BARRY RAILWAY.

Ministry of Transport,
Public Safety and General Purposes Department,
7, Whitehall Gardens,
S.W. 1.
6th September, 1920,

B1R,

I have the honour to report for the information of the Minister of '[ransport, in
accordance with the Order of the 5th August, the result of my Inquiry into the eircumstances
of a collision, which occurred at about 10.53 p.m. on the 4th August, at Barry station, on
the Barry Railwav

As the 10.20 p.m. down passenger train from Cardifl was approaching Barry station,
it collided with a shunting engine and cattle truck attached, which were standing foul of
the down line. F or’runa‘rely only three passengers received minor injuries. Both engines
were damaged. The first two vehicles of the passenger train were telescoped and the
third vehicle slightly damaged. The shunting engime and cattle truck kept the road but
the pussenger 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 was drawn by tank engine No. 95, 2-4-2 type, bunker leading, weight.
in working order 594 tons, and consisted of ten 6-wheeled coaches. The engine was fitted
with the vacuum brake, working blocks on the coupled wheels, and on all wheels of euch
vebicle except the centre pairs. The weight of the train excluding that of the engine was
130 tons.

1t 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 lsland 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 at the east end of
the station. -

The southern platform 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 i3 known as the
Island bay road. The east end of this platforni i3 some 160 yards west of the point of
collision. The Island bay road junctions with the down main “hne, by means of a facing
connection (No. 46) located immediately to the west of No. 51 1r.111mn points in that line.
This connection provides access to other lines among which are the van sidings to the
gouth 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, ete., on 1he south side of the station. Tt
also controls the trailing connection No. 73 in the up main line, situated some 25 yords
east of crossover points No. 51 in that line and giving access to the up platiorm bay line
on the north side of this platform, and eight dead end sidings to the north of this hne.
These sidings are called the north yard and the %th or most northerly track from the
platform serves the cattle docls.
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The relevant signals, points, etc., and their distances from the centre of Barry station
signal-box are a.pFroxunately as follows i—
East end of down (island) platform .- .- .. 20 yards West
East end of up main and bay platforms .. .. 23 ,, East
Facing connection No. 46 in down main line lea.dmﬂr to
van qldmns engine shed, mineral lines and Island Bay

line .. . oo 110, '
Trailing (SGlSSOI."-s) connectmn No 51 in do“n line } 120
I‘a(mg . . No. 69 in up line o ” »
Centre of scissors crossover roads ; viz, Point of collision 147, "

Points No. 72 in North Yard shunting neck and Disc No.
31 controlling movements from this siding on to the up

main line .. . .. 150, i
Trailing scissors connection No. 51 in up line } 173
IFacing > No. 69 in down line T ” "
Up line disc No. 59 for shunting movements from up to

down main line over trailing (scissors) crossover No. 51 178 ,, .
Four arm bracketted inner home signal .. Lo 1920 "
Trailing connection No. 73 in up line for north }ard o202, ”
Up line dises Nos. 81 and 82 for shunting movements

into the north yard and along up line respectively .. 205 ’
Down outer home signal . . . .. .oo419 ’

Conclusion.

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

Tn 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 the down
line immediately before the accident.

Traffic at this station had been considerably asugmented, during the week in which
.the accident occurred, by the minning of special trains in connection with the Eisteddiod,
and thongh by the evening in question the number of movements was probably below
the average, due to the suppression of some of the mineral trains, the service was not
quite normnal.

Signalman Tucker of Barry station hox, had come on duty at 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, at this station, to deal with the extra moverents
involved, as intermediary between the signalman and the shunting staff. Ile was also
there to convey messages from the hox to the platiorm, yard, etc.  For instance, at 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 Griffiths returned to the box.

According to s1gna]man Tucker’s evidence, at about 10.35 p.m., brakesman Stevens,
who was accompanyiug this light engine, came to the box and told hun in the presence
of Inspector Griffiths, what movcments he wished to make. The instructions he had
received were to proceed across the main line to pick up a cattle truck in the north yard
and return. Tucker stated that he gave Stevens 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 this.

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

Tucker stated that when the engine had cleared these points, which are some 200
yards irom the box, he noticed it had no tail lamp. IHe did not see the brakesman’s
hand- gignal nor did he hea.r the engine whistle. He stated that he, therefore, turned
these pomts ““on spec.,””  As the engine proceeded back (bunker first) into No. 9 siding
of the yard, he observed it again as n passed his box, though he did not see it actuaHv
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start back [rem points No. 73. e apparently observed the engine come to rest against
the eattle van, hut his evidence and that ol other udtnesseq conflicts as to the p(HILlon of
the van.

Tucker’s cvidence is not clear as to the possibility, at the time, of adequately observing
movements in this siding. He said that normally the signalman can speak from the box
with drivers in the north’ yard, but on this particular mght there were three sets of coaches
on sidings Nos. 2, 3 and -L, betwcen him and No. 9 siding. Steam was beating down from
the engine of a train standing on the up line. At the same time he stated that there 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 No. 124, which had finished work, had heen
waiting at, ‘the east end of No. 3 siding to shunt out pl‘eparatorv to passing across the main
line to 2o to shed. At about 1045 p.m., Tucker said that he gave permission by hand
signal, for this engine to move out. of the c=1dlngz Tt did so, and Iater he heard it whistle
for the backing movement across the main line.  As a matter of fact engine No. 27 had
already moved back in front of light engine No. 124 and wag waiting to follow it across the
main line,

Tucker said that he *“ was much worrted aboul. engine No. 27 and went to the windnw
five or six times " to see if he could see where it was.  He had no proper knowledge of its
Jocation at the time as he “ had no indication either in the shape of a lamp, whistle or by
vision.”

From his evidence it would appear that light engine No. 124 passed across the main
line at about 10.48 p.m. He noticed its red tail light. e stated that after this move-
ment. he accepted the 10.20 p.m. down passenger train under the warning ag 10.51 p.m.
In doing so he gaid that, in spite of lack of information as to their position, ™ [ was fully
convinced in my own mind that the engine and truck were still standing in No. 9 m(ung
and when T looked out T thought I could see it and that it was carrying out the justructions
] oave the brakesman.” THe “further said that his reason for the warning acceptance was

“Tn ease 1 wanted to cross the engine and van of cattle ” in front of the passenger frain.

The engine and van had closely followed liglt engine No. 121, hut when hall way
over the cvossover Tucker replaced the signals ond reversed the road preparaiory to the
arrival of the passenger train.  As will be e.\pl.nned later, the movement, about this time
of an engine and van on the down line from Barry dock, which delayed the acceptance of
the passenger train, has T think an important bearing on this part. of the evidence.  1f
the sequence of movement had heen as stated by Tucker, it would kave meant that engine
No. 27 had heen standing on the crossover foul of the main line for, say, 5 or 6 minutes
before the accident occurred.

The passenger train approached Barry with the distant signal at danger (it was not
workmg at the time due to certain slottmrr worl which was in progross) and the outer and
inner home signals clear.  Tucker watc hed the train approach and he estimated its speed
at about 22 miles per hour. He saw nothing of the engine and cattle truck until the
brakesman got down from the engine with a hand lamp 1mmed|atel\' before the collision
occurred.

Assistant %1.qnalm.1n Cannan, whose duty in Barry signal hox was generally fo assist
Tucker, could give little information. He corroborated what Tueker had said in regavd
to the 1nsllnct10na to the brakesman, and also as to Tucker’s endeavours to locate engine
No. 27,

Inspector Griffiths stated that he was in the box when this engine passed across the
main line to the north yard and he left the box after seeing it reach points No. 73. He
heard Tucker give instructions hoth to brakesman Stevens d.ll(‘l to the brakesman ol light
engine No. 124 that they werc not to leave the yard without * the tip to come out.’ He
could not remember that Tucker made any remarks in regatd to the lights of engine No.
27 and, in fact, he had not noticed either the head or tail lights of this engine,

S]gnalman Challice of Barry dock cabin said that at 10. 51 p-m. he received the  train
out of the section ”* signal from Barry station for the engine and van movement for which
he had been helding up the passenger train.  The Idt’rzcr in consequence lefe Barry docks
about 7 minutes lute, and the driver had been warned under Rule 3. The normal running
time between Barry dock and Barry stations is 3 minutes.

Froni the foregoing it would appear that :(—

{@) Inginec No. 27, without tail light, was shunted into No. 9 siding in the north

vard to pick up a cattle truck, with orders not to move out of the yard without
mstructions from the box.
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(6) Due to the very bud weather and possibly to the presence of rolling stoclk, signal-
man Tucker did not observe thiz engine pick np the truck and precede engine
No. 124 in returning to the main line,

(¢) In moving engine No. 124 across the main line Tucker did not think that engine
No. 27 would be followirg, and though he had not then accepted the passenger
train, he set the road for this train while engine Nu. 27 was pussing over the cross-
over.

2. Jenkins, the driver of engine Na. 27 eave his evidence in 2 straightforward and
connceted manuer. e stated that he received Lis orders on the pii, and left the shed
with one red toil and 2 white head lights.  Ie instructed brakesman Stevens to go to the
box and advise the signalman “ as to who we were and what we were going to do.”  After
receiving the signal he proceeded across the main line and whistled 1wo crows for the
shunt hack into the north yard. and found the cattle truck on No. ¢ siding just clear of
the crossing of No. 8 «iding.  While his brakesman was coupling up the truck he observed
engine No, 124 starding in No, 3 siding.  He realised thut this engine wos waiting for
orders.  He received nao orders from th bralkesman.  They knew what they had to do,
and when ready, the brokesman instructed himy to go ahead, which he did mmediately,
and yan back to dise No. 31, controlling the crossover leadmg on to the up line. He st ted
that he whistled hefore he got to the disc. but. as it wes rot eleared, tleyv stood there for
3 or 4 minutes.  While there, he ascertained from the brakesmian that there was no tail
lamp in rear of the cattle truek, so he instructed the hraliesman to take the tajl lamp off
the engine and place it in the rear of cattle trnek, whicl: be did.

As soon as dise No. 31 was clearcd he procceded on to ihe main line, and ju doing sa
he could sec engine No. 124 following him {rom the vard.  ITe did net knrow whetlier the
driver of this engine Lrew he was there, so he drew far enough alead to allow the engine
ta clear points 73, Jenkins stated that he whistled. and dise No. 59 and shunting signal
No. 80 were cleared. Tngine 124 moved forward at onre, and Jenlins lallowed at about
95 vards.  When Le got to the centre o (1 e selsoos evessing he scow tha sainfs in the down
road go aver against him, and he immediately stopped. After he stopped he stated that
he whistled “ ene and a erow.”  IHe thonght for a moment that he saw an up train’ap-
proaching him. erd that {lis wes the rescen for the read being changed.  He realised the
position he was in and instrueted the bhrakesman (o proceed af once (o the box to advise
the signalnian. The brakesnian was on his way when the accident hinpened.

Jenkinz: estireates thot he was not in this position more- than one minute when le
saw the passenger train on the down line.  ITe reversed his engine wnd started to go ahead,
viz., in the direction of the approaching train, in order to clear the dewn line. Ife had moved
two or three vards only when the collision ocenrred, e esrimated the speed of the train
at 15 to 20 miles per hour.

Drakesman Stevens’ evidence vwax to the sone eficet. Tle stated emphaticallv that
he received no instructions from signalman Tucacr o wait in fhe north vard sidir{gs {or
a hand siona! fron the hox,

Driver Adams of lipht engine 124 stated thet, having propelled his tram into No. 3
siding. Tie was waiting, chimnev towards Barry dock, at the east end of this siding.  The
brakesman of this traan, having been to the box and seen Incpector Grifliths and signalman
Tucker, retwned with permizssion to go to the shed and fimsds werk, e was not due to
Look off 4ill 1T.40 poo.

He knew he conld not go forward at cree as he had chserved the shunt being made
by engine No. 27, When lus fireman. however, saw thix engine returning with the cattle
trnck towards the main line, Adams shanted to the signadinmn 1 the hox. He ** could see
the signalman as ke came to the window.”™  Adems teld the signalnian that he was 2oing
to slied to §nish work, and asked him “af it was vight fer us to follow thiat man aver the
top crossover.”  Tle stuted that the signaJman seid = mght 7 ond gave a signal with his
hamd.  On receint of this signal, Adams went forward and [ellowed engine No. 27 onio
the ain line. e came to a stamd two or threa engine lengths awayv., e stated that he
Tiad a tail Jamp, but he was not certain whether it was red or white,  His impression too
was 1l the tail lomp Jight on the enttle trnel e front of him was white.  Havieg cleared
the poimis No. 73 5 the tp i ine bo gave a snort whistle, The signal was not cleared
and he then noticed that there was a wain signalled on the down line from Barry dock,
An engine and van passed and went towards the van sidings.  After this movement (for
which © out of section 7 was received by Barrv dock ot 10.51 p.m.} Adams stated that the
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road was set and the disc 59 cleared. Adams at once proceeded across the main line to
the shed. He did not take note at the time, whether engine No. 27 followed him.
The chief points in the drivers’ and brakesman’s evidence are :—

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

(b) That Driver Adams thought the ﬂgnalman knew the position of this engine when
he obtained permission to proceed on to the main line.

(¢) That the drivers whistled to draw attention.

(@) That the movement across the main line was made immediately after the arrival
of the erfgine and van from Barry dock station, and therefore atter the acceptance
of the passenger train.

Driver Morris of the passenger train 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 onter home signal, and to 5
miles per hour at the inner home signal.

From the effect of the collision I should say that Morris under—estimated his speed,
though I do ot think he could have been running so fast as 20 miles per hour. He was
running at “ caution ” 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
at the time office to proceed with engine No. 27 from the shed to pick up the cattle truck,
to return for a van in the van sidings, 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. Ie was, however, present when the cattle truck was
being attached, and up to the time the engine returned to disc No. 31 when the tail lamp
was ]Ia{aced in position while waiting to proceed on to the main line.

e evidently considered that his brakesman was qualified to deal with the movement,
and in allowing him virtually to take charge, T think that he i is open to eriticism.  Con-
gidering 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 with him, 1 am surpriged
that Raisin did not assume more control.

4. After carefully considering the circumstances and the evidence of those con-
cerned, my opinion is that the primary cause of this accident was rignalman Tucker’s
failure to saus{y himself as to the location of engine No. 27. He admitted that he was
worried about this at the fime. He tried to see the engine and fatled. Ie had no real
idea where it was, though he obviously thought it was Still at the loading dock. Why,
therefore, with any doubt in his mind, he allowed anv movements at all to be made. [
cannot understand. There was no hurry to release the engines. He had no lack of assis-
tance.

T cannot credit his stalement. that the inovement was made hefore he accepted the
passenger Lrain. The evidence of Driver Adams on this point is conclusive. Moreover, if
the passenger train had not left Barry dock there would apparently have heen no nooeqsm,
for his haste in resetting the road, and clearing the signals for this train after the passage of
the first engine.

His instructions to brakesman Stevens, not to move from the sidings without his
orders, are also open to question. Stevens denied this, thongh Inspector Griffiths cor-
roborated this part of Tucker’s evidence. In any case driver Adams realised the position
and, in asking Tucker for permission to follow engine No. 27, evidently thought that Tucker,
in giving his permission, also knew what the Ssituation was. Tucker's statements that
engine No. 27 failed to whistle and that it was not carrying a tail light are also not supported
by other witnesses concerned.

Tt is difficult to account for signalman Tucker’s actions, in which possibly forgetiulness
and evidently weather conditions “contributed to his failure. In spite of his evidence, an
which in some respects T regret that T cannot rely, I do not consider that he acted with
reasonable caution under the conditions prevailing, and he nust, therefore, take the main

responsibility for this accident. He has had 22 years service with the Company of wkich

lie has been connected with this cabin for 20 years, for the last 18 months of which as
regular signalman.
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Brakesman Stevens either did or did not receive orders to the effect that no movement
wag 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 pu_rposelv disregard such orders
within a few minutes of receiving them. If they were given it follows that he did not hear
them, or, at any rate, did not understand their importance in the circumstances then
existin

Fr%m the evidence it appears, however, that he. left the yard and ran to dise No, 31
without a tail light on the cattle van, This was remembered when the engine stopped
here. 1 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 slackuess on the part of
both Raisin and Stevens.

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

5. 'The question of signals controlling movements out of the north vard sidings
Nos. 2 to 9 was discussed at the Inquiry. It was suggested that the present arrangement
by which disc No. 31 controls movements from any of the sidings on to the main line was
not adequate. I understand that these sidings are used chleﬂy for stabling stock and
that only on rare occasions is there more than one engine in the sidings at the same time.
The practice is that no engine moves out without permission from the shunter in charge
or from the signalman. I consider that the existing arrangements normally provide
sufficient sec []I‘ltV and I do not, therefore, think that additional signalling here is necessary.

On the other hand, there are, during the 24 hours, a Jarge 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 protoct.ion afforded by track circuiting
this connection.

I have the honour to be,
Sir,
Your obedient Servant,
A, Mouxr,
_ Major R.E.
The Director (General,
Public Safety & General Purposes Department,
Minwstry of Transport.




