after
leaving there, should have stopped at Tottington
Junction for traffic purposes, but when passing
through Bury, East Lancashire, the inapector there
gave1ne agignal to go right away, with a green
light. I thought I had a full train on but not in
excess of 470tons, We were slackened by signals
at Olives Sidings for I} minutes, and aftorwards
had a clear road. On arrival at Ramsbottom a
bank engine was put in the rear to assist me to
Baxenden, but this engine had left the train
hefore we came to the * Stop ” board. 1 was not
informed of the load of my train at Bury, Lan-
cashire and Yorkshire, as the guard usually gives
mo this information after we have attached al
Tottington Junection, but, as mentioned, wo did
not stop there on this date. Judging from whal
I could see of the train, I came to the conclupion
that we had about 50 waggons on. We had a
clear road through Baxenden. I paseed the sta-
tion box at 10 to 15 mileg an hour, and all signals
were ofl at Baxenden Colliery. 'When approach-
iug tho “ Stop ™ board, I brought my train close
to 2 #peed of four or five miles an hour, and
then allowed it to run past for a distance of abon ¢
60 or 80 yarde at a speed of about three or four
riiles ver hour. I wanted to get my train on the
Lank before finally stopping to pin down brakes,
g0 a8 to avoid any risk of breaking loose when re-
starting after the hrakes had been pinned down,
T have been working over this portion of the line
for srome congiderable time, and ¢hia is the course
T usually follow. After woe had got about 30 yards
past the ** Stop ™ board my tireman put the hand

brake hard on, and then iook the brake stick, aml
got off the engine to pin down the waggon brakes.
We had not travelled very much farther before
the engine seemed to jerk forward as if we hml
broken loose, and 1 immediately applied the
vacuum brake and opened the sunders, but they
did not ecbeck the engine as the engine wheels
were skidding. I released the brake and imme-
diately applied it to see if I could stop the engine
from skidding, but it had no eflect, so I dropped
off the engine to assist my fireman to pin down
brakes, but the train continued to gain speed, and
[ tried to rejoin my engine, but the train was
eoing as fast ag 1 could run, so I then got on to
one of the waggona aud climbed over several of
them, as I thought if T could regain my engine by
the time the train was turned into the sand drag,
I could check the speed by reversing the engine
and giving hersteam. T did not, however, gueceed
in regaining my engine, and 1 was thrown off the
waggon on which 1 was riding when the collisiou
oceurred. After getting on the wageons, 1 think
I climbed over three or four of them, and I should
be on the fourth or fifth waggon from the engine
when the collision occurred. Before getting off
my engine at the top of the bank I had sounded
the engine whistle, and I think my guard would
have his brake on. There was nothing extra-
ordinary in the speed of the train when we came
over the top of the bank. We should be travelling
at aboul four or five miles per hour, and 1 was
surpriged when the train began to gain speed like
it did. I took what I considered to be ihe best
means to bring the train to a stand. I shouted to
the signalman at Shoe 3ill Cabin 1o have the train
turned through the sand drag. I have been in-
formed that the engine left the raiis at the gand
drag, and T ghould say that wae correct, as the
eugine seemed to jump 2 lot when running
through. T do not remember anything after I
was thrown from the waggon. The engine brakes
and eanders were in good working order when I
left Bury shed. 1 had neo trouble in controlling
my train when coming down Broadfield bank
prior to arriving at Bury. I had 21 to 22 inches
vacuum.

Conclusion.

The circumstances attending this collision are clearty stated in the evidence.
Driver Simpson was driving the 10.20 p.m. Rochdale to Fleetwood goods train, and

left the former place with only a few waggons.

A few more were attached at Castletomn,
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and the fall train Joad was completed at Bury (Lancashire and Yorkshire). Simpson
states that asa rule this train is stopped at Bury (Ilast Lancashire), a little further on, for
traffic purposes, but on the night in question when passing through Bury (East Lancashire)
Station the inspector on the platfnrm agave him a signal to go urrht away. Simpson had
not been notitied by the gnard of th(_, 1numbper of_ waggons in hlq train or of their total
weight, but, though he thought he had a full load, he did not think it exceeded 470 tons
in \\eloht, whieh is the maximum load alloned for Class A goods engines betwecen
Baxenden and Accrington.

Siinpson states that, except for being stupped by signals at Olives Sidings for 10
minutes, he had a clear road. On arrival ac Rumshottom, a bank engine eamne on in rear
of his train to assist it up to DBaxenden, and this engine left them ‘at Baxenden Station
stonal-box. He states that he passed throun'h Baxenden at a apeed of about 10 or 15
miles an hour, and when approaching the r~tr:p board, which is 733 yards ahead of
Baxenden Station signal-box, he brought the speed of his train down to four or five miles
an hour ; but instead of brm(rmrf the train to a stand at the board, he intended to allow
it to run past that point for a distanee of 60 or 80 yards and cre1 the whole train on to
the steeper gradient befure stopping it, so as to avoid the risk of breaking a coupling or
draw-bar when re- starting, after the brakes had been pinned down, and this, he states,
has been his usual custom.  After he had got about 80 yards past the stop board, be says
that he told his fireman to put the hand- brake hard on and then get oft the engine : and pin
down the waggon brakes,  Almost immediatelv afterwards the engine :ppe‘urc:l o jerk
forward, and “he at once applied the vieuumn-brake and openerd the sanders; but the
engine wheels picked up and skidded. He then released the brake aml immediately
applied it again to see if this would stop the wheels from skidding, but it hal no effect,
so he then dropped ofl’ the engine himnself to assist his fireman to pin down the hrakes ;
but the train continued to gain speed. He says he pinned down three or four b ILCL,
and then tried to regain his engine, but the train was by that time going as fust as he
conld run, so he cliinbed on to the ninth or tenth waggon, and tried to regain his engine
by climbinp; over the waggons.  He thinks he climbed over three or four, and was still on
the fourth or fifth wazgon from the engine when the collision vceurred, and he was
thrown oft on to the line.

Fireman J. Hudson corroborates driver Simpson’s evidence, but is nut certain whether
he got uff the engine on the Manchester or the Acerington ‘:lde of Baxenden Colliery
n1gnal -hox, this box. being 133 yards ahead of the notice board. He says he pinned down
about three hrakes and thu], as the speed of the train wius increasing, he simply hegan
dropping the ievers without pinning them down, und he thinks he dlopped nbout nine,
when the speed of the train prevented him from doing any more.  He then walked after
the train and spoke to the signalman at Shoe Mill cabin.

The gnard of the train (J. Trippicr) stutes that the train was travelling at about
five miles an howr when it passed through Baxenden Station, and at about the same speed
when it reached the stop board. He was intending to alight in order to pin down
brakes on the rear waggons, when he felt the waggons l]exl\ Iorw'ud and as the speed of
the train increased he could not get off, so he stayed in his van. He states that the
banking engine ceased assisting the train just at the top of the bank, which is 460 yards
before reachmﬂ Baxenden Glo’nal hox, or nearly [,200 yards from the stop board. Ile

states that he put his hand brake havd on Just after the banking engine lett the truin.

The signalman at Baxenden Colliery box (Wm. Heap) states that the train did not
stop at the Tmud and passed his box slowlv ; he also says that he could see both the
driver and the fireman on the engine; so enrlcnt]y the fireman had not then got off to pin
down hrakes.

The signalman at Shoe Mill box (J. Whalley) states that when the train passed him
he heard the driver eall out something, but he could not distinguish what he said .and
he did nov attach much importance to it at the time. He thought the train was
travelling a little faster than usual, bat not at an excessive sppeg e telephoneil,
however to the signalman at A(,Cl'ln“'tOl] South box and told him that the train was
tr‘wellmg qulckel than usnal, and that the driver had called out to him.  He savs it was
about 10 minutes alter the train had passed him that the fireman came to his box., He
thinks the train was travelling at about 25 miles an hour when it passed him.

T. Parkinson, the signalman at Accrington Sonth box, received the message trom
Whalley at Shoe \Ill] and while at the telephone he saw the train appr caching at a very
high speed. He at once placed all signals to danger and set the facing p01nt°« on the
down line for the sand drag. He thinks the apecd was quite B0 miles an hour, and the
train ran right through the sand drag, after which the eugine appeared to jump and leave
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the rails, running forward and colliding with the engine of the 11 p.m. Preston to
Moston goods tmm which was standing at the up fork intermediate home signal.

There is a dl-*-cropancy in this endeuce, as to where Hudson ahﬂhted to pin down
brakes, but 1 think it is clear that he did not attempt to dl]ght until the engine was well
past Baxenden Colliery signal-box, and the signal-box is 133 yards be\,ond the notice
board where goods trains <hould stop to pin down brakes. This hoard is clearly marked
by a red llﬂh at night, and there is no difficulty in seeing it. The guard Trippier say s
he saw Hud‘aon in the six-foot way when he was near Shoe Mill box, and this box is
1,120 vards from Baxenden Colliery box. Probably Hudson waited for the train to stop
before ahrrhtmr_r, and as the driver could not do this, the attemp? to pin down brakes was
made alLorrethel too late, as the train was by that time on & very steep gradient.

Driver Simpson is under the impression that the sanders on his engine could not
have been working well when he lost control of his train, but he says they were in good
order when he left Bury shed, and on examination after the collision the Teft-hand sander
was found to be in good 01de1‘ but the right-hand sand pipe had been knocked away and
the sand hox was cmpty

The runaway and subsequent collision were thus, [ eonsider, due to driver Simpson
allowing his train to run past the stop board befure he tried to bring it to a stand, atd
then no actempt was made fo pin down any waggon brakes until the whole train was on 1
very steep gradient. The position of this board has been fixed by the Company after
experiment, and it is running risks to take a henvy train past this point especially when
the rails are greasy, as they were on the night in question owing to a drizzling rain having
commenced to tall.  When the whole tmin is brought on to the steep gre 1d1c11L e\(,eeﬂmn
1 in 76, there is danger of the engine being Ox’erpowered s 1t was on this oceasion.

Drlver Simpsen s 4 man with a vmg good record, and has been accustomed to work

traine over this section of the line. e had been on duty five and a half hours at the
time of the nccident,

In view of a very long and steep gradient beyond the notice board and the slnrp

curves at Accrington Statlon 1 think it 19\0u1d be o great addition to safety generally,
a banksman were stationed at the notice board to assist in piuning down the brakes dm‘mg
the hours of the night when most of the goods trains. run, as, should a driver have trouble
in stopping, a runaway might be averted by the brakes bemg put down at once. [t iz u
difficult ]Ob for a fireman unaceustomed to such work to use a brake stick and pin down
brakes on a dark night ; and as it is dangerouns to use the brake stick in the six-foot way
if a train is passing on the other ling, it is well Lo have a slightly raised pathway cn the
other side for the brukesman to move along when at work.

It will be noticed that the engine ran ntrht through the =aud drag, and lelt the rails
at or near the end of it. This drag is only 100 yards in length, some connections jnst
south of it making its extension impossihle, and beyond the conneetions is a viaduoet. It
has proved efficient on several previons occasions, when the speed of the train hasnot been
o high as it was on this occasion, but the drags are all 200 yards or more in length at
other places on the line.

Perhaps it could be arranged to have a longer drag further back from Accrington
Station.

It will be seen from the evidence thay guard Trlpplcr did not inform driver Simpson
of the tonnage of the train when leaving Bmy (l.. & Y.}, intending to do this at Bury
(L. L.}, where the train usually stops for traffic purposes, but on this occasion it was not
required to do so. Dy his rough caleulations, guard ['rlppler made the tonnage abont
490, or 20 tons more than the maximum allowed for an * A" class engine to take down
the Baxenden Bank without assistance ; and if the train had stopped at B Jury (L. L.) he
would have asked for an assisting engine to join the train at Baxeuden. As a matter of
fact, the total tonunage of the train was 412 tons which was well below the niaximum load,
but the mishap shows the importance of the Rule being carried out, viz. : for the guard to
inform the driver of the tonnage of their train on feavi ing a starting point or any station
or siding where the load has been altered.

This accident illustrated the advantage of a system_of Train Control in casc of
an accident where the line is snddenly obstructed at any point, as trains can he quickly
diverted or broken up, instead of having to stand idly behind one another until the
line is cleared.

At Acerington all lines were blocked, both those through the station in the dircetion
of Burnley and also the fork lines leadnw towards Blackburn. The accident occurred at
about 2.8 a.n., and at 2.15 e.m. the Controllers at Manchester were in receipt of fnll
information and took immediate steps to divert the traflic,



59

Twelve goods trains were either diverted or broken up that would normally have
passed through Accrington in the early hours of the morning, and arrangements were
made to work a shuttle service for passenger trains between Ramsbottcm and Acerington
Bay Siding, the Controllers demanding the engine and carriages for the purpose.
'_[‘eregrmns were sent to the principal stations advising them of delay to trains and to
inform passengers, but owing to thé diversion of the trains the delay to the passenger
service was not serlous, down trains arriving at Acerington about 21 minutes late, and
up trains 23 minutes late.

[ have, &ec.,
E. Druirr,
Licut.-Col,
The Assistant Secretary,
Railway Department, Board of Trade.

APPENDIX 1. :

DESCENDING INCLINES,

Engine drivers and guards of cattle, goods, mineral, and coal trains must hawd their traing well
under control when deseending ineclines, and when necepsary, before entering upon inclines, must
stop and pin down a sufficient number of wasgon brakes. Care must be taken that (he brake levers
are not fastened down so tight as to prevent the wheels from revolving.

A point indicated by a conapicuous notice hoard, lettered * Goods trains stop to pin down brakes,”
is fixed near the commencement of steep ineline’ (1 in B) or steeper) whore all goods and mineral
traine must bo brought to a stand,

Before starting again the fireman must pin down tightly a few wagron brakes nearest the engine.
The train mngt then be drawn slowly on to the falling gradient, and while this is being done the
guard must continne putting down brakea uantil the whole of the vehicles are on the incline. On
reaching the bLottom, the fireman must lift the brakes in the front portion, and the guard those in the
rear portion of the irain.

The engine driver must always steam to pull the whole of the train on to the incline, in order to
be thoroughly satistied that a guflicient number of waggon brakes have been applied, when he must
give bwo short, sharp awhistles, to indicate that sufficient brake power is in operation.

The engine and van brakes must in all cases be off when the train commences to descend the
incline, so that they may be held in reserve, and ready for use when required ‘to steady the train
down the incline, or to stop it if necessary at any point.

The guard must clogely wuateh the train while descending the inclive, and must, if necessary,
usgist the driver by every means to keep the {rain under proper control.

In the case of a train starting on, or picking up waggoens from, a4 siding on a steep gradient, the
firenian must, before starting the train, pnt down sufficient waggon brukes Lo necessicate the driver
nsing stean Lo start, and ag the (rain is slowly moving, the guard muat eontinues to piac down noere
waggon brakes, until the deiver intimated by two shoct, sharp whistles that @ satficient number has
been pul down to requive his engine to use steam down the grallient, the engine and van brakes being
olf and in reserve, as hefore directed.

» I - - » - - ) o
Gradient. Distapce Gradient,
Miles, )
From Baxenden towards Aceringlon 2 1lin 40

APPENDIX No. 11,

DAMAGE TO ROLLING STOCK AXD PERMANENT WAY,
Rolling Stoef,

Lingine No. 366.— Brake hangers and vods broken
and beut; R.H. drivine spring apd 11.H. foolstep

tour diagonals, two side planks, two oud plls,
four end munting, tour axleguards, four axleboxes,
&e. broken, and two pairs of wheels cut.,

broken ; water connections between ongine and
tender broken; tendsr brake hangers and rods
broken and bent: R.H. middle spring broken;
both leading axle boxes broken ; water pickup
broken, ’

Engine No. 9.—~Leading bulfer planle bent
back 3} inehes at the right side : whistle pillar
broken ineide cab.

Midland, waggon No. 11420.—Two sulebars,
two headstocks, two middlebearers, (ive diagonals,
four longitndinals, t wo stretchers, ten end planks,
fifteen short gide planks, ten short side door
planks, four axleguarde, two grease axlzboxes, and
one brokeguard broken ; bhrakework bent: and
two pair of wheels snt.

Farness, waggon No. 21585.—Two solabars, two
hecadstocks, two middlebearers, four longitudinals,
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Furness, wagron No. 3360.—Twa solebars, two
headstocks, two side rails, two side planks, twn
middlebearers, twelve bottom planks, Tour eud
munting, &e. brokon, and two pairs of wheels ent.

Threlkeld Granite Company's waggon Ne, 261,
—Twa solebars, two headatocks, two mididle-
bueirers, four longitudinals, four diagonals, cight
end planks, fonr end muutling, &c. broken, and
two pairg of wheels cut.

Lancashire and Yorkshire, covered goods
No. 11786.—Two solebars, iwo headstocks, two
middlebearers, four end muntins, forty-eight out-
side and iugide end boards, folding door boards,
corner pillars, and brakework &e. broken,

Lancashire and  Yorkshire, covered goads
No. 13278.—Two solebars, two headatocks, twe
middlobearers, two diagonals, end boards, brake-
work, &c. broken,

H?2
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Lancashire and Yorkshire, covered {gouds
No. 14534,—Two svlebars, two headstocks, two
middlebearers, two diagonals, end bowrdg, axle-
boxes, &¢, hroken.

Lancashire aud  Yorkshire, eovered gouds
No.264i1.—0ne buffer casting broken ; two buffer
rods, and one “ ¥V "' hanger Lent.

Lancaghire and Yorkshire, wagzon, No. 7602, —
Two selebars, two headstocks, twao diagonals, two
side planks, twe end planks, two side rails, two
axleboxes, brakework, &c. broken, and iwo pairs
of wheels cut,

Lancashire and Yorkehire, waggon No. 14041,
—T'wo solebars, two beadstocks, fonr end muntins,
six end planks, eight side planks, four axleguards,
and two axlehoxes, &c. hroken,

Lancashire und Yerkshire, waggon No, 30165,
—Two headstocks, four end munting, three end
planks, axleguardg, &e. broken.

Lancuashire and Yorkshire, waggon No. 1338%.—
- Two solebars, two headstocks, two middlebenrers,

four diagonals, side and end planks, &ec, broken.

Luncashire and Yorkshire, waggon Nu. 32216,
Two sulebars, twogheadstocks, two middlebeurers,
two side vails, four axleboxen, &c. broken.

Lancashire and Yorkshire, waggon No, 13467, —
Two selobarg, two headsiocks, two middleleurers,
four longitudinalg, twenty side planke, ten door
planks, four axleboxes, &¢. hroken.

Lancashire and Yorkshive, waggon No. 34708, —

Two headstocks, lwo diagonale, five end loor
planks, two axlebuxes, &e. broken,

Lancashire and Yorkshire, waggon No. 1645.—
Twa solebirs, two headstocks, two diagonals, two
gide planks, two end planks, two axleboxes, &e.
broken.

Lancashire and Yorkshire, wagon No. 13320, —
One middlebearer, one side plank, and one end
plank broken ; one drawbar, one brakeguard, aul
one tie rorl Lent,

Luncashire and Yorkshire, wagaon No. 24097.—
One headstock, one end muntin, and one end
planis hroken ; two buffer rads, &e. bent.

Luncashire and Yorkshire. wagoron No, g046.—
Two headstocks, two solobars, two 1niddlcbearers,

fourteen hottom planke, four axleboxes, &c.
brolien,
Lancashire and  Yorkshire cavered gowls

Nos, 3503, 23673, 6088, G027, 247v1 and 3629,
Waggzons Nos, 2701, 20673, 5274, 20606, 12082,
U89, 17435 and 17792 broken up.

Peirmmonent Way.

02 crogsing timhers, 42 sleepers Junaged ; 92
8 ineh chairs, 36 6 ineh chairs, 62 P, & €. chuirs
broken; 5 30 1t, steel rails, 2 20 §t. 8§ ins. steel
rails, b 27 (t. steel rails, 1 24 fu. sleel rail, 2 acute
crogsings, 2 sets 10 ft. switches, damaged ; 19
stee] rails Lent; 2 dununy levers broken.

Copies of the above Report were sent 1o the Company on the 10th October.

LONDON AND NORTH WLSTERN RAILWAY:

Board of Trade (Railway Department),
8, Richmond Terrace, Whiteball, Liondon, 8.,

SIR,

Srd September, 1913,

i Have the honour to report for the information of the Board of Trade, in
compliance with the Order of the 28th Augnst, the result of my inquiry into the causes
of the collision whicli oceurred on the 27th August between a passenger truin and a goods
train at Stalybridge=sh the London and North Western Railway.

In this case the 11,45 a,m. passenger train from leeds to Llandudno when entering
the tunnel approaching Stalybridge No. 4 signal-box, collided with the brake-van of o

goods train travelling on the same road.

The brake-van and three wagoons of the goods

train were broken up and the rear pair of wheels of the leading hogie of the engine were

derailed,

The guard of the goods train, the driver and cuard® of the passenger train, and one
g ? tal p o

prssenger were injured. The passenger train consisted of a lonr-wheels-coupled bogie
passenger engine with a six-wheeled tender fitted with the antomatic vacuum brake on the
tour coupled whecls of the engine and six tender wheels, and of five cuaches fitted with
the automatic vacuum brake.
The goods train econsisted of an eight-wheels-coupled coal engine, with a six-
wheeled tender fitted with a stemin brake, and of 49 waggons and a 20-ton goods brake-van,
The brakes of the passenger train are stated to have been in very good order.
Details of damage to rolling stock arc given in the Appendix.,

Description.
Approaching Stalybridge from Staley and Millbrook the up line runs generally east to
wesl and is on a steep falling gradient, and for the last quarter of a mile it is 1 in 88.
The np home signals for Stlybridge No. 4 signal-box are 66 yards east of the box

* Guard T. P. Holding of the passenger train died subsequontly, the verdict at the inguest on
the 19th September being that death wasdue to apoplexy, Bright's disease, and heart disense, aecelerated
by injuries and shock caused in the collision,



