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MANCHESTER, SHEFFIELD, AND LINCOILNSHIRE RAILWAY.

Board of Trade (Railway Department),
8, Richmond Terrace, Whitehall, London, S.W,,
SIR, December 30th, 1896.

I mave the honour to report, for the information of the Board of Trado, in
compliance with the Order of the 1Gth instant, the rosult of my enqury into the
circumstances attending a collision which occurred on the 9th instant, near Penistone
station, on the Manchester, Shefficld, and Lincolnshire Railway.

In this case, the 7.15 a.m. oxpress from London to Manchester over-ran the down
home-signals at Huddersficld junction, Penistone, and came into collision, at about
11.7 a.m., with a goods train, which was being drawn across from the down goods to
the down main line.

No passengors are reported to have complained of any injury.

The passenger lrain consisted of two engincs, brake-van, composite, third-class,
composite, third-class brake, composite, and third-class brake carriages. The engines
were both four-wheels-coupled tender engines, with leading bogies, and the train was
fitted throughout with the automatic vacunm-brake. The leading engine had foot-
plate and foot-step, and gusset-angle undorneath foot-plate, damaged.

The goods train consisted of a six-wheels-coupled tender goods engine, 17 loaded
waggons, 15 empty waggons, and a brake-van. The passenger engine struck’ths
twolfth waggon from the front, almost broadside, and overturned it, the waggons next

in front and in rear respectively being also thrown off the rails. Details of the damage
to the waggons 1s given in an Appendix.

Deseriplion.

At Huddersfield junction, Penistone, the [ancashire and Yorkshire railway lino to
Huddersficld leaves the Manchester, Sheffield, and Lincolnshire main line from Sheffield
to Manchester, runming here from south-east to north-west, with a curve to the north,
the facing-poings of the junction being upon the down main line. On the up, or east,
sido of the main passengor lines there are extensive sidings, and also up and down
goods loop lines, the latter extending from Willey Bridgo signal-box to Huddersfield
junction, a distance of nearly a mile; the trailing-points of the ouflet of the down
loop, at tho latter place, arc only a few yards south of the junction facing-points
referred to above.

Thore are various other conncetions, which need not be described.

The signal-box is on the down, or west, side of the railway, and Barnsley junction
signal-box, between Iluddersficld junction and Willey Bridge, is abous 1,070 yards
south-east of the former. From Willey Bridge to Penistone tho line is on rising
gradients of 1 in i3], 1 in 160, and 1 in 10, und botween Huddersfield junction
home and inner distant signals the line is on a curve of 30 chains radius.

'ho only signals which need be referred to are the Huddersfield junction signals,
viz. : a post 45 yards south of the signal-box carrying three directing-signals, the centre
onc of which is for the down main line to Manchester, and the right-hand one, No. §7,
for tho Lancashire and Yorkshire line to Huddersficld; 135 yards south of the box
thore is a post with two arms, the left-hand one being the main line homne-signal and
tho right-hand signal, No. 59 (distinguished also by a ring on the arm), referring to
the down goods loop; thero are also innor and outer distant-signals, tho former
about 745 yards and the latter 1,100 yards from the box. The view of the home-

signals is stated to be very bad ab times, owing to smoko from the furnaces of steel
works which adjoin the railway.

Lvidence.

W illiam TWharldall states: Ihave been 18 years
in the Company’s service, 17 years a signalman, and
cight years at Iluddersfickl junction. Qn Deeember
Oth I came on duty at 6 am. fo work until 2 pan.
At 10.31 aam. on the above date & goods train Lor
the Tiancashive and Yorkshire branch (Huddersficld)
arrived on the down goods line, and came to n stand

opposite to No. 59 signal. It had to vemain thero
to allow passenger trains to pass on the up and down
muin lines for hall an hour. I offered the goods
train to the Lancashire and Yorkshire box at 10.56,
and it was aceepted at once, but I did not puil off
the signals until the 11 o’'clock down passenger lrain
had passed; I then lowered 57 and 59 signals. The
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train started all right as far as I could see, but when
the engino was passing the bogc at 11.3, it be_gan to
slow up, and came o a stand with l~hc' reav vcl.ncle al
the trap points on the goods line. The train was
then foul of buth the up and down main lines. [
went to the window to see what was the matter. "The
driver shouted out that be was unable to go any
further. I thought of sending the obstruction signal
to Barnsley junction, bl!L just .lhcn tl_lc signalman
there gave me the “Train on line” signal for the
7.15 am. express from London to Manchester, which
[ had already accepted at 11.3. When 1 accepted it
the goods train seemed Lo be going well, and T expected
the latter to be well out of the way before the express
arrived at Barnsley junetion cabin,  The express was
1ot due at Penistone until 11.7. T could do nothing
to stop it coming on. I told the driver of engine 392
(the goods) about the passenger train, and he asked
me il he was to go ahead again, and T told him yes;
but he was unable to do so. L[ had put signals
57 and 59 back to danger before the goods train came
to » stand, and before the express had been given me
«On line.” All my signals for the express remained
at danger.  The express ran past my home-signal at
danger, and immediately afterwards it struck the
gouds train,  The speed appeared to be moderate.
The express had to stop at Penistone station. It was
a hazy morning, and the smoke [rom an engine just
behind the goods trzin was hanging about the place.
I had tried to got the goods train pushed back on to
the goods line aguin, but after going three or four
wagzon lengths it could go no lurther, Leing stopped
by another goods train on the same line.  The driver
of the former whistled lTor the latter to go back, but
it did not do so. I lowered No, 59 signal for the
second goods Lrain to go forward to assist the first
train when the former came to a stand, but L replaced
it almost al once.

Ienry Nizon states: I have been 23 years in the
Company’s service, and 13 years n passed driver.  On
the 9th Dceember L came on duty at 245 aan. to
work until about 2.30 p.m., but on account of the
accident I was detained until 4 o’clock. My engine,
No. 392, is a six-wheels-coupled tender goods engine,
fitted with the automatic vacuum-brake, which works
blocks on all the wheels of the engine and tender.  On
the above date I woriked the o aun, goods train to
Penistone, Yancashire and Yorkshire, yard. L arvived
at Huddersfield junction about 10.30 a.m. with 17
loaded and 15 empty trucks and brake-van. About
11 o'clock the signals were lowered for us to come olt
the down goods line, and I started at once. ‘Ihere
was another goods train Lehind us, and L expeet the
engine of that train gave me a little assistance at
starting,  After passing the box we came {o a stand,
the greasy wheels and heavy mixed train cansing the
engine wheels to slip. ‘Che train appeared to pull
very heavy. I had had a little slipping elsewhere,
but no great difticulty. The loop at Penistone is an
exceptionally bad place to start from. DNy gauge
showed about 120 Ibs. of steam at the time. The
signslman signalled to me with a green flag to scb
back, and I whisled to warn the other train that T
was doing so. I set back n few waggon lengths, and
then I told the signalman I could not get any further
(as I was stopped by the other train), T got on the
move to go forward again, and had just doue so when
the express collided with us. The express cngine
struck the elevent, twelfth, and thirteenth waggons of
my train, and knocked them off the rails, onoe being
overturned,

John Smith states : I have been 26 ycars in the
Company’s service, and a driver for 16 years. On
the 9th December I came on duty at 4.55 aan. to
work until about 4.45 p.m., but I was delayed by the
aceident until about 6 o’clock. My engine, No. 622,
18 n six-wheels-coupled side-tank goods engine, fitted
with the automatic vacuum and hand brakes. On
the above date T arrived at IHuddersfield junction
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about 10.58 a.m. with 23 loaded conl waggons and
brake-van (my maximum load). There was another
goods train in front of me on the down gouds line,
bul it moved away about 11 o’clock. T helped to
push that train forward for about 10 wagwon lengths,
when it got away [rom me. 1 came to & stand at
the home-signal, which had been put back to danger,
and the train in front stopped with the brake-van
five or six waggon lengths from my engine. The
signalman and the guard of the first woods train
signalled me to go forwarl to help that train. My
ficcman got down and unhooked, and I went forward,
By the time T got to the train it was sctting back,
but T could not let it come far, as, if it had struck iy
train, the latter would have been started down the
bank. Immediately afterwards the collision with the
express took place. I have never been * fust” there
myself, but 1 have heard of it happening before. The
signals appeared to be fairly clenr that mornine.
‘I’hey are sometimes dillicult to see until we are close
te them. Sometimes very dense smoke comes from
tho steel works furnaces. and hides the signals.

Thomas Ogden states: I have been 33 years in
tho Company’s scrvice, and a driver for 23 years.
On the 9th December L came on duty at 4.30 a.m, to
work until about 2 p.m. My engine, No. G87, is a
lour-wheels-coupled tender engine with Jeading Logie,
fitted with the automatic vacuum-brake, [ left Rot-
ford about 10.10 a.m. with seven vehicles behind the
engine.  There was a second engine on the train, my
engine being the leading one. "T'he leading engineman
takes the vesponsibility ol looking out for signals, and
controlling the train generally. "T'he other was really
the train engine, but as my engine had to return to
Penistone it was put in front of the other—lio save
time—and 1 then beeame responsible for the working,
Approaching Wiiley Bridge box all signats were olf
for us. At Barnsley junction the home and starting
signals were * OIE” but the distant-signals for
Iuddersfield junetion, which are underneath the
home and starting signals respectively, were at danger.
I slackened speed between the outer and inner
distants, shutting ofl' stcam and applying the brake.
The speed would be about 835 miles an hour passing
the inner distant, I eaught a glimpse of Iuddershield
function home-signals, which were at danger. 1 put
vay brake hard on hefore arriving at the home-signal,
and my gauge showed 20 inches of vacuumn. 1 saw
the home-signal at danger when we were elose to it,
and I could then seo the obstruction ahewd for the
ficst time. Tho rails were very grensy indeed; I
have seldom known them worse. I censtantly run
through IP’enistone, and I do not think L have been
pulled up at Tluddersfield junction signals, on the
down line, hulf-n-dozen times in as many years.
When the wind does not blow across [rom the works
the signals can be scen well enough. 1 struck one
wagaon ol the goods train broadside and derailed it,
which then pulled one in front and one behind off the
rails, Tu another 10 yuards we should have stopped.
Neither my mate nor I was hurt at ull.

William Ashwith states: T have been 21 years in
the Company’s service, 14 years a driver. On the
Oth December L caume on duty at 7.45 a.m. to book off'
sbout 7.45 p.m. My engine is No. 565 (ximilar in all
respeets lo 687). At Retford, engine No. GS7 wag
attached to the train in front of me to run to Penistone,
and the driver of the leading engine then took chargn
of the irain, Both of us shut off stewm together
passing Burnsley junction, and I noticed the automatic
brake applied passing Iluddersficld junction inner
distant-signal, when the speed would be about 40 miles
an hour, ‘T'he brake scemed to act all right then, It
was probably applied again before we got to the home-
signal. T only saw the Jatter once, when we were some
distance awny, and it was then at danger ; after that
it was hidden by smoke ard steam until wo were past
it. Nonc of our wheels skidded, hut the rails ware
very greasy.

U
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Conclusion.

This collision, the consequences of which were fortunately unimportant, was qye
to a serious breach of the block telegraph regulations, and, in a lesser dogree perhaps,
to want of proper care on tho part of the driver of the leading engine of the
passenger frain.

T'he main facts of the case are as follows :—A goods frain came to a stand, on the
down goods loop line, opposite to the home-signal ab ITuddersfield junction at ahout
10.30 a.n. ; after remaining there half-an-hour, the signal was lowered for the train t
run out on o the down main line, and the directing-signal (for the Huddersfield branch),
90 yards in front of the lhome-signal, was pulled off at the wame time. The maip
and loop lines are on a gradient rising towards the junction at 1 in 100, and the goods
train was assisted ab starting, as far as possible, by a second ftrain just in rear of it
The drivers of both theSc trains and the signalman say that the train started all right,
but before the rear brake-van had got quite clear of the loop line the train stuck fast
foul of hoth main lines. The signalman, who says he had replaced the two signals at
danger when the train-engine had passed them, lowered the loop line home-signal
again, for the second train to go to the assistance of the first. The engine of the second
train had a full load behind, and it was thereforc uncoupled. While this was being done
the first train had commenced to set back into the loop line, but was soon séopped by
the second engine (by this time detiached from its train), the driver of the latter being
naturally afrail of his train being set in motion down the hill if the vehicles were
sfruck at all bard. Another aticpt was then made to run forward, and the goods
train had just been sct in motion when it was struck aboub the centre by the engine of
the passenger train, at the fouling-point of the junction between the down goods and
down main lines, with the result stated above.

It appears from the evidence that the passenger train had been accepted with “ Line
clear ” by the junction signalman at 11.3, at a time when the main line was occupied
by the goods train a few yards inside the home-signal—a distinet departure from
the block telegraph regulations, for which no excuse can he admiited. Signalman
Wharldall has, I understand, worked in the Huddersfield junction box for eight years
with conspicuous success, and it i3 much to be regretted that on this occasion he should
have acted as be did.  He says he thought the goods train would have been out of the
way befure the pa-senger train arrived at the mext signal-box, 1,100 yards from his
box, which no doubt would have heen the case had mno hitch occurred; but the bloek
system and regulations are, of course, designed to meet such a contingency as this, and
a signalmun 1s not called upon, or permitted, to exercise his judgment as to the
circumstances under which a train may, or may not, bo accepted.

The passenger train had, as stated above, two engines, engine No. 637 having been
attached to the front of the train at Retford, to return to Penistone, the driver of that
engine then becoming responsible for the safe working of a frain with which he had
really nothing to do.  Approaching Barnsley junction the home and starting-signals
were < off 7 for the tram, but Iluddersfield junction outer and inmer distant-signals,
which arc underneath Barnsley junction siguals, were at danger; the driver therefore
got two intimotions of the fact that thie linc was not then clear through Penistone,
viz., about 1,000 yards and 670 yards respectively from tho point where the collision
occurred, which was aboub 60 yards inside the home-signal.

Driver Ogden admits having scen the lattor signal at danger when some distance
away from i, and he says he shut off stcam when running between the two distant-
signals, his evidenco in all material points being confirmed by the driver of the seeond
engine. On a rising gradient of 1 in 1C0 there could have been no difficulty in
pulling the train up, making the fullest possible aliowance for greasy rails. had the
brakes been applied soon enough ; huat the driver evidently expected to find the home-
signal *“ofl” by the time hc got there, as he says he is, practically speaking, never
stopped at that signal. When he was quite close to the signal he realised that
it was still at danger, and he then saw the goods irain ahead of him. He applied
his brakes, hut was too late to stop at the signal or to provent the collision. The
signal appears to have heen obscured at the time by smoke and steam, to a con-
siderable extent at any rate, but driver Ogden knew the place well, and it is somewhat
surprising that a man of his experience should have allowed himself to fall into such
a trap. Like the signalman, the driver is given tho very highest character as a steady,
reliable man by his employers.

In view of the cvidence recorded above, I #hink the Company should carefully
consider whether by moving the home-signals a little further back they cannot be
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kept more clear from smoke and stcam than is the case 2t present. Somo loss of
valuable spaco would no doubt bo the result, bub it is of paramount importance that
sienals should be placed where drivers can keep thom in sight as long as possible.
Another point, also deserving of further consideration, is whether the presont maximum
loads for goods trains, with the various types of engines, allow suflicient margin to
ensuro the engines being able to deaw their trains ovor the worst portions of oach
section of tho line. It does not seem to have been the first time that difficulty has
been experionced in this respect at Ponistone.
I have, &e.,
Tho Assistant Secretary, G. 'W. AppIson, _
Railway Department, Board of Trade. Lieuwt.-Col., B.B

APPENDIX.

Damace to Roriing STOCK.

Wharncliffe and East Gawber waggon, No. 5.-— J. Armitage and Sons’ waggon, No. 8. —Headstock,
Drawbsr cotter broken. sole, side-rail, one axle-box, and lever guard broken ;

Swaithe main waggon, No. 93.—Drawbar, thirough  two end muntings damaged ; and brake lever, buffer,
rod. and buffer-hoop broken ; one axle and two axle- two axle-guards, and one axle bent.
guerds bent ; and one buffer liner and sole end split.

Prinied copies of the above Report were sent to the Comjpany on the I5th January.

MIDLAND RAILWAY.

Board of Trade (Railway Department),
S, Richmond Terrace, Whitehall, London, S.W.
Str, September 5th, 1596.

I nave the honour to report, for the information of the Board of 'I'rade, in
compliance with the instructions contained in the Order of the 24th ultimo, the result
of my enquiry into the circumstances attending a collision which occurred on the 1Sth
ultimo, at Nottingham station, on the Midland Railway.

In this case, as a light engine, running tender first, was passing through Nottingham
statior. on 1ts way to the engine shed, west of tho station, 1t was turned through a
cross-over road leading from the up middle line to No. 2 platform line, and came
into collision with the rear truck of six empty fish trucks, which truck was standing
on the up middle line foul of the cross-over road.

The fish truck was thrown off the rails against a cast-iron column supporting the
inner ends of the principals of the station roof, and, the column breaking, a portion of
the roof about 94 feet by 56 feet 6 inches fell on to the platforms, permanent-way,
and fish trucks.

Six persons ou tho platform, four of whom were passengers, and the assistant station-
master, were injured, one of these perscns, not a passenger, was very badly hurt, and
15, with one of the passengers, still in hospital.

The engine was not damaged, but two of ihe fish trucks, and two empty carriages
were considerably damaged.

_ A detail of the damage to the rolling-stock, permanent-way, and buildings is given
in the Appendix.

Description.

Through Nottingham station, which lies east and west, there are seven lines of rails,
the line on the north side being described as the down line, that is, down From Derby
%)L(ilncoln, although it is the line used by up main line trains from the North to

ondon.

The lines are as follows, counting from the north side :—

L. No. 1 (down) platform line.

2. Down middle line.

3. Up middle line.

4. No. 2 (up) platform line,

5. No. 3 platform line.

6 and 7. Groods lines.
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