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TATFF VALE RAILWAY,

Lullqu Department, Board of Trade,
8, Richmond Terrace, W Jutehall, London, SV,
I5th Febraary, 1911,
SIR.

[ mave the honour to report for the information of the DBourd of Trade, in
compliance with the Order of the 23rd January, the vesult of my inquiry into the canses
of the collision which occurred on the 23rd January hetween a passenger train and a coal
train at Coke Ovens near Pontypridd on the Taff Vale Railway.

In this case, us the 9.10 a.m. passenger train from Treherbert to Cardiff was

travelling between Gyfeillon Tower s signal-box and Rhondda Cutting Junction signal-box,
1t ran into the vear of a mineral train btandmv at the No. 1 down line home smml of the
latter signal-box.

Eleven assengers weve killed, four passengers and the guard of the miueral train
were seriously injured®, aud 17 passengers have complaiued of minor injurics or shock,
A passenger brakesman was also slightly 111]L11'0r1

The passenger train consisted of u six-wheels-coupled tank engine with a trailing
radial axle, running chimney in front, weight 60 tons empty, fitted with the automatic
vacuum brakes with blocks working on the six coupled wheels, and of the following 11
vehicles in order named from the engins, viz. :—

Class of wehicles, T Ko, of wheels, Length aver buffers. Wexgheb;gt;zhnclc

£t. ins. tons cwts, ara.

Pagsenger brake van G 37 1 13 G 0
Bogie third class, 8 compar tonents 8 32 73 20 18 ]
Bogie composite, & compartiuents 3 39 1L 14 16 0
Paw’nger brake van 6 37 H 12 18 0
Bogie third class, 7 compartmenta 3 41 83 1) 1
Bogie composite, 7 compartments 3 48 2 20 3 2
Bogie third, 8 compartments 8 47 0 13 11 2
Begje third, 7 compartments 8 41 82 15 15 0
Passenger brake van ) 34 11 119 0
Great ‘Weatem Railway milk van 6 31 6 10 14 0
Great Western ITailway milk van 6 3L ] 10 14 0

Theqe "Oh]C]Cb were fitted with the automatic vacuum bmk(, working blocks on :JH
whecls with the exception of the centre pairs of the six-wheeled vans. The total length
of the train including the engine was 478 ft. 4 ms. and the weight when empty
226 tous H cwi.

The first threc. vehicles formed the povtion of the train from the IFerndale branch
line, which were uttached to the main portion at Porth.

The engine and five leading vchicles were derailed, and the first, second, fourth and
fifth were bfidly damaged.

The position and “condition of the vehicles of the passenger train, and of the rear
vehicles of the mineral train (which consisted of engine, 46 loaded coal trucks and a
brake van) were as follows, viz. : :

Passenger engine Yo 193 (Hl\ whe,eled radial tank with trailing radial wheels)
completely demlled leading end of engine in * six-foot ” way on the down line side and
close up to ncar 1um1mﬁ rail of down relief Line (No. 2) adjoining ; engine listed
somewhat to the left ; the fore part of engine resting on underframe of mincral brake-van
No. 6361 ; the latter completely demohqhod the broken hody of same piled up on bufter
beam of engine ; roof of van lying on outside of down relict line (No. 1) about 20 feet,
in advance of (,nﬂme together with a portion of body of van lyi mg on relief line No. 2.

One Lewis Mer thyr (”‘olhery Company’s waggon (No. 1626Y, lying on side in six-foot

way on right-hand side of engine, totally w1coked and waggon No. 1661 owned by the
SAINE (‘omp’my lying 1111medlahﬁly in frontof and aoqmst right-hand leading end of engine
cut in two portions tbl‘ough side doors and totally wreckcd . coal and debris of same 1)1ch
vuder engine.  In [ront of this, one coal waggon (No. 1380) of same Company off road ;
hoth ends of waggons badly damaged. Three other w waggons of same Company, in front
of the lntter, dqmao'ed but remained on road.

Leading passenger brake-van, six-wheeled, No. 241, totally wrecked ; part of under-
frame, and part of body, Lelcqmped into No. 349 thud class 0'11‘1'1dge the undcrfmme
1'est1no at about seat ]evel the rear portion of body of van resting in bodv of carsisme.
the 110ht -haud side ftame "mvmﬂ et "1, ourk five o conapar Ements th"‘LC'Of, snd. fhe ?r'.-u:“-
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end of body ol van resting on cab of engine ; the leading part of the underframe was under
the engine ; left-hand side Irame over hdllnll]O six-foot way about 2 ft. 6 ins. ; bogies
decstmycd.

No. 349, third class, eight-compartment, cight-wheeled bogie carriage, derailed to
left-hand side ; frame and five leading compartnents totally wreeked ; lmdmg bogie
damaged, [’.l‘dl]ll]ﬂ one remaining on rails undamaged.

Yo. 31, composite first and second class, six-compartment, eight-wheeled bogie
carriage, leading bogie oft road ; frame slightly dannﬂ ed.

No. 266 passenger brake- wua {ix wheels parl, of body and part of underframe
telescoped into No. 203, third (-lw-, seven-compartment, eight-wheeled bogie carriage, the
rear portion of underframe of brake-van yesting partly on floor of carriage and paltly
above it, having cut through five leading end COlnpal‘thuts of the carriage ; right-hand
side frae ov ethﬂnnmo six-foot way ; body of passenger brake-van almost entir ely wrecked,
and frame of same badly damaged ; [ore part of body of earriage totally wrecked, and
frame badly damaged ; trailing bO“IC of carriage remained on rails.

No. 77, first and second elass compoqlte seven-compartment, eight-wheeled bogie
carriage, 1'emamed on rail ; slight damage to buffers.

No. 326, third class, eight-compartment, ecight-wheeled bogle carriage, frame
slightly straimed. Remained on rails.

The renaining vehicles comprising the train remained on rails undamaged, viz, :—

No. 109, “third class carriage.

No. 236, passenger hrake-van,

No. 1864, Great Western Railway milk van.
No. 1789, Great Western Railway milk van,

The mineral train was about 300 yards in length and was 800 tons in weight.

The rear of the brake-van was standing about 40 yards ahead of the Rhondda Cutting
Junction distant signals, which are on the same post as, and underneath the advance
starting signals for Gyfeillon Lower s;gn.ﬂ -box.

The collision vecurred at about 9.48 a.m. on a slightly misty mornmg

Details of damage to permanent way and rolling stock are given in the Appendix,

Description.

The signal cabins at either end of the hlock section concerned are Gyfeillon Lower
and Rhondda Cutting Junction. They are 986 yards apart, and the down lines approxi-
mately run from north-west to sonth-east, There are three down lines and three up lines
between these cabins, and some sidings between the sets of lines. There are separate
block instruments for. each line.

The local names of the down lines used by the witnesses are—

No, 1 down line for the passenger line (which is also used by mineral trains) ;
No. 2 relief road (a mineral line only) ;
No. 3 relief road (r mineral line only). :

The passenger line is between the two relief roads—No. 2 being on the left and
No. 3 on the rizht of No. 1.

All these dowi lines and the sidings between the np and down hneb converge
into a single down line before reaching “Rhondda Cutting Junction cabin, and opposite
this cabin there is only one up and one down line. _

The gradients of the down lines between the two cabins, starting from Gyfeillon
Lower are as {ollows, viz, :—

1 in 280 falling for about 200 yards
1in 196 » 233
1 in 320 166,
Horizontal to Rhondda Cuttmg cabin,

The lines curve considerably. The down line is straight from opposite Gyfeillon
Lower cabin for 260 yards, titen a 235-chain curve to the right for 154 yards, then
straight for 66 yards, then a 20-chain curve to the left for 176 yards, then a 15-chain
carve to the 1'1oht for 264 yards, and then straight for 66 yards to opposite Rhondda
Cutting cabin,

The following distauces may be unoted, all measured from the centre of Gyfeillon
Lower cabin towards Rhondda Cutting cabin :—

To dewn inner home signals, Gyfeillon Lower cabin n.. 46 yards
Iy o [ Rr ]
. starting ’ ’ e 27850,
, fdvarnce qtartmrr - v 383,

(The down distant siguals for Thondda Cutting Finetion cabin are on the same posts as
and underneath the advance star ting signals for Gyfeillon Lower cabin, and are 603 yards
from the former cabin.) - _ . .

4 R . Do e - [
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The down signals for Rhondda Cutring Junction eabin wre as follows, viz, 1 —

Down inner home signals... 31 yards from centre of cubin,
s,y outer " v 240 i, 5
,, distant - N 1 . ;

The down outer home signals for this box above mentioned ave those [or No. 1
down line and No. 2 relief voad, and arc situated on the left-hand side of No. 2 of the
fouling point of the junction between the two lines.

The outlet signal from No, 3 down relief road to No. 1 down line i3 71 yards
nearer the cabin on the right-hand side of the road to which it refers, so is 169 yavds

from the cabin,

Tyer's two-position single wire block telegraph instruments are in nse on the Taff

Vale Railway.

The following are exfracts from the Company’s Regulations applicable to double

lines :—

Instructions in the Mode of Working the Instruments.

DESCRIPITONY OF INSTRUMENTS.—The dial of the Instrument is divided into two parts, onc
part being for the Up Trainsg, the other part for the Down Trains : each Instrument has two
Indicators, one black, the other red. The Black Indicator shows the last Signal received at
the Station ; the Red indicator the last Signal sent from the Station, Tach 8ignal Station is
furnished with a Bell for each section. On sections where there ave three lines of rails the dials
for the third line have only one Indicator, as the trains rn in onc direction only over the
third line. .

THE THREE PLUNGER SYSTEM.—As the Bell ai the other end ean be rung by either the
Signalling Plungers or the Bell Pluurer, all Bell Signals which are not intended to move the
Indicator mnst be gent on the (lowar) Bell Plunger; but all Bell Signals which are intended to
move the Indicator must be sent on ta the Instrument Plunger, that one being used to which the
Indicator is not then pointing,

Normal position of Block Indicators..—When the Rlock Insiruments are not in use,
the Line must be considered blocked, the Indicators having liwe positious showing © TRAIN ON
LIxE " and “ TRAIN ARRIVED.”

The bell signals in use and other block regulations are those agreed to by the

Companies parties to the Railway Clearing House.

The normal position of the block indicators when the instruments ure not in use is at

* Train arrived.”

The following rule is referred to in the evidence :—

B5—(a) In case of detention at a Home, Stariing, or Advanced Starting Bignal, the Iingine-
driver must imniediately sound his whistle, and, if still detained, the Guard, Shunter, or Fircman
mausk (except where instructions are given to the conirary, or where the Lock and Block System
of train signalling is in operation} go into the Signal-box and remind the Signalman of the position
of the train, and remain there uztil the Signalman can give permission for it to go forward. In
fogey weather or during falling snow, the Guard, Shunter, or Fireman must, immediately upon

the train eomniug to a sland, proceed to the Signal-box.
(¢) The duty of going to the Signalman must be performred as under :—
(ii) in the case of a goods train with only ene guard :—When stopped at @ Home Signal,

by the Fireman.

(@) The Guard in eharge of the lrain must satisfy himself lbat the man whose duty it is to do
€0 has gone to the Signal-box; and the Guard or Shunter, as the case may be, will be held
responsible for seeing that the train or vehicles are properly seenred,

Fridence.

Albert Edwin Hulchings states: [ have been
in the service of the Taff Vale Company altogether
for 19 years, ning years of that time as signalman.
I am district reliet man {or that district and have
relieved at Gyfeillon Lower box for about four
vears. I eame on duty at 9 o’clock on Monday
morning, 23rd January, having finished my pre-
vious turn at & a.an. Sunday imorning, and
been off dnty 27 honrs. The first train 1 had on
the down line was o through mineral.- That was
offered me hy the box in the rear—(Gyfcillon
Upper—at 423 am. T accepted it at 9,23, ve-
ceived *“Train entering section" 9,27, and gave
“Train out of section,” 2.32. I offered that train
to Rhondda Cufting at 9.23 nm. on No. 1 down
line, and it was aceepted at 9.23, and I sentl “ Train
entering section " at %.31 and received * Tro.n out
of section” at 936, The next troin had pick=d ap
at the sidings and was offered to Rhopdda Cniting
at 9.29 am. and accepted at 9.29. L. onfered
section at 9,29 and was sigmalled nwi of saecion
at 039, That was on No.o 3 dipe ' The
train Go No, T Cowsn Une whga sarsameos anis

That was the train whieh ran into the through
mineral train,
Rhondda Cutting at 9.43 and accepled at (hat
time. I sent “Train entering section” at 947
but did not get “Train out of section" for
the passenger train. It passed my cabin at 9.48,
I had an up through mineral at 8942 on the
No, 2 up relief road, but was not particalarly
busy about this time. The box is a 10-hour box,
I could have seen the tail of the mineral train
from the box had 1 looked, but not by a casual
rlance. There were some goods trucks standing
in the yard sidings at the stop block whbich pre-
vented my seeing the train casily. They were
standing near the dead end. There is o rood view
of the advance sigrnals, and the rear of the train
was aboui 40 yards ahead of them, The advance
gignals are about 390 vards in advauce of the box,
The line curves about the signals, I am quite
certain I sent the block signaly For the mineral

train on No, 1 line upon the block rtelegraph .

T entered the signals in the oy

o

insiromnnt,

reciztor as I veceized Swom 2 wan op e

The passenger frain was offered to-

Driver to
whiatle, and
Signalman
to bo
reminded
by Guard,
Bhunter, or
Fireman of
pesifion of
train,



9.23 aam. at that time and the 951 and 436 al {hose
times aliarwards. There were in the lox with me
af the time the reliefman wham I had relieved, and
4 groundman. The relicfman (thai js Dipper)
remained on duly and ‘azsisied in the eabin, but I
booked the times myself. The e{her man (ground-
man W, Marchant) comes to assist mains pieking
up and putbing off asthe case may be, and ke siays
in the box until the trains come. He has nothing to
do with the signalling. I saw the passenger (rain
o into the other frain hut too laie to prevent it
The first warning I had of what was about to
happen was, when the passenger train was passing
my hox the Bhondda Cuiting signalman gava the
blocking back signal (3-3). "That was at 9.48 a.m.
and just as I was in the act of potting the train on
line. 1 was powerless to do anything. I had no
time to throw my advance signalg to “danger,”
and Rbonrdda Cutiing had called me aud asked me
what I had on No. 1 road, and the train had only
some 400 yards to run. | made the attemnpt but
saw I was too late and T eonld do nothing, T did
not get them back until after the collision. I had
no conversation with the man at Rhondda Cutting
cabin. I did not record the blocking baclk signal
(3-3) i my register book. 1 was too much upset.

By Mr.J. H. Thomas, M. P, . T made the whole
of the eniries in the register book prior to the
aceident, When I received the bloeking back
signal there was possibly time for wme to have
reversed the signals had I realised at once that
there was something serious, but 1 thought he had

made a mistake, and I received a shock on getting
the 3-3 signal,

{Recalled) states: When T olfered the passenger
train at 9,43 the block instrument showed ¢ Line

clear™ and the indicator pointed to “Train
arrived.” 1 did not send the * Entering sec-
tion " signal for the passzenger train, [ was on

the point of doing so whon [ had the “blocking
back” signal. When I pot the blocking hack
signal I looked at the hook to see if there was

a train in the section because he tapped me on-

the telepbone to tell me he bad a train on No. 1
road, 1 sald “ What have Syd got on No. 1 now,
then,” or words to that effect. The passenger
train passed me and thon I had to turn round and
look at the crash., After I said * What have Syd
got on No. 1, then,” 1 went to put the signals
hack then. I know that these advance Slgﬂal"s
are 383 yards ahead of my cabin. I had to pui
the distant haclk, then talke Nosg. 11 and 12, that
is the starter and advance starter. The sigoals
would have to be pnshed hack —the digtant and
advance starter especially. Iam certain I got two
distinet signals for the Barry train ou No. 3 and
for the mineval train on No. 1 down line. 1 made
the eniries directly I had the signals, I did not
enter or male a nole about the “ blocking Lack ™
signal. I collapsed and asked for a man to take
Over.

Phillip James Dippei stales ; 1 have been in
the service of the Tafl Vale Company two years
and six months, and relief signalman 10 months.
For the first six months I was groundman, and 1
have had 10 months in the box, I camne on duly
at 1.30 am,, Monday morning, and worked until
relieved by Hutchings at 9 o’clock, when I had
been on duty 7} hours, and would have remained
on as assistent signalman till 11.30 am. [
informed Hutchings how matters stéod as regards

the frains and sat down to have some food. bOh‘lb
time afterwards—abount 9,20 —I heard “Line clear”
for a roineral down No. 1. I was nof noting

particularly what was going ou, but I remeinlser the
coal train going by,  Iremember Huichivgs being

asked ¢ Line clear” ; the
Lox in the rear.  He accepted it and asked on fo
Rhondda Cutiing. [ do not remember anything
¢lse and eould nnt sayv. [ do not rememboer
whether he gave the * Call attention.”  Te gave
the 4-1-—the mineral code—-and that was repeated
from Rhondda Cutting, I am sare of that, [ did
not notiee the time, but 1 should say just after
.20, [ saw 923 in the book afferwards,  He har
4-1 from Upper and theén *Train appreaching,”
then he asked on to Rhondda Cutting, T da not
remember if he gave the “Train entering section ™
nor did 1 hear the bells forthe *“ Ouiof section ™ sig-
nal. All that 1 am cortain of ia that he oflered it
to Rliondda Cutting and that the Bhaondda Cutting
man accepled if. 1 did not netice the block
instrument at all. [ remember the signals for
the passenger train. e was asked “ Line clear ™

from Upper and passed it on directly to
Rhondda Ctting. 1t wasaccepted from Rhondda
Cutting at once. ‘Then he pulled off his signals.

- I noticed him putting the signals at “danger”

Behind the coal train, He gave “ Train entering
section " for the parsengar train. Just as he gave
it he shouted to me * He has blocked the road”
and slammed the signals back, I did not hear the
bells for the “ blocking baek.” This was just as
the passenger train was passing the box. The
engine was opposite the Dox. He zaid “ He has
blocked the road.” He threw the signals hack —
the down signals, everything he could get hold of,
He threw them Dack, but was too late. I know
the distance from the bex to the advance starting
signals is about 400 yurds. The passenger frain
was going past ilie hox at abount 30 miles per hour.
It would not take hall & minuto for a irain to go
to the advance starter going 30 miles an hour. It
would take a man about six seconds to put back
six levers. Of course hc had to cross from his
desk when he received the *blocking hack ** and
then put the signals at “ danger.,” [t took him some
time to recover himself. When he shonted to me
I made an effort to get the red flag but I was
excited., FHutchings went to the telephons hut he
asked me to answer the telephone as he could not.
He collapsed. He feil down as if in a faint,
directly the eollision oceurred. e was (uite
incapable of deoing anything, The groundman
Marchant was in the box also at the time,

By Mr. Harlgud : Lawm quite cortais that what I
am referring toas having passed at 9.20 or 9,23 was
No. 121 down the No. I down line {rom the tone
ol the bell, Hutchings received *Is line clear ™
from Gyfeillon Upper and answered it. The next
signal he received was “ Train approaching.” 1
cannot remember the interval between the two
sirnals. Usually there is sbout three to fonr
minutes. [ did not notice if he asked *Is line
clear ™ when he roceived *Is [ine clear” from
Givfeillon Upper. I think ¢ Line clear” was asked
first, * Train approaching " was given in three or
four minutes, and then it was that “ Is line clear "
was asked of Rhondda Cutting Junction, At this
fime 1 was sitting down and Hutchings was doing
the whele work, inecluding hooking, telephone,
and levers. I did net hear whether anything
passed on the telephone between Hutchings fmd
the man at Rhondda Cuiting Junction,

By Mpr. Parfitt : With regard to the call to the
telephone, Hutchings was called fo the telephone
after be had put his signals to danger, so that
goiug to the telephone would not have lnbeaiel'pd
with his getting his siguals to * danger.’

By M. Thomas, 3P, : 1 vemembes the Barey
train down No. .’: I am qgnite sare when I zay
I heard “Line clear™ heing oxked for, i wiz .";(-,1-



the train on No. 1 and not that on No, 3, When
the “Dblocking back™ signal was given, Hutchings
ran to the signais and not to his hook, Aflter
the collision ceenrred he looked at his book
and said “ Good Gad!  There is a mineral on
No. L.” He did not say that withoenl refercnce
to his book. T was having tood and all I
remember js that “ Is line clear” was asked f(or
a mincral train down No. I. I do noé remember
“Train out of section’ being given on ihe bell
for the lrain on No. 1. The only thing 1
vemermber about the “ blocking back ' signal is
that Huichings said “ He has blocked the road.”
I did not hear the hell. He went to the distant
signal lever first. I remember he was al his
book and shouted something to me, but not
whether i1 was before; 1 think it was after the
collision oceurred., I was excited. Te may and
he may not have looked at his book firat hefore
coing to the fevers. He came to the telephone,
but [ do not know whether he looked at his bool,
T cannot remember if the groundman was falk-
ing te ITutchings about the work at this moment
or just before.

W. H, Marchan! states: T lave been in the
service of the Company five years and three
monihs, and am groundman at Gyfeillon Lower,
My duties ave taking stocls ot all tvaffic going ont
from the collieries and checking the waggons, T
came on duty on Monday (23rd) at § am. I
work a 10-hours turn and went off duty on the
Saturday previons at 11.30 p.m. I gotto Gyfeillon
Lower gignal-box at 9.30 or 932 a.m. There
were in the box relicf signabman James Dipper
-and signalman Hutehings, I hooked thez iraffie,
08 engine cleared — the train going to Barry —
which was from Gyfeillon Colliery. It was on
No. 3 rvelief road. I rewember 3-1 given from
Rhondda Cutting accepting the passenger train.
He did not give the * Entering section’ signal
for that train. I heard the bells 3-3 giving
Hntchings the * blockiug back ™ signal. I did
not notice the time particularly. When
Hutchings got the * blocking back ™ signal he
.said “Good God! What js down No. 1 7” He
gave # tap on the No, 2 insirument for the
No. 2 down line to get the attention of Rhondda
Cutting on the telephone. He went to the receiver
“but did not answer him, His nerve failed him.
.He wvent to the locker and sat down., Idid not see
‘him go to the signal levers. I did not notice

anyone put the signals back to “ danger.” I am
not prepaved to say Hutchings did not. I

think dircetly he got the “blocking back "™
signal he first gave a tap on the No. 2 and then
went to the receiver, I do nof remember his
tonching the signal levers., He went to the
train book when hc went fo pnt the train on
Jdine just at the time he got the “ blocking Lack ™
signal., When he got ihe signal he said “Good
-God ! What is on No. 1?" and dropped his
‘pen. He was not writing at the bool, buf
catanding af the desk looking at the book. e
said “Good God! What is cn No. 17" and then
~collapsed,

By Mr. Harland : The “ blocking back ™ signal
was given when the passenger train had just
passed the box. The signalman was going to
give ¢ Train entering section’ but did not do if ;
ite collapsed. As he went to give it he had the
“ti blocking back " signal and the moment hefore
he wag at his Dbook. TFrom the time when he
realised that there was something on No. 1 and
made the examination he collapsed. I did bot
-see him go to the book Lo oxamine it v complele
any entries, He remaincd sitting dewi oo the
Dbox, The siatiommaster cone fo e abin Mior

15 minutes aller the collision. Huichings was

gitting there in a state of collapse until the
stationmaster arvived, [ was in the hox all the
time. [ did not sce him make any entriez, e

said “ You saw I had ‘ Line clear. ™

By Me. J. I, Thomas, 3LP 0 1 was siuiing
three yards from the bell instrument, so that I
could Lear the bell from where I was sitting., 1
do not remcmber hearing the *'l'rain out of
section 7 (2-1) at all, [ ant quite sure. The guard
of the Barry train Doofed away at .30, and T
dropped off the van and into the cabin, Tam
ceitain I wasthere by 9.32. ThetrainonNe. 1down
line went before the Barry frain. I was on the
ground at the time, not in the cabin. If ihe
“'Train cut of section ™ signal had been given on
the bell T might not have heard it. The bells
did not concern me, If might have been given.

Sidney Quick states : I have been in the service
of the Taft Vale Railway Company 32 years and
during the whole of that time 1 have been 2
signalman, [ have becn permanently engaged as
signalman at Rhondda Cutling box six vears next
May. I cameon duiy on the 23rd inst. at § a.am.;
and the box is a 10-hours posi. T went off duty
from my previous tnrn at § a.m. Sunday morning
and had 26 hours off duty. 3-2-2 is the code for
a Barry mineral and I got that at 9.32 for No. 3
down line. That wag a train of Greaf Western
traffic to Barry. The next {rain was a passenger
train (3-1) and for this I was ashked *Is line
clear™ at 9.40 a.m. and T accepted it at9.46 a.m.
on No, 1 down line, I did wnot then know any-
thing about the coal frain. [ wrote the entries

myself, The entries relating io the mineral train
on No. 1 down line were made when I was

advised of the mineral after the fireman came fo
the hox at 4.50. Actingon the adviee of Inspector
Tuck, 1 offered it forward, but seeing she could
not, go forward I cancelled the signal until Iower
down, viz., 9.52 a.m. when it was accepted at 9.52
but did mot start. The firat T knew of the
mineral on No, 1 was at 9.50 when the fireman of
the mineral train came to the hox. He said, “ We
are right away to Roath line standing on No, 1.
I told him [ was very muech surprised to know he
was there at all and went immediately to the
block telegraph and blocked the line with six
beais, given three, pause, three, I had no signal
tor the mineral train and had no knowledge of the
mineral irain Dbeing on No. 1. The train was
never offered me and [ naver accepted it; of that
I am absolutely certain. I ¢ould have scen the
train from my cabin, but not exactly wheu T did
not know it was there and was attending to other
dnties, but there was nothing to stop my seéing
it. It was not out of sight. Inspector Tnck was
in the box. He had been there about 12 minutes.
e was not there at 9.31 or .36 when the other
man says the signals were sent. The fireman
had been in the hox about one minute or two
before the collision occurred, There is a variation
as to firemen coming to the cabin to carry out
Rule 53. Some cowme ab once ; some wait two or
three minutes or s0. They generally wait in’the
cabin until the train draws up and theu géf 6n as
it passes. That is if it stopped at & home signal.
If at a starting signal we generally wait for the
men to get back.

By My, Harleind : 1do not recollect getiing the
time for the cloek that morming. I had no reason
I know of for giving the hlocking back signal
3—3 instead of the obstruction danger signal. I
gave Lhe first obstruction signal that came into my
raind. Tls one that I was certain the man noxf
t9 e wou'ld be nore acquainted with.  Wo nra



very rarely cilled upon to give (6), obstruction
danger; 3-3 is usually given on account of the
regilations for proteciing a {rain standing inside
or oufside a howne signal. This train had been
standing outside and I of course used the signal
that the man would understand, IT any reason,
that would he the reason, that he would prabably
understand that easier by being used to receive it
than six beats whieh he would not receive once
in 12 months, I did not hear any whistling from
any engine, There was the Barry train at 9.32,
away 2.36, and I did not notice the ofher train
standing on the main line. 1 did not hear a
whisile, T would not swear the driver did not
whistle. The train was middling close but I did
not hear whistles, There was no wind to carry
away the sound, but 1 had no blocic signal tor the
{rain, heard uo engine whistle, and had no warn-
ing whatever of the approacl of this train until
the fireman came to the cahin.

By Mr. J, H. Thomas, M.P.: Inspector Tuck
was in my cabin 12 minutes prior to the accident,
He came down the line from Coke Ovens, |
cannot say whether Inspector Tuck himself
happened to netice this train on No. 1 down line.
I do net think there is any exception for firemen
not to come te earry out Rule 3) if they know
that a passenger train is closely following, and
think they will met through, T donet think it
influences them. Asa general rule, almost with-
out exception they all come, There are definile
instructions that Rule H) munst be carvied out. The
Inspector was not interfering with me at all.
Simply on a matter of his own private business,
It is not correct that I was offered and accepted the
“ls line ¢lear™ signal (4-1) for the train on No. L
down line,

(Recalled) : I can only repeat that I have no
knowledge whatever of the lrain being in the
section until the firernan came to the cabin at 9.50—
absolutely nothing. When I accepted the passenger
train at 9.46, I looked at my hlock instrument. It
shewed “ Down train arrived,” showing line was
clear. I donotconsider there is the slightest possi-
Lility of his having sent me the signals and my
not having entered them in the hoolk.

By M Harltnd : According to my book the
Barry train went out of the yard at 9.26. I did
not realise that there was a train standing on the
No. 1 down line when { let the Barry train off
No. 3 velief road. 1t very often occnrs that thera
are two or three engines passing towards Rhondda
Cutting. That bhas nothing whatever to do with
me. They are there under the orders of the yard
foreman, bring down small parcels of traffic with
a view of placing it for future trains to take
forward. o that the fact of a train—one or
two—bheing on the yard facing me does not
convey to me anything at all or any idea that
their desire is to go forward. I gave the “Train
out of section " for the Barry train off No. 3 road
at 9.39.  That is the only signal Le received from
me. I deny absolutely that I sentany such signal
at 9.36.

By M. J. H. Thomas, LP.: Supposing that 1
had torgotten that the train on No. I was pnt into
the section, whilst in conversation with Inspector
Tuck, it wounld he necessary for me to give * Train
out of section” to the mea at Gyfeillou Lower,
if the ftrain had been brought to my knowledge,
The fact of the fireman coming to the box would
certainly have bLrought to my knowledge that
there was a train there, hut it could nen have
reminded me of a thing 1 never bad. Diccctly
the fireman ~owne (o the dowr he spele of his

train being on No. I, “No, 121 on No. I right
away to Roalth line” T was of course taken hy
surprise, having no previous knowledge of this,
Whilst speaking these words the fireman was
walking across the eabin towards the locker, and
whilst pussing me, in the samwe breath [ said * On
No. 1, do yousay 7 T have no knowledge of you
being on No. 1, T have given * Line elear’ for
passengers ' T went to “Dblock hacl,™ if
possible to give the Gyfeillon Lower man time to
stop the passenger train.  Afler hearing the fire-
man's statement, [ say if is quite possible that the
conversalion may have laken place, but if it did
talkke place, which 1 have no recollection of it was
after the road had been blocked back, and I had
gone io ithe telephone. Within two minutes
all this had been done and the train had been
gignalled forward to Pontypridd at 9.52.  All
this was done within two minuies of the time he
first entered the doorway, so that there could
not have heen a moment of time wasted, and it is
iucorrect o say that he was there two minutes
without anyactive operation. 1 had no conversa-
tion with the fireman afterwards.

Inspector Twck states: I am district mineral
train inspector for the Rhondda Valleys, [ wasin
the Rhondda Cutting signal-hox on the morning
of the 231rd. I could not say the time I got there,
but somewhere abont .30 or 9.35. 1 came down
from Colke Ovens, and there was no train on No, 1
down line when I camee down, 1 am positive I
did not see one standing at Rhondda Cutiing cabin
outer home signals swhen I passed, I walked
down the middle of the ltue. There iz a fair
space hetween the roads, and I passed at the right
hand of the dead end and nearcr the up line than
the down. [ went straight to the signal-box.
Quick was in the box. I had business as regards
delays and was making investigations in the train
register book, and | did not note the Dbelling at
all, T could not say whether cerfain trains were
offeredd to Quick or nof, but there was a train
passed out trom the relief road during the time I
was there, the Barry train at 9.36. I had not heen
there morathan five minutes or so then, There was
no train standing on No. 1 down line there when
I passed. After the Barry train I do not remember-
any other bells, There was some belling, bat 1
did not nofe it and there were up trains about,
The fireman of the mineral train which the pas-
genger train ran into, came to the hox, but I did
not notiee the time. It would probably be about
9,453, I wasin the signal-hox when the collision
happened. I could not say how long the fireman
was in the cabin before the ecollision cccurred..
The driver of the train tried to pull the train away
after the eollision ocenrred, The fireman was ab
the box whilst I was there about 10 minutes. 1
could not pay what time the collision occurred..
We did not hear it. The fireman told Quick “Wae.
arec on Ne. 1. You let the Barry train outin front
of us. Weare richt away on No, 1 to Reath.™
The signalman replied “ 1 have no record of yon
at all,” and went to the telephone to get Gyfeillon
Lower concerning the train and to stop the passen-.
ger train. I did not notice whether the signalman
sent any bell signal, I showld have noticed
whistling if there had been any. The signalman
had the Look two or three times, I did notl stand
in his way, I looked over the book betwesn
times aud that acceunis for my not noting the
bells, I did not hear any whistling at all. 1
could not say they did not whistle, but if they did
I should most certainly have heard them.

By Mr.J. H. Thomas, 3.P. : When the fireruan,
came to the box I licard what he said o Duick.,
1 4id not realise for 2 few wrments wlat dod



happened. Quick did say “Good Ged ! I havegiven
¢ Line elear” for passengers,” but the first remark
was that he knew nothing abour the {rain, [ have
not formed an epinion who is to blaune, 1 ain at
a losa to know how it ocenrred, T am at a loss to
Lnow who is responsible, whether the signahinan
at the top end or thisend. Isaw no train coming
down lowards the sigual, T should think [ was
at the cabin abour 10 minutes before the firaman,
bui 1 did not note the time, 1 did not see any
train there, but it mizhi have been twravelling
down heliind, T do not think that T interfered
with the conduct of the work—or the facet that I
was there accounted for Quick not having made
the entry., [ do not think that my presence
inferfored with his work in the least. I did not
keep him from working, Whenever he required
the book he had if. [alwayssiand on oneside when
the signalman wants the book to make an entry.
Testerday morning when he was attending to the
bells I was with the boolr, Whenever he wanted
the book he had it.

By My Paerfitt : T had some conversation with
the signalman. Apart from 1y own work of
examining the book we were speaking about some
‘Great Western train—some Great Western crmpties
gont up last week, Quick had been reported to
the General Cflice conccrning them and he had to
make out a report. Hedrew my attention to that.
I ceold not say how long that convorsation wonld
last, It was Dbetween his work. It might have
taken his attention from what was going on, but
it waus a volunfary statement.

By M. Harlond . I did not notice the time at
which the fireman came to the box, but the
observalion he made to the sigmalman was “We
are on No., 1, You let that Barry train out in
front of us.” The Barry train had passed out and
it appears they were there when that Barry train
passed out. 1 should take it so by the remark.
Quick made the remark * What, you on No, 1! 1
have got no ecommunication of you whatever,
I did not know you were there.”” [ am not quite
sure if he went to the felephone to get Gyfeillon

Lower, 1t is true he made the rcmark * Good
‘God! I 'have given *‘Line eclear’ for the
passengers.”’ [ think those were the very words.

It was not more than {wo or thvee minutes after
the fireman came into the box that he made use
of these words, when he rcalised that there was
a train on No. 1. The fireman said at once “ We
are on No. 1. You let the Barvy train out in front
-of us.” The signalman then said * Cu No. L1 1
have no communication of you whatever.” 1

think Quick went to the telephone to get Gyfeillon -

Lower, and it was after that—he failed to get
them—he left the lelephone in a very short time,
“Good God ! " he said, “ I have given ‘Line clear’
for passengers.” Ie then “ blocked hack.” He
attempted to telephone first, then failing to get
them hurried to the bloek instrument, I asked
him during the cxcitement if he coald not let
that No. 1 train come down, I am quite sure ho
went to the telephone first hefore going to the
block instrument,

Ad. Davison states: 1 have been in the Com-
pany's service 29 years, ag driver 14 years. I
came on duty on the 23rd January at 5.4 a.m. at
Cathays and left duty previously early on
Sunday morning. [ was off duty over 24 hours.
I started with a coal train from Hafod Colliery,
proceeded to Woodfield, and left there at about
4923, I had 45 waggons in my train., The
signals on approaching Gyfeillon were all “off,”
I was on No. 2 down line and went throogh
the eross-over at Gyfeillon Upper on fo the

No. 1 down line, and procecded as far as the
cuter home rignals at RRhondda Cutiing, where
I arrived at 8,31 am. T whistled for the signal
the second time, and saw another train coming
from another road and the signal given to that

train. [ told my fireman to go down to the
box. [ came to a stand at %31 am. The
Barry train went out as soon as my train

came to a stand, and I sent my fireman to the
box about five minutes afterwards. My frerman
went Lo the hox as soon na be conld. [ whistled
Lefore my fireman went fo the box., [ whistled
twice when approaching there and next when
near the oufer home signal. T fell the shock of
the collision a little, 1 did not actually see the
pagsenger train coming., My engine was a six-
wheesls-coupled with radial trailer, which was
running buvker first. [ generally send my fire-
man forward a few minutes after I get to the
home signal. T do not know the exact time of
the collision, but I think it was about 9.50.

By Mr. Harland : T whistled firsé when com-
ing round the hend continuwously, and whistled
again at the home signal. [ send my fireman
to the box when my train might be standing
alongside of a hox, bot when my {rain stands
a distance away [ wait a minule or two. The
fireman was on the engine for two or three
minutes attending to the Ilubrication, and I
remained on the footplate. [t was necessary to
do the work at the time as it was a suitable
time to put oil info the lubricators.

By M. J. H. Thoings, M.P.: 1 koew the
passenger {rain was due and assumed the signal
would soon drop. When the fireman returned,
he asked * Can't you shift them 77 and as far
as I ean remember I gaid, I have tried, but
failed ; something being the matter—saomething
hag joined us.”

(Recalled) : The fireman has always taken
the duty of aftending to the lubricators as
they are on his side of the engine. Knowing
that I was on the main line I could have done
it, bnt he happened to be on that side. It was
owing to the train going off No. 3 thaf, he stopped
to do it. The road was oceupied and he finished
the job he was doing before going to the cabin.

By M. Cuineron: Il is the driver's duty, bus
there is no rule against the fireman DLeing made
use of when he can do it,

By M. J. H, Thomas, M.P.: It hasalways boeen
customary for the fireman to do the lubricators
on the Taff Vale Railway. It could not have heen
filled coming down, it had run ouf, It bad been
filled in the shed in the morning and it had
worked out. The engine groaned coming down,
s0 that as we were stopped we had an opportunity
of putting it in. I knew that there was a
passenger frain coming, and I was expecting
every moment to get the signal, When the Barry
train came out of No. 3, of course I let the
fireman do what he was doing. The train coming
out of No. 3 prevented the fireman crossing
immediately. It wonld take the train three
minutes to pull clear. I was stopped dead before
the Barry troin was signalled. 1 was wvevy
anxious (about the lubricator? on the road, and
as we conld not get the signal he stopped fo tinish
the Iubricating. The Barry lrain cleared before
he gave up, hut we did not get the road. Itis
the practice whenever necessary, and we are
stopped at signals for such jobs to Dbe done.
When the fireman left the engine I did not know
anybhing about his being delayed going to the



box. I was looking at the Iubricator aud
rerulating it,  With regard to Iule D3, T always
endeavonr (o carry it out immediately T thinlk ic
necessary o do so, and did so on this occusion,
The auard did nof come to the engine at all.

Statemient y Mo, Cameion - With regard (o
Inbrication many drivers themselves do  the
lubrication, but some depute their fireman. We
have no objeciion to the Greman fubricating, Lut
it is generally wecepted as the driver's duiy.
Drivers are responsible in any case, of course,

Gearge Lewis states : 1 have been in the gervice
of the Tafl Vale Company 8% years, soven years as
fireman. [ worked the same hours as driver
Davigson. [ was working with him on Sunday
morning and we weut off duty togcther. We had
picked up at Woodfield Colliery and started from
Hafod to Barry with the signal crossing us af
Gyfaillon Upper from No. 2 te No. ! downline. We
had the distant for Gyfeillon Lower, bnt the distant
2t Rhondda Cutting was against us; we whistled
for ihe outer home gignal and as it rematned on we
came to a stand. There was a man working on
No. 3 and jagt as we stopped he had the signal
and came ont from No. 3 to No. 1. That was the
Barry traiu. Our engine was not taking lubrica-
tion, Lsaid tomy driver “ Twill il the lubricator,”
which I did. It would be about 12 or 13 minutes
before I got to the box. I did not notice the time
wecame toaatand. Iwag working at the lubricator
five or gix minutes. Dwalked fo the box bubcould
not erogs over for an up frain. T took four or five
minutes to walle down, When I arrived at the
box Quick was in conversation with lnspector
Tuek. T=aid “ We are right away to Reath line”
He did not seem to take any heed for a moment
but came to me in abont two minutes and said

“What road did you say you were on?” I said,
“ Right away to Roath on lne No, 1. He said,
*What road do you say yon are ou 7" I aaid,

“No, 1.” “1did not know you were there,” he said,
He made a rush to the telephone holloaing, “Albert,
Albert, Albert,” [ heard no veply fron “ Albert.”
Inspeetor Tuck said * You had better met the road
tor them, man, quick as you cau or you will stop
passengers.”  The signalman asked Pontypridd for
the road for ns to go. I did not see him send any
other sigual.

By M. Harlgnd : After leaving the engine [

stopped for the up train, and when that was passed
I crossed to the up side. It may have taken 1}
minutes to pass, I fook perhaps four minutes to
get fo the cabin after that, Inspeclor Tuck and
Quick were talking about some person. [ said,
“ Right away to Roath line.” . They did uot take
heed. I eaton the window ledge by the fire fully
two minutes, then Quick asked me what road Tsaid,
I replied, and he said “ T did not know you were
there.” Ile rushed to the felephone to eall Albert
(I don't know who Albert is)., Iuspeefor Tuck
gaid, * Gret rid of him ov you will stop pazsengers,”
[ alwaysgo on my own to the cabin and do not wait
for instructions, Sometimes theve is somathing
for us to do—a job on the engine, but I always go
to the box. I go immediately the train stops as
a rule,

By Mr. J. H, Thomas, 3P, Someiimes it is
necessary to do things to the engine when we
come to a stop. For instance if the driver has
steam on, the Inbricator will not tuke. I knew
there was a passenger train due at Pontypridd about
10 o'clock, Knowing this I assumed that we
would not be kept waiting long, but thonrht we

this, bnt owing to

would have the road, so I was not in a hurry to
get to the eabin, [ thought we should follow on
behind the Barry frain. Wihen I got to the box I
walked in and said “ Right away, Syd, to Roath
on No. 1. Ile said “What road?” [ replied
“No, I.” He rushed to the telephone and said,
“Albert, Albert.” I doenot know whal conversation
took place between Inspector Tuck and Quick.
All T could hear Tuck say wasg, “ Hurry up and
et this man out of the way, Hurry up and get
him through Pontypridd or clse you will stop
them (passengers).”” 1 did not hear Tuck say
“ Had you forgot it 7"

By Mp, Parfilé: When thal eonversation toolk
place, Tnek was standing away from the books
altogether. The rignalman had a pen in his hand.
They were falking about some person as regards
the work, I could not say who. They were not
examining the book together. Tuck was like if he
was intending fo gre out of the box.

A, Sellais states :—T1 have been in the Com-
pany’s service 10 yeart, all the time a driver. T
slgned on duty on the 2¥rd January at 535 at
Jathays,  Bigned on for 11} hours, Was off
duty previensly Saturday night. 1 was not on
duty on Sunday 22nd. We picked up our train
at Treherbert and Porth. The engine was a six-
wheels-coupled, trailing radial, rnnning chimney
first, Tlere were antomatic brakes on the six
coupled wheels and hand and steam brakes also.
Sieam brake for shunting purposes and vacuum
for pamssengers. Last stop was Hafod Station.
Left Hafod about 9.48 or 347 am. as I affer-
wards found my waitch was albout n minute fasi.
The brakes were in good order. We wers two
minuies lule. The signals approaching Gyfeillon
Upper were all clear and Gyfeillon Lower all
clezr, The distant signal for Rhondda Cutting
was on. [t was on all the time. 1 wasin the
ach of redneing speed as usual before I could see
definitely whether the distant signal wag “oft "
or “on.” Topened the whisile to warn,and then
[ observed this train was on No. 1 in front, but T
was in the act of applying the brake to stop at the
heome signal, T was just in the act, The brakes
would be rubbing the wheels, then [ applied the
hrake fully. I drive on the left side of the
engine. The dislant wason, foparm off. About at
the motor shed, T could see distiuctly that the
distant signal was on. My eves were on the
signals.  The fireman firsl saw the other train
when we were close fto it, about 18 or 20
yards away. We both saw the tmoin before
the curve were not sure
whether it was on No, I, 2 or 3 road. T just had
time to put on the brakes, They had no appreciable
effect on the train, The rails were very greasy.
I had no steam on. I was running about 27 to 30
miles per hour. After the accident I went back
to the second eurriage, and one of the poor fellows
had his head ont of the window, and he spoke to.
me. e said “Get me out of this as soon as
possible.” 1 went to the engine and got the.
pinch-bar (crow-bar), and tried {0 burst open the
side of the carriage, bnt I saw it was hopeless.
with hirm, because the beam of the van was rest-
ing on his head, gradunally settling down. I had
the crow-bar there within a minute of the
collision, as sooa as the dust had seftled down.
Supposing we had carried tools—saws, axes, &c.—
we could not have rescued that man. [t was all
over in a minufe or two. He was in the act of-
dying. His face was changing colour when he
spoke to me. It was too late to do anything
for him. We c¢ould nof have done any good in
time. Nothing but a steam crane could have.
maoved what was on top of him.



John Jones states: 1 have beenin (he Company's
gervice 13 yearsand a fireman 10 yoars. 1 workad
the same hours ns vy driver, and was working
with him on Saturday the same hours. The last
stop Dbefore the collision waz Trehalod.  The
signals were off until we caime to the distants [or
Rhondda Cutting hox, Those were on. We
slackened speed ab the usual place just above
tivfeillon Lower box, I saw the distant against
us and whistled,  After we left Gylfeillon Lower
we saw the train there. Il is un hourly occur-
rence to see o (rain on one of the roads, [ saw
the traln was on our road abouf 40 yards away,
and I shouted “Whoa up.” The driver had his
hand on the brakeand I putsand down, bat,of course,
we were into thern.  The brakes had no cffect on
the sapeed of the train. We were gaing ordinary
gpeed, about 30 miles an hoor.

By My, Parfitt: 1 did not realise whai was
happening until too late. You cannot determine
which line a teain is on until close on it. The
starting signal being off caused us to assume our
road was right and that the (rain was on some
other road,

John White states ; [ have been in the service of
the Company 38 years, and have been a passenger
enard gince 1879, 32 years. T signed on at Cardiff
on the 23rd January at-3.50, and was in charge
of the down passenger train. 1 joined the train
at Cardiff and went to Treherberl, working back
with the 2.10 a.m. ex Treherbert. The fivat three
vehicles attached at Porth came from the Ferndale
branch, and the rest were with the train before.
There were automatic vacoum brakes, and 1 saw
that was all richt before gtarting. There were 18
inches of vacuum showing in the van., 1 did net
test the bralee before leaving Porth, and I did not
see the connection made between the {wo portions
of the train, I left that with the junior guard or
brakesman, T wasiu the rear van. I did nof test
it through the train, but [ saw my needle shewing,
There were no brakes on the milk vans to my
knowledge. They were put on at Treherbert.
The last stop before the coilision was Trehafod.
I knew nothing aboutanythiug being wrong until
1 heard the brake going on hard all af once.
About the game moment the crash came. I
entered the time down after I came to myself, 1
have entered on my hook 9.30, but Ishould think
a winnte had gone before I entered if. I then got
out of the van, and seeing that the signals were put

back and there was no need of my going back, 1°

wenton to render what assistance I eould to those
in the train. All the signals were up behind my
troin. [ was knocked down aud by the time I
picked myself together 2 minute is sure to have
gone. T have the time as 9.50.

T, Godwin states: T am a brakesman. I have
been 20 years in the service, and 34 vears a
brakesman, I came on duty at 5,50 a.m., Monday,
23rd January, and worked a train to Treherbert,
and returned with the 9.10 ex Treherberi. At

o

I'orth three other curriages were pufon, I saw
the conneciion made, and saw the pipesconnecled
up properly te the brake-van, T did not notice
how many inches of vacuum there were when we
left Treherhert, hut there were 20 inches when wo
loft Parth. I did not notice the signals approach-
ing Gyfeillon. 1 was bnsy in the van wiil:
parcels, When the collision came | was thrown
down and knecked about. I erawled out through
the window. 1 was riding in the fourth vchicle.
1 did not notice the signals just behind, 1 did
not notice any smell of gas.

By Mr. Harland : 1 saw the pressurc in the
aufomatic brakoe gauge after I joined the van. A
signal is given by the foreman to the gnard, and
by him to me, and [ give it to the driver. The
brakes were all coupled up, and we had no
trouble to start,

Frank Lowe states: 1 am  stationmasfer at
Trehafod SBlation. As soon as 1 heard of thsa
collision I weunt steaight to the scene of the
accident. It might he 10 to 10.15 when 1 got
down. I did not note the time exactly. It must
have been an hour or so afterwards that I got to
the box, 1 went to give a litile assistance at the
train, but seeing there was pienty of assistance 1
went to the Coka Qvens traffic office. I did not
o to the signal-box for about an hour after—about
11 o'clock, 1 did not go inte the cabin on the
way down. I went to the scene.to see what could

be done. I did not see Hutchings until I came
hack. 1 asked him respecling the aveident, whe

wags responsible.  He said * There is the book,
Mr. Lowe, you can see for yourself., No. [21
engine has been clearcd hack to me und 1 received
“Lineclear"” for the passenger{rain.” Iexamined
the book and 1 found there was a matter of about
3 minutes between the trains, Hutchings was
very excited. Ierave up voluntarily; in fact he
gave up his duty at once to the relief man who
wuyg in the cabin, and told him io take over as he
could not go on any further. He told me the
game thing, and I gaid, “ You are relieved for the
time being.” He did no more,

By Mr. Harland: Hulchings made no other
statement o me than to refer me fo his book.
When [ asked him *Who is responsible 7" he said
“Itis not me,” or werds to that effect. “ You
will see the book, The previous train has been
clearad back to meand [ received “Line elear ™ for
the passengertrain.” lexamined the book,and find.
the entries now as they were then, They are all
in Hutchings' handwriting and not entered under
excitement. [ do not think he would have been
able to enter anything afterwards.

By Mr. J. H. Thomas, 3.P.; “Train out of
section " was entered as Dbeing given for the
mineral {rain on No. I line at 9.36. That wonld
be 5 minutes after it left Gyfeillon Lower cabin.

The following slatement was made by George Gould, goods guard, Catizdys, at the
Cardiff Infirmary, on februavy 14h, 1911 :—

That he was 55 years of age and had been in
the employ of the Tafl Vale Company 33 yecars,
and had worked as a mineral and goods gnard for
about 28 years. That on Janoary 23rd last he
signed on duty at 5.45 a.m., to work the 6 a.m. train
froma Cathays to East Dock Junction, and the
6.20a.r, from Kast Dock Junction to Hafod Colliery
and back. This sl of irains is known as C. 17,
He hail not done any duty for a period excesding
24 hours prior to signing on for this turn, he having
signed ofl at 4.25 a.m, on Sunday morning, 22nd
January. The trainwas ron by engine 121, worked
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by engineman Andrew Davisonand fireman George
Lewis. On the down journey the train was made
up partly at Hafod and partly at Weodfield Col-
lieries with Lewias Merthyr coal for Cardifl, and
consisted of 46 waggons of coul and the brake-van.
He could not remember the time at which the train
left Woodfield, but thought it was 5.15a.m. or fhere-
about. The trzin travelled from Woodfield on
the down relief line and was turnsd on to the
down main line at Gyteillon Upper, there heing
a frain working on the relief line at Gyfeillon
Lower, and afterwards proceeded along the main
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line ay far 25 Rbiondda Cutting Junetion at which  puassenger train wlhich ran into bis irain, nor can
place it waz stopped by signals, Te could not  he in any wav account for Lis cscape from the
remenbor (he time at which the train arrived  Lreake van, as he mnst bave logt canscionsness
at Rliondda Cuttineg Junction, but was able to  through being injured aliout the head und having
state that he did notl go forward (o the engine but ks left wem fractored, He eould not remember
remained in o his brake van making ount iz how long fhe train stood aflter being stopped by
journal, He is algo able to remomber that he  the siguals before the collision occurred.

had no warning whaiever of the upproach of the

Conclusion,

This collision took place on No. I down line (down main line) in the block section
between Gyfeillon Lower and Rhondda Cutting Junction signal cabins, and was primarily
due to irregular block working between the two cahins,

In reviewing the evidence, it must be borne in mind that the clock in Rhondda
Cutting Junction cabin was three minutes faster than that in Gyfeillon Lower cabin. In
order to simplify the report, I have in all cases deducted three minutes from the times
recorded by the signalman in his train register book ai, Rhondda Cutting Junction, so as
to bring them into nccord with the time by the clock in Gyfeillon Lower cabin, which I
have taken as the standard.  The clock in Pontypridd Junction eabin, the next to Rhondda
Cutting Junction, was one minute slower than that in Rhondda Cutting Junction cabin,
The difference in the clocks is acconnted for by the fact that the signalmen get the correct
time sent them daily at 10 a.m., and the collision occnrred shortly before that hour.

It must further be noted that the block telegraph insiruments in use on the Taff Vale
Railway are those known as Trer's two position single wire Block Telegraph Instruments,
in which the indicators have only two positions, viz., © Train arrived” and “ Train on
line” ; and the normal position of the indicators, when the block instruments are not
in use, is at *“Train arrived.” A more detailed deseription of these instruments is
given ahove, '

The signalmen concerned are : Albert Hutchings at Gyfeillon Lower, and Sidney
Quick at Rlhondda Cutting. Hutchings' statement is as follows :—He came on duty at
9 n.m., having been off duty for 27 hours, velieving relief signulman P. J. Dipper.  After
Dipper had explained to him the position of affairs at the eahin, Hutchings took entive
charge, and the first train that he dealt with on No. 1 down line was a through
mineral train. The entries in his train register book, which he is positive are all correct,
are as follows :—He was offered the train from the cabin in rear, viz., Gyfeillon Upper, at
9.23 am. He accepted it at 9,23, and received “ Train entering section” at 9.27, und
gave ** Train out of section™ at 9.32.  Also he offered that train on No. 1 down line to
Rhondda Cutting cabin at 9.23 a.m., that it was accepted at 9.23 a.m., that he sent
the “Train entering section” signal for it at 9.31 a.m., and received ‘“Train out of
section " for it at 9.36 a.mn, ‘

The next down train he dealt with was onc formed up in the sidings at the signal-
cabin, and was a coal train going to the Barry Railway. He states that hc offered this
train to Rhondda Cutting cabin on No. 3 road at 9.29, and it was accepted at 9,29 ; that
he gave “ Train-entering section” for it at 9.29, and received “ Train out of section ™ for
it at 9.39 a.m,

The next down train was the passenger train from Treherbert on No, 1 down line. This
passenger train was offered to Rhondda Cutting by Hutchings at 9.43 a.m. and accepted
at once. Hutchings reccived the *Train entering section” signal for it at 9.47 from
Gyfeillon Upper; he did not send the “Train enfering section’ signal for it to
Rhondda Catting, but just as he was about to do so he received the blocking back signal
on the insirument for No. 1 down line [rom the Rhondda Cutting cabin at 9.48 a.m. He
states that he received this blocking back signal just as the passenger train was- passing
his cabin, and that he was powerless to do anything, and had no time to throw his starting
or advance starting signals to danger ; he did not pnt any of the No. 1 down line signals
to danger until after the collision had oceurred.

At the time of the collision there were also in Gryfeillon Lower eabin, with Hutchings,
a relief signalman (Dipper) and a groundman (W. H. Marchant). Dipper states that
when Hutchings relieved him, at § o'clock, he still remained on at the cabin, to act as
assistant to IHutchings, and would have remained until 11.30 a.m., to complete his 10
hours’ duty.  After informing Hutchings how matters stood regarding the trains, he sat
down to prepare his breakfast, and toolc no part in the work of Lhe cabin.  Buthe says he
distinetly remembcers that about 9.20 or so Hutchings asked “ Line clear” for a mineral
train on No. 1 down live, and that Hutchings received the bell signal accepting the train,
from Rhondda Cutting. Ile says he is sure it was on No. 1 down line from the tone of
the bell, which varies in the three block Instruments. Dipper further states that he
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remembers the conl train passing the cabin on No. L dewn liue, but he does not. remember
Hutchings sending the * Train entering section ” signal for it fo Rhondda Cutting
Iuncrmu or that, the signalinan therc 'LC](I]O“](‘('{U(*(I that signal by repeating it. e did
not ﬂ()LI(,C the mdleateh of the block instruments at all , and can remember no other bell
signals regarding that frain.  He remembers © Line clewr ™ heing asked {or the passenger
traiu, and that it was accepted by Rhondda Cuttmn nmnedhlte]v He also states that
llntehmga sent the “ Train entering section ” alonul for the pussenger train, but in this
he s mistaken, as I‘Illt(?h]l’l&b S S Lie never sent 1L and Dipoer says that he de not hear
the * blocking hack ™ 10n.11 which Hutchings received, so it would uppear that Dipper
was not giving very close attention to what was going on as regards the signalling, and T
think his ev idence must be received with caution.

He stutes that just as the engine of the passenger train was passing the box Hutchings
shonted out, ¢ He has blocked the road,” and then threw his signals back, but it was then
too late to stop the train. Dipper states that Lie himself tried to get the red flag, but it

was too late. He says that Hutchings went to the telephone, and then asked h1m to go
to it, as he was unable to do anything ; that Hutchings then collapsed and sat down as in
a faint, and asked him to take over charge of the signal cabin, which he did.  On further
e\dmmatlon Dipper stated that, after going to put the ‘\lon"l.l levers to danger, Hutchings
went to his train register hook, and "-a1d K Good God, there is a mineral on No 1,7 and
he thinks lie went to the book hefore going to the telephone ; but hie thinks it was after
the collision had oceurred.

This witness says that he was very excited, and he was apparently un;ble to say for
certain what really did occur when Hutehmﬂs received the blocking back " signal.

The other man m the cabin at the tlme, viz., W. H. \Imeh'mt, states that he was
checking the traffic in the sidings, and as soon as the Barry train had left he went to the
Gyfelllon Lower cabin, arriving there at 9.30 or 9.32 am. He can give no information
regarding the bell qwnfxla for either of the mineral traing, but he remembers the passenger
train being offered Fo Rhondda Cutting cabin, and aeeepb&d by it.  He remembers
Hutchings getting the blocking back signal, and that Hutchings said, * Good God, what
is down No. 17" and that he then went o the telephone, but got no reply, atter which
he collapsed and sat down. He does not remember Hutehmos going to the levers to put
the No. 1 down line signals to danger. Marchant states that at the time Hutchings
received the blocking back signal he was standing at the desk on which the train mgmtm
book was lying, with his pen in his hand, and that he said “ Good God, what 1s on
No. 1 ?” and dropped his pen, and then collapsed. He does not remember (he  Out of
scetion ” bell signal being received by Hutchings for a train while he was in the cabin.

9. Quick, the signalman at Rhondda Cu’rtmo Junction cabin, states that he came on
duty at 8 o eloek, after 26 hours’ rest, and that the frst down tt‘am that he knew ﬂn‘rthlng
about from the Gyfeillon Lower cabin, after the I)db‘%[l]g of a passenger train a few
minntes after 9 a.m., was the Barry mineral train on No. 3 down line. Allowing for three
minutes diﬁ’erenee in the clocks, the entries in Quick’s tl"mt register book show that he
received “Is line clear” for the Barry train at 9.29, that he accepted 1t at 9.29, and
received “ Train entering section ” for 1t at 9.29, all of whmh corresponds with the eutnes
in Hutchinps’ hook. Qm(,l\ sent ¢ Train out of' section " for the Barry train at 9.36 a.m.
(deduetmg three minutes), and this train passed his eabin at 9.33 ; he got “ Train ont of
section” for it from Pontypridd Junction at 9,41 am. He is posﬂt[ve that he never
received any bell signal at all for the mineral train on No. 1 down line, and there are no
entries whatever in his train register regarding if, either as baving been offered to him,
accepted by lim, or “Train_entering section ” being given for it. He was offercd the
passenger train and accepted it at 9.43, which com‘eﬁponda with the time in Hutchings’
register book, e states that the first lhmgJ he knew about the mineral train ou No. 1
down line was when the fireman of it (G Liewis) came into his cabin at 9.47 (deducting
the three minntes).  Quick states that Lewis said to him, “ We are right away to Roath
line, standing on No. 1.” Quick says that he replied that he was very ‘nich sarprised to
kuow he was there at all, and he went immediately to the block instrument and blocked
the No. 1 down line by the blocking hack signal, 3 pause 3.

At the time the fireman came to the eabin 2 mineral train inspector, named H Tuck,
was in the cabin. He appears to have come to the cabin about 9,30 or 9.3, and so was
not there at the time Hutchings said he sent the block signals for the mineral train
~on No. 1 down line; this train must have. come down from Gyfeillon Lowcr after
Tuck came to the eabin. Tnek states that he is positive it was not at the home
signal when he passed by that signal. He says he remembers the Barry train passing
out from No. 3 line, which was a “few minutes after he came to the cabin. This was
at 9.36 a.m. Rhondda Cutting time or 9.33 am. Gyfeillon Lower time. He states
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that when the fireman carue to the cabin, the fireman said to Quick “ We are on
No. 1, you let the Barry train out in frout of us. We are right away on No. 1 to
Loqfh and that Quick replied “ T have no record of you at all, " and that Quick then
weut to the telephone to get Gyfeillon Lower to stop the p‘msumel train, and that
bhe did not notice if (?md\ senit any bell signal. Also ihat he did pot notice any
whistling while he was at the cabin. bnhscquvnilv Tuck altered this statement to the
ef[ect that chk failing to wet cormmunieation with the Gyfeillon Lower eabin, sent the

* blocking back ” nglm‘ and that two or three minutes elapsed after the fireman eune to
the cabin before doing #o, but this period of two or three minutes must not he taken
literally, but only as meaning = very short interval of time.

Tuck’s evidence was not given In a very satisfactory mauner, and he evidently was
not very clear in his rocollection of what happened.

The evidence of G. Lems, the fireman of the mineral irain on No. 1 down line, is to
the cffect that after coming to a stand at the outer home signal of Rhondda Cutting cabin
he commenced to fill the lubncatms and he worked at that for five or six minutes. He
then took fonr or five minaies to walk down to the cabin, as he had to wait for an up
mincral train to pass before he could eross the up line to the signal cabin. He states
that when he got to the cabin the signalman (Quick) was in couversation with inspector
Tuck. Lewis states that he said at once, “ We are right away to Roath line,” but that
Quick did not seem fo take heed for a moment but came to him in about two minutes
and said, ¥ What road did you say you werc on ?”  Lewis replied, “I said, right away
to Roath on line No, 1,” and states that Quick then said, *1 did not know you were
there " ; that Quick then rushed to the telephone, shoutmrr “ Albert ! Albert !”, and
that inspector Tuck said, ** You had better get the road for “this man as quickly s you
can, or you will stop the passenger train,” Lewis does not know the time at which his
train came to a stand at the outer home signal, nor the time he arrived at the cabin, but
Quick noted it in his train register book thf1t fhe fireman arrived at 9.50, which would
be 9.47 according to the Gyfelllon Lower clock.

Driver qumon, of the mineral traiu on No. 1 down line, states that the signals for
No. 1, approaching Gryfeillon Lower, weve off for him, that he came to a stand at the
No. 1 down line outer home signal for Rhondda Cutting cabin at 9.34 a.m., and that he
whistled for the signal, both when approaching it and also as he came to a stand. Ile
then saw the Barry train come out from No. 5 road ahead of him. He states he sent his
fireman to the cabin about five minutes afterwards, Ilis reasons for not sendiun‘ the
fireman earlier will be dealt with later.

The statement of driver A. Sellars, of the passenger train, is that the signals were
all clear approaching Gyfeillon Upper and Gyfeillon Lower cablns but that the clistant
signals for Rhondda Cutting were “on.”  He was watching these bionalb up to the time
of passing them, and had already slightly applied the wacuum brake on approaching
themn ; he was just in the act of 4 dpplymg the brake more fully, so as to stop at the home
swna[ when he sighted the vun of the mineral train in front of him, and he was then
about 18 or 20 yards from it. He had seen a van .standing on one line earlier, but he
could mot say on which line it was, owing to the curve of the lines at the place, and to
there being so many roads. He had only just time to fully apply the brakes before the
collision ocenrred, and they had no appreciable effect on the train as the rails were greasy.
He estimates the speed of the train at 27 or 30 miles an hour. He had shut off steam
some distance back, as, owing to the falling gradient, he had sufficient speed on to carry
him into Pontypridd Station.

Sellars’ statement is entirely corroborated by his fireman, J. Jones.

The guards of the passenger train knew nothing until the collision occnrred.

The guard of the mineral train on No. 1 down line was severcly injured and was
unable to appear at the inquiry or inquest.

Tt will be seen from the above précis of the evidence, that’ the statements of
Hutehings and Quick regarding the bell signals exchanged for the mineral train on No. 1
down line are absolutely contradictory.

It is hard to understand how the mistake made by one or possibly both of these men
arose. There was not much traflic pa=51n0 as besides the down trains referred to, there
were up trains passing betwcen Rliondda Cutiing Junction and Gyfeillon Lower Slgml
Boxes at 9.22 a.m. on No. | up road, at 9.46 oy No. 2 up road, and at 9.51 on No, I up
road—the times given being those at which the train passed the former BSignal Box
in each case.

The only evidence from another wituess bearing on the matter is that of Dipper,
who states he remembers Hutehings offering the mineral train on No. 1 down line to



(Quick, and that Quick sent the reply accepting the train,  Dipper says he is suve of the
time because of the tone of the bell which varies in the different block instriments.

Dipper was the only person in Hutchings' eabin, and there was no one with Quick
at the time booked by Hutchings, 9.23 am.  Dipper further states hia does not vemember
Hutehings sending the * Intering scction ™ signal for the mineral train on No, | down
line, and that he did not hear that signal being acknowledged by Quick, nor the * Qut of
secfion ' signal bemig sent for the train. )

If Dipper is correct, I think a probable solution of the mistake (thouch I do not say
it is the true one) is that after Hutchings had offered  Is line clear™ signal for the
mineral train, and had it aceepted by Quick, at 9.23 a.m., on No. 1 road, he omitted to send
the ¢ Lntering section ™ signal for it, and so of course Quick eould not acknowledge that
signal, and did not move the indicators of the block instruments to the “ Train on line ”
position. Quick must have omitted to enfer in his train register the times he received
and acknowledged the “ Is line clear 7 signal for the mineral train, If these signals weve
really traunsmitted. Six minutes later, at 9.29 a.m., Hntehings sent the ¢ 1s line elear ”
signal for the Barry train on No. 3 road ; Quick acknowledged this at once, and the train
praceeded, and Quick sent the “ Qut of section ”’ signal for it at 9.36 (Gyfeillon Lower
time). '

Hutchings must, I think, have taken this * Qut of section” signal as applying to
the firat train, viz., the minecral train on No. 1 down line, as he has entered that time,
viz., 9.36 a.m., in his register as received for the train on the No. I down line instead of
for the train on No. 3 down relief road.

Assuming the above explanation to be correct, Hutchings must have filled in the
time he sent the ** Entering section ” signal for the mineral train on No. 1 down line,
viz., 9.31 am., and of receiving the “ Out of section ” signal for the Barry train, viz.,
9.39 a.m., because lie thought he must have sent and received them respectively.

I think there is no doubt but that the entries were made before the collision oceurred
as Hutehings was too much upset by the occurrence to do so alterwards,

When he accepted the passenger frain fromn Gyfeillon Upper cabin at 9.43 an,
Hutchings then sent the “ Is line clear ” signal for it to Quick on the No.1 down line
block instrument, and, as above explained, the indicator of the block instrument for this
line at both cabins would be at the “ Train arrived ” position (which is the normal
position of the indicator) if the facts regarding the previous train were as [ have assumed
them to be, Quick at once accepted the passenger train, so Hutchings lowerad all his
signuls for it to pass into the block section ahead.

Four minufes after Quick had accepted the passenger train Quick states the fireman
of the minera} train, G. Lewis, came to his cabin (this would be 9.47 a.m. by the Gyfeillon
Lower clock), and it would appear from the evidence that there was a little delay before
Quick vealized that there wwas a train standing at the No. 1 down line outer home signal,
but it is certain that there was not two minutes delay as stated by Lewis and at first by
Inspector Tuck, as Hutchings received the  blocking back 7 signal at 9.48 am., and as
half minutes are not hooked, it is probable that the delay did not exceed 30 seconds.

Quick is a signalman of long experience, viz., 32 years, with an excellent record, and
gave me the impression of being a very accurate and reliable man. The entries in his
train register regarding the Barry train correspond exactly with those in the cabins on
either side of him, viz., Gyfeillon Lower and Pontypridd Junction, with the exception of
the “ Qut of section” signal for that train in Hutebings' book, and whick I think
Hutchings entered in error in the coluran for the other train.

His surprise when Lewis told him about the mineral train at the onter home signal
appears to have becn genuine, as 1f he had accepted that train, Lewis’ appearance
would suddenly have reminded him of it, and in all probability he would have made
quite a different, remark.

He may lhave gone to the telephone first to get Gyfeillon Lower, as Tuck (at first)
and - Lewis both say he did, but Lewis did not notice his sending the “ blockiug
back " signal, which of course he did send.

Quick’s explanation of why he did not notice the mineral train on No. 1 down line
at the outer home signal when he lowered the signal for the Barry train is given in
his evidence, bnt although engines shunt down No. 3 road they do not come down
either No, 1 or No. 2 down lines nuless they have been accepted by the signalman at
Rhondda Cutting Junction cabin, so if Quick had looked towards the Barry train when
he lowered the outlet signal for it he should have seen this train on No. 1
down line.

Hiz explanation as to sending the “blocking back™ signal instead of the
“obstruction danger” signal is not very convineing, hut cvidently the * blocking
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back ” signal was understood by Hutchings to mean that there was a train actually
in the scetion abead, as will be seen by the sfate of mind he was thrown into when
he reecived it,

With regard to the mistake which led to the collision, T ihink it possible that Quick
may have given ¢ Line clear™ for the wineral train, and then lorgotten having done so,
Thonnh T doubt it, but I think it almost impossible for him to Fave 1d(11<>w!(=dged the

LTItCI'l[l"’ seetion ”’ sional, and also to have given the “ out of section” signal [or a train
which he evidently had never scen and which had not passed his cabin.

Hutchings has nine years’ cxperience as a signalman and also has a very good
record. e appears from the evidence of Dipper and Marchant to have quite lost his
head when he received the “ blocking back ” signal, and though I do not wish to draw any
conclusions from this, I think it is difficult to understand whv he should have become so
agitated as to be uscless for his duue:, before he could have known of the disastrous
results of the collision, if there had been no irregularity in his working—even if
he is of a very highly strung and nervous nature. He appears to have recetved a great
shock by receiving tne 3-3 bell signal, and did not at once put hiz signals to danger, his
reason being that be had no time; but he appears to have heen dazed and turncd Iound to
watch the collision. “When Hutchings received the 3-3 signal the train was just passing
hia box, and there were two signals under his control which could have been put to
danger against the train, viz., the starting signal 273 yards ahcad, and the advance starting
signal 383 yards ahead of the cabin.

Hutchings stated at the inguest that 1t would take him quite 30 seconds to put the
three necessary signals, viz., the distant, starting, and advance starting to danger, but if
he had really 01‘&%ped the ‘3ltu{ltl011 five or six seconds would have been quﬁicu,nt even if
he had not already put the distant sngml to danger when the passenger train paqqed it, as
he should have done if he had worked strictly to the Bule on the subjeet. The distant
signal is No. 1 lever in the frame, the starting signal No, 10, and the advance starting -
No. 11.  The space hetween No. 1 and No. 11 levers heing 3 ft. 4 ins.

The passenger train even if running 35 miles an hour would take 16 seconds to van
the 273 yards to the starting signal, and 22 seconds the 383 vards to the advance starting
signal, or 26 seconds if running at 30 miles an hour, and if these signals had been thrown
to dcmger against the train, the driver would certainly have seen the advance starting
signal go up as he was Watching the distant signal which is underneath it, and he would
have had time to reduce the speed very materially, and so lessen the effects of the
collision, even 1f hie could not have stopped altogether.

Que can only regret that Hutchings failed to seize the opportunity eiven him.

When the collision occurred the effects on the carriages of the passenger train were
aggravated by the fact that the engine smashed up the van and three rear coal trucks of
the mineral train, and was brought up very snddenly by running into a mass of coal, and
s0 only went forward about 20 yards after the collision. The position and condition of
the coaches of the passenger train have already been given above, and it should be noted
that the great damage to the second and fifth coaclies of the frain was caused by the rear
ends of the comparatively light passenger brake-vans in front of them jumping up, so
that their steel frames cut through the five leading compartments of the coaches hehind
them, at about seat level, and the bodies of the vans came down on the bodies of the
carriages behind them. The third coach in the train was practically undamaged, as
were. all the other vehicles of the train.

All the passenger coaches and brake-vans had frames composed of channel and angle
steel, with the exception of the third coach, which was practically nndamaged. This
coach was 28 years old, and had chennel steel soles, but wooden headstocks and wooden
mid-framing. The weights of all these vehicles are given above, and it will be scen that
ihis third vehicle was a light onc, weighing 14 tons 16 cwt.

With snch a sudden stop as the passenger train made after the collision, it scems to
me that some vehicles of the train must be severely damaged. But I understand that
consideration is being given by Railway Companies to the questlon how, if possible, the
serious telescoping of one carriage into another, owing to the frames sliding over each
other, may be avoided.

It was stated in the medical evidence at the inquest that all those killed were either
killed on the spot or so injured about the head as to be insensible, and T was only able to
find one case 1o which a passenger who was killed ‘was able to ask for help. This is
described in driver Sellar's evidence, and it is clear that no tools or appliances that could
be carried in a frain could have saved him, although there was abundant help available.
[ am informed by the Company (hat il is their practice to cquip every van, passenger as
well as mincral, with a five ton serew-jack, and a five feet crow-bar,



The illuminant uscd in the earriages was incandescent oil gas.  The lamps were not
lit.  No escupc of gas wus noticed, but the pressure in the cylinders was low, about two
atmosphoeres (the maximum pressure in the reservoirs being six atimospheres).

There was a hole knocked in the cylinder of the leading van, and the low pressure
pipe broken in the fourth and fifth vehicles, but no damage resulted to the gas sorvice in
the other vehieles,

The following questions were specially raiged at the Inquiry :—

(1) The pattern of block instruments in nse.—These, as already stated, are Tyer's
Block Telegraph Instruments, in which the indicator has ouly two positions, whereas
the block instruments in more general use have three positions ; and in the latter, when
the instruments are wot in use, the indicator stands vertical in # neutral position.  These
latter instrinments, of course, afford more information io a signabnan, as with those in use
i the cabine concerned in this collision it is possible for a man to offer a train to the
cabiu in advance and for the train to be accepted by that cabin, aud then to he forgotten
by both signalmen, the indicator remaining all the time in the * train arrived ” positio,
which is ulso the novmal position of the indicator when the instrumeunt is not
in use.

Should a signalman forget to give * train cutering section " signal for the first train,
and then desire to offer a second train on the same line to the cabin in advance, there
would be nothing {o rewind him from the position of the indicator, on going fo the
block instrument, that he had already had a train accepted on that line, whereas, in the
case of the instrument with the three-position indicator, he would see at once that the
indicator was not in the normal position, but in the “line clear ™ position, showing him
that he had already had a train accepted on that line. )

This also applies to a man who uccepts a train, as no movenient of the indicator 13
made, and the entry in the Train Book (if made) is the only reminder 2 man has of
having accepted 2 train,

Block instruments, in which the indicators have only two positions, are still i1 use
on some railways, but this pattern has been replaced to a very lurge extent by instruraents
with indicators having three positions, and I consider that it is advisable to do so for the
signalling of pussenger trains at all busy cabins, and where there are several running
lines worked from a cabin.

There is a heavy mixed traffic on many sections of the Taff Vale Railway, and I
trast the Company will consider the advisability of replacing the two-position
instruments by others of an improved pattern with three positions for the indicator, for
the passenger lines, as opportunity oceurs.

(2) The presence of traffic inspectors in signal-cabins.—The question was raised
as to the possibility of inspector Tuck’s presence in the Rhondda Cutting Junction
cabin having distracted the attention of signalman Quick from his signalling duties,
and thereby caused him to forget the block signals which Hutchings alleges he sent
hiny, regarding the mineral train on No. 1 down line, if such were sent.

With regard to this particular case, both inspector Tuck and signalman Quick
say, as will be seen from the cvidence, that there was no interference whatever, and
it is certain that inspector Tuck was not in the cabin at the time that Hutchings
alleges, he offered, and Quick accepted, the mineral train on No. 1 down line, viz,
9.23 am., and neither of which entries was in Quick’s Train Register Book.
Inspector Tuck was in the cabin at the time the Barry train passed it, and also when
Quick accepted the passenger train, und the entries regarding these were all made by
Quick in his Train Register Book.

As to the gencral question, T think it undesirable that traffic inspectors should
question signalmen, regarding delays to traflic on previous oceasions, during hours
when such signalmen are on duty. And T do not think that the Train Register Book
should be examined in the signal cabins, as it is too much to expeet of human nature,
that a man will not begin to talk to an inspector, who has possibly come to examine the
causes of delay to trains, which oceurved while the same man was on duty, even if the
inspector asked no questions, This is what Tuck says happened on this oceasion,
viz., that Quick voluntarily made a statement to hin, that he had been called upon to
make a report about dclays to Great Western empties sent up the week before.

It would appear from the evidence in this case that there was some small deluy,
possibly owing to the presence of inspector Tuck in the signal cabin, before fireman
l.ewis could get Quick’s attention, when he went to the eabin to report his truin standing
at the onter home signal, and it will be seen from the evidence of what vital importance a
lelay of even 30 seconds was at this time,

Traffic inspectors are no doubt necessary to look into the causes of delays to trafiic,



hut 1t is pO‘-'-\l]J[C to provide two frain register hooks, for use on alternative days, in the
cabin, when the other can he usced when’ rulunu[ for reference.

lhr-qo remarks do not of course apply to signalling inspectors who visit signal- hoxes
regarding the actual duties of signalmen.

With regard to Marchant’s presence in the Gyfeillon Lower cabin, it was cxplained
rhat he is «a Uloundnmn attached to the cabin, whose duties ave to (,h(?,t ke the numbers of
Wagoons ledvmu the yard, to assist the mineral ouards in the yard, and to carry
instructions from the signalinen to the guards, and thdt it 1% found more convenicent to
give him a desk in the cabin, than in the traffic office in the vard,

{(3) Rule 55.—The ob]ect of this rule is, without doubt, most important, but zome-
thnes it ig suid there arve difficulties in the way of a man Iliemllj obeying it. In this
case, when the mineral train came to a stand at the Rhondda Cutting outer home signal,
the driver (Davison) says he knew that he could not possibly ﬂet a road for a few
1nmntcs, as the Barry train passed out on to the line ahead of him just after he came to a
stand,”but he LX})LLLG(I to get the signal to proceed as soon as the Barry train had cleared
the section ahead, which is only 410 yards long, as he knew the passenpger train behind
himi was soon due, and if the Barry train had a clear road it would clear the section in
three to four minutes. Davison thought that if he sent his fireman to the signal-box at
once, there might be a delay of three or lour minutes while he was returning to the
foot-plate, so, as the lulricators required filling, and this could only be done when the train
was at a standstill, thinking it a good opportunity, the fireman proceeded to carry out this
work. This s generally regarded as part of the driver’s duties, but [ am informed by
the Compauny that they do not object to a driver delegating this duty to the freman,
should he see fit to do so, The reasons driver Davison gave for not doing this worlk
himself were, that 1t was customary for the fireman to do if, as the lnbricators were on
his side of the engine, and that it was necessary for him {Davison) to keep an eye on
the signal, to see when it was taken off for him to proceed.

These reasons are unot very convincing, for if Davison had sent the fireman to
the cabin, there was no necessity for him to watch the signal, as even if he did not hear
it fall to the all right position, he is not supposed to move his train until the fireman has
returned to the foot-plate of the engine, though sometimes drivers draw down to the
signal-box to pick up the fireman.

Lewis, the fireman, states that he took five or six minutes ﬁlliug the lubricators -before
golng to the cabin, and then waited abous 2 miunte and a half for an up train to pass
Tefore he crossed over to walk down to the cabin, He gays it took him four minutes or so.
to walk the 240 yards, and then that there was a delay of two minutes before he was
attended to. The last-named period of fime is, L think, doubtful, and probably did not
exceed 30 seconds., 1 consider there was uDlecessary duhw in Lewis starting to go to the
cabin, and either he took longer than six minutes ﬁl[mo the lubricators, or else longer
than four minntes to walk down to the cabin, which as the distance 15 240 yards, is more
than necessary.

This Rule was mmch commented on at the Inguiry. 1t is said among other reasons
why firemen shonld not have to carry it out, that in very many places it is ddnrrerous for-
a fireman to get to a signal-cabin, owing to his hdvmg to cross runuing hnes, and
sidings where shunting is gomg on ; and also that, at some places, where there are many
running lines, there may be several firemen at the signal-cabin at the same time, which
would rather distract the signalman thou afford hinn assistance. Also that there are
many things to be atiended to ou an engine when the train is standing which the
enginemen cannot do when ranning. ‘

I think thet at dangerous plages, and at places where the home signals are at some
distance from the cabin, and where it is important that the traffic should not be delayed,
and at signal-boxes where there are several running roads, it is desirable that means should
be provided, so as to obviate the necessity of firemen having fo go to the cabin, but it
is difficult to lay down any rule on the subject, as each plaee must be considered on its
own particular local conditions,  This is done by some Companies to a considerable extent,
and ~others, where the signalman has not a good view of the line at home, starting, or-
advance starting signals, have laid down insulated rails and track circuit, and an indication
is given to the mgmlmqn when anything is standing on the insulated porLlon at the home -
slgna], and an electric lock is held on the home swnal when anything is standing at the
starting or advance starting siguals. This latter devlce in addition to ohvntmo the
necessrry of fireman or guard, as the case may be, havmrr to go to the signal- box to
carry out Rule 53, is also of assistunce to blgna]men aud may prevent m:atakes being
nmade, especially where a man has a number of block mstraments to sttend to.

But this Rule 53 is a very important one, and is well known to all concerned in
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the movement of trains, and it should be strietly carried out (exeept where instruetions
arc given to the confrary), and difficultics in dolng so at any particular place should he
reporicd to those responsible.

There is one sub-section {d) which [ think might be Further eonsidered as being
hardly suited to modern conditions, il strictly carried out in the case of long mineral
or empty waggon trains.  These may consist of from 30 to 100 waggons aud be from 300
to 600 yards in length, or even more on some railways.

The time required for a guard to satisfy himself that a fireman has gone to the
signal box, and then retuen to his van, before the train can proceed, must be very
considerable, and it seems to me that a guard of such a train would be better employed
in looking out behind him, especially as in many cases when delays ocenr, the block
sections are short and the signals behind would be visible to him. Certainly in this case
the guard of the mineral train, who remained in his van, had he looked, could have
seen the signals “off ” for the passenger train at 9.43, five minutes before the colliston
occurred, as his van was only 40 yards ahcad of the advanee starter and 110 yards ahead of
the starting signal, and he would have had time to have gone back and laid down
detonators on the line to warn the passenger train of the obstruetion ahead, even if he.

could not have got to the Gyfeillon Lower signal cabin.

The Assistant Secretary,

I have, &ec.,
E. DruitT,
Lt.-Col.

Railway Department, Board of Trade.

APPENDIX.

DAMAGE TO PERMANENT WAY.
2 rods bent; 21 slecpers brolken.

DAMAGE T0 EXGINE.

Smoke-box and foolplate, also buffer-plank
damaged ; eylinder gearing, waste water cocks,
brake gearing, and vacuum pipes damaged ; right-
hand side rod bent, and other minor damage.

DAMAGE 0 COACHING AND MINERAL STOCK,

No. 241, passonger brake van (¢ wheels).—/
total wreck, gas cylinder knocked off and
punctared at one end, gas exhausted.

No, 349, third-clags carriage (8 wlheels and 3
compartments).—% compartments totally wrecked
one end of the frame and buffers very badly
damaged; side steps and step irons badly
damaged ; 1 axle box ‘broken ; 1 bogie damaged ;
gas cylinder, high-pressure and low-pressure nipes,
intact to the stop-cock, gas not exhansted.

No. 31, composite (8 wheels and 6 compart-
ments).—4 side step irons bent; 1 scroll iron
broken; 4 axle guards al one end bent; 1
coupling hent ; gas cylinder, &c. undamaged.

No. 266, passenger brake van (6 wheels).—Body
wrecked ;: underframe badly twisted and bent ;
gas cylinder not punctured but pipe connections
broken ; gas exhausted.

No. 203, third-class carriage (8 wheels and 7
‘compartmentsy, —5 compartments wreckerd ; sole-
bars bent; one end of frame badly damaged ;
bogie at one end badly damaged ; side steps and
step irons brekem; gas pipe conneetion broken
and gas exhansted,

No. 77, composite (8 wheels and 7 compart-
ments).—L butler guide hroken ; 1 baffer plunger
bent ; L quarter light brokea.

No. 326, ihird-clags carriage {8 wheels and 8
compartmenis). — Not damaged but appears
strained.

No. 109, third-class carviage {8 wheels and 7
compartments).—Noi damaged.

No. 236, passenger brake van (0 whecls).—Nof
damaged.

MINERAL STOCK,

No. 6361, mineral brake van (Taff Vale Rail-
way)—A total wreek, .

No. 1661, Lewis Merthyr coal waggon,—A total
wrecl.,

No. 1626, Lewis Merthyr coal waggon.—A total
wreck,

No. 1535, Lewis Merthyr coal waggon.—2 head-
stocks damaged ; one end badly damaged ; 1 curk
rail broken ; 1 axle box broken ; hoth axles bent.

No. 1485, Lewis Merthyr coal waggon,—2 head-
stocks damaged ; ! solebar damaged; 2 ends
damaged ; 2 buffer pluogers bent ; 1 drawhar and
coupling bent; 1 side damaged; all iron work
badly bent.

No. 1542, Lewis Merthyr coal waggon.—2 head-
stocks damaged ; 2 end stanchions damaged ; end
door and bettom damaged ; 4 buffer plungers
bent ; one coupling bent; all iron work bent.

No. 1508, Lewis Merthyr coal waggon.—End
and hottom hoards dsmaged ; 2 buffer plungers
bent ; two comnnode handles bent ; one axle bent.




