
BARRY RAILWAY. 

Ministry oE Transport, 

Public Safety and General Purposes Department, 

7, Whitehall Gardens, 

S.W. 1. 

6th September, 1920. 

SIR, 
I have the honour to reporb for the information of the Minister of Transport, in 

accordance with the Order of the. 5thAugust, t,heresult of my Inquiry int,o thecircumstances 
of a collision, which occurred at  about 10.53 p.m. on the 4th August, a t  Barry station, on 
the Barry Railway. 

As the 10.20 p.m. down passenger train from Cardiff was approaching Ba,rry station, 
it collided with a shunting engine and cattle truck attached, which were standing foul of 
the down line. P~rt~unately only three passengers received niinor injuries. Both engines 
were damaged. The first two vehicles of the passenger train were telescoped and the 
third vehicle slight'ly damaged. The shunting engine and cattle truck kept the road but 
the passenger engine was derailed and was buried to a considerable depth in the ballast on 
the near side of the down line. 

The shunting tank engine was No. 27, 0-6-2 type, weight in working order 55 tons. 
The passenger train U-as &aum by tank engine No. 95, 2-4-2 type; bunker leading, weight 
in working order 59'; tons, and consisted of ten 6-wheeled coaches. The engine was fitted 
with the vacuum brake, working bloclrs on the coupled wheels, and on all wheels of each 
vehicle except the centre pairs. The weight of the train excluding that of the engine was 
130 tons. 

It was a very bad dark night, raining and blowing hard. 

Description. 

The general direction of the main line through the station, is east and west, the down 
road being to the south of the up road. Between the down inner and outer home signals 
the line commences to curve southwards towards Barry dock station. At  the west end, 
the branch to Barry Island also curves from the junction southwards. The gradient 
through the station and for some distance on either side is level. 

The collision occurred at  about the intersection of the scissors crossover roads (No. 
51 trailing and No. 69 facing crossovers) between the up and down line a t  the east end of - 
the station. 

. 

The southern plat,fonn is an island serving, on the north side, the down line; and on 
the south side, the up and down Barry Island branch line traffic on what is known as the 
-Island bay road. The east end d t'hk platform is some 160 yards west of the point of 
collision. The Island bay road junct,ions wit,h the down main line, by means of a facing 
connection (No. 46) located immediately to the west of So. 51 trailing points in that line. 
This connection provides access to ot,her lines among which are the van sidings to the 
eouth of the station  and^ the locomotive sheds. 

Barry station signal-box is located at  the east end of the south (island) platform and 
controls the scissors crossing, the above mentioned connection, and other connections of 
mineral lines, van sidings, the locomotive shed, etc., on the south side of the station. Jt 
also controls the trailing connect'ion No. 73 in the up main line, situated some 25 yards 
east of crossover points No. 51 in that line and p i n g  access to the up platform bay line 
on t,he north side of this platform, and eight dead end sidings tJo t'he north of this line. 
These sidings are called the north yard and the 9th or most northerly track from the 
platform serves the cattle dock. 
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The relevant signals, points, etc., and their distances from the centre of Barrystation 
signal-box are approximately as follows :- 

East end of down (island) alatform . . . . . . 20 vards West 
East end of up main and gay platforms . . . . . . 
racing connection No. 46 in down main line leading to 

van sidings, engine shed, mineral lines and Island Bay 
line . . . . . . . . . . . . . . . . 

Trading (scissors) connection No. 51 in down line 
Facing ,, ,, No. 69 in up line .. 
Centre of scissors crossover roads ; viz. Point of collision 
Points No. 72 in North Yard shunting neck and Disc No. 

31 controlling movements from this siding on to the up 
main line . . . . . . . . . . . . . . 

Trailing scissors connection No. 51 in up line 
Facing ,, . No. 69 in down line .. 
Up line disc No. 59 for shunting movements from up to 

down main line over trailing (scissors) crossover No. 51 
Four arm bracketted inner home signal . . . . . . 
Trailing connection No. 73 in up line for north yard . . 
Up line discs Nos. 81 and 82 for shunting movements 

into the north yard and along up line respectively . . 
Down outer home signal . . . . . . . . . . 

1. The investigation of this case was made difficult by the somewhat conflicting 
evidence of the witnesses on the more important points. 

In  addition to engine No. 27 with cattle truck attached, another light engine, No. 
124, is involved. This engine preceded the former in moving from the up to t'he down 
line immediately before the accident. 

Traffic at this stat'ion had been considerably augmented, during the week in which 
the accident occurred, by the running of special trains in connection with the Eisteddfod, 
and though by the evening in question the number of movements was probably below 
the average, due to the suppression of some of the niineral trains, the service was not 
quite normal. 

Signalman Tucker of Barry station box, had come on duty a t  10.0 p.m. He was 
assisted by signalman Cannan in the box and to meet the special conditions of working 
Inspector Griffiths had been deputed, a t  this station, to deal 6 t h  the extra movements 
involved, as intermediary between the signalman and the shunting staff. He was also 
there to convey messages from the box to the platform, yard, etc. For instance, a t  about 
10.15 p.m. when engine No. 27 was in the van sidings and wanted water, Tucker could 
not understand why the driver was whistling so he asked Griffiths to find out what was 
required. The latter left the box and, proceeding to the engine, allowed it to move to the 
shed. When this engine returned to the van sidings Grfiths returned to the box. 

According to signalman Tucker's evidence, a t  a,bout 10.35 p.m., brakesman Stevens, 
who was accompanying this light engine, c,ame to the box and told him, in the presence 
of Inspector Griffiths, what movements he wished to make. The instructions he had 
received' nrere to proceed across the main line to pick up a cattle truck in the north yard 
and return. Tucker shted that he gave St,evens instructions that, after coupling up the 
cattle truck, the engine was not to move from the yard without his (Tucker's) permission, 
Inspector Griffiths corroborated t'his. 

After the engine had been shunted on to the Island bay line, Tucker set the road, 
cleared the relative signals, and at  about 10.40 p.m. it moved, chimney leading, over point8 
No. 46 in the down line, via the trailing crossover (No. 51) of the scissors, to the up road. 
The engine stopped clear of the north yard trailing points (73) in this road, preparat'ory 
to shunting back into the north vard to pick up the cattle truck. 

Tucker stated that when t6e engine had cleared these points, which are some 200 
yards from the box, he noticed it had no tail lamp. He did not see the brakesman's 
hand-signal nor did he hear t,he engine whistle. He stated that he, therefore, turned 
these points " on spec." As the engine proceeded back (bunker first) into No. 9 siding 
of the yard, he observed it again as it passed his box, though he did not see it actuall.~ 



start back frcm points No. 73. He apparently observed the engine come to rest against 
the cattle van, hu t  his evidence and that of other witnesses conflicts as to  the position of 
the van. 

Tucker's evidence is not clear as to the possibility, a t  t,he time, of adequately observing 
movements in t,llis siding. He said that, normally the signalman can speak from the box 
wit,h drivers in the nort,h yard, but on this part,icular night, there xvere three sets of coaches 
on sidings Nos. 2, 3 and 4; between him and No. 9 siding. St'eam was beat,ing down from 
the engine of a train st'anding on the up line. At t,he same t,ime he stated that t,here was 
a powerful street lamp opposite the cabin near No. 9 siding which afforded a fairly good, 
though restricted> view of the siding. 

During this movement, light engine KO. 124, which had finished work, had heen 
waiting a t  t,he ea.& end of No. 3 siding t'o shnnt out preparatory to passing across t,lie main 
line to  go to shed. At about 10.45 p.m., Tucker said that he gave permission by hand 
signal, for this engine to move out of t'he siding. It did so, and later he heard it whistle 
for the backing movement across the main linc. A8 a matter of fact engine KO. 27 had 
alreadv moved back in front of light engine Xo. 124 and was waiting to follow it across t,he - 
main line. 

Tucker said that he " was much worried about engine No. 27 and went to the window 
five or six times " to see if he could see where it was. He had no proper linonrledge ol its 
location at  the time as he "had no indication either in the shape of a lamp, whist,ie or by 
vision." 

From his evidence it would appear that light engine No. 124 passed across t,lie niain 
line a t  about 10.48 p m .  He noticed it's red tail light. He stated that after t,his move- 
ment he accepted t,he 10.20 p m .  down passenger train under t,he warning a t  10.51 p.m. 
I n  doing so he said that, in spite of lack of information as to their position, " I was fully 
convinced in my own mind that the engine and truck were still standing in Ko. n siding, 
and when I looked out I thought I could see i t  and that it was carrying out the inst,ruuction 
I gave the hrakesman." He further said that his reason for the warning acceptance was 
" in case I wanted to cross the engine and van of cattle " in front of the passenger &in. 

The engine and van had closely followcd light engine No. l2.1: 1,ut ~ I : ; , I I  halt way 
over the crossover Tucker replaced t,hc signals and rcvcrscd the road prepa~,ator.y to the 
arrival of the passenger train. As will be explained later, the movement, about this ti111e 
of an engine and van on the down line from Barry dock, which delayed the acce]?iaiice of 
the passenger t,rain, has I think an import,ant hearing on this part of thc eridcri~e. If  
the sequence of movement had bccn.as stated hy Tucker, it ~ ~ o o l t l  have mcnnt i;hat engine 
No. 27 had been st,anding'on t,he crossover fonl of the main line for, say, 5 or G miilutes 
before the accident occurred. 

The. passenger train a,pproached Barry with t,he distant signal at danger (i t  ra , s  not, 
working at, t,he t.imc due to certain slotting work which was in progress) and t,he outer and 
inner home signals clear. 1'ucl:er watched t'lie train approach and he est'itnated its speed 
a t  about 22 miles per hour. He saw not,hing of the engine and cattlc t,rucli until t,he 
brakeslnan got down from the engine wit,h a hand lamp immediately before the collision 
occurred. 

Assist,ant signalman Cannan, whose duty in B a q  signal hox r a s  gcuerdly io assist 
Tucker, could give little information. He corroborated what Tucker hacl said in regard 
to the inst,ructions to the braltesman, and also as to Tucker's errdeavnnrs to locate errgine 
No. 27. 

Inspector Griffiths st,ated that he Wa.s in t,he box when this engine passed across t,he 
main line t,o the north yard and he left the box after seeing i t  reach points No. 73. He 
heard Tucker give instructions both to brakesnlan Stevens an4 to the brakesinan of light, 
engine No. 124 that they merc not to leave t,he yard nit,hout " the tip to come out." He 
could not remember t,hat Tucker made any rcnmrks in rega,rd to the liglits of engine No. 
27 and, in fact,, he had not noticed either the head or tail lights of this en@. 

Sigmlman Challice of Barry dock cabin said that a t  10.51 p.m. he rece~ved tile " train 
out of the section " signal from Barry sta.tion for the engine and ran  movement For which 
he had been holding up t,lie passenger trw.in. The latter, in c,onsequcnce lefr Baruy docks 
about 7 n~inut,es latel and the driver had been mrned under Rule 5.  The normal running 
time betvreen Rarry dock and Barry stations is 3 minutes. 

From t,he foregoing it would appear tha,t, :- 
(a) Engine No. 27, without tail light, was shunted into No. 9 siding in the north 

yard to pick up a cattle truck, with orders not to move out of the yard vithout 
instructions from the box. 



(6) Due to  the very bad weather and possikily t,o the pr-csence of rolling stork, signal- 
man Tucker clid not observe this engine pirk u p  tile truck and prcei.de engine 
?To. If4 in xturning to t , l~e  main line. 

(c) In  moving engir~c No. 124 across the main line Tnrfer (lid not think tha t  engine 
KO. 27 would be following, and though lie 1:nd not t>lren acce:,t,ed the passenger 
t,rain, he set the road for this train while engine Ko. 27 was pa,ssiiig over the cross- 
over. 



road was set and the disc 59 cleared. Adams a t  once proceeded across the main line to 
the shed. He did not take note a t  the time, whether engine Xo. 27 followed him. 

The chief point's in the drivers' and brakesman's evidence are :- 

(a)  That engine No. 27 had tail and head lights and that the driver had received no 
instruct,ions to await a hand signal from the box before leaving the yard. 

(b) That Driver Adams t'hought t'he signalman knew the position of this engine when 
he obtained permission t,o proceed on to the main line. 

(c) That the drivers whistled to draw at,t,ention. 
(d) That the movement across the main line was made inln~ediately after the arrival 

of the erig.ine and van from Barry dock st'at'ion, and therefore after the acceptance 
of the passenger train. 

Driver Morris of t,he passenger t'rain stated that he was running at  a speed of 25 to 30 
miles per hour on approaching the distant signal. He then checked the train, and had 
reduced speed to about 8 miles per hour when passing the outer home signal, and to 5 
miles per hour a t  the inner home signal. 

From t'he effect of the collision I should say that Morris under-estimated his speed, 
though I do not think he could have been running so fast as 20 miles per hour. He wa,s 
running at  " caut'ion '' and, on coming round the curve, was looking out for his signals 
and did not see the engine standing foul of the line. 

3. One other witness is concerned, namely, guard Raisin. He had received orders 
a t  the time ofice to proceed with engine No. 27 from the shed to pick up the cattle truck, 
to return for a van in the van sidmgs, and go to the goods yard for further instructions. 
His own account of his movements in connection with this shunt does not tally with those 
of other witnesses concerned. He apparently did not accompany the engine when crossing 
the main line on either occasion. He was, however, present when the cattle truck was 
being attached, and up to the time the engine returned to disc KO. 31 n~hen the tail lamp 
was placed in position while waiting to proceed on to the main line. 

He evidently considered that his brakesman was quali6ed to deal with the movement, 
and in allowing him virtually to take charge, I think that he is open to criticism. Con- 
sidering the state of the weather, that this was Raisin's first experience of main line working, 
and that it was the first time brakesman Stevens had worked mith him, I am surprised 
that Raisin did not assume more control. 

4. After carefully considering the circun~stances and the evidence of those con- 
cerned, my opinion is that the prlmary cause of this accident. was ~ignalman Tucker's 
failure to satisfy himself as to the location of engine No. 27. He admitted that he was 
worried about this at the t'ime. He tried t,o see the engine and failed. He had no real 
idea where it was, though he obviously thought it was still a t  the loading dock. Why, 
therefore, with any doubt i n  his mind, he allowed any movements a t  all to be made, I 
cannot understand. There was no hurry to release the engines. He had no lack of assis- 
tance. 

I cannot credit his statement that t,he movement was made before he arcept,ed the 
passenger train. The evidence of Driver Adam on this point is conrlusioe. Moreover, if 
the passenger train had not left Barry dock there would apparently have been no necessity 
for his haste in reset.ting t,he road, and clearing the signals for this train after the passage of 
the first engine. 

His inst~rnctions to brakesman Stevens, not to move from the sidings without his 
orders, are also open to question. Stevens denied this, though Inspect,or Griffiths cor- 
roborated this part of Tucker's evidence. In  any case driver Adams realised the posit,ion 
and, in asking Tucker for permission to follow engine No. 27, evidently thought that Tucker, 
in giving his permission: also knew what the sit'uation was. Tucker's  statement,^ that 
engine No. 27 failed to whistle and that it was not carrying a tail light are also not supported 
by other witnesses concerned. 

It is difficult to account. for signalman Tucker's actions, in which possihlp forgetfulness 
and evident.1~ weather conditions contribut,ed to his failure. In spite of his evidence, on 
m-hich in some respects I regret that I cannot rely, I do not consider that he acted with 
reasonable caution under the conditions prevailing, and he must, t,herefore, take the  nuin 
responsibility for this accident. He has had 22 years service mith the Company of which 
he has been connected m-ith this cabin for 20 years, for the last. 18 months of which as 
regular sgnalman. 



Brakesman Stevens either did or did not receive orders to the effect tha.t no movement 
was to be made from the sidings without permission from the signalman. He has a good 
knowledge of the yard and I cannot believe that he would purposely disregard such orders 
within a few minutes of receiving them. If they were given it follows that he did not hear 
them, or, a t  any rate, did not understand their importance in the circumstances then 
existing. 

Prom the evidence it appears, however, that he left the yard and ran to disc No. 31 
without a tail light on the cattle van. This was remembered when the engine stopped 
here. J do not think that this should have materially affected the signalman's ability to 
observe the movement, but it is evidence of a certain amount of slackness on the part of 
both Raisin and Stevens. 

I do not consider that any of the drivers concerned are to blame. 

5.  The question of signals cont'rolling movements out of the north yard sidings 
Nos. 2 to 9 was discussed a t  the Inquiry. It was suggested tha,t the present arrangement 
by which disc No. 31 cont.rols movements from any of the sidings on to the main line was 
not adequate. I understand that these sidings are used chiefly for stabling stock and 
that only on rare occasions is there more than one engine in the sidings a t  the same time. 
The practice is that no engiue moves out without permission from the shunter in charge 
or from the signalman. I consider that t'he existing arrangements normally provide 
sufficient security, and I do not, therefore, think that additional signalling here is necessai-5-. 

On the ot.her hand, there are, during the 24 hours, a large number of shunting and 
train movements over the scissors crossover No. 51. I think, therefore, that the Company 
would be well advised to provide the additional protection afforded by track circuiting 
this connect'ion. 

I have the honour to be, 
Sir, 

Your obedient Servant, 
8. &~OCTX-T, 

~?f(l&r R.E. 
The Director General, 

Public Safety 8: General Purposes Department, 
Ministry of Trsn~port. 


