CAMBRIAN RAILWAYS.

Ministry of Transport, ,
z Public Safety and General Purposes Department,
- o 7, Whitehall Gardens, S.W.1.
" 8th April, 192].
L'—'SIR:
i#* I have the honour to report for the inforination of the Minister of Transport, in
accordance with the Order of the 27th January, the resnlt of my Inquiry into the
- causes of the collision between two passenger trains, which took place on the
96th January, about 12.6 p.m., between Abermule and Newtown Stations, on the
Cambrian Railways.

. The trains concerned were the 10.25 a.m. up express from Aberystwyth, and the
10.5 a.m. down slow from Whitchurch. They met on the single line between the
gwo named stations, aud the head-on collision which ensued lad, 1 regret to say,
disastrous results. KEleven passengers were killed, and 36 others (including two
railwaymen travelling as passengers) were injured more or less seriously. Of these,
three subsequently succumbed to their injuries. The driver and fireman of the slow
train, and the guard of the express, were also killed ; whilst the driver and fireman of

|~ the express, and the guard of the down train, were seriously injured. The casualty
. list, therefore, totalled 17 cases of fatality and 36 of injury.

' The express was drawn by Cambrian Railway Engine No. 95, type 4—4-0, with
~ 6-whecled tender, and compriscd the following passenger stock :—

%

- .
¥ . Length
to‘:};elg\gts over all  Lighting.
' ' ) ft. ins,
Engine and tender, No, 95 e 76174 51 4
L, & N.W, R., No. 8755, 6-wheeled van ... .. 13 0 32 0  Gas.
Cambrian R., No, 310, 8-wheeled composite coach ... 26 10 54 6 Gas.
Cambrien R., No. 324, 8-wheeled tea car ... .. 26 10 54 6 Gas.
G.W.R.,, No. 7730, 8-wheeled composite coach Lo 27 11 67 O Electric.
L. & N.W.R, No. 8093, 8-wheeled brake van .., .. 21 0 45 0  Gas.
L. & N.W.R., No, 3160, 8-wheeled composite coach ... 31 0 57 0  Electrie,
L, & NW.R.,, No. 6109, 8-wheeled composite brake ... 32 0 47 0 Electrie.
Totals ... .. 254 8% 408 4

. The slow frain was drawn by Cambrian Railway Engine No. 82 of similar
- type and included the following:—

& . Length
B coveight — overall  Lighting.
ons. ¢wts, ft. ins.
Xingine and tender, No, 82 e 7005 4 9
Cambrian R., No. 233, 8-wheeled coniposite coach ... 23 10 45 0 Gas,
L. & N.W. R, No. 260, 8wheeled third class coach ... 31 0 aY 0 Electric.
Cambrian R., No. 333, 8-wheeled composite conch ... 26 10 54 6 Gaa,
L.& N.W. R, No. 2850, 8-wheeled composite conch 19 Q0 42 0 Gas.
L. & N.W, R, No. 8396, 8-wheeled brake van .. 240 50 0 Gas.
L. & NW, R, No. 8725, 8-wheeled brake van .. 023 0 50 0 Gas.
Totals 21T B 345 3

S Both trains were fitted with the vacuum (working equivalent 2]1-22 inchcs) auto-
- matic brake, working blocks upon the coupled engine and tender wheels, and upon
. 8l the wheels of the coaching vehicles, except the centre pair of No. 8755. The
- felinuous brake was operative from each of the brake vans, as well as from the foot-
i€ of the engines. '
- The underframes of the coaching vchicles were stecl throughout, except No.
L2850, which was partly stecl and partly timber. |
i L f_The total overall length of the two trains was about 252 vards. After the
L' 6};1011, the space occupied, including wrecked stock, was 180 yards. In a spacc of
e t 5(} ards, the two engines and tenders and five coaches (four of the CXpress
‘ one of the slow train), which normally occupy a space of about 115 yards, formed
langled ‘mass of wreckage. The boiler of Enginc No. 95 was wrenched from the
®, reversed, and thrown south of the track, whilst the motion of the engine stood
_c_a.lly over the rails, Engine No. 82, boiler included, had reared straight on end
-JES tender th;‘own southward., The frame of No. 8755 was hurled north of the
L ehind Engine No, 95, and on the top of the frame and at right angles to the




rails rested the frame and body of No. 310, which had swept the body work of Ng,
8755 into the wreckage of the engine. No. 324 had telescoped through No. 7730
the frame and body of the former having swept the whole of the inside of the lattep
coach, including passengers, into a mass of wreckage at the rear end. It was from
this end of the fourth coach that the great majority of the bodies of those killed wer
recovered. The leading end of No. 8093 was broken in, but the coach was not other.
wise damaged. The last two vehicles of the express stood on the rails practically
undamaged. In the slow train, the vehicle behind the engine (No. 233) was totally
destroyed, the frame being thrown northward and the roof southward of the track.
The two leading compartments of No, 260 were wrecked, and’ the bogies knocked
away backward, the coach otherwise remaining intact. The four last coaches stood
on the rails practically undamaged, except in respect of damaged or broken buffers,

Portions of the engines, steel frames, ete., after the collision were found to be
so entangled, and m such a perilous position, that oxy-acetylene plant was
utilised for cutting up the steelwork into weights that could be handled by the steam
crane.

It will be noticed that nine out of the 13 coaching vehicles were gas lighted.
But fortunately no fire started in the wreckage ; nor was evidence found of explosion,
duc to escaping gas.

The following vehicles on the two trains were fitted with fire-extinguishing and
first-aid appliances, salvage tools, ete. :(—

Express, G.W.R., No. 7730, and L. & N. W.R., Nos. 8093 and 6109,

Slow train, L. & N.W. R., Nos. 8396 and 8725. The contents of these vehieles
included :—-

Fire extincteurs, . .. ..
Bafflers for extinguishing gas jets
Buckets .

Lamps ..

Ladders .. .. .. ..
Ambulance boxes and cabinets
Hammers

Axes

Crowbars

Saws
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The equipment generally appears to have been adequate, to meet the demands for
tools and appliances necessary to cxtricate the killed and injured from the wreckage,
and for first-aid purposes.

The request for medical assistance was promptly met, and doctors from Newtown
were on the scene within about 30 minutes of the time the collision occurred.

Description.

Abermule Station, on the Company’s main line to Aberystwyth, lies about 10
miles by rail south-west of Welshpool, and 8% miles north-cast of Moat Lane Junction.
The railway is single between Welshpool and Newtown, 3 miles 72 chains south-west
of Abermule; and there are loop passing places at Abermule and at Montgomery,
33 miles north-east. The single line branch to Xerry junctions with the down loop
line at Abermule.

Attached to the report is a plate (Appendix IIL.), upon which will be found a
general plan (IMig. 1) of the railway between Abermiule and Newtown, showing the
site of the collision and relative curvature and gradicnts ; also a plan (Ifig. 2) of the
lay-out and general arrangements at Abermule Station ; and, on a larger scale, a plan
(¥ig. 3) of the platforms, station buildings, booking office, ctc.

It will be seen that the collision occurred at a point one mile south-west of
Abermule Station, a few yards beyond the tangent point of a curve to the sonth with
a radius of 50 chains. The formation of the railway over this mile of road is on a low
embankment, and there is nothing, therefore, to obstruct the view. The curve,
Liowever, lies in a cutting through side-long ground, the slopes of which on the south
side rise in height from 3 feet at the site of the accident, to about 16 feet at the
overbridge shown on Fig. 1. The curvature and cutting restrict the view obtainable
along the curved section of line to a distance of about 300 yards.



Appendix II.

CAMBRIAN RAILWAYS.
COLLISION AT ABERMULE 26™ JAN. 1921.
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gl Reference tothe plan of the station lay-outwill show that the points and signals at
-’-".":Lﬁile north-east end of the vard are \_vo_rkcd from a 31gnal-b9x, sited at the north-east
" end of the down platform, and adjoining a road level crossing. A]s'o that the south-
" “spest; loop points are wm-kccll, a‘r‘ld the down advancg starting signal is slot;tec.l, f[:om a
Wa’tﬂ ground {rame, wlu(.:h is controlleg;l by a mlcl-'wa.y bolt from the muain signal-
I “pox. The signal-box contains a frame with 18 t_Vf)rkmg anc% four spare }evers. ﬂ?he
| Jever controlling the ground frame has three positions-—a mid-way position releasing
. the ground frame, a forward position locking the ground frame with the south-west

_iildoﬁlgoints set in their normal position, z.e., for the up loop line, and a reverse position

the ground frame with the loop points reversed for the down loop line. The
g frame has six working levers and one spare.

SEToun
) ;n..g: Measured from the signal-box the approximate distances to the undermentioned
. places, etc., arc as follows :—-
e Tast end loop tacing point . . - 155 yards N.IE.
a | East end timber crossing between platforms. . 4 yards N.I5,
i Booking hall on up platlform .. .. .. 35 yards S.W,
iy Woest end of up platform 90 yards 8.W.
T Down starting signals 125 yards S.W.
T .Ground frame e . . . 232 yards S.W,
= Down advance starting signal .. .. .. 263 yards S.W.
e West end loop points .. . . .. 332 yards S.W.
s Up home signal . - .. .. 349 yards S.W,
o Up distant Signal . . .. .. 994 yards 8. W,
ol Site of collision .. . .. Ve 1 mile S. W,
' Down signal for Cil Gwrgan level crossing 1 mile, 220 yards S.W.
Bridge over railway .. .. . 1 mile, 290 yards S.W.
‘Cil Gwrgan crossing .. .. . 1 mile, 800 yards S.W.

This single line section has been worked by the electric tablet system since 1890,
he type of instrument in present use being Tvers No. 6. The method is one of those
ich has been approved for single line working, and if the instruments are used
airly, and in accordance with instructions, the possibility of accident las been
onsidercd to be so remote as to be negligible. It will not be necessary in this case

‘do more than give a general outline of the working involved.

Kach scction of single line has a pair of electrically controlled instruments, one
‘&t each end of the section. The tablets contained in this pair of instruments cannot
+ be placed in an instrument belonging to an adjoining section ; for though the size and
. outline is similar, the tablets of one section differ from those of another in having cir-

: "uf_la.r, square, or triangular portions cut out of the centre. The tablets also bear, in
+ raised lettering round them, the names of the two crossing places to which they are
e lég.ppl'lcablc, t.e., Montgomery-Abermule, or Abermule-Newtown,

vy _The tablets can only be withdrawn from an instrument at one end of a single line
- Bection by co-operation with the man in charge of the tablet instrument at the other
s "«i.'e-nd of the section. When one tablet has been taken out, the electrie eircuit control-
- ling the two instruments for that section is broken down, and a second tablet cannot
be withdrawn from either of the two instruments until the first tablet has been inserted
Bl the relative instrument at the other end of the section, or has been returned to its

- ofiginal iustrument.

. No train is permitted to enter on a section of single line unless the tablet of that
i 1:Fl!i.rhcular section is in possession of the engineman. The movements of trains are
~ 2130 controlled in the usual way by fixed signals. )

- The two tablet instruments at Abermule, for the Montgomery and Newtown
~ 88Ctions respectively, are kept in a room (vide Fig. 3) adjoining the booking office and
¢ ‘!--;3-' 1n 'Phe signal box. = This has been a common arrangement at roadside stations on

Stagle lines in Great Britain, where traffic is insufficient to justify the employment of a
g0alman with no other duties, and to ensurc that the instruments are under the

. SIrect supervision of the stationmaster.

- W In Appendix I. will be found an extract from the Company’s Appendix to the
orking Timetable, giving the Regulations for train signalling on single lines of rail-

WY worked on the electric train tablet system.
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REPORT.

This deplorable accident is unique in the annals of British Railways. Such a tale
of failure in broad daylight, and of misunderstanding on the part of so many men,
would have been incredible, prior to the accident. Indiscipline and slipshod methods
of custody and transference of tablets, on the part of the traffic staff, combined
with failure on the part of enginemen to examine tablets, could alone have made
this disaster possible.

1.—-Adequacy of traffic staff at dbermule.

The recent reduction in railwaymen’s hours of working, the necessity for avoiding
overtime, and for economy in working, have, during the past two years, caused
alterations both in the number of personnel employed on traffic duties and in the
arrangement of thosc duties. [t 1s perhaps necessary in this case to examine first the
existing arrangements at this station, and the amount of traffic, to determine whether
the staff is adequate for the safe conduct of the work.

Abermule is open for traffic movements between 3 a.n. and midnight. The
movemenis—passenger, goods, and light engine—total on the average 23 per week-
day, there being 22 such movements on Wednesdays, Fridays and Saturdays, and 24
on other week-days. The 26th January was a Wednesday, and the booked move-
ments were ;—

Down passenger trains 7
Up passenger trains 8
Down goods trains .. .- o4
Up goods traing ‘e . . .3
Light engines - .. . .. Nil

These movements are distributed as follows :—
Total No. Greatest No.
of traing.  in any one

hour,
Between 4 2.m, and 9 am. .. .. .. 5 2
v 9 a.m. and noon . .. .. 5 2
» 12 and 2 pom. .. .. .. ‘. Nil —
" 2p.m.and 8 pom. .. . . 9 3
” 8 p.m. and midnight. . 3 1

On Tuesdays there is one additional down passenger train and one light engine
movement. On Mondays and Thursdays there are two light engine movements. Of
the 15 daily passenger trains, 11 are booked to stop at, and four to pass, Abermule
Station. There are only two daily occasions when trains cross at Abermule, viz,
about 12 noon and 4.§ p.m., and in both cases passenger trains are concerned.

Between the hours of 9 a.m. and 8 p.m. a stationmaster is on duty and in charge.
He is assisted by a signalman, except between 12 noon and 2 p.m., during which hours
there are no booked movements. Irom 3 a.m. to 9 a.m., and from 8 p.m. until
midnight, a signalman is in charge of the station. There are two signalmen employed,
one turn of duty being from 3 a.m. to 12 noon, and the other from 2 p.m. until
midnight. Ineach case an houris booked off for meals. There is a booking clerk an
duty between 9.30 a.m. and 8.30 p.m., with meal intervals amonnting to 14 hours. A
porter is also on duty from 8 a.m. until 6 p.m., with meal intervals. There is only one
(up) passenger train booked to stop at the station before 8a.m., and none after .15 p.m.

The porter and booking clerk have the same dinner interval, t.e., between 11 and
12, and the stationmaster is free to arrange his dinner hour to suit his duties.

Before the war, the traffic staff at Abermule included one signal-porter, one porter
and one booking clerk, in addition to a stationmaster—one less than at present, with
longer hours of duty.

The trattic movements detailed above are clearly at no period, duving the hours
when the station is open, of sneh frequency as to prevent the regulations in connection
with the custody and transference of tablets from being given full effect to by the
stationmaster, or the signalman on duty, as the case may be. The conditions are
never such as to necessitate the cmployment of ecither the porter, or the clerk, in the
performance of duties for which the stationmaster, or the signalmen, are alone re-
sponsible. '
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B .. I Appendix IL _will be found, in tabular form, the booked timings of the two
. grains concerncd in this case, the average speeds between booked stopping places, and
'-,',;.i' information. It will be observed that the trains are booked to cross each other
L at Abermulce at 12.5 p.m., and the schedu}e provides for holding the down train at
~ Abermulc from 11.57 a.m. (Bradshaw) until 12.5 p.m., to allow this crossing.

="

‘ o] II.—Events leading up to the collision.
L The evidence in this case is attached, and the sequence of events leading to the
| collision will be found mainly in the statements made by relief-stationmaster Lewis,
. gignalman Jones, porter Rogers, and booking-clerkk Thompson.
i About 11.50 a.m. Rogers and Thompson were having their dinner in the booking-
.office ; Jones was also there in the adjoining instrument and telegraph room. Lewis
~ was away at dinner, and during his absence Jones was in charge of the station, At
. 11.52 the down slow train was belled from Montgomery by signalman Humphlireys.
" Jones accepted the train, and released a tablet for it to proceed to Abermule. The
train left Montgomery at 11.53 (four minutes late on schedule time), but was booked
. by Jones in the train register book at Abermule as “entering seetion™ at 11.55.  Jones
. then telecphoned to Moat Lane Junction to enquire where the up express was, and was
~ informed that it had just passed, He then left the booking office in the expectation
L _that the express would pass the down train as usual at Abermule. He told Rogers,
" as he left the booking office, that the down train had left Montgomery three or four
. minutes, and that the express had left Moat Lane Junction. Rogers and Thompson
L were thus left in the booking office by themselves. Lewis appears to have returned
" from his dinner after Joncs had left the booking office, but no information was given,
" or message sent, to him either by Jones or Rogers about the position of the express,
~ although, in accordance with Jones’ evidence, the relief-stationmaster was standing
~ outside the entrancc to the booking hall when Jones left the booking office.
- At 11.56 am. the express was belled from Newtown. Rogers thereupon went
into the tablet room, acknowledged the bell signal, and plunged on the Newtown-
Abermule instrument to release a tablet for the express to proceed to Abermule, He
. did not inform either Lewis or Jones what he had done, but, in accordance with his
' “evidence, started off for the ground frame at the south-west end of the station yard.
2 Jones, after leaving the booking office, went to the level crossing, closed the gates
. across the roadway, then went into the signal-box and lowered the down home signal
. for the slow train. The lowering of this signal, when the slow train was not in sight,
and in all probability after the express had been accepted by Rogers, was a breach
~ of block working, More partienlarly so, because the south-west loop faving points,
~ aswill be seen later, lay for the down loop line. At 12.2 p.m., five minutes late, the
* down train is stated to have arrived, and Jones then replaced the home signal to
“danger, and went out of the signal-box on to the down platform.
_, As the engine of the down train passed over the timber crossing at the east end
~ of the station platform, Thompson, who evidently was waiting on the up platform,
Jumped oft into the six-foot way, and took the tablet holder from one of the engine-
men. Thompson agrecd that 1t was the stationmaster’s practice to take the tablet
from this train, but that as Lewis was not there to do it, and Jones was in the signal-
=~ box, le took the tablet holder, as he had done on other occasions. Thonipson then
. Teturned to the up platform, and went into the booking hall, with the intention of
. Boug into the instrument room to replace the tablet he had reccived from the down
train in the slide of the Montgomery-Abermule instrument. But he met relief-station-
Mmaster Lewis coming into the booking hall fromn the vard entrance, and thercfore
handpd him the tablet holder, saving, *Change this tablet, Frank, while T go and get
t!)c tickets.” He then turned back, crossed to the down platform, and collected the
- ticket of the one passenger who alighted from the down train. He did not sce what
e the stationmaster did after he had handed him the tablet holder.
. '-f; 1 Lewis went to his dinner on this morning later than usual—about 11.35 a.m.—
k- aud‘l‘eturned about 11.55. On his rcturn, in accordance with his statement, he went
[ Bbraight into the booking office, where he found Rogers and Thompson, and also sub-
- Inspector of permanent way Thomas, The latter immediately engaged his attention
- Y enquiring for a wagon for loading stakes. The matter was of some urgency, as it
= Va8 necessary for Thomas to travel by the down train when it left Abermule. Lewis,
1 thercfore, went out with Thomas into the vard to see if a suitable wagon was available,
= He did ot go further than the coal wharf, about 50 yards distant, and expected to
Teturn in time to take the tablet from the down train when it arrived, and attend to
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tablet had been issued for the down train, nor was he at any time informed that a
tablet had been issued by Rogers for the express. Whilst he was at the coal wharf
with Thomas, his attention was called to the down train by the noise of its arrival,
So he ran back to the booking officc.  As heentered the booking hall, he met Thompson,
who handed him a tablet holder with the words, “Take the tablet for the down train,
he is going on.”  Lewis understood that Thompson was going to collect the passengers’
tickets of the down train, and assumed that he had changed the tablet for the down
train under the instructions of the signalman. He asked Thompson, “Where is the
express ! and received the reply, “ About Moat Lane.” He assumed that the express
was late, as it was then after 12 o’clock, and knew that the margin of time was small for
the down train to reach Newtown, and pass the express there without delaying the
latter, He therefore told Thompson to go to the signal-box, and tell Jones
to pull off his signals for the down train. He then ran along the up platform, and
crossed the up road to where the engine of the down train was standing at the west
end of the platform. Me handed the tablet holder, given him by Thompson, to the
firernan without looking what tablet it contained.

Rogers, after entering the time in the train book, 11.56, when he released the tablet
for the express, left the booking office to go to the ground frame at the south-west end
of the station yard, in order to set the road for the express. This was his ordinary
duty, and about three minutes would be occupied in reaching the frame, It may be
assumed, therefore, that he arrived at the ground frame about 12 o'clock. Qn his
arrival, he found that the loop points were set for the down road, and when he tried
to alter their position, was unable to reverse the lever.  He was at a loss at first what
to do, and thought that possibly the rod working the points might be broken.  After
some hesitation, he went out on to the up road, and saw the down train standing at
the platform. He was just going to shout to the signalman to release the lever in the
signal-box working the mid-way bolt, when he saw the stationmaster standing in the
six-foot way, opposite the engine, signalling with his hand “right away” to the train.
The engine whistle was then sounded. IHe therefore assumed that something had
gone wrong with the express at Newtown, that the crossing place of the two trains
had been changed to Newtown, and that since the stationmaster was giving “right
away” it must be all right. So he returned to the ground frame, and pulled over the
lever working the control on the down advance starting signal, which he had replaced
in the normal position, in order to move the points, when he first arrived at the ground
frame.

Rogers expected that signalman Jones, after the arrival of the down train, would
go over to the tablet instrument room to obtain a tablet for the express to run to
Montgomery. He also expected that Thompson would receive and book the “enter-
ing section” bell signal for the express on its receipt from Newtown. This bell signal
wasg sent from Newtown by station-foreman Brock at 11.59 a.m., when the express
left the station. It was not acknowledged from Abermule, and there is no relative
entry in the ftrain book. 1t js, therefore, clear that there was no one in the
hooking office, or instrument room, at Abermule, when this bell signal arrived, and
no one was aware that the express had left Newtown.

The driver of the down train was oiling his engine at the moment when the tablet
holder was handed to his fireman by relief-stationmaster Lewis. It is clear that
neither he nor the fireman could have examined the tablet before the train started
from Abermule. It is also clear that neither Lewis, Jones, nor Thompson could have
looked at the tablet instrument for the Abermule-Newtown section, otherwise they
would have seen the indicator showed that a tablet had been withdrawn for an up train,
After the down train had started (about 12.3 p.m. ), presumably when he returned to the
hooking office to send the “entering section’ bell signal for the down train to Newtown,
and the ““out of section” bell signal to Montgomery, the terrible mistake that had been
niade was discovered by Thompson, and Lewis realised that he had given the Mont-
gomery-Abermule tablet to the down train. Lewis telephoned to Newtown to ask if
the express had left, and was informed by Brock that it had left at 11.59 when he had
sent the “entering section” bell signal. A vain attempt was made to attract the
attention of the enginemen of the down train, by lowering and raising the up distant
signal, but probably by the time this was attempted, the train had passed the signal
post, about 660 yards from the loop points.

Driver George Jones and fireman Albert Evans, enginemen of the down train,
were both killed in the collision. Passenger guard Edwin Chetwood took charge of
the train at Oswestry. He tested the continuous brake before leaving Oswestry, and
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de in the last vehicle but one (No. 8396). In accordance with his wateh, the train
sved at Abermule at 12.2 p.m, (five minutes late), and left at 12.4 p.m. The only
mber of the traffic staff he saw at Abermule was clerk Thompson, who took the
ters and papers Chetwood handed to him. Both the starting and advance signals
tolear” when the train started. Chetwood is confident that the continuous
. prake was not applied before the collision oceurred. This point is supported by the
. avidence of chief traffic inspector George, who rode in the fourth carriage (No. 2850)
~ of the down train. The latter did not consider that the train could have attained a
'Bpeed of more than 20 miles an hour at the moment of impact. ,
~The up express was driven by John Pritchard Jones, assisted by passed-fireman
" "John Owen. This train arrived at Newtown at 11.57—on time. The tablet for the
Newtown-Abermule section was handed to Owen by foreman Brock. Owen examined
“the tablet, found it correct, and passed it to his driver for examination before hanging
1 the holder on the hook., Steam was shut off in the usual way at Cil Gwrgan Crossing,
" when the train had attained a speed of from 45 to 50 miles an hour. The engine was
" passing under the road overbridge about 200 yards from the scene of the collision,
it '"’fﬁ Jones, who drove from the right-hand side of the footplate, saw the stcam of the
B o ¥proa.ching down train. A moment later lie saw the front of the engine at adistance
| b

300 to 350 yards, and fully applied the continuous brake. He reniained on the foot-
plate until the engines were about three lengths apart, and then jumped off to the
ht. Owen’s attention was first attracted by his driver sounding the engine whistle
d then applying the brake. He put his head out of tle cab on the left side, saw
e approaching engine and noticed it was steaming, He followed his driver’s example
id jurmnped off the engine on his side at a distance of two engine lengths, when he
w that a collision was inevitable. Driver Jones thought that steam was still applied
 the engine of the down train when he left his own engine, and that the speed of his
“own train had been reduced to about 20 or 25 miles an hour.

. Owen noticed that the continuous brake was acting well on his train, but estimated
ithe speed of the train when he jumped off the footplate to be not less than 30 miles
tan hour.

When Owen recovered, he found himself on the ground just behind the second
hicle (No. 310) of his train, which was lying across the railway on top of the first.
e saw driver Jones on the opposite side just behind and underneath the third vehicle,
~ which was leaning over towards the slope of the cutting. He got across the framing,
_rand found Jones more seriously injured than himself, and anxiously enquiring whether
“they had the right tablet. He assured him on the point, but a little later, as his
\driver was still anxious, lie went to look for the tablet and crept under the frame of
. NO. 7730 for the purpose. After a little search he found both tablet holders lying on
~ the ground to the left (north) of the track alongside the wreckage of the two engines.
- He picked them up and found that one of the tablets for the Montgomery-Abermule

l;}E%t.lon had evidently been carried by the down train. He then returned and showed
* them to his driver to rclicve his anxiety. He subsequently handed the tablet holders
1o traflic controller Morgan, who travelled in the down train. Morgan eventually
- Passed them for custody to chief traffic inspector George. The latter, immediately
- after the accident, returned on foot to Abermule, where he arrived at 12.18 p.m. and
. arranged by telephone for the dispatch of medical and nursing assistance from New-
town. There is full proof that the tablets recovered by fireman John Owen were
those actually carried by the engines of the two trains ; the express train tablet being
3 No. 18 for Newtown-Abermule scction, and the down train tablet No. 18 for Mont-

- Bomery-Abermule.

- IIL. —Conclusion.

The evidence, therefore, clearly establishes the following conclusions :—

(@) that a correct tablet was issued at Newtown, with the co-operation of
the traffic staff at the other cnd of the sincle line section, for the up express to
travel to Abermule.

{b) that the cause of the collision was the departure of the down train from
Aberinule with a wrong tablet in posscssion of the enginemen.

IV.—Responsibility.
: By reference to the Regulations for Single Line Working (Appendix I1.), it will be
- Been that responsibility for ensuring that every train carries a tablet proper to the sec-
1-_!510n over which it moves is placed upon both the traffic and locomotive staff
‘Concerned. Securitv. therefore, depends upon two equally impdrtant strings.
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(1) Ultimate responsihility for leaving a tablet station with “the tablet for th
section of the line over which he is about to run” is laid upon the engine-driver, *
must also keep the tablet under his own charge until he reaches the end of the sectio
when he must give it up to the signalman or other duly authorised person.” T
common practice, the duty of exchanging single line tokens is performed by fireme
who more commonly occupy the left side of the footplate, and are less likel
to be engaged in other duties. But this does not excuse the driver from the du
of examining the token, and assuring himself of its correctness, before it is placed
the hook provided for the purpose. .

Driver George Jones and fireman Albert I&vans of the down local train elearl
failed on this occasion to fulfil the duty of examination, and lost their lives owin
amongst other reasons, to this failure. Had the deceascd been observing the road
and applied the continuous brake when they sighted the express, there can be n
doubt that the effects of the collision would have been mitigated. Half of th
responsibility for the collision is theirs. Enginemen will no doubt take to hea
the lesson illustrated by this sad oceurrence, and regard the duty of examining singl
line tokens on all occasions as one of primary importance in their own as well as i
the public interest.

(2) Turning now to the conduct and responsibility of the traffic employees af
Abermule. The Regulations lay down :—

() that the signalman, or other person in charge of the tablet working for
the time being, is the “sole person” authorised to take a tablet from, or place
it in, the instrument : and ;

(b) that, unless some other person is specially appointed to the duty, the
signalman is the sole person authorised to receive a tablet from, or deliver it to,
the engine driver.

The practice, as it cxisted at Abermule Station, in regard to these very plain
rules for the custody and transference of tablet, has a distinct bearing upon the case,
and must therefore be investigated.

It is explained in the evidence of Mr. Warwick, Superintendent of the Line, that,
at any tablet station, the only persons authorised to use the tablet instrament and
bells, and receive and deliver tablets, are those members of the staff who have been
passed by the District Traffic Inspector as having qualified in the Regulations for
single line working, as well as in the Gencral Rules and Regulations. At Abermule
those so qualified were relief-stationmaster Lewis and the two signalmen. In Sep-
tember, 1915, the special attention of the traffic staff was called to the nceessity for
observance of the Regulations for the custody and transference of tablets. Special
instructions were also issued to stationmasters, in the Weekly Train Notice No. 23,
dated 30th May, 1919, to be on duty for the passage of express trains, and
personally supervise the working.

On the date of the collision, the permanent stationmaster, John Parry, was away 1
on leave. He lad been in charge at Abermule for nearly four years, and left duty on |
the 15th January for a fortnight’s holiday. During his absence Lewis acted as |
stationmaster. The latter was well acquainted with the routine work, having |
prev(iiously acted on other occasions at Abermule as stationmaster, signaliman, and ¢
guard. ;

Parry’s evidence is to the effect that porter Rogers, though not technically a |
“duly authorised person,” was permitted by him to use the tablet instruments, and
answer the bells, bnt only with the specific authority on each occasion cither of
himself or of one¢ of the signalmen, and under direct supervision. TRogers, in his
opinion, was thoroughly acquainted with tablet working, and the restricted permission
accorded to him was for the purpose of instruction. Thompson had never any
authority to touch the tablet instruments, He defined it, in the absence of the
relief-stationmaster, as the signalman’s duty to have taken the tablet from the down
train on its arrival, and as Rogers’ duty to have informed the signalman when the
express was belled from Newtown. In such conditions as existed, there was certainly
no authority for Rogers to accept the express, or release a tablet.

Lewis, on the point of existing practice, stated that he made no alteration in the
working arrangements at the station, or in the duties of the traffic staff, when he took
over temporary charge of the station. It was common practice before he tock charge
of the station for Thompson to change tablets, and he merely cautioned him to be
careful in his use of the instruments. I'or this reason he assumed that, when Thomyp-
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handed him the tablet holder after the down train had arrived, he had previously
ed the tablet. LRogers had on other occasions released tablets for trains as he
1:3.for the express.  The serious ristake he made was in not telling either the signal-
2 or himself that he had done so on this occasion. It was his (Lewis’) practice to
$okce the tablet from the down train when it arrived, and to place it in the instrument.
o In accordance with his own cvidence, signalman Jones did not know, or pretended
ot to know, who were the duly authorised persons for using the tablet instruments,
agrecd that Rogers used them frequently. Rogers frankly admitted that he had
h released tablets when trains were belled, and obtained tablets, in the absence of
h the stationmaster and the signalman. He was not aware that only those who
been examined and had qualified for the position of signalman, or porter-signalman,

e authorised to use the tablet instruments. Both the stationmaster and signalman
ware aware that he issued and exchanged tablets in their absence.

| Thompson also stated that he had been instructed on more than one occasion by
gnalman Jones to get a tablet out of the instrument for a down train—apparently
ave Jones the trouble of crossing to the up platform and doing it himself. He had
Is0, although not authorised to do so, collected tablets from trains when there was
1o one clse on the spot.  Further, during the time that Parry was stationmaster, he
had got tablets out for him without any special instructions to do so. Stationmaster
Parry had shown lim how to use the tablet instruments. This evidence he adhered
Moin Parry’s presence.

& In view of these statements, of the conduct of Rogers and Thompson on this
particular occasion, and of the evidence afforded by the handwriting of some of the
entries in the train book, it is impossible to arrive at any other conclusion than that
the Regulations in respect of the custody and transference of tablets had, for some
iime previous to the collision, not been properly observed at Abermule. Both Rogers
and Thompson, lads of 17 and 15 years of age, were permitted, with the knowledge
tationmaster Parry, relief-stationmaster Lewis, and signalinan Jones, to use the
instruments, reply to the bells, book the entries in the train-book, and receive and
deliver tablets. They were sometimes instructed by Jones to exchange tablets, in
rder to save others the trouble of doing so. A slipshod, happy-go-lucky practice
v up, which rendered possible the extraordinary series of assumptions and mis-
erstandings which alone made this disaster possible,

The failure of the second (traffic) string, uponwhich security depended, originated,
In.my opinion, with this irregular practice in the custody and transference of tablets.
dor the growth of this practice, responsibility rests primarily upon stationmaster Parry.
It is not clear that the traffic inspection staff,and in particular inspector Lloyd, are
iree from responsibility in the matter. IKven if the practice existed, this does not
telieve Lewis of responsibility for failing to check it, or signalman Jones for
Apparently cncouraging it.

In view of the Company's explicit instructions to stationmasters to give personal
ittention to the crossing of these two trains, the first mistake Lewis made on this
Particular day was in taking his dinner later than usual, with the result that he did
20Ot return to the office until 11.55 a.m., ten minutes after the usual time. His second
mistake was to leave the office with sub-inspector Thomas without first finding out
_lle‘ire the express was, and arranging to be called as soon as it was belled. The
% cident would never have occurred if he had learnt on his return to the office that

De express had already passed Moat Lane Junction. Thompson has a slight hesitation
i1 his speech, and it is possible that this may account for Lewis misunderstanding
hat- Thompson said to him when he was handed the tablet holder. That he did not
“Xaminc the tablet in the holder was his most serious failure. Lewis gave his cvidence
M8 straightforward manner, and acknowledged full responsibility for working at the
“8ation, and for his failure to examine the tablet.
~ Jones, on the other hand, was a less credible witness. He appeared to consider
Aumself entirely free from blame in the matter. But it was his duty, in the absence of
_h‘_% stationmaster, to receive the tablet from the down train, and if he had performed
& this duty, the accident would not have happened. He knew at 11.55 a.m. that the
- ©Xpress had passed Moat Lane Junection, but gave no information to Lewis. Nor did
pac Subsequcntly take any action to find out what had happened to the express, though
A€ knew that at 11.55 a.n. it was running to time, and that unless an actual breal-
{own had occurred, it shiould pass the down train at Abérmule. His responsibility,
~ my opinion, is but little less than that attaching to Lewis,

i




With regard to Rogers and Thompson, they were, 1 believe, both well-intention
lads, but not of an age to understand the danger that may arise from dual respong;
bility, ill-considered action and careless speech. Rogers is seriously to blame for ng
informing Lewis or Jones when he accepted and issued a tablet for the expres:
He had ample time to do this before proceeding to the ground frame, and if he had don
so the series of misunderstandings leading to the collision would not have happened
Thompson is also to blame for leaving the booking office with no one in charg
hefore it was necessary, and for taking the tablet from the down train, seeing tha
this was the duty of the stationmaster or the signalman. He was also responsibl
for misleading Lewis by telling him at 12.2 p.m. that the express was about Moa
Lane, when it appears that he was aware that it had passed Moat Lane scve
minutes earlier,

The case as a whole is an illustration of how fatal misunderstandings may aris
from allowing a number of people to participate in the use of single line instruments,
and in the duty of receiving and handing tablets, and as such it forms an object lesso
to all traffic inspectors, stationmasters and signalmen concerned with single line work-
ing, of the importance of the strictest discipline in carrying out the regulations fo
the custody and transference of tablets.

V.— Methods for increasing safety.

Many suggestions have been made to increase the security of single line working
with the electric tablet or staff. These divide themselves into threc main
heads :(—

(1) DProposals for rendering the tokens for single line sections more distinetive,

Different colouring is suggested ; red, green, blue, etc., for each section. I do not
think that this is likely to prove helpful. In the first place, colouring fades, is casily
begrimed, and frequent repainting would be necessary. 1In the second place, there s
no certainty that an engine driver or fireman will memorise the colours applicable to
different sections, more particularly when on a line like the Cambrian Railways, there
are upon the main road four lengths of single track, with a different number of
sections in each, interposed between lengths of double track.

Another and better suggestion is to usc electric tablet and staff instruments
alternatively. Ifor Railway Companies who have both tablet and staff working, it
would be possible to rearrange the instruments so that they shall be used alternatively,
It has been suggested also that for this purpose an exchange of instruments might be
made between companies who have tliemselves only one system of working. But even
so, it is doubtful if the suggestion would necessarily provide additional security ;
whilst for exchanging tokens at speed it would possess disadvantages.

Reliance must, 1 think, be ultimately placed, so far as enginemen are concerned,
upon their examining the tokens sufficiently to read the names of the stations or
posts. These are clearly enough shown in raised lettering on the tokens. If neither
the person responsible for handing the token, nor the one who receives it, makes any
examination, no differentiation or distinctive marking will, in my opinion, prove an
additional security. The views cxpressed in the evidence of fireman John Owen
support this opinion.

(2) Another proposal is to place all electric token instruments in the signal-
boxes, and thereby ensure, so far as possible, that only one person shall be responsible
for working them. Had this arrangement existed at Abermule, the series of misunder-
standings between the traffic staff which led up to this aceident would probably not
have oceurred. On the other hand, in the only other case of a head-on collision on a
single line—also on the Cambrian Railway, in January, 1917—the instruments at each
end of the single line section concerned were placed in the signal-boxes, and immunity
from a similar accident was not thercby secured. Some signal-boxes are not large
enough to contain two tablet instruments, and enlargement would be necessary.
At roadside stations, the arrangement may also make 1t difficult to distribute the
duties of the traffic staff without increasing the number employed.

{3) The third group of proposals covers interlocking, either {@) mechanical, or
(b) electrical, which will ensure that, unless a token is withdrawn from the
instrument applicable to a section of single line, the starting, or advanced starting,
signal giving access into that section cannot be lowered. This is perhaps the best
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od of obtaining additional security, always assuming that the instruments are
1y used, and the driver obeys the fixed signals, The method has been adopted
one of the main Railways, and is in use at special places on other Railways.
it is not clear that interlocking of this nature would have prevented the previous
n collision rcferred to in the last paragraph. The necessity may also arise for
onal running or ground signals to allow of shunting movements outside loop

' far, however, this interlocking has not been mnade a requirement by the
sting Officers. Single line working by any of the approved methods has, during
t 30 years, provided so high a degrec of security on British railways, that the
ity for going to the additional expense of further improving safety conditions
not so far been recognised.

. The circumstances attending this accident, however, justify reconsideration of
general question, especially in respect of stations which are passing places, as well
sotric tablet or staff posts, on single lines of railway. Where for one or other of
easons above mentioned, it is not feasible to mnove the instruments from the
ng office into the signal-box, it is recommended that electric interlocking should
ovided between the single line token and the starting, or advance starting,
als which control movements into the relative single line section.

t does not appear at the present moment, having regard to the degree of security
able when due regard is paid to regulations for single line working, that a general
mendation to provide this interlocking at all tablet or staff posts is justifiable.
n special circmnstances, e.g., at places where single line tokens are exchanged at
speed, it will be advisable to provide such interlocking even when instruments
cated in signal-boxes. It will be for Companies to diagnose the necessity for
pn addition in each case. :

VI.——T'elescoping.

“The serious character and length of the casualty list in railway accidents, par-
rly in collisions, depends largely upon whether, and the extent to which,
oping of carriage stock takes place. In this instance, the number of lives lost
. have been reduced by more than one-half, if the rear end of the third vehicle
24) of the expréss had not mounted the front end of the fourth vehicle (No.
, Tesulting in the complete telescoping of the fourth veliicle. It would be easy
ote cases, on the one hand, where collisions have occurred at quite intonsiderable
3, e.g., with bufier stops, in which the forces due to the momentum of the train
7e been absorbed by the breakage of buffering, straining of under frames, etc., and
where, consequently, no lives have been lost, or serious injuries inflicted. On the
bther hand, there are many examples where these ill-results have followed a collision
0L the same character, owing to one or more compartments being crushed in as a
tonsequence of over-riding of adjoining carriage frames. Whenever this over-riding
Of under frames takes place, the line of least resistance is that offered by the light
Boay work of the coach which is mounted upon. Shearing of the wooden uprights
Which support the roof of the coacl by the shallow steel head-stock takes place, and
the crumpling up of the partition work of the coach is certain to follow.
e -
. The principal causes which lead to over-riding are as follows :—
- 1. The presence of light vehicles marshalled on the train with heavy bogie
- = stock. The pressurc cxerted by the heavier stock may lift one or both ends of
. the light vehicle off the rails.

2. Tilting of a coach, owing to derailment of wheels at one end.

3. Long buffering of carriage stock, which allows freedom for vertical
movement. : :

4. Shape and curvature of the faces of carringe buflers.

5. Inequality of level of buffers, owing to heavy loading, age of springing,
wear of tyres, ete.

_ 6. The effect of the sudden and powerful application of the continuous bralke,

which tends to throw the body weight of a velticle on to the foremost wheels.

1t 18 possible to eliminatc entirely the first of thesc causes, by arranging for
4 Lormity, as regards weight and type, of stock. In the case under consideration,
HCTe was g light six-wheeled van marshalled beliind the engine of the express. In an
2 Cldent of this nature, however, a head-on collision, when it may hc assumed that the
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-speeds of the express and local trains at the moment of collision were possibly 30 agg
20 miles an hour respectively, the enormous forces due to their joint momentugy
would necessarily be largely expended on the engines, and the vehicles immediately i
their rear. As might be expected, the two engines concerned rose vertically off th
rails, and were reduced to a mass of wreckage ; whilst the tender and the first vehielg
in the case of each train, were practically destroyed. I do not think, therefore, tha
the presence of this light six-wheeled van on the express was the origin of thg
telescoping of the third and fourth vehicles. The leading end of the second vehicle op
_the express (No. 310), owing to the right hand curvature, would naturally be deraileg
to the left, and its rear end was pushed off the road to the right by the weight of thg
coaches behind it. The leading end of the third vehicle followed, and dropped, itg
supporting bogie being knocked away, with the result that its trailing end was tilteg
upwards, and over-riding of the front end of the fourth vehicle followed. Freedom
of the rear end to lift would be possible, owing to the long buffering ; whilst the effec§
of the continuous brake which had been applied before the collision actually took ple
would increase the tendency of the rear end of the third vehicle to lift.

Ten years have elapsed since attention was called to the desirability for action
to reduce the liability of passenger stock to telescope, as the result of the serioug
accidents which occurred in December, 1910, and January, 1911, at Willesden Station,
Hawes Junction and Pontypridd. It was suggested that action might be taken
reduce this liability in the following directions :—

() Uniformity of a type and weight of coaching stock.

{b) Improvement in buffering, with a view to the better absorption of shoe
effeets, and to counteract the tendency of vehicles to lift under pressure.

(¢) Deepening of head-stock by an addition to the steel frame.

(d) The adoption of anti-climbing devices to prevent vertical movement]
between coaches.

Railway Companies at the time were, however, generally not in favour o
taking action in the directions suggested. It was considered that if telescoping
were precluded, disastrous effects of a worse charaeter would result, On this point I
agree fully in the opinion held by Sir Arthur Yorke that, so far as the safety of
passengers is concerned, the most dangerous manner of absorbing the forces due to
momentum in a collision is to allow the frame of one carriage to mount another.
Instances have occurred recently of earriages being overturned, and actually dragged
for a distance of 50 to 100 yards along the ground on their sides, without any case of
fatality or dangerous injury to passengers.

Some action, however, has been taken by individual Companies during recent
years in the direction of (0). An improved type of buffer has been designed. 1In this
design buffer cases are made of steel castings or solid pressed steel. In addition to
the usual buffing spring in the under frame, shock-absorbing high-capacity buffers are
fixed between the plunger and head stock. The buffer face is flat instead of radius-ed
for the greater part of its vertical axis to counteract tendency of the faces to slide
upon impact. The buffer spindle has also been increased in diamcter to resist bending.
Kxperience has shown that real advantages havebeen derived from these improvements
in more than one case of accident.

The Metropolitan District Railway continue their practice of providing the
central buffer used on their stock with corrugations to prevent the tendency of velicles
to mount. The Pullman Car Company rely, in their British practice, upon their form
of vestibule ; one end of the bellows portion being attached to a wide fixed solid steel
plate, which provides a large surface for contact, and thesc face plates are extensible
by means of two powerful steam springs. The Great Central Railway have gone
further, and, in addition to the improved buffing arrangements, are fitting all their
new passenger stock with shock-absorbing corrugated fenders.

It is for consideration whether the whole subject of the desirability of equipping
passenger stock with devices to resist the tendency to over-ride and telescope shounld
not now be again reviewed by the committee of railway experts, at present engaged
upon standardising carriage andswagon stock.

VII.—Summary.

Recapitulation of the conclusions arrived at, and recommendations made, will
possibly be of service.
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1+ The causc of this collision was the presentation to, and acceptance by, the
semen of the down slow train of a tablet not applicable to the section Abermule-
;ﬂar practice on the part of the traffic staff at Abermule in connection with
sulations for the custody and transference of tablets was the origin of the series
ave misunderstandings and assumptions betwcen relief-stationmaster Lewis,
alman Jones, porter Rogers and clerk Thompson, which finally led up to the
zery to the enginemen of the wrong tablet by Lewis.

b Ponsibiﬁty for the growth of this irregular practice rests upon stationnaster
. who was away on leave at the time of the accident, and for sonie ten days
0 Jusiy, and to a less degree upon the traffic inspection staff for not deteeting and
pking the irregularity. I -

Of the traffic staff on duty at the time, responsibility, in my opinion, lies equally
Tewis and Jones, and to a less extent upon Rogers and Thomnpson, both of whom
ds under 18 years of age. Responsibility, to an equal degree with Lewis and
. rests with driver George Jones and fireman Albert Evans, enginemen of the
‘glow train, who were killed in the collision, for their neglect to examine the

‘handed to them. - .

=9 - The casc illustrates the importance of the traffic inspecting staff ensuring :—
- (a) that absolute obedience be given to the regulations for single line working
“in respect of the custody and transference of single line tokens ;

* (D) that there is a clear and definite understanding by all members of the
* traffic staff, cspecially at roadside stations, of their respective duties and
" responsibility ;

e, () that instruction in single line instrument working, which may otherwise
- pive rise to slipshod and irregular methods of using the instruinents, shall only be
permitted under well-defined eonditions and at authorised centres ; and

_ (d) that meal hours arc arranged so that possible misunderstandings with
regard to responsibility for working shall not arise.

t further illustrates the necessity for enginemen, both drivers and firemen, in
eral interests of safety to regard the duty of examining single line tokens as
primary importance.

3. I feel so strongly that due regard will in future be paid by all concerned
e rules and regulations for single line working, by which so high a degree of
ty has been obtained in the past upon British railways, that it is difficult to find
. . . . . .y > - P .
ification for calling for the provision of additional precautions at all single line
Liblet or staff posts.
. (i) I, therefore, confine inyself to the recommendation that :—
(@) at stations on single lines of railway, which are passing places for trains
. as well as electric tablet or staff posts, and where it is not feasible to locate the
~ single line instruments in the signal-box, electric interlocking should be provided
- between the single line tokens and tlhe starting, or advance starting, signal giving
access to the relative single line section, and
] {b) in special circumstances, even where instruments are placed in signal-
boxes, it will be advisable to provide similar interlocking.
(i) The distance between the west end loop points at Abermule and the signal-
Dox being 332 yards, it is now permissible to work those points direct from the
8Signal-box.  Simplification of working will result from doing away with the ground
tfame, and action in this direction by the Company is not only desirable, but necessary,
t0 ensure that the lic of the South-west loop points is corrcet, when trains from
NEwtown are accepted.
o (i) T suggest that the question of the equipment of new passenger stock with
L EVices to resist the tendency to over-ride, which eauses serious loss of life and injury
{I0m telescoping in cases of accident, be reviewed by the committec of railway
SEperts, who are now engaged in standardisation of rolling stock.
I have the honour Lo be, Sir,

" Your obedicnt servant,

J. W. PRINGLE.

the Director (fencral,
e Public Safety and General Purposes Department,
Ministry of Transport.
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EvinExcr TAKEN ON THE 29TH JANUARY.

WiILL14M MoRrGaA¥, traffic conuroller, Moat Lane, states :—1 was travelling in tj§
van of the down 10.5 train on the day of the accident. This was the last vehicle by
one of the train. The train was travelling in the usvnal way, and I do not think it hag
much time to get up speed hefore the collision took place. 1 cannot say whether ¢
brake on the train was applied before the collision. The cffect was to knock g
sprawling, and it was five or seven minutes before T regained consciousness. When
got out I gave whatever assistance I could, and amongst others I spoke to the firemay
of the up express. He was standing in the field at the time opposite where the cg)
lision took place. T saw he had two tablet holders in his hahd, and asked him how h¢
managed to get hold of the tablet for the down train. He said he did not know, by
that he had managed to get it. T examined the tablet holders, and found them bot}
in order. He was holding his own tablet holder for the up train, and I saw that i
contained a tablet for the Newtown-Abermule section. I do not remember the
number. T looked at the other tablet, which was for the Montgomery-Abermulg
section. I took the two tablet holders from the fireman, and T handed them eventnallg
to Chief Inspector George when he appeared on the scene, and he then took charge of
them. The Chief Inspector was travelling in a first class compartment of the dov
train, and after the collision he went back to Abermule Station to make necessary
arrangements for doctors and assistance. It was on his return from Abermule Statioy
that I handed him the tablet holders and tablets. I do not think the 10.5 train stoppes
at Abermule on this occasion more than two mimutes. 1 lknow itis hooked in the Work
ing- Time Book to stop from 11.537 to 12.5, but it docs not make so long a stop unless it ig
intended that the express should pass it at Abermule. The train is permitted to leava
any time after 11.57 if it is not to cross the express at Abermule. It was a fine morning
to the best of my recollection, without rain, I saw the stationmaster coming back fron
the engine after, I suppose, he had given the tablet holder to the enginemen.
think the signalman must have been in the signal-box, as the signals were lowered
He has a control over the advance starting signal. The connecting loop points are
worked from a ground stage. T did not see anyone take the tablet holder from tha
‘enginemen when we arrived at Abermule. T suppose it was taken from the six-foof]
way.

Hexry Warwick, Superintendent of the Line, states :—The traffic staff at Aber-
mule Station consists of a stationmaster, onc clerk, two signalmen, and one porter.
The permanent stationniaster is on holiday, commencing January 15th. The acting
stationmaster, who took charge on the morning of January 15th, was reliefman Frank:
Lewis. Trank Lewis’ duties as acting stationmaster are to take full charge of the
station working. He is responsible for arranging the men’s hours in order that the
whole period for which the station is open is covered, so far as the signal-hox and
tablet working is concerned, by the two signalmen and himself, The station is open
from 3.0 a.m. to 12 midnight. The hours are divided. On the early turn a signalman
takes duty for nine hours (including one hour for breakfast) from 3 to 12.  The second
man takes duty from 2 o’clock to the close of traflic, with one mecal hour. Between
12 and 2 the stationinaster is there without a signalman. The object of this arrange-
ment is to prevent the necessity for the men working overtime. The regulations
with regard to the tablet working are laid down on pages 12 and 13 of the Appendix |
to the Working Time Book. The only people authorised to use the tablet instruments
and bells are those members of the staff who have been passed in the tablet working
regulations and General Rules and Regulations by the District Inspector. These
_are the people who are “specially appointed” as referred to in the Regulations. The
staff generally are fully aware of this fact. Reliefman I'rank Lewis, signalman
Thomas Jones, and signalman A, ¥leming are the thiree people out of the traffic staff
at the station who were “specially appointed,” in accordance with what I have stated 3
before, to use the bells and instruments, Lewis was examined in May, 1911, and
passed asasignalman.  Hewas re-examined in February, 1916, and passed as a relicf-
man. A reliefman is proficient in the duties of signalman and statiommnaster. The
signalman on the early turn is in charge of the station until the stationmaster comes
on duty at 9.0 a.m. After 9.0 a.m. the stationmaster is in charge of the working of
the tablet instruments. He can, however, if his duties necessitate it, delegate the
working of any particular train, so far as tablet operation goes, to the signalinan.
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ss specifically arranged with the signalman, the stationmaster cannot delegate
orking. Between the hours of 12 and 2, when there is no mgnalma-n' at the
on, the stationmaster has to take charge of. both ta_,blet istrument working and
hox working. During these hours there is no train scheduled to stop at Aber-
" no train being scheduled to arrive at, depart from, or pass Abermule between
: _'-m. and 2.40 p.m. Between 2.0 p.m. and 8.0 p.m., when both the stationmaster
hesignalman are on duty, the stationmaster can delegate to the signalman the
v of working the tablet instrument.  Between 8.0 p.m. and 11.0 p.m. the signalman,
he absence of the stationmaster, again assumes full duties. The porter comes on
ty- at Abermule at 11.30 a.m. for mne'hours’ cluf';y, wi_th one _hoqr off for meals.
s.only duty the porter has to perform in connection with the train working, z.e.,
ala or tablet, is in connection with the operation of the ground frame at the New-

end of the yard. He is instructed by the stationmaster or signalman, as the
‘may be, when he has to attend to this from time to time. The ground frame is
t oontrolled from the signal-box. The ground frame contains seven levers, of
h one is spare, and it is bolt-locked from the signal-box. The signal-box contains
ty-two levers, including four spare. One of the levers in use locks the level
sing gates, and another releases the ground franme at the Newtown end. It is the
of the signalman to open and close the gates of the level crossing, which has to
one by hand. The signal-hox adjoins the crossing. I think there can he no doubt
sstationmasters clearly understand that they are not permitted to delegate the
of tablet or bell working to anyone who has not qualified for tablet, ete., working,
who has not been passed as eflicient by the District Inspector. T think it was
rict Inspector T. Pugh who cxamined Lewis first in 1911, and District Inspeetor
prge-who examined lim in 1916. Lewis’ reeord is a good one. He entered the
pany’s service in June, 1897, as a porter, and there is nothing recorded against
or any sort of irregularity in connection with tablets or working of trains. The
1al attention-of the staff was drawn, in September, 1815, to the necessity for the
ulation in connection with the custody and transference of tablets being observed,
to the importance of the working of the tablets being done by the same individual,
0 the fact that no unauthorised person must be allowed to work the tablet
ments. Special slips werc sent out with gummed edges, and instructions that
ps were to be pasted in the relative pages of the Appendix to the Working Time
ok, dated June, 1911. The number of trains that pass through Abermule
veen 3.0 a.m. and 12 midnight is 23. I hand in a statement showing the hours
ich these trains work. The maxiimum nuuber in any one hour of up and down
iains booked is three. This is between 4.0 p.m. and 5.0 p.m.

. Joiix GEOrGE, Chief Traflic Inspector, states :—T was travelling in the 10.5 a.m.
HOwn train on the day of the accident. T rode in the fourth carriage from the engine
I g first class compartment. | The morning was fine, no rain falling. 1 did not notice
bhe tablet handed over by the driver to anyone at Abermule. 1 saw the stationmaster
L the up platform passing my compartment towards the engine with a tablet holdcr.
e was running, | do not think the down train could have attained a greater speed
than from 15 to 20 miles an hour before the collision took place. The gradient is rising
'-'.fd he had six cqual to nine on. I felt nothing, before the collision took place, which
.,e_d ne to suppose that the continuous brake had been applicd. T think T should have
. Oticed the application of the brake if it had been so applied before the collision. 1
s thrown forward violently, but was not knocked insensible as a result of the
ke lision, and was out of the train before, I think, anyone else, | immediately ran
S0Iward to the engine, and secing the terrvific smash that had occurred, thought the
et thing would be to get back to Abermule and immediately arrange to get doctors
1 assistance from Newtown, and so | went back at once. The first person I saw
_"L' the relief stationmaster. T asked him what had taken place, and he said. “The
OWn train has taken the Montgomeryv-Abermule tablet.” 1 then got into communi-
e t.lon with the General Manager and the Superintendent’s Office at Oswestry, and
g ed them to make arrangements to send breakdown train, and also wire to Llanidloes
_ Ma@hylﬂleth to send breakdowns. Before T sent the messages to the General
Tahager I telephoned to Newtown to send assistance in the way of doctors and nurses.
.}'001<911 the actual collision took place at 12.5. T arrived at Abermule at 12.18, and
= Was informed that the first doctors arrived at the scene of the aceident about or
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before 12,40 p.m. I returned to the scene of the collision, after making these arrangd
ments, on a bicycle, I arrived back about 12.45 or 12.50. This was after the doctog
and assistance had arrived from Newtown. The first person I met on arriving at thj
scene was Morgan, the traffic controller. T saw he had two tablet holders in Ly
possession. I asked him where he got the tablet holders from. He said that th§
fireman of the up train had given them to him. I looked at the tablets contained j

the holders, T noticed that the number of the Montgomery-Abermule tablet was 1§
I forget the number of the Newtown-Abermule tablet. T have no doubt that thesg
tablets were the ones carried by the trains concerned. The working of the tablg
instrnments lies between the stationmaster and the signalman, when they are both of
them present on duty. The stationmaster being in charge of the station, the responsj
bility for defining at what time, and by whom, or for what trains, the tablet instrument
are to be worked rests with him. I have been 30 years on the railway, and have beeg
six years Traffic Inspector, and 15 months as Chief Traffic Inspector. It 1s my duty
and that of the Traffic Inspectors, to see that the Rules and Regulations for traiy
signalling and the train tablet system are given proper effect to by the stationmaster
and signalmen. I would have reported any instances, if I had come across any, o
auy had been reported to me, of unauthorised persons using the tablet instruments
But my attention has not been called to any such cases. 1 pass Abermule four time
a, week, or thereabouts, and should have observed any case in which an unauthoriseq
person had taken a tablet fromn the engine-driver. 1 know acting stationmaster” Lewis
at Abermule, and regard him as a very reliable man, and I cannot nnderstand how;
on this occasion, he should have taken a tablet holder handed to him by someone else;
Under the conditions which I nnderstand prevailed, that is to say, the stationmasteg
was in thestation, although the tablet had been anthorised for issue by the signalman
for the down train, it was the stationmaster’s duty to take the tablet when the down
train arrived, as the tablet instrument is in the booking office, and not in the signal
box. In the case of Abermule, it has been the practice for many years, in the case of
down and up trains crossing there, for the stationmaster to takc the tablet from thd
down train from the six-foot way from a point opposite where the station office 1s, and
then to return to the platform to obtain a tablet for the up train between Abermulé
and Montgomery, and having got the tablet he shouts to the signalman in the cabimn
that it is all right for him to set the points for the up tratm. He returns the tablet he
has obtained from the up train through the instrument, and obtains another for
Newtown for the down train. In accordance with my watch the down train arrived
at Abermule at 12 o’clock, and in accordance also with my time the train left at 12.1J
It would be justifiable either for the stationmaster or signalman to decide that thes
scheduled crossing of two trains should be departed from in case of necessitv. T car
only imagine that the stationmaster, when be received the tablet holder from the
clerk, thought that the signalman had decided to alter the crossing of the two trains,
and, moreover, had obtamed the right tablet for the down train himself from the
tablet instrument. The only person anthorised to enter times in the train-book fo
bell signals, ete., in connection with the train movements are the men authorised to
deal with the tablet working. I have on more than one occasion heard the station-
master at Abermule emphasise to the clerk that he was on no account to toueh or
interfere with the tablet instruments. 1 am also fully persuaded that the staff
generally are clearly aware that only the men qualitied after examination for block
working are authorised either to receive a tablet from an engineman or to operate ad
tablet instrument. I shounld certainly have recognised the faet that the practice at
Abermule of improperly working the tablets, etc., was existing, if it hac been existing.
1 think this was an isolated case of irregnlarity. T think that the staff at Abermule
Station is adequate to properly carry out their work, including that of tablet working,
signalling, cte. Porter Rogers has been authorised by the stationmaster to issue a.
tablet under his instructions. He has to obtain the authority of the statiommnaster:
before issuing. 1 am aware that this is the case. The object to be obtained is to:
train the men.

Errs Epwarp Lroyp, district traffic inspector, states :—My section is Aberyst- J
wyth to Devil’s Bridge and Forden. T have been traffic inspector for the last twelve
months. I know Lewis well. T am aware that, in addition to the statiommnaster and
the two signalmen, the porter sometimes works the tablet instrument under the direct
authority of the stationmaster. T bave seen him do it on about two occasions.
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objected to it for the reason that the stationmaster was actually in the instru-
m with him, and 1t Wwas done from the point of view of education. Of course,
would have no authority to work the tablet instrument in the abscnce of the
aster, and if I found bhim doing it 1 should, of course, stop it.

Tamus Brocx states :—IL am station foreman at Newtown, and on the morning
'96th was in charge of the Fast signal-box at Newtown. I came onduty on this
11.30 a.m., and worked until 9,0 p.m. I hadsimilar hours the day before. The
ess was accepted by me from the South Box at 11.48 ; ““entering scction” was
11.51, and I asked for “‘line clear” from Abermule at 11.56. The train
epted and a tablet released at the same tiine, i.e., 11.56. The train arrived at
n at 11.57, and left the station 11.59. The next I heard was a telephone mes-
m Abermule at 12.2 p.m. to ask if the express had left. T said, “ Yes, it left
9 when T put it in section.” T sent “entering section” for the train when it
“station at 11,59 for Aberinule, but T got no acknowledgment for it. There
thing unusual in the bell signals which were passed between myself and
ule for the release of the tablet for this express. As far as I know, the procedure
hregard to giving men instruction in regard to working the tablet instrument is
ay would never be allowed to use tablet instruments in the absence of a properly
ed man. 1 was in charge of the tablet instrument at Newtown Station when it
first installed many years ago. It was then part of the telegraph office. 1t was
d into the signal-box about seven years ago, In that case also no one was
to use tablets unless qualified, except in the case where a man was under
ruction with a view to qualifying Limself; in which case, any operation he did
inder the cye of a qualified signalman or the stationmaster. I believe it was
gtationmaster Lewis who spoke to me on the telephone at 12.2.

FrAvcis Wrnnray Taoxrsow, clerk, states :—1 am 15 years old. T joined the
y’s service on June 16th, 1919, as junior clerk. My hours of duty at Abermule
are from 9.30 a.m. to 8.30 p.m., with the following intervals for meals:—11
or dinner, and 3.0. to 3.30 for tea. T also get a half-day on Wednesday or -
ay. My duties mainly comprise issuing tickets and attending to the tele-
. I also collect tickets. I am not authorised to collect tablets from drivers,
fake them tablets. I Liave done it when there was no one else there to do it.
iiese occasions I have not been told to mind my own business. When the down
arrived at Abermule the stationmaster was in the coal wharf on the up side of
The stationmaster went for dinner about 11.15 or 11.20, and I do not remem-
hether he came back to the station buildings before going to the coal wharf.
orter, I think, was at the small box at the south end of the yard. The signalman
0 the signal-box. It is the practice of the stationmaster to take the tablet from
own train. 1 have occasionally seen signalman Jones or signalman Fleming
it.  On this particular occasion Jones was in the signal-box, and as the station-
fer was not there to take it T jumped off the up platform and took it from the driver
i khe six-foot way, as he passed. 1 may have taken it two or three times before at
Tmule Station. After taking the tablet holder T got back on the up platform, and
€t the relief stationmaster at the door-way coming into the booking office from
oal wharf. If T had not scen him I should have gone into the hooking office with
ablet holder, taken the tablet out, and put it into the Montgomery instrument
ugh the slide. I should liave then asked the signalman what T was to do. As it
I handed the tablct to the stationmaster and said to him, “Change this tablet,
BX, while T go and get the tickets.”” T then went and crossed the line to the down
and collected the ticket from the only passenger who alighted. T did not sec what
o ft?tlonmast,cr _did after 1 handcd_him the holder. T have, before now, got a tablet
0; ';:)h one of the instruments at Abermule under instructions from signalman Joncs.
e at oceasion the signalman was on the platform. He did not come into the
o ument room with me, and T got the tablet out and gave it to him. 1 cannot say
many times I have got a tablet under instructions of the signalman. 1t was
8inly more than once. I am not aware that it was against the rules for me to do
len | got instruction. T have also got a tablct out for the stationmaster, though
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not by his own request, when he was in the booking office.  This was for Mr, Parr
the stationmaster before Lewis’ time. Mr. Parry showed me how to get tablets oug
I have seen porter Rogers get out tablets. I was not aware that we were not alloweg
to handle the instrument. I had been told by the stationmaster to be very carefyf
how I do handle them, but I have not been specifically ordered not to handle them
Someone in authority has told me that on no account am I to touch the instrumen
When I have done so it was because no one else was there to do it. T cannof
remember who it was that told me.

Thompson was recalled with regard to his statement of tablet working, which
he acdhered to in Mr. Parry's presence.

WirLiam THomas Jones, signalman, states :—1 am 60 years old. I joined thel
Company’s service about 32 yearsago. 1 was asignal porterin 1894, and T have been
at Abermule as signal porter or signalman ever since, The train-book at Abermule
is kept in the tablet office. The person who uses the tablet instrument is supposeds
to enter the times in the book. In addition to the stationmaster, signalman Fleming
and myself, there are entries by the porter. I do not know who is properly authorised
to use the tablet instrunients, nor do I know who authorises them. There are three
of us who use the tablet instrument, the stationmaster, the porter, and myself.
came on duty at 3.0 a.m. on Wednesday, the 26th. I ordinarily book off at 12 noonj
1 am booked off for breakfast from 8.20 to 9.20. The stationmaster does my work
while I am away. The stationmaster goes to his dinner at 11.20 or thereabouts, and]
he is generally back by 11.50. I issued the tablet for the down train. T was asked
for the tablet at 11.52. I was waiting in the tablet room to be asked, and released!
the tablet at 11.52. The last train I dealt with was an up goods, which left the station]
at 10.53. During the hour T was performing other duties in the goods station
Including this train I dealt with five up and four down trams after T came on duty.
The trainwas put in section at 11.55. I thenleft the tablet room and went to the gates
to close the gates against the road and to pull the home signal off. The express is!
due to pass Abermule at 12.5 p.m. The stationmaster, when I left the tablet room
was standing outside the entrance to the booking hall. 1 did not say anything to tha
stationmaster. 1 assumed that he heard the bell signal for the down train. I also
relied upon him to take the bell signals, and issue the tablet for the up train if ona
was asked for. It is the practice of the stationmaster to take the tablet off the 10.
down train as the train passes into the station. He stands in the six-foot way to da
so. The down passenger arrived at the station at 12.2. There is an entry, I see, in
the train-book that the express was accepted from Newtown at 11.56. It is in porte
Rogers’ handwriting. He should have told me when he accepted the train that it had
been accepted. At the time I accepted the down train both porter Rogers and clerk
Thompson were in the booking office. They were both in the booking office when 1
left. I do not know what position the points at the south end of the yard were in
as the down train was approaching.  After the down train arrived at 12.2, I replaced
the down signal at danger, and I then went down on to the platform, when the clerk
caine to me and said, ‘ Pull off the signals for the down train to go right away, because
Lewis has taken the tablet up to the engineman.” The down enginemnan then
whistled, and T then pulled the starting signal off. The clerk came straight to me over
the level crossing from the up platform, and told me that the down train was starting
at once, before he went to collect the tickets from the passengers. About a minute
later the engine whistled, and 1 saw the stationmaster on the down platform, and I
supposed he must have handed the tablet to the engineman.

Signalman Jones, recalled : After I had received the “entering section” signal
for the down train from Montgomery, I telephoned to Moat Lane, and heard that
the express was just leaving, When I knew the express had left Moat Lane at the
moment that the down train had left Montgomery, I expected that the trains would
cross at Abermule, : .

HeNry SEYMOUR HUMPHREYS, signalman, states :—1I liave 34 years’ service with
the Company; 32 years as signalman. All the time as signalman at Montgomery &
Station, I came on duty at7.0 a.m. on the 26th, to work until 3.0 p.m. The 10.5 down
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was ofiered by e to Abermule at 11.52. [t was accepted by bell, and a tablet
Jeased. It had arrived at 11.51. Tt left the station at 11.53. I know the
of the train (George Jones) well. I did not speak to the driver on this occasion.
ot know his fireman. In Montgomery Station the tablet instruments are in
wnal-box, and no one handles the instruments except the signalmen. [ got
ing section” for the down train from Forden at 11.48. I did not get “out of
n” for this train, which is generally given when the tablet is returned to the
ment at Abermule, until 1.8 p.m. The usual time that elapses before a tablet
rned at Abermule in the case of down trains, and *“out of section™ is given, is
geven or eight minutes. T should, therefore, have expected to receive “out
gion" for it at 12.1 or thereabouts.

he down passenger train was held at Montgomery a minute longer than usual,
g to shunting being carried on by a previous up goods train, which was occupyving

ngle line betyween Montgomery and Abermule.

"
AN’

ErNEST PERCY ROGERS, porter, states :-——T am 17 years old. 1 joined the Com-
ervice in September, 1917. I was first of all at Montgomery Station, and have
orter at Abermule Station for two years. I came on duty on the 26th January
0 a.m., and was booked off at 6.0 p.m. Ihad similar hours the previous day. T
, meal period from 11 to 12, T and clerk Thompson have dinner together in the
nerally about 11.15, My duties generally are to attend to the lamps and to
ers’ luggage. I also issue and take tickets when the clerk has his half day off.
o point-holder’s work, and other goods work in the yard. Whilst the station-
s, Mr. Parry, has been there I have, under his instructions, operated the tablet
nent. I have also, in the absence of the signalman and the stationmaster,
a tablet when the bells rang. I have also obtained tablets from the instrument
r absence. I was not actually aware of the rule that no one but those who have
gen examined and have qualified for the position of porter-signalman, or signalman,
S duthorised to use the tablet instrument. I do not remember that I have actually
i€ stationmaster’s instructions or the signalman’s instructions in their absence to
obtain tablets for trains. The stationmaster, however, was quite aware that
done it in his absence, and, I believe, trusted me to do it. T have picked up
eration entirely from seeing other people do it. As far as T can remember, on
th Thompson and myself commenced to get our dinner in the office about I1.15.
Degan to have our dinner in the booking office about 11.15.  As far as I can remein-
s Bignalman Jones was in the tablet office whilst we were having our dinner. 1
: say that I remember hearing signalman Jones give a tablet to Montgomery,
e told me that the down train had left Montgomery. He told ine when he left
oking office that the train had left Montgomery three or four minutes. 1 did
ok the entries in the train-book for this down train. It must have been the
Mman.  When the signalman left the booking office I and Thompson were in the
ng office by ourselves. After the signalman left, the bell from Newtown rang
"‘ZUS, asking for “line clear,”” That is to say, asking for a tablet for express.
i Was at 11.56.  So [ went into the tablet room, repeated the bells, and held the
Z€r 1 on the last stroke, and so released a tablet. 1 entercd the time in the train-
—11.56. The signalman, before leaving the booking hall, had called up Moat
e to ask where the express was, and he told me, at the same time when he said
the down train had left Montgomery three or four minutes, that the express had
1eft Moat Lane. After entering the time for the acceptance of the express in the
~book, I nnmediately left the booking office, and went to the ground cabin at the
htel}d of the yard to make the up road for the express. The points at that time
te'lying for the down road. I suppose it would take me about three minntes
ng there, Tt s my usual practice, after giving a tablet for the express, to go down
3¢ south end ground frame and to sct the points for the express, and after
148 passed, to sel the points for the down train to leave the station. T suppose
ved at the ground frame about 11.59, or perhaps 12 o'elock.  When I tried to
° Points for the up line, I found the points were locked for the down road, and 1
g r?og move them. I did not book the time of arrival of the down train in the
B ut I remember, when I found it was not possible to set the road for the up
,,Yonderlllg what I should do. I thought the rod working the points might be



broken. I hesitated for a little, and then went out on to the up line opposite thy
ground frame, and looked towards the station, and saw that the down train w;
standing at the platform. It must have arrived, T think, just as I got to the cabij
I was going to shout to them to release the lever working the mid-way bolt, but theg
I saw the stationmaster standing in the six-foot just opposite the engine of th
down train, and saw him waving his arm to give “right away” to the train. I theg
heard the engine whistle sounding. The driver, I noticed, was on the ground oilipf
round his engine.  So then I went back into the ground frame and pulled off the cop
trol on the advance starting signal, which I had reversed when I first arrived at th
cabin. I thought something perhaps had gone wrong with the express at Newto
which necessitated the crossing of the two trains at Newtown instcad of Abermulg
and that this accounted for thc stationmaster giving “right away” for the down traip
Sceing him give “right away ™ I assumed it was all I‘l"ht The reason I did not tef
anyone I had issued a tablet for the express was that T thought the signalman woulg
after the arrival of the down train, come over to the tablet instrument office for th
purpose of issuing a tablet for the express to go to Montgomery. When I left the offic
the clerk Thompson was also there, and lLie has, on other oceasions, entered the bef
signals in the book, if neither the stationmaster nor the Qirrnalman were in the officg
and if he had been in the office when the “entering section” signal was received, |
think he would have entered the “entering section” signal in the book. I do ng
remember having been forbidden to use the tablet instrument by the stationmastep
Mr. Party. I accepted the express in the same way on the 18th January. The figures
12.2 in the train-book for the arrival of the down train are those of the clerk Thompson

Jonx Parry, stationmaster, Abermule, states :—I have been nearly four year
at Abermule Station. I went away for a fortnight’s holiday on the 15th .January, ang
returned under instruction on the 27th.  Porter Rogers has with my consent, and i it
my presence, used the tablet instrument on occasions. He understands the working
perfectly well. The understanding has been that he is not to touch the tablet instri
ment unless I or the signalman are present. He has had definite instructions that i
the bell rings when neither I nor the signalman is present, to come and fetch one of
us. It is not the same case with Thompson. He has not had authority to touch the
tablet instruments on any occasion. So far as taking tablets from and giving tablef
to enginemen is concerned, the arrangement I have had has been that in the case of
the two trains concerned when they cross at Abermule, I take the tablet from the
driver of the down train as I stand in the six-foot, and await the arrival of thg
express to take its tablet. I also hand the tablet to the cxpress on these occasiong
The tablet for the down train I sometimes take myself. Other times I send the clerR
with it, with instructions to hand it to the engineman. In the case of these crossing
trains, the down train is usually accepted by the signalman. He may, also, accepl
the express if the bells are received before he leaves the tablet room to go over to thg
signal-box to work the signals for the down train. If he has-gone to the signal-bod
before the bells for the express are received, I operate the tablet instrument for thd
express. In the case of taking tablets for the two trains when they cross at the stationy
I always do it myself. The decision as to whether the ordinary crossing arrangements
are altered for these two trains rests either with the signalman, if he is in the tablel
room at the time, or with myself. I am always in the bookmg office at this time, and
if on any rare occasion I should happen to be out and the bells in connection with thé
express ring, it is the duty of the porter or the clerk to fetch either myself or th
signalman. My reason for allowing the porter, who is not a *“ duly authorised person, !
to use the tablet instrument when I am there, is for the purpose of giving hink
instruction. I thought this was desirable in the nenera.l interests, and, as long as i
was done in my actual presence and under my supervision, I thought it was in ling
with the instructions for train signalling on single line. The swnalman s duties als®
include somne luggage work and parcels work, in which he assists ‘the porter. It is the
practice when I am at the station for either the stationmaster or signalman, whoevel
takes the tablet out of the instrument, to give it to the engineman “to proceed. The
procedure, if I had been at the station on “this particular morning, would have hee
for the signalman, in the absence of the stationmaster, to take the tablet from thel
down train, and then probably he would have put the down home signal at danger
He would then have to come into the tabict room to clear the instrument by
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ng the tablet. In the circumstances, as I understand it, when the four bells
t.,r sived for the express from Newtown, the signalman, not being present, and the
e master being away from the office, the porter should immediately have gone
signalman and told him that the express was being offered. T certainly have
anthorised the porter to accept or release a tablet under such conditions, It is
uty of the man who hands the tablet to the enginemen, and also the duty of the
semen themselves, to see that the tablet concerned is correctly marked for the
over which the train is to travel. The arrangement at Abermule, where the
nstrument is on one side of the line in the hooking office and the signal-box on
her, has been in existence for many years without any ill result. It, of course,
‘the presence of both signalman and stationmaster whenever the trains are
‘and involves sometimes delay in working trains. But so far as I have scen,
carried out it ought not to involve any danger. Special instructions have
ued to all stationmasters between Abervstwyth and Whitchurch to be present
he 10.25 a.m. up express passes, and to be personally responsible for the
. In view of the instructions regarding stationmasters giving personal
iion to the working of this express, I should say it rested completely with the
master if there was any question of altering the passing place from Abermule
wtown. There arc but few occasions on which the crossing has had to be

ANK Lrwis, guard performing reliefman’s duties, states :—I have 24 years’
with the Company, and was a signal-porter since 1911 ; a reliefman doing
aster’s or signalman’s duties from Iebruary, 1916, and now employed as
gignal-porter, or assistant stationmaster to meet cmergencies. I took over
ry charge of stationmaster’s dutics at Abhermule on the 15th January, in place
onmaster Parry, who was procceding onleave. My hours of duty at Abermule
m 9 or 9.30 a.m. until 8.30 p.m., or such time as the mail train has passed. [
en three or four times acting stationmaster at Abermule in similar cireum-
I have also acted at Abermule as signalman and as guard. I am thercfore
¥y conversant with the duties of the whole of the staff at Abermule Station.
gements in connection with the tablet working, and the general duties of
of the station, are those whicli existed under Mr. Parry’s authority, T have
__}é,ed any of them, I generally go away for my dinner at 11.15 to 11.20 and
about 11.45. On this particular day, the 26th January, [ was rather later and
%10 until 11.35. I was back from dinner about 11.55. I know that the station-
have had their particular attention called to the working of this express, and
lies with them particularly to deal with it. The express and the down train
at Abermule. Tt is rare that thev do not. It has been my practice always to
e tablet from the down train when it arrives, T take it from the six-foot
) Into the tablet room and return the tablet to the instrument.  On the departure
- down train from Montgomery. an enquiry would have been made either by
L, Rogers, or the signalman as.to the whereabouts of the express.  In my absence
d fall to the signalman to take the tablet from the down train. If a message
seeived that the express was passing Moat Lane just as the down train had left
omery, we should know that the crossing of the train would be at Abermule,
1€ next thing to do would be to wait to issuc a tablet for the express at Newtown.
nly thing to prevent a crossing would be the break-down of the train between
ane and Newtown or at Newtown. After returning from dinner at 11.55 I went
he booking office and found the signal-porter and clerk there. Sub-ingpector
a8 was also there. He wanted a wagon for loading stakes. 1 went out with
thc_yard to sec after this.  The porter and the clerk must have seen me vo.
Tee that if the signaliman had got the bell signat for the down train, and received
s ormation for the up express, he had to go across the road to the signal-box and
O the signal for the down train. | fully expected to be back from the goods
me to take the tablet from the down train, and to attend to the working of
ress. 1 did not know at the time I left that a tablet had been issued for the
aln. T know the down train is booked to arrive at 11.57, and did not realise
She was running on time a tablet must have been issued for her, and 1 was not
: at a tablet had been issucd by Jones. 1 was out opposite the coal yard looking
1€ business of the wagon for pitprops, and my attention was called hy the noisc
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of the down train arriving. So I ran into the booking office. In the booking hal’
met Thompson, the clerk. He handed 1ne a tablet holder. He said, * Take this taf
let for the down train ; he is going on.” T assumed he was going to collect tickegy
and this might account for the fact of his not taking the tablet himself. 1 assumg
he had changed the tablet himself under instructions from the signalman. It §
common practice at Abermule, even in Mr. Parry’s time, for the clerk to change ¢

tablets. That was why I assumed he had donc it on this occasion. T cannot say ths
this practice existed with regard to these two particular trains, but merely that he ofteg
does change tablets. I have not done more than to caution the boy to be careful hoy
he used the tablet instrument. I have not stopped the practice of his using the tabld
instrument, because it was an arrangement existing in the permanent stationmaster’j
time. When the clerk handed me the tablet holder I asked him, “Where is t
express ?” and he replied, “About Moat Lane.” 1 assumed that it was late, an
knowing that the margin for the down train to get to Newtown and pass at Newtowy
must be small, T did not hesitate, but thought it was necessary to get the down trai
away as soon as possible. So I told the clerk to go to the signal-box and tell t)§
signalnan to pull off for the down train. 1 saw that the porter was down at the sout}
end ground frame, and assumed that he was there to pull the points over for the dowj
train. These points lie normally for the up road. So I ran along the up platford
down the end across the road and handed the tablet to the fireman. The enging
driver at the time was on the ground oiling his engine. 1 most sincerely regre
I did not look at the tablet. It ts the engineman’s duty also to look at the tableg
If, as T understand, porter Rogers at 11.56, on receipt of the four bell signal from
Newtown, issued a tablet, he should at least have told either me or the signalmag
that e had done so. I know on other occasions that he has issued tablets in th
same way. The serious mistake he made was not telling us. The urgency in th
case of Sub-Inspector Thomas and his wagon, was that he wanted to catch the dowy
train, and that was why 1 tried to arrange about it while he was there. My reasof
for not myself enquiring as to the whereabouts of the express was that 1 knew Joneg
was there, and assumed he would get the information and act upon it. I adm

that the responsibility for the station working was mine,

GEORGE CHamrioN McDoxaLp, Chief Engineer and Locomotive Superintendent
Cambrian Railways, states :—I arrived at the scene of the collision about 2.30 p.mi
on the day of the accident. The position of the vehicles that I found on arrival wa
as follows :—

Up train.—The motion of the engine was standing vertically over the rails. Thj
hoiler was thrown on one side, on the right-hand side of the line facing Montgomeryl
Next to the cngine was the frame of the North-Western six-wheeled van, which had
been thrown off the road on the left-hand side. On the top of this frame was resting
the frame and body of a Cambrian bogie coach, which had swept the body of the
North-Western van into the wreckage of the engine. This Cambrian bogie coach had
conme to rest at right angles to the line, and, except that it had lost its bogie, had
suffered little damage. The next two coaches were a. Cambrian bogie coach and a Greaf
Western bogie coach. These two had telescoped into one another. The Cambriaz
frame and body had passed almost completely through the Great Western coacl, an
had swept nearly the whole of the inside of the latter and the passengers into a heap
of wreckage at one end. It was from this end of the Great Western coach that thé
great bulk of the killed were taken. Tollowing this was a North-Western brake-van
The end of this had been broken in, but the leading end was standing on the rails and
not otherwise damaged. The last two coaches of the train, both of which were North
Western bogies, remained on the rails and were practically uninjured. ;

Down train.—The engine of the down train had reared straight on end, including
the boiler, The tender was thrown on to the right-hand side of the road looking
towards Montgomery, and more or less completely wrecked. The Cambrian bogié
coach which followed was thrown off on to the same side as the tender and absolutel
destroyed. The roof only remained intact on the bank. Following this was a North
Western bogie coach. The leading two compartments of this were wrecked, and the
bogie was knocked back under the coach. The rear bogic was still on the road, and:
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s for this damage the coach was intact. The remaining four coaches of the
1 remained on the rails, and were uninjured except for slight damage to
ffers. ‘ . .

pelieve sixteen deaths have resulted. One was in hospital. There have also
teen injured. The bulk of them were in the up train (Great Western coach).
g there were no serious injuries amongst the passengers who were in the last
soaches of the down train or in the last threc coaches of the up express train.
he list that I have handed in, showing the rolling stock of the trains, the details

T !

ywiven of the tools and equipment carrvied on the brake-vans. 1 examined the
g and the stock of the two trains concerned, and found no indication that fire
isen either in the broken up coaches or clsewhere, except in the case of the fire-
ontents of the down train, which had been thrown out and were simouldering.
of the wood-work of the carriages caught fire, and there were no signs of gas
having burned or explosions caused fromn gas escaping from the eylinders in the
it coaches. The under-frames of the whole of the stock, with the exception of
-Western compo. No. 260, were of steel. The frame of this latter coach was
gite. DBoth trains were fitted with the vacuum automatic brake operated from
of the engine and from each of the brake-vans, and working bloeks upon the
wheels and tender wheels of the engines aud upon all the wheels of the
g stock. The vacuum worked to is twenty inches. The body-work of all the
: ‘was of timber. I have carefully examined the ground, and have come to the
fomdlusion that they could not have seen each other at a greater distance than 300
apart. From my examination of the wreckage | have formed the opinion that
oth ‘trains were running at, approximately, the same speed when the collision
gecurred. I imagine that the probable speed of the express when she sighted the
strain was fifty miles an hour, and I understand the brakes were fully applied,
hich the driver jumped off the train, in which case the speed would be con-
ly reduced before the collision took place. Roughly, my opinion is that the
of each train at the imoment of collision might have been thirty miles an hour.
ay be of interest to remark that in nearly all cases the steel frames of the passenger
eg are not greatly damaged, with the exception of the Cambrian vehiele (No.
hich was completely destroyed. The collision took place at a point one mile
8 Newtown side of Abermule, measured from the signal-box, The actual spot is.
ximately,on a tangent to a curve of fifty chains radius. This curve lies in a
g, the slopes of which on the south side vary from sixteen feet to about three
t the point of the accident, and on the north side from five or six feet to ground
at the point of collision. The total over-all length of the two trains combined
4wo hundred and fifty-two vards. After the collision the distance from the tail
atone to the tail of the other was one hundred and eighty yards. The cross slope of
A ﬁunc} through which the cutting is carricd is about one in five. T hand in draw-
ghowing :—-

The gencral aligninent of the railway between Abcrmule and Newtown,

© Lross sections of the ground through the cutting in which the accident occurred.
& Signal diagram of Abermule Station. |

- Large scale station yard plan of Abermule.

fDla-gram of the two engines concerned, and

~ A large scale plan of Abermule station buildings.

SVIDENCE OF PERMANENT-WAY SUB-INSPECTOR THOMAS, TAKEN AT 'THI INQUEsT
r ON THE 28D FFEBRUARY.

Tl L arrived at Abermule at 10.17. My district extends from Llanymynech to

brynmair Station. [ came to arrange with the ganger of this particular length
weend some stakewood to Caersws. 1 went to the ganger first after arriving at
Mule. I found him half-a-mile on the down side of Abermule Station, T
Aged with him about this stakewood. He was going to bring it into Abermule.
Yas to bring it into Abermule on a trolley on Thursday and load it up. 1 then
#ed back to Abermule. 1 got back to Abermule Station about 11.30 and then went
gy and find the stationmaster. I saw the stationmaster and Jones unloading
S from a wagon. I spoke first to the stationmaster when I first arrived at
i fule.  When T came back again after seeing the ganger, I saw the stationmaster

= Slanalman unloading sheets in the yard. At 11.55 I then niet the stationmaster
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in the booking office, 1 went to the booking office to wait for him, The statioy
master arrived at 11.55—1I looked at the clock. T asked the stationmaster if I co
have a wagon for Thursday. It was important that I should know while there so thg
I could arrange for the men to do the work on Thursday. I went out into the goods
yard with the statiomnaster to see about the wagon between 11.55 and 12 o’clock
We went out aliost at once—-say two minutes afterwards, He jumped on the wagog
to see if it was empty. He went back in a hurry. He said, “The train is coning
I must go.” 1 also wanted to go on myself by the down train to Carno. I did neg
sce the clerk whilst I got into the train. I did not sec the stationmaster, clerk o)
signalman again before leaving. I did not notice any brakes put on before thg
collision. I noticed nothing whatever. '

LVIDENCE TAKEN ON THE 17T MARCIL

JoHN PrrrcHarp JONES, driver, states :—I1 have about 29 years’ service with
the Company, and have been a passed driver for about 14 years. I came on duty af
9.25 a.m. on the 26th January, and would have booked off at 6.45 p.m, I was driving
the 10.25 up express that morning and nmy fireman was John Owen. Myenginewas N
93 of the 4-4-0 type, fitted with the vacuum brake. We work to 21 to 22 inches of
vacuum, The brake was in good order. We stopped at Newtown, arriving abouf
on time. Fireman Owen received the tablet from foreman Broek. I make it a prae
tice always to look at the tablet after it has been handed to the fireman. It has alwayg
been my practice as a fireman and driver to examine the tablet, and as a driver
have always insisted upon the fireman, before putting the tablet holder on the hools
putting it down for me to look at before it is eventually placed on the hook. I have
never known in my experience that a driver has failed to recognise the responsibility
laid upon him for examining the tablet himself. We travelled in the usual way
towards Abermule and had attained a speed of hetween 40 and 45 miles an hour—
certainly not more than 45 miles an hour. We were passing under the bridge, and
the first that I saw was the smoke of the approaching down train. I had my right
hand on the brake at the time. I then saw the front of the engine too, and applied
the brake to the fullest extent. I think the speed of the train was reduced to about
20 or perhaps 25 miles an hour. I stayed on the footplate until we were about threg
engine lengths apart and then jumped off. We shut off steam in the usual way abouf
three- quarters of a mile before the overbridge is reached. I should think, on the
curve in question, I could seo an approaching train at a distance of 300 to 350 yards.
I think there was steam applied on the local train when 1 jumped off the footplate
and it is unlikely, therefore, that he had his brake applied. I understand that m
fireman says 1 whistled, and that other passengers in the train said they heard the
whistle go, but I cannot remember whether I did whistle or not. I remember very
clearly qpplymo the brake. After the collision I was calling for the fireman, and he
came to me, and I then asked him about the tablet. He brounht the two tablets fo
me to see. He said to ine, after showing me the tablets, “Ve are all right, John, 1
is they who have taken on the \Iontg,omely -Abermule t«lblet

Epwix CRETwWoOD, passenger guard, states :-—I have 43 years’ service with thel
(‘ompany and have been a passenger guard over 30 years. 1 came on duty on the 26th
January at 10.30 a.m. and would ordinarily book off at 6.30 p.m. I was guard of the
10.5 down slow train on this date. I rode in the last but one velicle. The train was
a few minutes late that morning after leaving Oswestry at each of the stations. I
knew the driver and fireman of the train well. They were in their usual health.
According to my time we arrived at Abermule at 12.2—that would be five minutes
late. I put my watchright when I started at Oswestry. I took charge of the train a
Oswestry. On arrival at Abermule [ got, out on the platform and put out the parcels.
1 did not see any of the traffic staff at the station except clerk Thompson. He was on.
the down platform by my van. The lad took the letters and a parcel of papers I gave:
to him. I booked the tinie for leaving the station at 12.4. I did not look at the:
position of the signals until after I had got some of the stuff out of the van. When
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aok at them, both the starter and advance starter were “off.” I tested the
1 brake when I left Oswestry. 1 am quite satisfied that the brake was in
ition, and the brake was probably reading 20 inches when we left Abermule.

M quite certain that the continuous brake was not applied on the train before the
lision took place. 1 was standing up when the collision took place, and was pitched
fht forward from one end of the van to the other, and some of the boxes fell on my
"7 T had been sitting down I should not have heen so severely injured. Iwas

red about that T have no memory of what happened for three days afterwards.

mN OWEN, fireman, states :—1I have 25 years’ service with the Company.

in firing for 17 years and a passed driver for two years. ¥ came on duty on
Japuary at 9.25 a.m. and would ordinarily have booked off at 6.50 p.m. [
y with driver John Pritchard Jones. In my experience it is the fireman’s
and over and receive tablets. On receipt of a tablet I always examine it
d hand it to the driver to examine before placing it on the hook. All the
hat I have fired with have made it a habit of examining the tablets. 1
the tablet from foreman Brock at Newtown, and examined the names on
ef. I do not think there is any advantage in having the tablets distinctively
. - I prefer seeing the names of the tablet posts myself. I do not think even
jokens for single line sections were altcrnative, such as tablet and staff, that this
ould relieve enginemen of the necessity for examining the names on the tokens.
far as my own opinion goes, the great thing is the names on the tokens,

The usual place for closing the regulator is somewhere in the vicinity of the level
8ing, something like three-quarters of a mile from the bridge over the railway. [
stand’ the name of the crossing is “Cilgwrgan.” My driver shut off steam at
‘point in the usual way, I thidk that the speed generally attained at this point
much as 50 miles an hour. The driver saw the down train before I did. The
ng that I noticed about it was that the driver jammerd the brakes on and opened
stle. I ride on the left-hand side of the footplate and the driver on the right.
w from the left, although it was on the outside of the curve, was obstructed by
er of the engine. I put my head out of the cab on my own side and saw the

the engine of the down train. Then I turned round and saw that my nate
ot hold of the handrail and was getting on the step, so I followed his example
side of the footplate. 1 waited on the footstep for a moment or two to see if
‘was any chance of any such check upon the movement of the two trains as to
a collision unlikely, but seeing this was impossible I jumped. The continnous
»was acting well upon my own train. When I was on the step I did not notice
from the engine of the down train, but saw that it was steaming when I first
_ out. There may have been an engine or two lengths between us when T
iped. 1 noticed after T got up fromn the ground that the sccond coach was between
d the engine lying across the road. 1 thought the speed of our train when we
Biiped was 30 or more miles an hour. Almost as soon as I got up 1 saw my driver
tanding on the opposite side of the road just in the rear of and underneath the

Western coach, which was leaning over towards the cutting. I got across the
g o where he was and he asked me whether I had got the tablet. T assured him
iThad, and whilst he was getting first aid he again asked me about it, and T again
Pt under the frame of the Great Western vehicle, and found, after a little scarch,
WO tablet holders lying on the left of the road alongside the wreckage of the two
8. So I picked them up and went back to the driver to show them to him and
18 anxlety. 1 found that one of the tablets was for the Montgomery-Abermule
":--'1 and this had evidently been carried by the slow train. [ handed the two

Blets to controller Morgan under instructions from chicf inspector George.



APPENDIX I

REGULATIONS FOoR TRAIN SIGNALLING OX S1NGLE LiNEs oF RAILway WORKED ox THE Ernectric Trip
TABLET SYSTEM.

. Object of Electric Train Tablet.
~ {a) The object of the system of Electric Train Tablet Signalling is to prevent more than one trajy
being between any two Tablet Stations at the same time, and, when no tr:in is in the Sectiog
between two Tablet Stations, to admit of u train being started from either end. This is accornplished hy
evety train eartying a Tablet, one Tablet only being obtainable from the Tablet Instruments of the satf
Section at the same time,

() The Signalling of trains on the Electric Train Tablet System does not in any way dispense wit}
the use of Fixed, Hand, or Detonating Signals, whenever and wherever such Signals may be requisite {2
protect obstructions on the Line.
(¢) The system under which Electric Train Tablet Instruments are to be worked, and the mode gf
indieating descriptions of approaching trains, are laid down i the following Code of Reguiations :—.

Engine-drivers not lo start without Tablet and proper Signals being exhibiled.

{a) Bxcept hs provided in Rules 14a, 148 and 23, an Khgine-driver will render himself liabla {4
dismissal if he leaves a Tablet Station without the Tablet for that Section of the Line over which he §
about to run, or unless it has heen shown to him as required by the following parayraph, and by Rule

(b} When a train has more than one engine in front, or when two or more light engines are coupli
togethet, the Tablet must be sbown to each Engine-driver, and delivered to, and carried by, the Drivd
of the last eupine.

(¢} Aftet receiving the Tablet, the Engine.driver must not proceed until all the necessary Fixed
or other Bignals have been exhibited.- He must keep tho Tablet under his own charge (except as explaineg
in Rules 14, 14a and 28) until he reaches the end of the Section, when he must give it up to the Sigra
man or othér duly authorised person.

(d) Engine-drivers thust be extremely careful not to take the Tablet beyond the Station at which §
ought to be left.

{(¢) The person in charge of the Tablet Working will render himself liable to severe punishment shoulg
he contribute to any irregularity in the Tablet Working. 4
)] Each Tablet has engraved or marked on it the name of the Tablet Station at each end of
Bettion to Which it applies, and the Tahlets of adjoining Segtions are different in shape,

‘ B Custody und Transference of Tablel. .
_(a) Except as provided in Rule 30, the Signalman or other person in charge of the Tablet Workig§
for the tithe heing is the sole person authorised to take a Tablet from, or place 1t in, the Ihatrument.

{b) Extept where some other person is specially appointed to the duty, the Station Master or Sighal
mah is the sole person autborised to receive a Tahlet from, and deliver it to, the Engine-driver, whi
while it is in his charge, must earry it on the bracket or other place provided for the purpose. Under #f
circunistances, except as provided in Rules 14. 144 and 19, must o Tablet he transferred from one traf
to, another without heing passed through the Instrument and deslt with in aeccordance with thed

egulations.
Nore—When neeessary, in the case of non-stopping trains, two competant men may be employed|
one to receive and the other to deliver the Tablet.

Normal Position of Fized Signals. :

{2) The DANGER Signal must always be kept exhibited nt all the Fixed Signals at Tablet Station§
except when it is necessary to lower or turn them off for a train to pass; and hefore any Signal d
owered or torned off care must he taken to ascertain that the Line on which the train is about to rul
is clear, and that these and other Regulations have been duly complied with.

Working of Fixed Sigrals. ‘

{a) When trains which bave to cross each other are approaching o Tablet Station in opposils
directions, the Signals in both’ directions must he kept at DANGER, and when the train, which had W
be first admitted into the Station, has heen brought to a stand or the points have been set for & Sidifg
giving a clear road of 200 yards beyond the Starting Signal, the Home Signal applicahle to such trail
may be lowered to allow it to draw forward to the Station or to the Starting Signal, and after it h¥
again come to a stand, and the Signelman has seen that the Line on which the other train will arriveds
quite clear, the necessary Signals for that train may also he lowered. 3
(b) Where Starting Signals or Advaneed Starting Signals are provided, except in the cases refert®d

to in Rules 14, 144, 148, and 23, the Starting Signal or the Advanced Starting Signal ‘must not be lowef
until a Tahlot has been obtained for the train to proceed to the Tablet Station in advance.

Normal Position of Indicalors.

{a) When the Tahlet Instruments are not in use, the word ** In " is shown on the whitc ground®
both Indicators.

(b) When the Indieators are in their normal position the Line must be considered blocked.

Use of Instruments and Bells.

(a) These must be used exclusively for the purposes shown in these Regulations, and only hy th
Signalman or other person apecially appointed for the duty.
{b) The movements on the lnstruments and Bells must he made slowly and distinetly, and g
pauses between the sets of heats clearly marked, the plungers heing pushed well home.



APTENDIX 1L

CaMpEIAN  Ratnways Workise Tmme Boos.

Booked Timings for the two Trains concerned.

Station.

Welshpool
Montgomery

Aberu,l,ule
N ew,t'own

"

Machynlleth
Moat Lane Junction
Newtown

Abermule
Welshpool

Times.

Depart
Arrive
Depart
Ariive
Depart
Arrive
Depart

Depart,
{12-8)
Arrive
Depart

{pass)
Arrive

11.25 a.m.
11.48 a.m.
11.49 a.m.
11.57 a.m.
1256 pon.
12.13 p.m,
12,15 p.m,

11,10 a.m.
11.50 a.m.
11,57 a.m.
11.58 a.m.
125 pum.
12.22 pam. |

Average Speed.

29 miles an hour.

)“27 miles an hour.
}.‘29 miles an hour.

; 35 miles an hour.

} 34'3 miles an hour.



