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LONDON AND NORTH EASTERN RAILWAY.

Ministry of Transport,
L ’ 7, Whitehall Gardens,
- : ' London, 5.W. 1.

13th April, 1927,
SIR, .

I have the honour to report, for the information of the Minister of Trunsport,
in compliance with the Order of the 14th February, the result of my Inquiry into
the causes of the collision between two passenger trains, which occurred on the 14th
February, about 9.10 a.m., near West Parade signal-box, Hull, on the London and
North Eastern Railway.

In this case, the 8.22 a.m. passenger train from Withernsea to Hull was
approaching Paragon Station on ** B » ncoming line when it came into head-on
collision with the 9.5 a.m. passenger train from Hull to Scarborough, which in some
way had been diverted from ‘“ C ** out-going line, and was travclling on ** B 7" road
in the facing direction. I much regret to report that serious loss of life resulted.
Eight passengers were killed and four subsequently died in hospital from their
injuries, In addition 24 passengers suffered serious injury and 22 minor injurics.
The driver and fireman of both train engines were also injured. The fatalities and
serious injuries were in the main dne to the telescoping of o number of the coaches.

The Withernsea train was drawn bv Class T engine No. 96 (tvpe +——4—10)
with 6-wheeled tender, and included 9 passenger vehicles. The following were the
weights and overall dimensions of the stock of this train:—

Weight.  Length.  Cone Under-

y Tong, ewt. It. in. structed. framing.  Lighting,
Engine No. 96 and tender w8518 a6 6oL IS
No. 2500 3rd Class bogie non-corridor coach ... 28 i .., 527 8 ... 1904 ... All steed L0 Blectrie
Nu, B335 do. , du. e a2 oas 1o Tus L Steelsolesbars G
N, MoR o th, PR L4 T K LR S L Allsedd SRR DITEREY ST
No, 5405 3rd Class six-wheoled saloon U P b SUURRN'Y B 0 B £ 4 S, Waoad ., Lo
No. 2716 2rd Class bogie non-corridor van ... 20 13 ... 35 10 ... 1963 ., Steelsole-bars (s
No, 20054 Srd Class bogie non-curridor coach ., 23 12 055 tu . tual L do. ae Qs
No. 23692 Composite bozie lavatory coach ... 23 10 ... 35 10 ... 1003 ... do. o Gas
No. 22950 2rt Class hogie non-corridervan ... 20 15 .. 53 16 ., 1901 do, o Qs
No. 21841 - do. do. L2015 .55 10 180y L, do. ... Gus

. Total 283 2 53¢ 8

The Scarborough train was drawn by Class M engine No. 1628 {type +——1)
with B-wheeled tender, and included 5 passenger vehicles, the weights and dimen-
stons. ete., being as foilows : —

, Weight,  Lenazth, ety Under-

Tons.ewt, It o structed, framne, Livklng,
Engine No. 1628 snd tender ... JUPRR Y T SN S & SO ¥ 4T S
No. 3363Y 3rd Class begie non-corridor van ... 23 2 .., 35 10 ... 1004 ... Steelsole-bars  Cas
No. 3838Y Commosite bogio lavatory coach ... 23 10 .., 35 10 ... 1904 ... do. e iy
No. 22053 3rd Class bogie non-corridorecach ... 23 2 ... 53 10 ... 190! ... do, o Gas
No. 33653Y 3rd Class bogic non-corridor van ... 23 2 ., 55 10 ... 1904 .. do. ne Gas
No. 22202 3rd Class bogie non-corridor coaeh ... 27 10 ... 5¢ 8 ... 1025 ... do. ... FElcetrie

Total 216 0 331 1}

-

Al the passencer stack was constrneted with steel <ole bars or steel under-
frames except No. 3495, which had a timber frame. Both trains were fitted through-
out with the Westinghouse air pressure continuons brake, working blocks on all
wheels except those of the engine bogics, and the centre pair of wheels ol the
6-wheeled salcon. The continuous brake could he operated by the driver from the
engine footplate, or by the guard from any ol the carriage vaus.

Aftor the accident the tender of engina No. 90 wns found under tho roof of tho
front hulf of the leading coach of the Withernsea train, the first five compartmnents
being telescoped. The first (ve compartments of the second coach were clso tele-
scoped, and had penctrated the rear end of the front coach. Two compartiments ag
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the rear end of the third coach had been crushed in by the leading end of the fourth
coach; and the front half (van portion) of the [ifth coach was telescoped and had
penetrated the rear end of the fourth coach. Thelast four vehicles of the Withern-
sea train were on the rails and undamaged.

In the Scarborough train the front half (brake portion) of the first coach was
telescoped against the rear of the tender of engine No. 1828, the roof of the coach
extending over the tender as far as the footplate. Headstocks were broken in the
second, t%ird and fourth vehicles, whilst the last vehicle was undamaged.

It was fortunate that, although so many of the vehicles were fitted with gas
lighting, no fire arose in the wreckage.

The weather was clear at the time of the accident and visibility good.
Details of damage to engines and carriage stock are given in Appendices I and

I1.
" Description,

The lay-out of the platforms at Paragon Station, Hull, and of the lines west-
ward (including gradients), 1s shown on the accompanying diagram. It will be seen
that there are, for the greater part of the distance between the two highway bridges
(Lark Street and Argyle Street) which cross the railway, seven running roads shown
1n heavy lines and koown from north to south us A, B, C, D, I, I and G respece-
tively. The short portions of these lines used in hoth directions are shown in heavy
dotted lines. Of these roads A, B, D and I are used by down or ingoing tratfiic, and
C, & and (i by np or entgoing traffiec. The junction arrangements of the double
lines from Hornsea and Withernsea (north-east), from York and Scarborough (north)
and from Lecds and Doncaster (west), are also shown on the diagram, together with
the position of Paragon Station, Park Street and West Parade Junction signal-
boxes. The relative points and signals referred to in the report are numbered on the
diagram,

Mcasured from the centre of Paragon Station signal-box, the approximate dis-
tances Lo the undermentioned points, signals, ete., are:—

Starting signals No. 1 platform ... 14 yards east.
Paric Street Bridge over Railway ... . 93 vards west!
Signal bridge carrying Nos. 170-172 outgolng

signals ... 145 vards west.

Park Street signal-box ... 238 vards west.
No. 93 facing slip points on C road... 244 yards west.
No. §3-facing points on B road ... : 301 vards wost.

Rear butfers of Scarborough train after collisicn ... 536 yards west.
Point of coliiston ... ... G338 vards west.
Argvie Street bridge ... : 710 vards west,

West Parade Junction signal-hox ... o 727 vards west,
Rear buffcrs of Withernsea train ... ... 873 vards west.

All points and signals controlled from Paragon Station and Park Street signal-
boxes are operated electro-pneumaticaliv.  Alr 1s compressed to 100 Ihs. per square
inch either by electric motor or gas engine, and the pressure reduced o 735 1bs. in
the pipes leaving the power house. Electricity is stored 1n accumuiators in tiirce
groups, one of which 1s under discharge. one fully charged for reserve, und the third
in provess of being charged. The electromotive foree used is 16 volts.

Point, ete., motors consist of a main cvlinder into which compressed alr is per-
mitted to enter, for the purpose of moving the man cylinder piston which reverses
or restores the switches or signals to their normal position. The entry of the air
on onc or the other side of the main piston is controlled by a slide valve with soit-
able ports. This siide valve is itself moved in the slide valve cvlinder by the
admission of compressed air through pin valves, which are controlled by separate
magnets. In the normal position of the switches one of these magncts (M. 1) is
energised, and holds the pin valve open to air pressure and the exhaust from the
slide valve closed. When a point lever i3 moved to reverse tlie points, tha electrie
current is cut off from maygnct 1 and sent to magnet 2. This zllows the pin valve
V. 1 to close and opens the exhaust on the same side of the slide valve. Tt also
opens the pin vaive V. 2 and closes the exhaust on the other (reversing) side of the




slide valve ¢ylinder. The slide valve is thereby forced over a spring lock, and
allows compressed air to enter the main cylinder through port 2, thereby driving the
main piston forward and moving the ponts.

The installation at Hull was carried out and approved in 1903, and no altera-
tions have been made, except in conncction with providing greater accuracy in the
detection of the position of the point switches,

Evidence.

1. The evidence in this case wus taken partly on the 17th February and partly
on the 20th March, the interval being caused oy the fact that certain of the witnesses
had not recovered :.mhuenti} from their injuries, and by the necessity for carrying
out certaln electrical tests on a Sunday.

2. Signalmen Taylor and Hawkyard were on duty at West Parade signal-box,
the former being in charge. Limes for acceptance, passing of trains, ete., are not
recorded in this box. Taylor stated in evidence that the Withernsea train was
offered to him from Botanic Gurdens, the block post westward of West Parade,
about 9.5 a.m. The train was due at Paragon Station, Hull, at 8.56 a.m., and was
therefore about ten minutes late. e nmm.dmtcly oficred the train to Datl Street

signal-box on lme B, and recewed acceptance. At the same time he received from
Park Street the ** Is line clear *” bell signal for the Scarborough train on line C,
and accepted it. He recalled that there was no interval of time between his accept-
ance of the Searborough train and the receipt of the train entering section bell signal
for that train from Dark Street. e seut Lhe iraiu cotersitg section signal for the
Withernsea train when the train had left Botanic Gardens, where 1t was not booked
to stop. It was almest the invariable practice to signal the Scarborough train out
of the Station.on C up road, and there was notl\m& abnormnal that morning in con-
nection with the signalling of either of the trains.  Signalman Haw l\\ard pulled
off signals Nos. 25, 15, 6 Tnd 2 for the Withernsea train. and T aylor himsclf pulled
Nos. 100, 101 (outer ‘mm(\\ and 102 (distant sirnal) for the Searborough train. The

‘view of Lralns anpro: uhm” West Parde signal-box [rom Hull is much restricted,

and husutlicient w enuble a algrmlmau to tell upon which line a train is uctuaby
approaclhing.  The first that Taylor kaew of the collision was the sound made b W
the engines meeting, and, 1001\111" out of the window, he couid see the carrages
hroal\mg up, thowv he coudd not actnadly see the engines. Ile did not know at the
time what the Witiernsea train had coilided with. At the moment, the signals were
lowered'Tor 4 T.eeds and Doneaster train 1o approach Hull en ) line. and also “or
the 9.5 a.m. London L,\z)r-\::, from Huil on I line.  He mmmediately vut 2ll s
signals to danger. Tavior thought that the Withernsea train was travelling at its
normal speed of about 15 milcs an hour when 1t passed his post.

Signalman Hawkyard confirmed signalman Taylor's evidence, but thousht the
normal speed ok e coming from vhe West was about 20 miles an hour when
they were passing West Parade signal-box.  He said that a train approaching his
PUSL on C road 14 not cone into sl«rut until it was within 200 vards of Argvie
Street bridge. IIe only learne that ‘the Withernsca train had run into the Scar-
horough train when the fireman of the latter came to the signal box. after the
collision, to ask for nssistance.

3. Signalman Bradlev, at Paragon Station siemal-biox, stated that three
.swm-lmen were epmiovml between 8.30 :m. and 1.30 p.m., and that movements
into and sut of platforms Nos. 1 1o 10 inclusive wore dealt with from the Station
box.  The Scarborough truin, in accordance with common practice, stood in No. 1
pI.lr,"orm and drew np to the. starting signals about 9.6 a.m.. when he was able to
lower signuls Nos. 52 and 51 for its movement out of the platform There 18 only
one way out of No. 1 platform as rar as Park Street signal-hox, i.c., by C road.
With regard to the Withernsea train, in his experience (4% vears) it had been the
cnstom to signal it into No. 3 pl atform and as a rule this train arrived in No. 3
platform hefore the (nrhomurfh train lert No. 1. The W ithernsen train eith
travelled by B road as far as Park Street hridae and then moved over the sciasors
crossing into No. 3 platform, or was turned at Park Street sivnal-box from B to D
incoming road. . In either aiternative it crossed thie track of the Scarborough train,
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either.in frout of Park Street signal-box or immediately cast of Park Street bridge.
Bradley declared that the only failure of points or signals worked electro-pneu-
matically had been failures to move when the covrect lever contact had been made.
He had never heard of any case where a set of points or signals had been reversed
from the normal position owing to extrancous currents. e thonght that the total
number of scheduled passenger train moveulents into and out of Paragon Station in
24 hours was about 200. With light engine and empty train movements added, the
total might be as much as 700.

4. In Park Street signal-box three signalmen were on duty, viz., Alfred
Canpling, Idwin Gibson and Jolm Clark.  Cinpling had done cight years’ ser-
vice at Paragon Station sivnal-box, and eight years at Park Street, and had there-
fore a total experience of 16 years of electro-pneumatic operation of points and
signals. He was chargeman in Paric Street on the day of the accident from 6 a.m.
to 2 p.m. He explained that the arrangemnent, since signalmen had been put on an
equality, has been for them to take in turn the duty of chargeman for periods of
threc weeks at a time. The division of the work was for the chargeman to taice all
duties at the west end of the box, to deal with all signalling worlk of trains in anc
out of Nos. B, C, D and E roads, and also to act as traffic regulator. The charge-
man gave instructions to the other two signalmen if there was any doubt, but usually
the men know their own dutics and do not wait to be told. If they are in doubt they
appeal to the chargeman. Campling at the time of the accident was therefore
responsible for all bell signals in connection with movements of trains in and out orf
B, C, D and L roads and 1or all niovements of levers Nos. 0 to about ¥0. Clark
worlied levers Nos. 70 to about 130, and Gibson the remainder.

Campling stated that they had just completed the movement of an empuy vav-
riage train ‘rem C road through 39 points into the empty carriage road, and had
obtained ‘‘clear’’ for the Scarborough train from West Parade stgnai-box on € road.
wien they recetved the bell for that train from Paragon Station signal-box. He then
satd ** Right away Scarborough ' to (zibson. The latter wounld thereby be authorised
to pull levers Nos, 171, 169 and 174; the last two of these Jevers (respectively)
authorise and give release for the lowering of the starting signals out of No. 1 plat-
form. No. 171 1s the home signal for Park Strect for C road, and is carried on o
bridge over all lines on the west side of Park Street bridge. Berore lever 171 can
be woriked No. 95 fucing slip-pomts on C road have to be in their normal position.
On these points there 1s a lock and bur (40 feet long) worked 1n unison with the
points by lever 95, Campling was therefore satisfied that No. 95 points were in
tkeir normal position, and holted in that position when No. 171 sigral was pniled
by signaiman.Gibson. The Withernsea train was offered to Campling from West
Parade signal-box after he had obtained neceptance on C road for the Scarborouzh
train, and Campling oifered the Withernsea train forthwith to the Station box.
Tha signalnan at that box aceepted the Withernsen train on D line, and gave the
necessary retease for Campling to lower Nos, 14 and 11 sicnals cn B hine, after the
rond governed by No. 11 - icval had been set,  Tlie movements necessary Lo abtain
Naz. 11 and 14 signais were to reverse Nos, 906 and 83 points nind bolt the poines 9z,
05 and 83, which involved working levers Nos. 96. 97. 04, 83 and 2. Whilst the
Station Yard box was giving the release for the Withernsea train to move on to D
road, the Searborengh train was approaching 171 sicnal, and Campling said to
Clark,'who wns working the middle portion of the lever frame, “ B to D for
Withernsea when Scarborongh is out.”” Before this could be done Gibson had to
renlace levers 174 and 169, which Campling stated he would do fmmediately the
signalman at the Station signal-box replaced his startine signals to danger, and
suhieequent)y o replice <ignal lever 171 when the Scarborongh tram had passed it,
Campling stated that after he had civen Clark the instruction abont the Wither-
e train he was himself concerned with the departure of the 9.5 express for Wing's
Cross out of the Station on E road; and also with an inceming ¢rain from Brough
due at Hull at 9.8 a.m., which had heen sirnalled to him from West Parade signal-
box on D road. There was also a further movement in the engine yard to be
attended to. Camnling therefore was nnable to speak in respect of the netion of
cither Gibron or Clark in regnrd to the mmovement of the signals or points above.
mentioned. The first intimation he received that anvthine might have gone wrong
with tho Scarborough train was a remark by Gibson wiien the Scarborough train
was just disappearicg out of sight—'* Where has that chap gone? ** and Campling
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said, *¢ What chap?’’ Gibson replied, *“ Well, T thonght the Scarhorough train
looked a little bit too far over.” Owing to the curvature, however, the traiu had
passcd out of view when Cumpling tried to get a sight of it.

Prior to his attention being drawn by (x1bson to the position of the Scarborough
train, it had been attracted by signalmai Clark, who was in diflicultics with No. 52
lock bar lever. This lock bar had been pulled for a previous movement ol wotrain
through 83 points, and the lock bar had to be withdrawn by replacing 82 lever
before Clark could reverse 83 points for the passage of the Withernsea train on to

D road. Campiing wont to find out what was wrong, and Clark told him he could -

not get the normal, , unlocked indication, on lever 82, So Campling went to
the Power House bell t,o 1m<r for the fitters. After telephoning he returned to Clark,
and found he had reversed 96 points and that 82 lock bar lever was still in 1ts half-
way over position. Campling stated that there was a speed restriction between
DPark Street signal-box and ’aragon Station of 10 miles an hour, but that it applied
to inconiing and not to vutgoing trains. He admited he was not a speed expert,
but thought that with average acceleration a train leaving Paragon Station would
not attain a speed of more than about 10 miles per hour when it arrived at the
bridge carrying No. 171 signal. He declared that in his experience hie had found

the electro-pnenmatic method of working points and signals quite satisfactory and
reliable.  ‘The only failures he was aware of were tee hnical failures, ¢.g., at 7 a.m.
on the 17Lh February there was something wrong with No. 170 sigi: 1,[. It could
not be reversed, and the fitter found on examination that the detectors on No. 85
points were :101(11114r up the signal, and put it right. He considered that the
Scarborough train must have taken No. 95 points in “their reverse position in order
to have "nt on to B road, and did not know by what means these points could have
been rev crqed, if it had not been by lever movement,

Signalman E. Gibson, with nearly 47 years’ employment on signalling duties.
stated that he was emplovcd at Daric Street signal-box when it was first opened for
electro-pneumatic w 011\1111_; in 1903, and had been a relies signniman Tor the past 13
vears.  lie came on duty at 8 a.m. on the Isth February, ar id worked at the Station
end of the signal-box, being resvonsible for all movements connected with levers Nos,
{ithout) 130 to 174, Iic agreed that all the stenalmen anploved lad suilicrent experd i-
ence and knowledge to act in the position of churgeman. He pulled the levers wor
ing the contrels Nos. 169 and 174 and signal No. 171 for the Searborough tr.nn
Arter this he pulled over the levers {or the release and signal for the 9.5 a.m. train
on E line; and had a further shunting movement in hand on I line. which he thought
preceded the lever movements in connection with the Scarborough train. e had no
bell signqls to attend to at the time, and had left the sienal at.mdim., at “f clear
for the » 111'1|Llntr movernent. s next doty was to replace the levers which had
_been worked for the Scart borough train. The control slots on the sturting signuis
from No. 1 platform are 1‘epll1ccd bv putting lever No. 174 in its normal posttion,
and the nractice was to do this as soon as the signalman saw the train was weil
past the platform starting signals. Gibson conumued that it was the practice to
observe the red lizht indicator over No. 169 lever, which informed them that the
Station Yard signaiman had replaced his back lock on the release. before replacing
the relcase lever 169 in its normal position.  With regard to 1(:;)1‘&111;_; No. 171
signal lever, it was ilis practice to w.xit until the train aod about three conches had
passed the bridge carrying the signal, and then to put the lever back. Afier doing
this on this p'utmular occasion. hie was concerned in m: winy sinilar movements in
connection with the signals tor the 9.5 express, wlhich had left the Siation and was
coming forward. Inordinary circumstances he would have had no further reason for
concern with regard to the passing of the Searborongh reain, but he remembered that
Lis attention was drawn about that time to a remark by signaiman Clark, who was
working the centre of the frame. The words he heard were, * T cannot ger . . . "
and nresumed-that Clark was referring to a particular lever, but did nnt hear the
number of the lever. -After placing the signals at danger behind the 95 am.
axpress. Gilson moved down the frame to see whether the Withernsen frain had
come to a standstill at No. 11 signal, Tt would be his dutv in that event to mawe a
note of the deluv to the trein. His attention was then drawn to what annenred to
be an unnsual vosition of tho Searhorougzh train, inasmuch as it =ermed ¢ ba fur.
ther northward than wonid normally he the ease 1f it was traveiling on O road,
He then remarked ** Where is that chap gone to? ' referring, of course. to the
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Scarborough train. At this particulur moment the rear veliicle of the Scurborough
train was, “he thought, passing No. 11 signal. ITe had heard Campling call out to
Clark to set the road for the Withernsea train from B to D, and after noticing the

out of position apparently of the Scarborough train, he looked at tht, lever frame
and saw that Nos. 97 and 96 were pulled over and that No. 82 lack har lever was
half-way over only. He could not understand how the Scarborough train couuld
hive got on o B road unless No. 95 points were lying' in position Tor that road.

Gibson spoke highly of the electro- -pneumatic signailing now in use at Lull. Ile

had, of course, for many years worked 171 signal and the facing slip-pomnts 95,
and it had never vcetirred to him that there was any danger wh.;.qu i the dis-
tance that separated the signal from the points.  Siace “#ull detection had been
provided he had never known of any case of pomts being operated except by
electrical contact due to lever movement,

Signalman Jolm Clark had 46 years’ continuous service connected with signal-
ling. He was qualified as a speeial class reiief man in 1910, and had wor ked as a
relref signalman at Park Street on many occasions for a day up to 11 months at
atime. He was on duty at Park Street signal-box on the 14th February from 3.30
. until 1,30 pon., and had worked at Park Strect for three weeks continuously
prior to this particular ocesion.  1le agreed with the system described by signalnan
Campling 1n respect of taking over ¢l ntrcm.m s duties, and stated that from .50 to
§ a.m. he worked at the east end of the Frame, which included working the block
signals for I and (r lines, and the booking necessary in connection with train delays.
After 8 a.m. the -1Q11.1hnm who then eame on duw woolk over the east end of the
frame and his predecessor worked the centre of the frame,  As a vound figure Clark
satd he worked levers from 60 to 129, e heard Campling say to him * Set B 1o
D for the Withernsea when the Scarborough 1s out.”” He understood this to mean
that when the Scarborough train was dear, the road was to be set for the movement
of the Withernsen train rrom B to D voad. At that moment hie had no other worls to
do, and was therefore walting to set the read for the Withernsen train,  Lor
tlns movement ha had to pull lovers 07,06, 94, 83 and 82. lu front of Park Strect s1g-
nal-hox there are six running roads and two siding rands north of the maning lines,
with complicated crossings. Claric stated that assoon as he saw (ribson put his Lover
working 171 signal into the novmal danger position, he began working the levers in
connection with the movement of the Withernsea train. He puiled 97 and 96. He
then tried ro puil 94 boit bar lever, but could not get the OvCTSe indication, so he
Teft the Tever pulled over e it wlernedide pasttion. e then teied o pue 82
fever back 1 the frame, but fatled to do so, as e conld net vet the normal indication,
Tv was necessarv to put &2 hack in order t0 reverse 83 pomts, Winlat he was trving
to got 52 Tever back he heard Gibson sav somethi ing about the Scarborough train
heing too rar over, and, lonking that direction, saw the end of the ‘-(..rhnrow h

‘Lmin just as it was passing somewliere near No. 11 sienal. He did not reahise then

that the traan was on the wrong road.  He had not the shehtest Sdee Low the *in
uot on to the wrong road, and did not thinle it was possible that he eonld ha

puiled 95 points thstead of 86, from the faet that 95 ane 56, eing mt.‘,mou\ed.
cannot be pulled together, and that w hu) Cianpling’s attention was dmwn to the
position of the levers 96 was pulled over.  ITe thonwit, if he had pulled 95 points,
he would 1ot have Lad time m put them l)u‘\, belng tngaecd in tr\mfr to e 52
lever into its normal position.  Ie thought the eleetro- puenmatic system of opera-
ting points and aignais was not <o reliable as he conlil wish. e instaneced o case
that same morning where @ signalman after pni!lnu 39 points obtaied the reverse
indication, but was not able to get 38 disc sivnal for a backing movement into the
North sidings. When anestioned with reward to No. 94 bar. the lever which he
stated he had left standing in the intermediate position, he was unable to sav when
the Tever was put hack into its normal position from the intermediate position.

5. The enginemen with the Withernsea train were driver Robert Kirby Dixon
:nd fireman Thamas Scott. Dixon had had 98 vears’ exwverience of drivine, and
was accustomed to driving traing from Withernsea, e drove Zrom the rignt-hand
side of the footnlate, and was satisfied that the' eantinuons Westinghouse air hrake
wns in good order and rondition, On the 14th Fabruary the 8, 92 a.om. train loft
Withernsea on time. Delay was caused on the journev by stoppages at sienals. and
Nixon thoueht thev were etrht or nine minutes late as they approached West
Parade box. The usual speed of these trains at West Parade signal-box is ahout
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15 miles an hour, partly on uccount of the sharp curvature on the railway before
the signal-box is reached, and partly by reason of a specd restriction to 10 miles ai
hour between Park Strect and the termiual station.  Lhat morning Dixon shut oft
stenm af Dotanic Gurdens advance signal, and passed West Parade boxat the usual
speed. He had his Land on the brake handle, but the brake was not applied as the
train passed under Argyle Strect bridge.  On emerging from under this bridge
Dixon looked forward to the starting signals for West Purade and saw that the
right-hand of the two signals, which appliéd to B road, was “‘ clear.”” He then
dropped his eyes and saw an engine approaching and immediately applied the con-
tinuous brake to its fullest extent. He thougnt that the train did not move more
than two engine lengths before they came into collision with the train in front of
them. He thought the actual specd of his train at the moment of collision was
probably 12 to 13 miles an hour. It was common practice for this train to move
from B road on to D road and run into No. 3 platform. Dixon was unable to xay
whether the Scarborough train was actnally moving at the time of the colhision,
but, if so. it was only at some siow speed. He had never experienced any difliculty
in working into or out of Paragon Station. Tle would certainly prefer to work
into and out of Puragon than Le would at Leeds, York, Doncaster and Scarborough
Stations. _

Fireman Scott thought that the speed of the Wilkiernsea train passing nnder
Argyle Street bridge was between 16 and 20 miles an hour. He was not emploved
on cengine dutics at that time, and was standing on the left of the footblate looking
out for signels. He saw the train in front either just berore, or at the same moment
when, the driver applied the continnous brake,  He did not think that there was
inore than an engite length between the trains when the brake was applied. 1l
thought that at the moment of the collision the speed or the Withernsea train was
14 or 15 miles an hour. It was not possible to have realised that the train in front
was on Lhie same road that they were travelling on, until they had pussed through
Argvie Street bridae. '

assenger guard Billamy rode in the last vchicle but one on the Withernsea
train, Ide tested the vontinuous brake from the last vehicle before the train lett
Withernsea, and noted the pressure afterwards rose from 40 to 70 lbs.  The brake
was used at four single hine stall stations on the journey to Hull. The train was
stopped at Stepney, and passed Botanie Gardens at no higher speed than 20 miles
an hour. He did not notice any appliciition of the brake prier to the collision, and
judged the speed to have been not more than 15 miles an hour when the crash tool
place.

6. Driver Samuel Atkinson was an the engine of the Scarboreugh train, and
had had 27 or 28 vears’ experience of driving.  fe had Leen acquainted with Prra-
gon Station for tne past 23 vears, and came on dury ar 4.32 a.am. on the HMth
February to book orf ordinarily abont 12.20 p.m. Hc was off duty the day previous,
Akinson stated that tlie Scarborough train was standing about hall-wav Jdown the
length of No. 1 platform, and the cngine slipped about twice on the platform line
as they moved towards the stavtinge signal. Tlc hid to nse the sanders to check the
slipping. On this aeccount, he theught the train wonld accelerate less quickly
than usuzl.  Thev were signalied out of No. 1 piatform on to C rond, and
he judged that the speed of the train when This engine reached the heme
signals for Park Sircet was about 10 miles an hour, or perhaps some-
thing more. The sivnal he veceived was the centre of three signals all velerring
tc C road and was appiicabls to a continuous straizht movemen: on C road as far as
West Paraae box, e could also see that all the signads were off as far as Vieraria
Cressing. His eves were maised looking for these sivnals as he passed DPark Strect
signal-hox, and he thouyrht that the speed of the train had then increased to 15 or
20 miles an hour. Ile felt no movement on the engine which would attract his
attention to the fucr that the engine was moving awav to the right over the cross-
ing, and It was oniv when he lost sight of the West Parade home signal, the right-
hand of three signals applicable to C road. that he thoucht something must be
wrong. At this moment he had passed the bridge carrving the down home
signals for Park Street. He thoucht his position—at the moment he fallv realized
he was on the wreng road—was opposite the water crane which is situated outside

P 2, - .
sidings on the north side of A road. It was actually the water crane which ereated
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the impression on his mind that he was out of position, and he then crossed over
to the left-hand side of the footplate to verify his impression, and recrossed
to the right-hand side before shutting off steam and applying the brake.
Some five seconds or so must therefore have clapsed after he had passed the water
crane when he applied the brake. At that time the speed of the train, he thought,
would be between 20 and 25 miles an hour.  He immediately shut off steam and
fully applied the continuous brake, which had its usual retarding effect, so that
the train was practically stopped before the actual collision took place. He
thought that the engine ran forward about a train length after the brake had
been applied. He was quite certain that there was no sort of movement orv
throw on the engine as 1t passed through the potnts leading from C road to
B road, and was not aware that there was a train approaching him in the facing
direction at the moment he shut off steam and applied the brake. But he saw the
engine of the Withernsea train just after it had emerged from under Argyle Street
hridge. Ilis train might have been just moving at the moment of eollision, but no
more.  As a result of the collision he was burted in the conl from the tender, and
when he was able to get down on to the ballast he sat down to recover himself. He
then walked to Park Street signal-box and saw sianalman Campling. Knowing
that Campling was in charge, he said to him, *“ What are vou plaving at this
" Campling turned round to Clark, one of the other men in the box,
and said, ** Did you pull that lever over? ** Clark, however, made no reply. He
saw that the signalmen were a bit flustered and said no more, but came out of tire
signal-box. Driver Atkinson thought the working at Paragon Station, Hull, was
simpler than cither at York or Leeds.

Fireman Charles Wilkinson was with driver Atkinson. e stated he did not
take up any of his engine duties until after they had passed Park Street signal-tox,
<0 that e should be [ree to assist the driver o viewne the signels. e saw that
the signals at West Parade were clear for them, and naturally concluded they were
on the might road.  He felt no unusual movement or throw on the enwine anch as
might be caused when it moved over the points and crassing leading from C road to
B roud. 1le was engaged in firing when the driver stepped over to his side and then
ecrossed back to his own. Immediately afterwards he noticed that steam was coming
out of the chitmney. This told him that Atkinson had shut off steam. it wasduring
these movements that Atkinson said to Wilkinson, ** Look vut,”” and he then locked
cut in {ront and saw the train i {ront of them,

Passenger quard Carr, who rode tn the last velicle but one of the Scurborough
train, stated that he testud the continuous brake from the last vehicle before the
train started.. and oh=erved the pressure in the gauge rose alterwirds wa 75 hs. e
thought the speed of the train was nat more than 10 iniies an hour when it reached
Park Street home signal bridge. e did not notice that the. train took the points
leading over the crossing to B read. The application of the continuous hrake bv
Lher driver was the {irst intimation he received that anyvthing was wrone,  Ue weat
to look out of thewindow to find out the cause of the application. hut before he had
time to look out he was thrown to the rear end of his van by :he shock of the
cohitston,  Tle thought that the train was moving when the collision took place.

7. Ldward Varey, clectrical charzeman at Paracon Station, stated that b

had been in charge of the electro-pneumatic working for 8 vears. Ile had never
known of i case where point switches had heen opevated other than throngh the
medium of signalmen’s levers, except when they were being tested, after permission
had heen obtained from the signalman to dosa, ITe thaneht that in this particuiar
Instance 95 points must have been moved from thetr normal into their reverse posi-
ton.  If such a movement were possible owing to induction or other reason, the
bomts would not return into their normal position.  Tle examined ihe voints and
tars arter the aceident and found no mark on the lock bar, ar anv dumage to 23
naints.  There was nothine wrong cither with 94 loek bar at the other end of 95
nomts. But the two stretehers on each side of the bolts at 83 points were hent, and
also the swan-neck detectors, - The har at 83 points was nat damaged, e come to
the corclusion that 83 noints had been run thromteh in the wrong nosition by a trail-
ing movement. He had had to take the stretehers out of 83 points, heat them and
straighten them. Thev had to deal with faikires such as are caused bv some slight
1naccuracy in the position of point blades. These failures, to which they were
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accustomed, were, of course, ** Safety ™ failures.  About three quarters of an hour

after the aceident Varey saw No. 95 points operated from the signal box by lever

in the usual way. No complaint had been received with regard to the work ing of

95 points or 171 signal that morning. A daily report was sent to the bl”n.l].

Engineer so that he would know if any of the failures reported were on the d&li”LI‘
sido.

6. Lvidence was also given by Permancnt-Way Inspector William Watson,
whose oflice is close to Park Streel box. He examined Llu, perinanent way and
through crossing, on wlhich are situated No. 95 points, about an hour after the
aceident, with yanger Brown.  They found 93 potnts in perfect order. There were
no marks of any wheels riding on or crossing over any of the rails, Nor was there
anvthing wrong with 94 lock bar at the west ond of 95 points. They found the
switch blades at 83 points shightly damage «bo The conditton of the switches at 83
points was such as would result from a Crain runnine through them in the trfing
position when thev were closed. Tt would not have been po‘;slblc for a train to have
got from Cto B road without 95 points being actually set for it.  Otherwise the
crossing would have been knocked to picces.

Inspector John Neary examined the jomts and connections between the electri-
cal motors and the actual points and bars of 82, 83, 04, 95 and 96, There was no
damage to any of the connections except 1n respect of 83, Ile alterwards wested the
10(,.\1110‘ between Nos. 95 and 171 levers, and found that 171 signal lever was locked
when 03 points were pulled over. They tried it in the reverse position, and found
with 171 putled over that 95 point lever was locked.

Report,

I This disastrous head-on collision was caused by the Scarborough train,
after acceptance had been given and the proper signals lowered for it to proc:(,ul on
C outgoing road past West Parade Junction signal-box, being diverted on to B
fucing ngoing road upon which the Withernsea train was a.pproachmc the ter-
minal station. I can recollect no case of an nccident havi ing occurred 1n similar
circamstances.

The evidence of the signalmen proves that the Searbo. mah train was properly

signatled on C road Lbrml-rho*n trom thc Station sienal-hox 1o West ™ Parade

Junetion signal-box,  There is no doubt also thar it crossed frowm C read to B road
throush 95 facing =lip-points and 53 points,

Permanent-Way Iuapu:tor Watson, Signal Imspector Nearv, and Flectricel
Chuargem .‘u. Varer nrove by their evidence That the only dan wge fouhd on h(..
erossing aiter the collision was some bau\lmh of the stretcher rods on each side of t
Jecizinr b >|t~\ and bending of the swan-neclk detectors and switel plate ends of 8
poims. Thelr evidence hlmi\ establishes the fact that 935 points must have heen
reversed, 1.¢., <ot for the crossing, when the Searnoroneh troin passed over them.
Further. the dam! e observed to 23 points shows that these points were set in the
normal posiLion, 1., against the cressing, and were run throuzh by the Scar-
borough train in the tratling direction.

The qu«;.ation for dcciston, therefore, is how 95 points came to be reversed
having regard w the locking,  Levers 93 and 171 are so mechanically interlocked
in the lever frame in Park Street signal-box, that it is impossible either to lower
171 signal except when 95 points are nermal, i.c., set for the siraight run over C
road, or to reverse 93 points except when 171 lever is in the normal, ic., danger
position in the frame.

1I. The first possibility for consideration is whether lever 171 was replaced
in the frame carly enonch—having regard to () the position of the Searborongh
train on C road. (b the aetual :,pm(l of the train, and (¢) the time required for
Teversing 99 points by lever and motor movement—to permit of 93 peints being
reversed, before the leading bogic wheels of the engine thad reached the locking bar
to the points, which would have prevented the rev versal of the points. The loec Lln"

bar ut 95 points is 40 feet in length and is worked simultaneousiy with the points by
the same lever.

(¢) Signalman Gibson was responsible for the movement of lever 171. e
followed his usual practice on this occasion, and replaced the lever when the engine
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and about three coaches had passed the bridge carrying signal No. 171, Before
tho lever could be moved past its half-way position mn the slide, and the mechanical
interlocking with No. 95 lever be thereby treed, it was necessary not ouly for the
stgnal motor to operate and bring the signal into tts normal dunger position, hut
also for the return electrical indication to be recetved at the lever frame, showing
that the movement had heen properly completed,  The whole operation wounld
occupy about two sceonds.  Assuming thuat lever 171 was returned to its Rortnal
position at the moueul when tie third couch behind the engive had passed the
signal bridge, the leading bogic wheels ol the engine would be 219 feev 2% inches
heyond the signal bridee, and 37 feet 99 Dnches from the neavest (cast) end of the
locking bar at 95 points.

(b) With regard to the speed of the Scarborough train whilst travelling between
the signal bridge and 95 points, it should first be noted that the distance from No. 1
platform stacting signals to signal 171 is approximately 131 vards, that the engine
wheels slipped twice whilst leaving the platform, sand having to he applied, and
that a scissors-crossing had to be traversed by the engine and train betfore C road
was reached.  The west end tratling points or the seissors-crossing are situated on
C road about 78 feet cast of the bridge carrying 171 signal.

The speed of the train, as estimated by driver Atkinson, was about 10 miles
an hour when he reached the home signal-bridge, and from 135 to 20 miles an hour
wien he passed Paric Street signal-box.  Passenger guard Carr, who rode in the
last vehicle but one of the Scarborough train, thought that the specd of the train
was not more than 10 miles an hour when he passed Park Street home signal-bridee.

Tests were made by the Compauy of the speed ol truins of stnilar composition
on the 10th, 11th and 12th March, with the result that the average speed of the
three tests. over the §6 vards of space between the signal bridge and the locking bar
at 95 points, was 17} miles an hour. But it was considered by the Company's
officers that thie rails may have been in a better condition on the three days when
these tests were made than on the T4th Febrnary, which would account possibly for
tlhe lower speeds estimated by driver Atkinson.

It is, morcover, quite possible, T think, that signal lever 171 may have been
replaced by signalman Gibson before the whole of the third coach had passed the
signal bridge.

Assuming, however. a speed of 13.75 miles per hour, i.c., the average of the
speeds estimated Ly driver Atkinson, the time rvequived for the leading bogte
wheels of the engine to travel the distance of 37.81 feet would be 1.9 seconds.

{c) With regard to the rime required for reversal by motor machine of 95

romnts, I round, with the ussistance of Mr., H. D. Rudeuard, Assistant Eagineer,
that as a resuic or »1x tests the average time required to throw ¢35 points und locking
har was 1.0 seconds.

I regard jur thererore, ns nozsible for 03 naints to have been voversed. afrer
lever I71 was replaced at normal. before the leadine booie wheels of the enging ot
the Scarborcugh train reached the locking bar to 95 points,

Signalman Clark was in charge of that part of the lever “rame which included
levers 82 to 97. Ee was instructed by sigualman Campling to set the road for the
Withernzen (rain from B line to 1 Tine afier the Searborougi train Tuud passed,
As soon as he saw signalwan Gibson put lever 171 inw the normal danger position
be hegan working the levers in conneetion with this movanent.  He stated e
pulled Ievers 97 and 96, and then tricd to work 9 Tock bar lever at the wesi end of
95 slip points. But, being unable {0 et the reverse indication, he fett the Tever in
its half-way position and tried to replace lever 82 {lock bar to 83 points) into its
normal {unlocked) position, in order to reverse 83 points for the Withernsea train.
But again he could not get the normal indication. It is probable that the reason
he was unable to reverse 94 and replace 82 levers was hecause the Scarborough train
was at the time passing over the lock bars,  Tie thought it was not possible that
he could have moved 05 instoad of 90 points, beecauss 06 polnts were subsequently
found in the reverse position, when Campling’s and Gibson's attention was drawn
to his dificulties in connection with No. 52 lever. He was unable o say when he
replacea 94 lock bar lever in the frame from its intermediate position.




ITI. In view of signadnen Claek’s deposition, T thought it necessiry to con-
sider an alternative, though improbable, explanation for the reversal of 95 points.
On Sunday, the 20th March, therefore, I tested the likelihood of a movement of 93
points, owing to possible earthing or connection of the reversing clectrical leads of
93 and 96 points, by connecting the two lcads and then trying the effect of revers-
ing No. 96 point lever. I found, as might be expected, that the only result was
to energise the reversing magnet (M. 2) ot 95 point machine, and thereby open the
pin valve on the reversing side or the slide valve cylinder. No movement of the

piston in the main ¢ylinder resulted, for the reason that the magnet (M. 1) on the -

normal side was not de-cnergised, and no movement therefore resulted in the slide
valve cylinder, which controlled the admission of air pressure into the main cylinder.
The experinient proved, in my opinmon, that no carthing or contact between the re-
versing leads of Nos. 93 and 96 would, if 96 lever had been reversed, have resulted
in a movement of 93 polnts; nor would the fortuitous picking up of a stray current
through earthing of 95 reversing lead, unless the normal lead had been broken, have
resulted in the points being thrown over. A combination of the two last-nomed con-
ditions 1s too improbable for serious consideration, and moreover it would not have
heen possible to replace the points in their normal position as was subsequently done.

IV. The enly explanation, therefore, which appears possible to account for
the diversion of the Scarborough train from C road to B road is that signalman

Clark, instead of pulling No. 96 points as stated in his evidence, must have mad-

vertently pulled and reversed 95 points before the engine reached the locking bar.
V. General Rule 61 (b), which covers the replacement of signals in a casc of
this description, reads us follows :—
““When « siunel other than a distant signel has been lowered for the
passage of a train, it must not (except in the case of accident or obstruction)
be wauin pluced at danoer antil the last velicle of the troin has passed i,
or the train has beew broialit 1o @ stand : wor, {n the cose of o junclion, until
the last velicle of the train Las passed 3¢, and iz clear of the junction poines.”’
‘Flie wotal length of the Scarborough train was about 110 yards, and if signal-
man Gibsen had acted strictly upon this rule the leading engine wheels would have
reached 93 points before the signal had been replaced, and the wheels of the tralu
would have been on the bar to the points. It would not then have been possible
for the points to be reversed, and the aceident would not have happened.

~ The Superintendent (Mr. Jenkin Jonest in his evidence stated that na definiie
instruction had been issued authorising any departure from Rule 61 (4). But that,
in the interest of safety, there was an understanding which allowed the signalmen
at Park Street to use their diserction in replacing the signals in question to danger
before the last vehicle liad actuallv passed them.  IIe explained that it was the
normal practice Tor the licht engine which brought in the empty stock for the
Scarborough train o follow the train when it left the platform. [n this case he
thought the signalman was justified in puttine the sienal back to daneer before the
last vehicle had passed, in order to avold abl risk of the * clear * signal heing taken
as authorisation for the light engine following the (rain to nass the signal. This
practice i ohe widedh s contnon o raddlways au werminal stations, wiere i 1s nevess
sary to ciear platforms as sapidly as possible, and relense engiues for other duties.

VI, Arncther and. T think, more important Rale. 60 (a), reads as rollows :—

CWin wotrain is approaching Facing Points the Sionalman must see

thut the lever which aqoeerns them 3z close fowe to the Jreme, and that the

ceatelods frmiy down in dhe noteh, and remains 0 wntil the whole of the train
hots passed )’

This Rule impiies that wherher the signal holding the points has heen repliced
at danger or not, a lever controlling points over which a train has to pass must be
Kept in the correct position. Mr. Jones also considered that a signahinan would
noy be justified in moving 56 points on D road, unatil alter the train had passed the
thlmua'h crossing, aithough the moviment of 96 points, which was also interiocked
with 171 signal, would not have cansed any diversisn or accident to the Searborongn
train. T fully eoncur in these views, aud consider that signalman Clark should have
observed the position of the Scarborough train on C read, and not have attemnted
to make anv lever movement required for the vassage of the Withernsea train urtil
the Scarborough train had passed clear of 95 points and the throngh crossing.
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~ VII. The root cause of this accident is, I thinl, psychological—there 15 a
Buman factor to take into account. LThe Withernsea tram was already Lite, but
had been signalled to Park Street signal boxas ** entering section.” It this train
had been swppod at No. 11 signal on °B road, owing to its arrival at the signal post
hefore the points could be set from B to D road, it would have been signalinan
Giibson’s duty to :uuul the fneb, It is hiooan nature for men, who Lake an honest
pride in their worl, to avoid if possible having to book the stoppage of a truin,
especmll\' oue almmv late, at a signal for the working of which they are respon-
sible. Tt is possible, ther fm(- that Tor this reason ot (;l)ann and Clark avted
maore hurriedly on this aceasion than they shanld have donec Gibsan may have re-
placed 171 signal somewhat curlivr than usual, and Clack, with Lis eyes tixed on
{z1hson’s movcmcnts, instead of on the train, so that no thne should be lost 1n
setting the road for the Withernsea train, began pulling his levers before the Scar-
borough train hid passed, and made the disastrons mistalee of pulling 95 instead ot
86. Mr. Jones assurcd me that tn the circumstances, with a train so late, he would
certainly not have blamed a signalman if it had been checled by signal.

VIII. The following additional points were dealt with at my Inquiry:—

(¢) Tt was stated that the trallic had I grown so considerably since Daragon
Station had been reconstructed, especially sinee the war, and thut the luy-out was
so complicated, thit there was inherent danger in working the traflie.

The Compainy submitted figures showing Lhal the number of trans dealt with
both into and out of Paragon Station during u normal 24 hours was as lollows :—

190G. 1914, 1920, 1926,

In-goine trains ... 85 107 £5 1366
Out-goizng trains ... &89 108 £3 104
Totals ... 174 215 168 210

The fgures swifice to show that about 20.7 per cent. more trains are now worked

1nto and out of the station durm:r 24 hours than m 1908, and about 2.3 per cent.

loss thian 1o 1914, .

The lay-cut or the Station yurd and platforms is shown on the atached
diagram, upon which, however, all the signals are of course not indicatcd. [ took
the oppoftuniiy of wnaultUWdrxu Dixon and Atkinson and Stativn Inspector
Br.mL as well as the L,u'npn.n\ s oflicers.  The drivers, men with about 2z vears’
experience of drivine, stated that in their view the lay-out of the lines in Daravon
Station Yard was simpler and casier for engibemen to worll over than at otler
centres, sneh s que Ym:\, Doncaster and Scarborough.  Ins spec tor Brant, who
had had 20 vears’ expertence of the tratlic movements in Paragon Station, and bud
played a lending part in arranging for the arrival and d(‘pd. ture of trains, stated
that no difficults nud been e\perlencod In respect of \\ornn‘ rOr Crosslng traibs,
as tound necessary, to and from the various platforms. Iar as practicable the
platforms detullvd ror trains were arranged so that there mmu‘d be as lictle crossing
as possible,  Trains from ornsca and Scarborough arrive wc and depart Irom
platforms on the nerth side of the Station, whilst main line trains are accommo-
dated at the south side platforms,

In my opinton the layv-out of the lines and platforms at Tull is no more
complicated, and tke trafic is much less in bull than at many other large terminal
raiiway centres.  Traffic working must naturally he (omphuued m chm.wtor agall
termini owing to movements of empey stock and light engines, the um woidabiiiny
of reversing all trai: ns, and the necessity for pmwdmrr access from all platforms to
engine and stock sidings. Tt should be noted Irom the diagram to what a small
extent the running lines are used in hoth directions.

() With regard to locking the doors of one or two compartments nexe to the
engine as a protcc ion to passengers in theevent of accident. Inthe old days, swhen
comnartment stock consisting of 4 and G-wheeled vehlcles with wooden frames waa
a.lmost. entirely in use, Railway Companies generally adopted this practice as far
as pr_act.lca.ble on express, but not-on slow passenger trains.- With the adoption of
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steel under-frames of greater strength the practice gradually fell into disuse, and
eventually the constrnction of corridor vehicles made it impossible to carry the
practice into effect. It should be noted that in the case of the Withernsea train
there was telescoping in all of the first five vehicles, owing to the exceptional cir-
cumstances of a direct head-on collision. :

No regulations on the subjcct have been made either by the Board of Trade ot
the Ministry, thietly because the position ina train at which telescoping may occur
is uncertain, and (of late years) it has becen considered that by shortening the length
of the couplings, and strengthening the under-franies and ends of passenger stock,
better sccurity could be afforded aguinst telescoping. -

(¢) T have also to state that, in the newspaper reports of the first day’s proceed-
ings of this Inquiry, a statement appeared 1n a nnmber of Tondon and Yorkshire
newspapers to the effect that the railway representatives had objected to the Inquiry
being held in public. In fairness to the London and North Eastern Railway I have
to report that no representations to this effect were made -to me by any railway
officers, and that there was therefore no ground for that statement. :

Conclusions.

My conclusions in this case are :—

(1) That signalman Clark diverted the Scarborougl traimm from C {outgoing)
to B (incoming) road, by inadvertently moving 95 instcad of 96 points, before the
leading wheels of the engine reached the bar to those points, and that Lie should have
watched the train pass No. 95 points before attempting to reverse 96 points. [
therefore pluce responsibility for the collision upon him. It is possible that the
desire of both signalmen Gibson and Clark to avold checking the Withernsea train
at No. 11 signal resulted in more hurried action than was advisable, both 1 connee-
tiou with the replacement of 171 signal and the working of the point, ete., levers
tor the movement of the Withernsea train from B to D road.

Anxiety to avoid checking the Withernsea train may have been a feature n
this case, and it is desirable that the Compary should czution signalmen against
the danger of overlooking the obligation of paying due regard to the Rules quoted.
Mr. R. L. Fergnson, Districr Superintendent, stated that all the signalmen wio
were on duty in Paric Street signal-box, had first-class characters, and were regarded
as first-class signalmen.

(2) I do not consider that any responsibility can be placed on the erzinemen
fDixon and 3cott) of the Withernsea train, whose view of the road before them was
wuch eircumseribed by track curvatare and the existence of Argyle Strect bridsge,
Ner do I think that serious blame attaches to the enginemen (Atkinson and Wilkin-
scn) of the Scarborough train. They were verhaps not so alert as thev migne have
neen, otherwise, with so long an experience, driver Atkinson might have realised
s position on the wrong line at an carlier moment than he did.  On the other
hind, having seen his signals were clear on C line as far as Victoria Crossing, an
extraordinary diversien such as took place could certainly not be anticipated, and
mizleading securivy would be afforded by the clearance of the proper signals,

(3) I do not thini that this accident, or the previous one on the 5th February,
was 1n any way caused by unnecessary complications of lay-out and crossings in the
Station Yard. ' -

(+} Asasafeguard apainst similar accurrences, T amnot in favour of additional
signalling, nor do I think that intermediate, electrical or mechanical clearanee bars
would be suitable, in view of lizht engine traffic. I therefore recommend the Com-
pany to provide a track circuit on C road between No, 171 signal and 93 points,
wkich would hold the points whilst any train was moving towards them.

I have the honour to be, Sir,

Your obedient Servant,
J. W. PRINGLE,
Colonel.
The Secretarv,
Ministry of Transport.



14

APPENDIX 1.

-

Damage to Engine No. 00.

Main frames badly bent at front end, and bebind the cylinders.
Bogic frames bent and bogio badly damaged.  Centre bogio pin bent.
Teading bogie axle bend,

Both leading bogio axle boxes broken.

Smoke box badly damaged, and forced away from the frame at the bottor.

Frout bufler beamn badly dumaged, and both buffers broken.
Taading draw bar and enupling hadly hent.

" Footplate at the front end badly damaged.

Westinghouse and vacuum pipes damaged.
Steam heater pipes damnaged, :

Brale gear on driving wheels bent.
Tender butfer beam bent.

Back of tank badly damaged full width,

Damage to Engine No, 1628,

Main {frames badly bent at the front end, and also at tho back of the cylinders.

- Bogio frames bent,

-

Leading hogie axlo bent.

. Leading bogie axle boxes broken.

Motion plate broken.

Teft comneeting rad bend,

Smoke-box hadly damaced, sl foreed away from the {franes as the Lotlom,
Front butfer beam badly damaged, and buffers brolen. '
Liuding drawbar and eoupling badly bent.

- Toatplite hadly damaged st front e,

Westinghouse and vacuum pipes damaged.
Steam keater pipe damaged.

Brake gear broken,

Tender Inffer Leam damaged.

" Both buffefs broken.

APPENDIX II. -

Damage to Carriage Stock.
{a) Withernsea Train,

No. 2200.  Comyletely destroyed.
No. 23336, Leading bogic displaced, bov not deriled.  Fies five compartinents telescopai,

( Fraume wd bogics baaly damased,

No. 2433, - Two compartments telescopzd,  One bogie displaced and bent.  Brake wori: badiv

Lent and broken.  Bouy Irame hent.

No. 3495, Telescoped and comgletely vrecied,
No. 2716.  Deretied all wheels,  Van portion teicscoped.  Bogio badiy fiamaged and hrake wora

bent.

{b) Scaricrough Tiain.
No. 3363Y. Fron: Lalf teicscoped.  Practically wrecied.
No. 3335Y. Headstoek broken.
No. 22053, Headstock broken,
No. 3365Y. Two headstocks and sole har broken. Brake work, piucs, ete., badly damaged.

e
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