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Public Safety and General Purposes Department, 

7, Whitehall Gardens, S.W.1. 
8th April, 1921. 

rsI% 
.+. 1 have the honour to report for the information of the Minister of Transport, in 
accordance with the Order of the 27th January, the result of my Inquiry into the 
,,uses of the collision between two passenger trains, which took place on the 
26th 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 
t ~ o  named stations, and the head-on collision which ensued had, I regret to say, 
disastrous results. Eleven 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 exmess was drawn bv Cambrian Railway Engine No. 95, type 4 - 4 4 ,  with - - 
eled tender, and compr&ed the following stock :- 

Length 
Weight over all Lighting. tons. cwts. ft,  ins. 

T 
type r 

... BnMne and tender. No. 95 ... ... ... 76 174 51 4 -- - ... j. & N.W. R., No. 8755, 6-wheeled van ... ... 13 0- 32 0 
:ambrian R., No. 310, 8-wheeled composite coach ... 26 10 54 6 
:amhrian R., No. 324, 8-wheeled tea car ... ... 26 10 54 6 
:.W.R., No. 7730, 8-wheeled composite coach ... 27 11 57 0 

... 1. & N.W.R., No. 8093, 8-wheeled brake van ... 21 0 45 0 
;. & N.W.R., No. 3160, 8-wheeled composite coach ... 31 0 57 0 
;. & N.W.R., No. 6109, &wheeled composite brake ... 32 0 57 0 

... Totals ... 254 8+ 408 4 - 
JN aluw W - ~ U  #as drawn by Cambrian Railway Engine NO. 
and included the following :- - 

Length 
Weight over a11 

tons. cwts. ft. ins, 

... Engine and tender, No. 82 .,. ... ... 70 5 49 9 ... 3ambrian R., No. 233, 8-wheeled com.posite coach 23 10 45 0 ... L. d: N.W. R., No. 260, &wheeled third class coach 31 0 57 0 
... Cambrian R., No. 333, 8-wheeled composite coach 26 10 54 6 

L. & N.W. R., No. 2850, 8-wheeled composite coach 19 0 42 0 
L. & N.W. R., No. 8396, 8-wheeled brake van ... 24 0 50 0 
L. & N.W. R., No. 8725, 8-wheeled brake van ... 23 0 50 0 - -- 

Totals ... ... 217 5 348 3 - -  -- 

Gas. 
Gas. 
Gas. 
Electric. 
Gas. 
Electric. 
Electric. 

82 of similar 

Lighting. 

Gas. 
Electric. 
Gas. 
Gas. 
Gas. 
Gas. 

60th trains were fitted with the vacuum (working equivalent 21-22 inches) auto- 
$tic brake, working blocks upon the coupled engine and tender wheels, a n d  upon 
. the wheels of the coaching vehicles, except the centre pair of NO. 8755. The. 
ntinuous brake was operative from each of the brake vans, as well as from the foot; 

of the engines. 
The underframes of the coaching vehicles were steel throughout, except NO. 

85% which was partly steel and partly timber. 
The total overall length of the two trains was about 252 yards. After &e 

ision, the space occupied, including wrecked stock, wa's 180 yards. In  a space of 
t 50 yards, the two engines and tenders and five coaches (four of the express 
ne'of the slow train), which normally occupy a space of about 115 yards, formed 
gledmass of wreckage. The boiler of Engine No. 95 was wrenched from the 
e, reversed, and thrown south of the track, whilst the motion of the engine stood 
lcally over the rails. Engine No. 82, boiler included, had reared straight on end 
its tender thrown southward. The frame of No. 8755 was hurled north of the 
behind 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 No. 
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 latte 
coach, including passengers,'into a mass of wreckage at  the rear end. It was fro 
this end of the fourth coach that the great majority of the bodies of those killed were 
recovered. The leading end of No. 8093 was broken in, but the coach was not 0th 
wise damaged. The l'a,st two vehicles of the express stood on the rails practic 
undamaged. In the slow train, the vehicle behind the engine (No. 233) was tot 
destroyed, the frame being thrown northward and the roof southward of the track. 
The two leading compartments of No. 260 were wrecked, an& 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, etc., after the collision were found to be 
so entangled, and in such a perilous position, that oxy-acetylene plant was 
utilised for cutting up the steelwork into weights that could he handled by the steam 
cra,ne. 

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, .. 
due to escaping gas. 

- 

The following vehicles on the two trains mere fitted with fire-extinguishing and - " u 

firstdaid appliances, salvage tools, etc. :- 
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 vehicles 
included :- 

Fire extincteurs . . . . . . . . . . . . . . 5 
Bafflers for extinguishing gas jets . . . . . . . . 7 
Buckets . . . . . . . . . . . . . . . . 6 
Lamps . . . . . . . . . . . . . . . . 4 
Ladders . . . . . . . . . . . . . . . . 4 
Ambulance boxes and cabinets . . . . . . . . 5 
Hammers . . . . . . . . . . . . . . 4 
Axes . . . . . . . . . . . . . . . . 9 
Crowbars . . . . . . . . . . . . . . 9 
Saws . . . . . . . . . . . . . . . . 6 

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 84 miles north-east 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, 
3% miles north-east. The single line branch to Reny  junctions with the down loop 
line at  Abermule. 

Attached to the report is a plate (Appendix III.), upon which will be found a 
general plan (Fig. 1) of the railway between Abern~ule and Newtown, showing the 
site of the collision and relative curvature and gradients ; also a plan (Fig. 2) of the 
lay-out and general arrangements at  Abermule Station ; and, on a larger scale, a plan 
(Fig. 3) of the platforms, station buildings, booking office, etc. 

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 south wieh 
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, 
however, 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. 





rice tothe plan of the station lay-outwill show that the points and signals a t  
,jI,c ="A -.- >&st end of the yard m e  worked from a signal-box, sited at  the north-east 
end of the down platform, and adjoining a road level crossing. Also that the south- 

.wefit loop points are worked, and the down advance starting signal is slotted, from a 
ground frame, which is controlled by a mid-way bolt from the main signal- 

box, The signal-box contains a fmme with 18 working and four spare levers. The 

lever the gound frame has three positions-a mid-way position releasing 
the ground frame, a forward posikion locking the ground frame with the south-west 
loop set in their normal position, LC., for the up loop line, and a reverse position 
lbcking the ground frame with the loop points reversed for the down loop line. The 
pound frame has six working levers and one spare. - 

&feeasurea from the signal-box the approximate distances to the undermentioned 
etc., are as follows :- 

East end loop facing point . . . . . . 155 yards N.E. 
East end timber crossing between platforms. . 4 yards N.E. 
Booking hall on up platform . . ' . . . . 35 yards S.W. 
West end of up platform . . . . . . 90 yards 6.W. 
Dolvn starting signals . . . . . . . . 125 yards S.W. 

. Ground frame . . . . . . . . . . 232 yards S.W. 
- -. . . . . .  .. Down advance starting signal . . 263 yards S.W. 

West end loop points . . . , . . . . 332 yards S. W. 
Up home signal. . . . . . . . . 349 yards S.W. 
Up distant Signal . . . . . . . . 994 yards S.W. 

. ~ , . Site of collision . . . . . . . . . . . . 1 mile S.W. 
Down signal for Cil Gwrgan level crossing 1 mile, 220 yard8 S.W. 
Bridge over railway . . . . . . 1 mile, 290 yards S.W. 
Cil Gwrgan crossing . . . . . . 1 mile, 800 yards S.W. 

'I'his single line section has been worked by the electric tablet system since 1890, 
the type of instrument in present use being Tyers No. 6. The method is one of those 
which has been approved for single line working, and if the instruments are used 
fairly, and in accordance with instructions, the possibility of accident has been 
considered to be so remote as to be negligible. It will not be necessary in this case 
to do more than give a general outline of the working involved. 

cula 
rais 
%PP 

sect 

Each section of single line has a pair of electrically controlled instruments, one 
ach end of the section. The tablets contained in this pair of instruments cannot 
)laced in an instrument belonaing to an adjoining ~ection ; for though the size and 
line is similar, the tablets of one section differ from those of another in having cir- 
ir, square, or triangular portions cut out of the centre. The tablets also bear, in 
ed lettering round them, the names of the two crossing places to which they are 
licable, i .e.,  Montgomery-Abermule, or Abermule-Newtown. 
The tablets can only be withdrawn from an instrument at  one end of a single line 

(bn by co-operation with the man in charge of the tablet instrument at  the other 
pqd of the section. When one tablet has been taken out, the electric circuit control- 

the two instruments for that section is broken down, and a ~econd tablet cannot 
:withdrawn from either of the two instruments until the f is t  tablet has been inserted 
the relative instrument at  the other end of the section, or has been returned to its 

iginal instrument. 

'NO train is permitted to enter on a section of single line unless the tablet of that 
Lmicular section is in possession of the enginernan. The movements of trains .are 
9 0  controlled in the usual way by fixed signals. \ 

The two tablet instruments at  Abermule, for the Montgomery and Newiown 
ctions respectively, are kept in a room (vide Fig. 3) adjoining the booking office and 
't in the signal box. This has been a common arrangement at  roadside stations on 
lgle lines in Great Britain, where traffic is insufficient to justify the employment of a 
Palman with no other duties, and to ensuro that the instruments are under the 
Pect.supervisio~i of the stationmaster. 

I? Appendix I. will be found an extract from the Company's Appendix to the 
orklhg Timetable, giving the Regulations for train signalling on single lines of rail- 

: way worked on the electric train tablet system. 



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, prlor 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. 

I.--Adequacy of trafic staff at Abermule. 

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 those duties. It is perhaps necessary in this case to examine first the 

i 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.m. and midnight. The 
movements-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 
E p  passenger trains . . . . . . .. 8 
Down goods trains . . . . . . .. 4 
Up goods trains . . . . . . .. 3 
Light engines . . . . . . . . Nil 

These movements are distributed as follows :- 
Total No. Greatest No. 
of trains. in any one 

hour. .. Between 4 a.m. and 9 a.m. . . . . 5 2 
,, 9 a.m. and noon . . . . . . 5 2 

12 and 2 p.m. .. .. . . . . . . Nil - .. 2p.m. and8p.m. .. . . . . 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 4.8 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. From 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. In  each case an hour is booked off for meals. There is a booking clerk on 
duty between 9.30 a.m. and 8.30 p.m., with meal intervals amounting 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 atthe station before 8 a.m.,and none after 8.15 p.m. 

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

Before thewar, 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 traffic movements detailed above are clearly at  no period, during the hours 
when the station is open, of such 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 employment of either the porter, or the clerk, in the 
performance of duties for which the stationmaster, or the signalmen, are alone re- 
~ponsible. 



In 11. will be found, in tabular form, the booked timings of the two 
concerned in this case, the average speeds between booked stopping places, and 

other information. It will be observed that the trains are booked to cross each other 
at ~ b e r m d e  at  12.5 p.m., and the schedule provides for holding the down train a t  
~ b ~ ~ m u l e  from 11.57 a.m. (Bradshaw) until 12.5 p.m., to allow this crossing. -- 

11.-Events leading up to the collision. 
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, 
signalman Jones, porter Rogers, and booking-clerk Thompson. 

 bout 11.50 a.m. Rogers and Thompson were having their dinner in the booking- 
; 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 Humphreys. 
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 section" a t  11.55. Jones 
*Len telephoned to Moat Lane Junction to enquire where tlie up express was, and was 
informed that it had just passed. He then left the booking office in the expectation 
that the express would pass the down train as usual a t  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 
were thus left in the booking office by themselves. Lewis appears to have returned 
from his dinner after Jones 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-sta,tionmaster was standing 
outside the entrance to the booking hall when Jones leftthe booking office. 

At 11.56 a.m. the express was belled from Newtown. Rogers thereupon went 
into the tablet room, acknowledged the bell signal, and plunged on the Newtown- 
"bermule instrument to release a tablet for the express to proceed to Abermule. H'e 
id not inform either Lewis or Jones what he had done, but, in accordance with his 
iidence, started off for the ground frame at  the south-west end of the station yard. 

Jones, after leaving the booking office, went to the level crossing, closed the gates - 
xoss the roadway, then went into the signal-box and lowered the down home signal 
Ir the slow train. The lowering of this signal, when the slow train was not in sight, 
nd in all probability after the express had been accepted by Rogers, was a breach 
f block working. More particnlarly so, because the south-west loop facing points, 
swill be seen later, 1a.y for the down loop line. At 12.2 p.m., five minutes late, the 
own train is stated to have arrived, and Jones then replaced tlie home signal to  
anger, 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 en& 
of the station platform, Thompson, who evidently was waiting on the up platform, 
jumped off into' the six-foot way, and took the tablet holder from one of the engine-. 
men. Thompson agreed that it was the stationmaster's practice to take the tablet 
fronl this train, but, that as Lewis was not there to do it, and Jones was in the signal- 
box, he took the tablet holder, as he had done on other occasions. Thonlpson then 
returned to the up platform, and went into the booking hall, with the intentionof 
going into the instrument room to replace the tablet he had received from the down 
bin in the slide of the Montgomery-Abermule instrument. But he met relief-station-. 
"laster Lewis coming into the booking hall from the yard entrance, and therefore 
'landed him the tablet holder, saj~ing, "Change this tablet, Frank, while I go and get 
the 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 see what 
the stationmaster did after he had handed him the tablet holder. 

Lewis went to his dinner on this morning later than usual-about 11.35 a.m.- 
and returned about 11.55. On his return, in accordance with his statement, he went 
Ktraight into the booking office, where he found Rogers and Thompson, and also sub- 
'nsPector of permanent w-ay Thomas. The latter immediately engaged his attention 

enquiring for a wagon for loading stakes. The matter was of some urgency, as it, 
was necessary for Thomas to travel by the down train when it left Abermule. Lewis, 
therefore, went out with Thomas into tlie yard to see if a suitable wagon was available. 
He did not go further than the coal wharf, about 50 yards distant, and expected to. 
?turn in time to take the tablet from the down train when it arrived, and attend to  



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 office. 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 clown 
train under the instructions of the signalman. He asked Thompson, "Where is the 
express ? " a.nd 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. He handed the tablet holder, given him by Thompson, to the 
fireman without looking what tablet it contained. 

Rogers, after entering the time in the train book, 11.56, when hereleased 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 ordina j 
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 t,ried 
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. Aft,er 
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 t,o 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. He 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 
Nontgomery. 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 
was sent from Newtown by station-foreman Brock at  11.59 a.m., when the express 
left the station. I t  was not acknowledged from Abermule, and there is no relative 
entry in the train book. I t  is, therefore, clear that there was no one in the 
booking 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 Abermnle. It is also clear that neither Lewis, Jones, nor Thompson could have 
looked at  the tablet instrument for the Ahermule-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 
booking 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 
made 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 t,rain at  Oswestry. He tested the continuous brake before leaving Oswest,ry, and 



rode in the last vehicle but one (NO. 8396). In accordance with his watch, the train 
arrived at  Abermule at  12.2 p.m. (five minutes late), and left at  12.4 p.m. The only 
member of the traffic staff he saw at  Abermule was clerk Thompson, who took the 
letters and papers Chetwood handed to him. Both the starting and advance signals 
were "clear" when the train started. Chetwood is confident that the continuous 
brake was not applied before the collision occurred. This point is supported by the 
evidence of chief traffic inspector George, who rode in the fourth carriage (No. 2850) 
;f the down train. The latter did not consider that the train could have attained a 
speed 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 
Jol1n Owen. This train arrived at  Newtown at 11.57--on time. The tablet for the 
.~~wtown-Abermule section was handed to Owen by foreman Brock. Owen examined 
tire tablet, found it correct, and passed it to his driver for examination before hanging 
tie holder on the hook. Steam was shut off in the usual way at Cil Gwrgan Crossmg, 
when the train had attained a speed of from 45 to 50 miles an hour. The engine was 
passing under the road overtxidye about 200 yards from the scene of the coliision, 
when Jones, who drove from the right-hand side of the footplate, saw the steam of the 
approaching down train. A moment later he saw the front of the engine a t  adistance 
nf ROO to 350 vards, and fullv applied the continuous brake. He remained on the foot- 
$ate until t6e engine6 merl a&t three lengths apart, and then jumped off to the 
right. Owen's attention was first attracted by his driver sounding the engine whistle 
and then applying the brake. He put his head out of the cab on the left side, saw 
th, approaching engine and notticed it was steaming. He followed his driver's example 

1 jumped off the engine on his side at a distance of two engine lengths, when he 
v 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 
n 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 
: speed of the train when he jumped off the footplate to be not less than 30 miles 
hour. 

When Owen recovered, he found himself on the ground just'behind the second 
vehicle (No. 310) of his train, which was lying across the railway on top of the first. 
He saw driver Jones on the opposite side just behind and underneath the third vehicle, 
which was leaning over towards the slope of t,he cutting. He got across the framing, 
and 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, he went to look for the tablet and crept under the frame of 
Yo. 7730 for the purpose. After a little search he found both tablet holders lying on 
,he,ground t,o the left (north) of the track alongside the w~eckage of the two engmes. 
3e picked them up and found that one of the tablets for the Montgomery-Abermule 
iection had evidently been carried by the down train. He then returned and showed 
,hem to his driver to relieve his anxiety. He subsequently handed the tablet holders. 
;o traffic controller Morgan, who travelled in the down train. Morgan eventually 
msed them for custody to chief traffic' inspector George. The latter, immediately 
~fter the accident, returned on foot to Abermule, where he arrived at  12.18 p.m. and 
lrranged by telephone for the dispatch of medical and nursing assistance from New- 
;own. There is full proof that the tablets recovered by fireman John Owen were 
;hose actually carried by the engines of the two trains ; the express train tablet being 
TO. 18 for Newtown-Abermule section, and the down train tablet No. 18 for Mont- 
:ornery-Abermule. 

111.-Conclusion. 
The evidence, therefore, clearly establishes the following conclusions :- 

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

(b) that the cause of the collision was the departure of the down train from 
Abermule with a wrong t,ahlet in possession of the enginemen. 

IF7.-Respomibility. 
By reference to the Regulations for Single Line Working (Appendix I.), it will be 

seen that responsibility for ensuring that every train carries a tablet proper to the sec- 
tion over which it moves is placed upon both the traffic and locomotive staff 

Securitv. therefore, depends upon two equally impbrtant strings. 



of examiiing the token, and assuring himself of its correctness, before it is placed 
the hook provided for the purpose. 

Driver George Jones and fireman Albert Evans of the down local train clearly 
failed on this occasion to fulfil the duty of examination, and lost their lives owing, 
amongst other reasons, to this failure. Had the deceased been observing the roa.d, 
and applied the continuous brake when they sighted the express, there can be no 
doubt that the effects of the collision would have been mitigated. Half of the 
responsibility for the collision is theirs. Enginemen will no doubt take to heart 
the lesson illustrated by this sad occurrence, and regard the duty of examining single 
line tokens on all occasions as one of primary importance in their own as well as in 
the public interest. 

(2) Turning now to the conduct and responsibility of the traffic employees at 
Abermde. The Regulations lay down :- 

(a) that the signalman, or other person in charge of the tablet workkg foz 
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, t,hr 
signalman is the sole person authorised to receive a tablet from, or deliver it to, 
the engine driver. 
The practice, as i t  existed at Abermule Station, in regard to these very plair 

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 instrument and 
bells, and receive and deliver tablets, are those members of the staff who have beer 
passed by the District Traffic Inspector as having qualified in the Regulations fol 
single line working, as well as in the General Rules and Regulations, At .4bermult 
those so qualified were relief-stationmaster Lewis and the two signalmen. In Sep 
t,ember, 1915, t,he special attention of the traffic staff was called to the necessity f o ~  
observance of the Regulations for the custody and transference of tablets. Specia 
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, anc 
personally supervise the working. 

On the date of the collision, the permanent stationmaster, John Parry, was awaj 
on leave. He had been in charge at  Abermule for nearly four years, and left duty or 
the 15th January for a fortnight's holiday. During his absence Lewis acted at 
stationmaster. The latter was well acquainted with the routine work, havin~ 
previously acted on other occasions at  Abermule as stationmaster, signalman, a,nc 
guard. 

Parry's evidence is to the effect that porter Rogers, though not technically r 
"ddv  authorised nerson." was oermitted bv him to use the tablet instruments. ant 

(1) Ultimate responsibility for leaving a tablet station with "the tablet for t 
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." 
common practice, the duty of exchanging single line tokens is performed by firem 
who more commonly occupy the left side of the footplate, and are less like 
to be engaged in other duties. But this does not excuse the driver from the du 

- ~~ I / 
answir the bells, kut  o<ly witG the spec& authority on cach occasion eithkr of j 
himself or of one of the signalmen, and under direct supervision. Rogers, in .his 1 
opinion, was thoroughly acquainted with tablet working, and the restricted permission 
accorded to him was for the purpose of instruction. Thompson had never any i 
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 1 
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 took charge 
of the station for Thompson to change tablets, and he merely cautioned him to be 
careful in his use of the instrnments. For this reason he assumed that, when Thomp- 



anded him the tablet holder after the down train had arrived, he had previously 
nged the tablet: Rogers had on other occasions released tablets for trains as he 
for the express. The serious mistake he made was in not telling either the signal- ,, ,, himself that he had done so on this occasion. It was his (Lewis') practice to 
,the tablet from the down train when it arrived, and to place i t  in the instrument. 
In accordance with his onm evidence, signalman Jones did not know, or pretended 

ow, who were the duly authorised persons for using the tablet instruments, 
agreed that Rogers used them frequently. Rogers frankly admitted that he had 

tablets when trains were belled, and obtained tablets, in the absence of 
the stationm&ster and the signalman. He was not aware that only those who 
een examined and had qualified for the position of signalman, or porter-signalman, 

e authorised to use the tablet instruments. Both the stationmaster and signalman 
e aware that he issued and exchanged tablets in their absence. 
Thompson also stated that he had been instructed on more than one occasion by 

an Jones to get a tablet out of the instrument for a down traiu-apparently 
Jones the trouble of crossing to the up platform and doing it himself. He had 

ugh not authorised to do so, collected tablets from trains -hen there was 
ne else on the spot. Further, during the time that Parry was stationmaster, he 
got tablets out for.him without any special instructions to do so. Sta.tionmaster 

ry had shown him how to use the tablet instruments. This evidence he adhered 
Parry's presence. 

view of these statements, of the conduct of Rogers and Thompson on this 
titular occasion, and of the evidence afforded by thevhandwriting ofAsome of the 

the train book, it is impossible to arrive at any other' conclusion than that 
Regulations in respect of the custody and transference of tablets had, for some 
previous to the collision, not been properly observed at  Abermule. Both Rogers 
Thompson, lads of 17 and 15 years of age, were permitted, with the knowledge 

tationmaster Parry, relief-stationmaster Lewis, and signalman Jones, to use the 
ts, reply to the bells, book the entries in the train-book, and receive and 

r tablets. They were sometimes instructed by Jones to exchange tablets, in 
to save others the trouble of doing so. A slipshod, happy-go-lucky practice 

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 securitydepended, originated, 
y opinion, with this irregular practice in the custody and transference of tablets. 
the growth of this practice, responsibility rests primarily upon stationmaster Parry. 
s not clear that the traffic inspection staff, and in particular inspector Lloyd, are 

e matter. Even if the practice existed, this does not 
bility for failing to check it, or signalman Jones for 

w of the Company's explicit instructions to stationmasters to give personal 
n to the crossing of these two trains, the first mistake Lewis made on this 
ar day was in taking his dinner later than usual, with the result that he did 

to the office until 11.55 a.m., ten minutes after the usual time. His second 
s to leave the office with sub-inspector Thomas without first finding out 

to be called as soon as it was belled. The 
he had learnt on his return to the office that 

ss had already passed Moat Lane Junction. Thompson has a slight hesitation 
ch, and it is possible that this may account for Lewis misunderstanding 

at Thompson said to him when he was handed the tablet holder. That he did not 
mine the tablet in the holder was his most serious failure. Lewis gave his evidence 
a straightforward manner, and acknowledged full responsibility for working at  the 
ation. and for his failure to examine the tablet. 

Jones, on the other hand, was a less credible witness. He appeared to consider 
himself entirely free from blame in the matter. But it was his duty, in the absence of 
the 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 

had passed Moat Lane Junction, but gave no information to Lewis. Nor did 
he subsequently take any action to find out what had happened to the express, though 

hat at  11.55 a.m. it was running to time, and that unless an actual break- 
occurred, it should pass .the down train at  Abkrmule. His responsibility, 
on, is but little less than t,liat attaching to Lewis. 



With regard to Rogers and Thompson, they were, I believe, both well-intentione 
lads, but not of an age to understand the danger that may arise from dual respons 
bility, ill-considered action and careless speech. Rogers is seriously t'o blame for no 
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 
so the series of misunderstandings leading to the collision would not have happ 
Thompson is also to blame for leaving the booking office with no one in charge 
before i t  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 Moat 
Lane, when i t  appears that he was aware that it had passed Moat Lane seven 
minutes earlier. 

The case as a whole is an illustration of how fatal misunderstandings may arise 
from allowing a number of people to participate in the use of single line instruments, 4 
and in the dutv of receiving and handing tablets, and as such it forms an object lesson! 
to all traffic inipectors, stationmasters and signalmen concerned with single line work:! 
ing, of the importance of the strictest discipline in carrying out t,he regulations for 1 
the custody and transference of tablets. .! 

V.-Methods for incrensi?zg safety. 

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

(1) Proposals for rendering the tokens for single line sections more distinctive. 
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 easily 
begrimed, and frequent repainting would be necessary. In the second place, there is 
no certainty that an engine drivrr or fireman will rnemorise 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 use electric tablet and staff  instrument,^ 
alternatively. For 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 pufpose an exchange of instruments might be 
made between companies ~ h o  have themselves only one system of working. Rut even 
so, i t  is doubtful if the suggestion would necessarily provide additional security; 
whilst for exchanging tokens at  speed it would possess disadvantages. 

Reliance must, I 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 expressed in the evldence 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 accident would probably not 
have occurred. 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 thereby secured. Some signal-boxes are not large 
enough to contain two tablet instruments, a.nd enlargement m-ould be necessary. 
At roadside stations, the arrangement may also make it difficult to distribute the 
duties of the traffic staff without increasing the number employed. 

(3) The third group of proposals covers interlocking, either (a) 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 



oL obtaining additional security, always assuming that the instruments are 
erly used, and the driver obeys the fixed signals. The method has been adopted 
ne of the main Ra.ilw-ays, and is in use at special places on other Railways. 
t is not clear that interlocking of this nature would have prevented the previous 

collision referred to in the last paragraph. The necessity may also arise for 
&tional running or ground signals to allow of shunting movements outside loop 

made a requirement by the 
any of the approved methods has, during 
of security on British railways, that the 
of further improving safety conditions 

~ 

of security 

The serious character and length of the casualty list in railway accidents, par- 
y in collisions, depends largely upon whether, and the extent to which, 
ping 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 
4) of the express had not mounted the front end of the fourth vehicle (No. 

resulting in the complete telescoping of the fourth vehicle. It would be easy 
te cases, on the one hand,  here collisions have occurred a t  quite inbonsiderable 

e.q., with buffer stops, in which the forces due to the momentum of the train 
en absorbed by the breakage of buffering, straining of under frames, etc., and 

re, consequently, no lives have been lost, or serious injuries kflict,ed. On the 
there are many examples where these ill-results. have followed a collision 

ame character, owing to one or more compartments being crushed in as a 
?sequence of over-riding of adjoining carriage frames. Whenever this over-riding 
under frames takes place, the line of least resistance is that offered by the light 

rk of the coach which is mounted upon. Shearing of the wooden uprights 
t the roof of the coach by the shallow steel head-stock takes place, and 

ng up of the partition work of the coach is certain to follow. 

The principal causes which lead to over-riding are as follows :- 
1. The presence of light vehicles marsl~alled on the train with heavy bogie 

stock. The pressure exerted 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 a t  one end. 
3. Long buffering of carriage stock, which allows freedom for vertical 

IllOvement. 
4. Shape and curvature of the faces of carriage buffers. 
5. Inequality of level of buffers, owing to heavy loading, age of springing, 

TWar of tyres, etc. 
6. The effect of the sudden and powerful application of the continuous brake, 

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

It is possible to eliminate entirely the first of these causes, by arranging for 
, as regards weight and type, of stock. In the case under consideration, 
light six-wheeled van marshalled behind the engine of the express. In an 
this nature, however, a head-on collision, when it may be assumed that the 



:speeds of the express and local trains at  the moment of collision were possibly 30 
20 miles an hour respectively, the enormous forces due to their joint momen 
would necessarily be largely expended on the engines, and the vehicles immediat 
.their rear. As might, be expected, the two engines concerned rose vertically o 
:rails, and were reduced to a mass of wreckage ; whilst the tender and the first vehi 
in the case of each train, were practically destroyed. I do not think, therefore, t 
the presence of this light six-wheeled van on the express was the origin of 
telescoping of the third and fourth vehicles. The leading end of the second vehicle 
the express (No. 310), owing to the right hand curvature, would naturally be derail 
to the left, and its rear end was pushed off the road to the right by the weight of t 
coaches behind it. The leading end of the third vehicle followed, and dropped; ' 
supporting bogie being knocked away, with the result that its trailing end was tilt 
upwards, and over-riding of the front end of the fourth vehicle followed. Freedor, 
of the rear end to lift would be possible, owing to the long buffering ; whilst the effect 
of the continuous brake which had been applied bef ore the collision actually took place 
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 serious 
accidents which occurred in December, 1910, and January, 1911, at  Willesden Station, 
Hawes Junction and Pontypridd. It was suggested that action might be taken to  
reduce this liability in the following directions :- 

(a) Uniformity of a type and weight of coaching itock. 
( b )  Improvement in buffering, with a view to the better absorption of shock 

effects, and to counteract the tendency of vehicles to lift under pressure. 
(c) 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 of 

taking action in the directions suggested. It was considered that if telescoping 
were precluded, disastrous effects of a worse character 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 absor.bing the forces due to 
momentum in a collision is to allow the frame of one carriage to mount another. 
Instances have occurred recently of carriages being overturned, and actually dragged 
for a distance of 50 to 100 yards along the ground on their sides, without any case of i 
fatality or dangerous injury to passengers. : 

Some action, however, has been taken by individual Companies during recent a 

years in the direction of (b). An improved type of buffer has been designed. In 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 diameter to resist bending. 
Experience has shown that real advantages have been 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 vehicles 
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 these 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 should 
not now be again reviewed by the committee of railway experts, at  present engaged 
upon standardising carriage andwagon stock. 

Recapitulation of the conclusions arrived at, and recommendations made, will 
possibly be of service. 



n was the presentation to, and acceptance by, the 
train of a tablet not applicable to the section Abermule- 

of the traffic staff at Abermule in connection with 
y and transference of tablets wa,s the origin of the series 
and assumptions between relief-stationmaster Lewis, 
rs and clerk Thompson, which finally led up to the 
e wrong tablet by Lewis. 
th of this irregular practice rests upon stationmaster 
at  the time of the accident, and for some ten days 
pon the traffic inspection staff for not detecting and 

duty a t  the time, responsibility, in my opinion, lies equally 
ewis and Jones, and to a less extent upon Rogers and Thompson, both of whom 

f age. Responsibility, to an equal degree with Lewis and 
eorge Jones and fireman Albert Evans, enginemen of the 

killed in the collision, for their neglect t~ examine the 

the importance of the traffic inspecting staff ensuring :- 
-(a) that absolute obedience be given to the regulations for single line working 

n respect of the custody and transference of single line tokens ; 
(b) that there is a clear and definite understancling by all members of the 

raffic staff, especially at  roadside stations, of their respective duties and !~.', /.,~ ,! . . 
b : 7 . . x b . . ,. , responsibility ; 

. , . . , (c) that instruction in single line instrument working, which may otherwise F:. ;,: . give rise to slipshod and irregular methods of using the instruments, shall only be 
. . ~ermitted under well-defined conditions and at  authorised centres : and 

(d) that meal hours are arranged so that possible misunderstandings with 
gard to responsibility for working shall not arise. 
further illustrates the necessity for enginemen, both drivers and firemen, in 
ral interests of safety to regard the duty of examining single 'line tokens as 
rimary importance. 

at  due regard will in future be paid by all concerned 
ns for single line working, by which so high a degree of 
in the past upon British railways, that it is difficult to find 
the provision of additional precautions at all single line 

, confine myself to the recommendation that :- 
(a) 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 the starting, or advance starting, signal giving 
access to the relative single line section, and 

stances, even where instruments are placed in signal- 
le to provide similar interlocking. 

een the west end loop points at Abermule and the signaI- 
s, it is now permissible to work those points direct from the 
cation of working will result from doing away with the ground 

is direction by the Company is not only desirable, but necessary, 
of the South-west loop points is correct, when trains from 

t the question of the equipment of new passenger stock wit.11 
ency to over-ride, which causes serious loss of life and injury 

coping in cases of accident, be reviewed by the committee of railway 
aged in standardisation of rolling stock. 

I have the honour to be, Sir, . 
Tour obedient servant, 

J. W. PRIMGLE. 
he Director General, 

Public Safety and General Purposes Department, 
Ministry of Transport,. 



EVIDENCE TAKEN O N  THE 2 9 ~ ~  JANUARY. 
. . 

WILLIAM MORGAN, traffic controller, Moat ~ & e ,  states :-I was travelling i 
van of the down 10.5 train on the day of the accident. This was the last vehic 
one of the train, The train was travelling in the usual way, and I do not think 
much time to get up speed before the collision took place. I cannot say whet,h 
brake on the train was applied before the collision. The effect was to kno 
sprawling, and it was five or seven minutes before I regained consciousness. 
got out I gave whatever assistance I could, and amongst others I spoke to the 
of the up express. He wa,s standing in the field at  the time opposite where 
lision tookplace. I saw he had two tablet holders ,in his hahd, and asked him ho 
managed to get hold of the tablet for the down t,rain. He said he did not know 
that he had managed to get it. I examined the tablet holders, and found th 
in order. He was holding his own tablet holder for the up train, and I sa 
contained a tablet for the Newtown-Abermule section. I do not remember tb 
number. I looked at the other tablet, which was for the Montgomery-Abermul 
section. I took the two tablet holders from the fireman, and I handed them eventual 
to Chief Inspector George when he appeared on the scene, and he bhen taok charge 
them. The Chief Inspector was travelling in a first class compartment of the do 
train, and after the collision he went back to Abernlule Station to make necessar 
arrangements for doctors and assistance. It was on his return from Abermule Statio 
that I hmded him the t'ablet holders and tablets. I do not think the 10.5 trai 
at  Abermule on this occasion more t h m  two minutes. I know it is booked in. the Work 
ingTime Rook t,o stop from 11.57 to 12.5, but it does not make so long n stop unless it i, 
intended that the express should pass it at  Abermule. The train is permitted to leave^ 
any time after 11.57 if it is not to cross the expreps a t  Abermule. It was a fine morning 
t o  the best of my recollection, without rain. I saw the stationmaster coming back from 
the engine after, I suppose, he had given the. tablet holder to the engmemen. 1 
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. I did not see anyone take the tablet holder from the 
'enginemen when we arrived at Ahermule. I suppose i t  was taken from the six-foot 
way. 

-- 
HENRY \ ~ . ~ R W I C K ,  Superintendent of the Line, states :-The traffic staff at Aber- 

mule Station consists of a stationmaster, one clerk, two signalmen, and one portrr. 
The permanent sta.tionmaster is on holiday, commencing January 15th. The acting 
 atio ion master, who took charge on the morning of January 15th, was reliefman Frank 
Lewis. Frank Lewis' duties as act,ing stationmaster are to take full charge of the. 
station working. Be 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-box and 
tablet working is concernedt by the two signalmen and himself. The stabion is open 
from 3.0 a.m. to 12 midnight. The hours are divided. On the enrly turn a signalnlan 
takes duty for nine hours (inclucling one hour for breakfast) from 3 to 12. The second 
man takes duty from 2 o'clock to the close of traffic, with one meal hour. Between 
12 and 2 the stationmaster is there without a signalman. The object of this asrange- 
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 Rook. The only people authorised to use the tablet instruments 
and bells are those members of the st& urho have been-passrcl in the tablet working 
regulations a.nd General Rules aria Regulations by the District Inspector. These 
are the people who are "specially appointed" as referred to in the Replations. The 
.staff generally are fully aware of this fact. Reliefnmn Frank Lewis, signalman 
Thomas Jones, and signalman A. Fleming are the three people out of the trafic staff 
at the station who were "specially appointed," in accordance with what I have stated 
before, to use the bells and instruments. Lewis was examined in May, 1.911, and 
passed asasignalman. Kewas re-examined in February, 1916, andpassed as a relief- 
man. A reliefman is proficient in the duties of signalman and stationmaster. The 
signalman on the earlyturn is in charge of the station until the stationmaster comes 
on duty a t  9.0 a.m. After 9.0 a.m. the stationmaster is in c.lia,rge 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 t,ablet operation goes, to the signalman. 



e signalman, the stationmaster cannot delegate 
he hours of 12 and 2, when there i s  no signalman a t  the 

charge of both tablet instrument working and 
ours there is no train scheduled to stop a t  Aber- 
rive at ,  depart from, or pass Abermule between 

etween 2.0 p.m. and 8.0 p.m., when both the stationmaster 
ty, the stationmaster can delegate to the signalman the 
rument. Between 8.0 p.m. and 11.0 p.m. the signalman, 
aster, again assumes full duties. The porter comes on 
m. for nine hours' duty, with one hour off for meals. 
to perform in connection with the train working, i.e., 
n with the operation of the ground frame a t  the New- 

end of t,he yard. He is instructed by the stationmaster or signalman, as the 
hen he has to attend to this from time to time. The ground frame is 
from the signal-box. The ground frame contains seven levers, of 

e, and i t  is bolt-locked from the signal-box. The signal-box contains 
s, including four spare. One of the levers in use locks the level 

he ground frame a t  the Newtown end: It is the 
nd close the gates of the level crossing, which has to 
x adjoins the crossing. I think there can be no doubt 
rstand that they are not permitted to delegate the 
nyone ~vho has not qualified for tablet, etc..? working, 

ho has not been passed as efficient by the District Inspector. I t,hink it was 
T. Pugh who examined Lewis first in  1911, and District Inspector 
ined him in 1916. Lewis' record is a good one. He' entered the 

in June, 1897, as a porter, and there is nothing recorded against 
irregularity in connection witch tablets or working of trains. The 

ion-of the staff was drawn, in September, 1915, to the necessity for the 
connection with the custody and transference of tablets being observed, 

ce of the working of the ta,blehs being done by the same individual, 
t no una~ thor~sed  person must be allowed to work the tablet 
1 slips were sent out with gummed edges, and instructions that 

tive pages of the Appendix to the Working Time 
number of trains that pass through Abermule 

t is 23. I hand in a statement showing the hours 
maximum number in any one hour of up and down 

s booked is three. This is between 4.0 p.m. and 5.0 p.m. 
-- 

JOHN GEORGE, Chief Traffic Inspector, states :-I was travelling in the 10.5 a.m. 
Wn train on the day of the accident. I rode in the fourth carriage from the engine 
a first class compartment.. The morning was fine, no rain falling. . I did not notice 
e tablet handed over by the driver to anyone a t  Abermule. I saw the stationmaster 
the up platform passing my compartment towards the engine with a tablet holder. 

e was running. I do not think the down train could have attained a greater speed , 

an from 15 to 20 miles an hour before the collision took place. The gradie.nt is rising 
to nine on. I fe l t  nothing, before the collision took place, which 
t tho continuous brake had been applied. I think I should have 
n of the brake if it had been so applied before the collision. I 
violently, but was not knocked insensible as a result of the 
of the train before, I think, anyone else. 1 immediately ran 
, and seeing the terrific smash that had occurred, thought the 
get back to  Abermule and immediately arrange to get doctors 

ewt,own, and so I went back a t  once. The first person I saw 
slced him what had taken place, and he said, "The 

p-Aberinule tablet." I then got into communi- 
d the Superintendent's Office a t  Oswestry, and 

to send breakdown train, and also wire to Llanidloes 
wns. Before I sent the messages to the General 

Newtown to send assistance in the way of doctors and nurses. 
ion took place a t  12.5. I arrived a t  Abermule a t  12.18, a,nd 
first doctors arrived a t  the scene of the accident about or 



before 12.40 p.m. I returned to the scene of the collision, after making the 
ments, on a bicycle. I arrived back about 12.45 or 12.50. This was after 
.and assistance had arrived from Newtown: The first person I met on arriving at 
scene was Morgan, the traffic controller. I saw he had two tablet holders in 
possession. I asked him where he got the tablet holders from. He said that t 
fireman of the up train had given them to him. I looked at the tablets contained 
the holders, I noticed that the number of the Montgomery-Abermule tablet was 1 
I forget the number of the Newtown-Abermnle tablet. I have no doubt that the 
tablets were the ones carried by the trains concerned. The working of the tab1 
instruments lies between the stationmaster and the signalman, when they are both 
them present on duty. The stationmaster being in charge of the station, the res 
bility for defining at  what time, and by whom, or for what trains, 6he tablet instru 
are to be worked rests with him. I have been 30 years on the 
six years Traffic Inspector, and 15 months as Chief Traffic Inspec 
and that of the Traffic Inspectors, to see that the Rules and Regulatio 
signalling and the train tablet system are given proper effect to by the stationmaste 
and signalmen. I would have reported any instances, if I had come across any, o 
any had been reported to me, of unauthorised persons using the tablet instrument 
But my attention has not been called to any such cases. I pass Abermul 
a week, or thereabouts,. and should have observed any case in which an 
person had taken a tablet from the engine-driver. I know acting station 
at  Abermule, and regard him as a very reliable man, and I cannot un 
on this occasion, he should have taken a tablet holder handed to 
Under the conditions wh'ich I understand prevailed, that is to s 
was in thestation, although the tablet had been authorised for 
for the down train, it was the stationmaster's duty to take the 
train arrived, as the tablet instrument is in the booking office, and no 
box. In  the case of Abermule, it has been the practice for m 
down and up trains crossing there, for the stationmaster to ta 
down train from the six-foot way from a point opposite where the stati 
then to return to the platform to obtain a tablet for the up train bet 
and Montgomery, and having got the tablet he shouts to the signalman in the 
that it is all right for him to set the points for the up tratn. He returns the t 
has obtained from the up train through the instrument, and obt 
Newtown for the down train. In accordance with my watch 
at  Abermule at  12 o'clock, and in accordance also with my tin1 
It would be justifiable either for the &ationmaster or signalman to decide 
scheduled crossing of two trains should be departed from in case of necessit 
only imagine that the stationmaster, when he received the table 
clerk, thought that the signa.lman had decided to alter the crossing of the two trains,. 
and, moreover, had obtained the right. tablet, for the down train himself from the- 
tablet instrument. The only person authorised to enter times in the train-book for 
bell signals, eta., 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 a 
interfere with the tablet instruments. I am also fully persua 
generally are clearly aware that only the men qualified after examination for block 
working are authorised either to receive a tablet from an engineman or to 
tablet instrument. I should certainly have recognised the fact t 
Abermule of improperly working the tablets, etc., was existing, if it had been existing. 
I think this was an isolated case of irregularity. I t,hink that the staff at Abermule.. 
Station is adequate to properly.carry out blieir work, including that of tablet working, 
signalling, etc. Porter Rogers has been authorised by the stationmaster to issue a 
tablet under his instructions. He has to obtain the authority of the stationmaster 
before issuing. 1 am aware that this is the case. The object to be obtained is to, 
train the men. -- 

ELLIS EDWARD LLOYD, district traffic inspector, states :-My section is Aberyst- 
wyth to Devil's Bridge and Forden. I have been traffic inspector for the last twelve 
months. I know Lewis well. I am aware that, in addition to the stationmaster and 
the two signalmen, the porter sometimes works the tablet instrum 
aut'hority of the sttationmaster. I have seen him do it on about two occ 
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YI,"L<.?.?. . , 
not.objected to it for the reason that the stationmaster was actually in the instw; 

*t .P . i:; @&room with him, and it was done from the point of view of education. . Of course, 
&:the:mkn have no authority to work the tablet instrument in the absence of the 

, 

and if I found him doing i t  I should, of course, stop it. 
.%, 4,Wt *,+ . . ,  : i  : ' . . -- . . 

. .  . 
. . 

tes :-I am stationforeman at  Newtown, and on the morning 
ge of the East signal-box at  Newtown. I came onduty on this 

drkeduntil9.0 p.m. I hadsimilar hours the day before. The 
was accepted by me from the South Box at  11.48 ; "entering section" was 

11.51, and I asked for "line clear" from Abermule at  11.56. The train 
ted and a tablet released a t  thesame time, i.e., 11.56. The train arrived at  
at 11.57, and left the station 11.59. The next I heard was a telephone mes- 
Abermule at  12.2 p.m. to ask if the express had left. I said, "Yes, it left 

en I put it in section." I sent "entering section" for the train wheli it 
on a t  11.59 for Abermule, but I got no acknowledgment for it. There 
unusual in the bell signals which were passed betweep myself and 
the release of the tablet for this express. As far as I know, the procedure 
o giving men instruction in regard to working the tablet instrument is 
d never be allowed to use tablet instruments in the absence of a properly 

arge of the tablet instrument at  Newtown Station when i t  
s ago. It was then part of the telegraph office. It was 

ox about seven years ago. In that case also no one was 
qualified,;except in the case where a man was under 

a view to qualifying himself; in which case, any operation he did 
ye of a qualified signalman or the stationmaster. I believe i t  was 
ter Lewis who spoke to me on the telephone at  12.2. 

-- 
LIAM THOMPSON, clerk, states :-I am 15 years old. I joined the 
on June 16th, 1919, as junior clerk. My hours of duty a t  AbermuIe 

. to 8.30 p.m., with the following intervals for meals:-I1 
nd 3.0. to 3.30 for tea. I also get a half-day on Wednesday or 
ties mainly comprise issuing tickets and attending t o  the tele- 
ct tickets. I am not authorised to collect tablets from drivers, 
lets. I have done it when there was no one,else there to do it. 
have not been told to mind my own business. When the down 
mule the stationmaster was in the coal wharf on the up side of 
master went for dinner about 11.15 or 11.20, and I do not remem- 
back to the station buildings before going to the coal wharf. 

as at  the small box at  the south end of the yard. The signalman 
It is the practice, of the stationmaster to take the tablet from 

I have occasionally seen signalman Jones or signalman Fleming 
icular occasion Jones was in the signal-box, and as the stat.ion- 

w : .plaster was not there to take it I jumped off the up platform and took it from the driver 
"*':'L'm 1 ; -  the six-foot way, as he passed. I may have taken it two or three times before at  
!z::r: Abermule Station. After tiking the tablet holder I got back on the up platform, and 
1:; -. +: ~. . met the relief stationmaster at the door-way coming into the booking office from 
&:..the i- ..,~ ..- coal wharf. If I had not seen him I should have gone into the booking office with 

. the tablet holder, taken the tablet out, and put it into the Xontgomery instrument ::4 ," ,f 

cw,. , i  c.-;%.,.thrOugh the slide. I should have then asked the signalman what I was to do. As it 
 was^ I handed the tablet to the stationmaster and said to him, Y Change this tablet, t:?3 *?. ,.,- . . -i:.:.Franh ., , while I go and get the tickets." I then went and crossed the line to the down 
c '  side and collected the ticket from the only passenger who alighted. I did not see what 

nmaster did after I handed him the holdw. I have, before now, got a tablet 
e of the instruments at Abkrmule under instrGctions from signalman Jones. 
occasion the signalman was on the platform. He did not come into the 

ument room with me, and I got the tablet out and gave i t  to him. I cannot say 
Y times I have got a tablet under instructions of the signalman. It was 
more than once. I am not aware that it was against the rules for me to dd 
got instruction. I have also got a tablet out for the stationmaster, though 



not by his own request, when lie was in the booking office. This was for Mr. Parr 
the stationmaster before Lewis' time. Mr. Parry showed me how to get tablets 
1 have seen porter Rogers get out tablets. I was not aware that we were not a110 
to handle the instrument. I had been told by the stationmaster to be very c 
how I do handle them, but I have not been speciiically ordered not to handle theill, 
Someone in authority has told me that on no account am I to touch the instrument, 
When I have done so it was because no one else was there to do it. I canno 
remember who it was that told me. 

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

WILLIAM T~oaras JONES, signalman, states :--I am 60 years old. T joined the 
Company's service about 32 years ago. I was a signal porter in 1894, and I have been 
at  Abermule as signal porter or signalman ever since. The trainbbook at  Abermule 
is kept in the tablet office. The person who uses the tablet instrument is supposed 
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 instruments, nor do I know who authorises them. There are three 
of us who use the tablet instrument, the stationmaster, the porter, and myself. I 
came on duty at  3.0 a.m. on Wednesday, the 26th. I ordinarily book off at 12 boon. 
I 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 I was performing other duties in the goods station. 
Including this train I dealt with five up and four down trains after I came on duty. 
The trainwas put in section at  11.55. I then left the tablet room andwent 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. I did not say anything to the 
stationmaster. I 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 one 
was asked for. It is the practice of the stationmaster to take the tablet off the 10.5 
down train as the train passes into the station. He stands in the six-foot way to do 
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 porter 
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 I 
left. I do not know what position the points at  the south end of the yard mere in 
as the down train was approaching. After the down train arrived at 12.2, I replaced 
the down signal a t  danger, and I then went down on to the platform, when the clerk 
came 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 engineman then 
whistled, and I 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 I saw the stationmaster on the down platform, and 1 
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 HUDIPHREYS, signalman, states :-I have 34 years' service with 
the C'ompany ; 32 years as signalman. All the time as signalman at  Montgomery 
Station. I came on duty at 7.0 a.m. on the 26th, to work until 3.0 p.m. The 10.5 down 



me to Abermule at. 11.52. It was accepted by hell, and a tablet 
d arrived at 11.51. T t  left the st'ation at 11.53. I know the 

ain (George Jones) well. I did not speak to the driver on this occasion. 
his fireman. In Montgomery Station the tablet instruments are-in 
and no one handles the instrnments except t.he signalmen. T got 
" for the down train from Forden at  11.48. I did not get "out of 
train, which is generally given when the tablet is returned to the 
ermule, until 1.8 p.m. The usual time that elapses before a tablet 

mule in the case of down trains, and "out of section" is given, is 
t minutes. I should, therefore, have expected to receive "out 

12.1 or thereabouts. 
nger train was held at Montgomery a minute longer than usual, 
ing carried on by a previous up goods train, which was occupying 
en Montgomery and Abermule. 

, porter, states :-I am 17 years old. I joined the Com- 
ber, 1917. I was first of all at  Mont,gomery Station, and have 

Station for two years. I came on duty on the 26th January 
a.m., and was booked off at 6.0 p.m. I had simihr hours the previous day. I 

o 12. I and clerk Thompson have dinner together in the 
My duties generally are to attend to the lamps and to 

issue and take tickets when the clerk has his half da,y off. 
ork, and other goods work in the yard. Whilst the station- 
n there I have, under his instructions, operated the tablet 

ent. I have also, in the absence of the signalman and the stationmaster, 
tablet when the bells rang. I have also obtained tablets from the instrument 
absence. I was not actually aware of the rule that no one hut those who have 
mined and have qualified for the position of porter-signalman, or signalman, 

authorised to use the tablet instrument. I do not remember that, I have actually 
the st&tionmaster's instructions or the signalman's instructions in their ibsence to 

btain tablets for trains. The stationmaster, however, was quite aware that 
ne it in his absence, and, I believe, trusted me to do it. I have picked up 
ion entirely from seeing other ~eople do it. As far as I can remember, on 
hompson and myself commenced to get our dinner in the office about 11.15. 
o have our dinner in the booking office about 11.15. As far as I can remem- 

an Jones was in the tablet office whilst we were having our dinner. I 
hat I remember hearing signalman Jones give a tablet to Montgomery, 

e that the down train had left Montgomery. He told me when he left 
ffice that the train had left Montgomery three or four minutes. I did 
entries in the train-book for this down train. It must have been the 

en the signalman left the booking office I and Thompson were in the 
ourselves. After the signalman left, the bell from Newtown rang 
for "line clear." That is to say, asking for a tablet for express. 

. So I went into the tablet room, repeated the bells, and held the 
ast stroke, and so released a tablet. I entered the time in the train- 
e signalman, before leaving the booking hall, had 'called up Moat 
e the express was, and he told me, at  the same time when he said 
n had left Montgomery three or four minutes, that the express had 

r entering the time for the acceptance of the express in the 
ft the booking office, and went to the ground cabin at  the 
ke the up road for the express. The points at  that time 

own road. 1 suppose it would take me about three minutes 
y usual practice, after giving a tablet for the express, to go down 
und frame and to set the points for the express, and after 
the points for the down train to leave the station. 1 suppose 

e about 11.59, or perhaps 12 o'clock. When I tried to 
I found the points were locked for the down road, and I 
not book the time of arrival of the down train in the 
I found it was not possible to set the road for the up 
do. 1 thought the rod working the points might be 
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broken. I hesitated for a little, and then went out on to the  up line opposite t 
ground frame, and looked towards the station, a.nd saw that the down train s 
standing at  the platform. It must have arrived, I think, just as I got to the c 
I was going to shout to them t,o release the lever working the mid-way bolt, but 
I saw the stationmaster standing in the six-foot just opposite the engine of t 
down train, and saw him waving his arm to give "right away" to the train. I th 
heard the engine whistle sounding. The driver, I noticed, was on the ground oilin 
round his engine. So then I went back into the ground frame and pulled off the co 
trol on the advance starting signal, which I had reversed when I first arrived at 
cabin. I thought something perhaps had gone wrong with the express st Newto 
which necessitated the crossmg of the t,wo trains at  Newtown instead of Abermu 
and that this accounted for the st,ationmaster giving "right away" for the down tra 
Seeing him give "right away" I assumed i t  was all right. The rea'son I did not te 
anyone I had issued a tablet for the express was that I thought th.e signalman wou 
after the arrival of the down train, come over to the tablet instrument office for 
purpose of issuing a tablet for t,he express to go to Montgomery. When I left the 
the clerk Thompson was also there, and he has, on other occa,sions, entered the 
signals in the book, if neither the stationmaster nor the signalman were in the o 
and if he had been in the office when the "entering section" signal was recei 
think he wonld have entered the "entering section" signal in the book. I do 
remember having been forbidden to use the t,ablet instrument by the stationmas 
Mr. Parry. I accepted the express in the same way on the 18th January. The figure 
12.2 in the t,rain-book for the arrival of the down train are those of the clerk Thompson 

JOHN PARRY, stationmaster, Abermule, states :--I have been nearly four yea 
a t  Abermule Station. I went away for a fortnight's holiday on the 15th January, 
returned under instruction on the 27th. Porter Rogers has with my consent, an 
my presence, used the tablet instrument on occasions. He understands the wor 
perfectly well. The understanding has been that he is not to touch the tablet ins 
ment unless I or the signalman are present. He has had definite instructions that 
the bell rings when neither I nor the signalman is present, to come and fetch one 
us. It is not the same case with Thompson. He has not had authority to touch t 
tablet instruments on any occasion. So far as taking tablets from and giving tab1 
to enginemen is concerned, the arrangement I have had has been that in the case 
the two trains concerned when they cross at  Abermule, I take the tablet from t 
driver of the down train as I stand in the six-foot, and await the arrival of 
express to take its tablet. I also hand the tablet to the express on these occasi 
The tablet for the down train I sometimes take myself. Other times I send th 
with it, with instructions to hand it to the engineman. In the case of these c 
trains, the down train is usually accepted by the signalman. He may, also, acc 
the express if the bells are received before he leaves the tablet room to go over to 
signal-box to work the signals for the down train. If he has gone to the signal-b 
before the bells for the express are received, I operate the tablet instrument for t 
express. In the case of taking tablets for the two trains when they cross at  thestatio 
I always do it myself. The decision as to whether the ordinary crossing arrange 
are altered for these two trains rests either with the signalman, if he is in the 
room a t  the time, or with myself. I am always in the booking office at this time, an 
if on any rare occasion I should happen to be out and the bells in connection with th 
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 him 
instruction. I thought this was desirable in the general interests, and, as long as it 
was done in my actual presence and under my supervision, I thought it was in line 
with the instructions for train signalling on single line. The signalman's duties also 
include some 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, whoever 
takes the tablet out of the instrument. to give it to the engineman to proceed. Tne 
procedure, if I had been at the station on this particular morning, would have been 
for the signalman, in the absence of the stationmaster, to take the tablet from the 
down train, and then probably he would have put the down home signal at  danger. 
He would then have to come into the tablet room to clear the instrument by 



I understand it, when the four bells 
he signalman, not being present, and the 

e ofice, the porter should immediately have gone 
t the express was being offered. I certainly have 
t or release a tablet under such conditions. It is 
t,ablet to the enginemen, and also the duty of the 
he tablet concerned is correctly marked for the 
vel. The arrangement a t  Abermule, where the 

is on one side of the line in the booking office and the signal-box on 
s without any ill result. I t ,  of course, 

n and stationmaster whenever the trains are 
in working trains. But so far as I have seen, 
involve any danger. Special instructions have 
en Aberystwyth and Whitchurch to be present 

. up express passes, and to be personally responsible for the 
of the instructions rega.rding st'ationmasters giving personal 
ing of this express, I should say it rested compl&tely wit11 the 

stir if there was any question of altering the passing place from Abermule 
are but few occasions on which the crossing has had to  be 

--- 

reliefman's duties, stat,es :-I have 24 years' 
signal-porter since 1911 ; a reliefman doing 

rom February, 1916, and now employed as 
r assistant stationmaster to meet emergencies. I took over 

ionmaster's duties a t  Abermule on the 15th January, in place 
ho was proceeding on leave. My hours of duty a t  Abermule 
ntil 8.30 p.m., or such time as the mail train has passed. I 
mes acting stationmaster a t  Abermule in similar circum- 

I have also acted a t  Abermule as signalman and as guard. I am therefore 
the whole of the staff at Abermule Station. 

ection wit,h the tablet working, and the general duties of 
those ~ h i c h  existed under Mr. Parry's authority. I have 

for my dinner a t  11.15 to 11.20 and 
e 26t.h January, I was rather later a d  
about 11.55. I know that the station- 
led to t,he working of this express, and 

1 with it. The express and the down train 
o not. It has been my practice always to 
n it arrives. I take i t  from the six-foot 
blet to the instrument. On the departure 

ntgomerv, an enquiry would have been made either by 
9 Rogers, or the signalman as.to the whereabouts of the express. I n  my absence 
Id fall to the signalman to take the tablet from the down train. If a message 
ceived that the express was passing Moat Lane just as the down train had left 

sing of the train would be a t  Abermule, 
ssue a t,ablet for the express a t  Newtown. 

crossing would be the brea,k-down of the train between 
a t  Newtown. After returning from dinner a t  11.55 I went 
found the signal-porter and clerk there. Sub-inspector 

wanted a wagon for loading stakes. I went out with 
this. The porter and the clerk must have seen me go. 
ad got the bell signal for the down train, and received 
ess, he had to go across the road to the signal-box and 

train. I fully expected to be back from the soods 
rom t'he down train, and to attend to the work~ng of 
the time I left that a tablet had been issued for the 
rain is booked to arrive a t  11.57, and did not realise 
tablet must have been issued for her, and I was not 

I was out opposite the coal yard looking 
r pitprop, and my attention was called by the noise 



of the down train arriving. So I ran into the booking office. In the booking ha 
met Thompson, the clerk. He handed me a tablet holder. He said, "Take this t 
let for the down train ; lie is going on." I assumed he was going to collect 
and this might account for the fact of his not taking the tablet himself. I a 
he had changed the tablet himself under instructions from the signalman. 
common practice at  Abermule, even in Mr. Parry's time, for the clerk to change 
tablets. That was why I assumed he had done it on this occasion. I cannot say t 
this practice existed with regard to these two particular trains, but merely that he ofte 
does change tablets. I have not done more than to caution the boy to be careful ho 
he used the tablet instrument. I have not stopped the practice of his using the tab1 
instrument, because it was an arrangement existing in the permanent station 
time. When the clerk handed me the tablet holder I asked him, "Where is 
express ? "  and he replied, "About Moat Lane." I assumed that it was late, 
knowing that the margin for the down train to get to Newtown and pass at Newt 
must be small, I did not hesitate, but thought it was necessary to get the down t 
away as soon as possible. So I told the clerk to go to the signal-box and tell 
signalman to pulloff for the down train. I saw thatxhe porter was down at  the 
end ground frame, and assumed that he was there to pull the points over for the 
train. These points lie normally for the up road. So I ran along the up 
down the end across the road and handed the tablet to the fireman. The engine 
driver a t  the time was on the ground oiling his engine. I most sincerely regre 
I did not look at the tablet. It is the engineman's duty also to look at the t,abl 
If, as I understand, porter Rogers at  11.56, on receipt of the four bell signal 
Newtown, issued a tablet, he should at least have told either me or the signa 
that he had done so. I know on other occasions that he has issued tablets in 
same way. The serious mistake he made was not telling us. The urgency in t2 
case of Sub-Inspector Thomas and his wagon, was that he wanted to catch the dow 
train, and that was why I tried to arrange about it while he was there. My reaso 
for not myself enquiring as to the whereabouts of the express was that I knew Jone 
was there, and assumed he would get the information and act upon it. I adrni 
that the responsibility for the station working was mine. 

GEORUE CHAMPION MCDONALD, Chief Engineer and Locomotive Superintenden 
Cambrian Railways, states :-I arrived at  the scene of the collision about 2.30 p.m 
on the dhy 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. 
boiler was thrown on one side, on the right-hand side of the line facing Montgom 
Next to the engine was the frame of the North-Western six-wheeled van, which 
been thrown off the road on the left-hand side. On the top of this frame was re 
the frame and body of a Cambrian bogie coach, which had swept the body of 
North-Western van into the wreckage of the engine. This Cambrian bogie coach 
come 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 Great 
Western bogie coach. These two had telescoped into one another. The Cambria 
frame and body had passed almost completely through the Great Western coach, an 
had swept nearly the whole of the inside of the latter and the passengers into a hea 
of wreckage a t  one end. It was from this end of the Great Western coach that the 
great bulk of the killed were taken. Following 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 bogie 
coach which followed was thrown off on to the same side as the tender and absolutely 
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 bogie was still on the road, and 
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tllis damage the coach was intact. The remaining four coa,ches of the 
mained on the rails, and were uninjured except for slight damage to 

sixteen deat,hs have resulted. One was in hospital. There have also 
injured. The bulk of them were in the up train (Great Western coach). 
re were no serious injuries a,mongst the passengers who were in the last 
of the down train or in the last three coaches of the up express train. 
at I have handed in, showing the rolling stock of the trains, the details 
the tools and equipment carried on the brake-vans. I examined the 
e stock of the two trains concerned, and found no indication that fire 
er in the broken up coaches or elsewhere, except in the case of the fire- 
f the down train, which had been thrown out and were smouldering. 
od-work of the carriages caught fire, and there were no signs of gas 
ed or explosions caused from gas escaping from the cylinders in the 
The under-frames of the whole of the stock, with the exception of 

ompo. No. 260, were of steel. The frame of this latter coach was 
ins >%ere fitted with the vacuum automatic brake operated from 
and from each of the brake-vans, and working blocks upon the 

nd tender wheels of the engines and upon all the wheels of the 
he vacuum worked to is twenty inches. The body-work of all the 
ber. I have ca,refully examined the ground, and have come to the 
y could not have. seen each other a t  a greater distance than 300 

my examination of the wreckage I have formed the opinion that 
~nning at, approxinlately, the same speed when the collision 

that the prohable speed of the express when she sighted the 
iles an hour, and I understand the brakes were fully applied, 
jumped 08 the train,-in which case the speed would be con- 
e the collision took place. Roughly, my opinion is that the 
e moment of collision might have been thirty miles an hour. 
mark that in nearly all cases the steel frames of the passenger 

ged, with the exception of the Cambrian vehicle (No. 
stroyed. The collision took place a t  a point one mile 

ermule, measured from the signal-box. The act(ua1 spot is, 
t to a curve of fifty chains radius. This curve lies in a 

on the south side vary from sixteen feet to about three 
ent, and on t,he north side from five or six feet to ground 
. The total ovgr-all length of the two trains combined 
o yards. After the collision the distance from the tail 
was one hundred and eighty yards. The cross slope of 
utting is carried is about one in five. T hand in draw- 

he railway between Abermule and Newtown. 
. ,  I ,  

[+r. . - I ,  Cross sections of the ground through the cutting in which the accident occurred. 
L T Signal diagram of Ahermule Station. b: , . . Large scale station yard plan of Abermule. 

,. , 
* 

Diagram of the two engines concerned, and 
A large scale plan of Ahermule station buildings. .~ ,  . . 

1:;; , , .- 
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E r l B E ~ ~ ~  0 1 7  PERMANENT-WAY SUB-INSPECTOR THOMAS, TAKEN AT THE INQUEST i . ' , .  , ii. 
I.,'' ,:: ' I ON THE ~ N D  FEBRUARY. 

,.~, 
arrived a;t Abernlule a t  10.17. Mv district extends from Llanymynech to 

k'i.-L1anbWmair pi.. .& Station. I came to arrange with the ganger of this pnrtsicular length 

p:: x,, some stakemood to Caersws. I went to the ganger first after arriving a t  
emde.  I found him half-a-mile on the down side of Abermule Station. I /'.: "anged with him about this stakewood. He was going h bring i t  into Ahermule. 

P''''He was to bring it into Abermule on a trolley on Thursday and load it up. I then 
&''' rakedback to Abermule. I got back to Abermulc Station about 11.30 and then went 

find the stationmaster. I saw the stationmaster and Jones unloading 
a wagon. I spoke first to the stationmaster when I first arrived a t  
VC'hen I came back again aft.er seeing the ganger,.I saw- the stationmaster 

man unloading sheets in the yard. At 11.65 I then met the stationmaster 



in the booking office. I went to the booking office to wait for him. The statio 
master arrived at  11.55-1 looked a t  the clock. I asked the stationmaster if I cou 
have a wagon for Thursday. It was important that I should know while there so t11 
I could arrange for the men to do the work on Thursday. I went out into the goo 
yard with the stationmaster to see about the wagon between 11.55 and 12 o'cloc 
We went out almost at  once-say two minutes afterwards. He jumped on the wa 
to see if i t  was empty. He went back in a hurry. He said, "The train is com 
I must go." I also wanted to go on my~elf by the down train to Carno. I did no 
see the clerk whilst I got into the train. I did not see the stationmaster, clerk 
signalman again before leaving. I did not notice any brakes put on before t h  
collision. I noticed nothing whatever. 

EVIDENCE TAKEN ON THE 17~11 NARCH. 1 
JOHN PRITCHARD JONES, driver, states :-I have about 29 years' service wi 

the Company, and have been a passed driver for about 14 years. I came on duty 
9.25 a.m. on the 26th January, and would have booked off at 6.45 p.m. I was drivi 
the 10.25 up express that morning and my fireman was John Owen. Myenginewas I1 
95 of the 4-4-0 type, fitted with the vacuum brake. We work to 21 to 22 inches 
vacuum. The brake was in good order. We stopped at Newtown, arriving abou 
on time. Fireman Owen received the tablet from foreman Brock. I make it a 
tice always to look at  the tablet after it has been handed to the fireman. It has a 
been my practice as a fireman and driver to examine the tablet, and as a dnver 
have always insisted upon the fireman, before putting the tablet holder on the hoo 
putting it down for me to look at  before it is eventually placed on the hook. 
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 ' ""1 wa 
towards Aberniule and had att,ained a speed of between 40 and 45 miles an hour-4 
certainly not more than 45 miles an hour. We were passing under the bridge, andl 
the first that I saw was the smoke of the approaching down train. I had my right! 

. hand on the brake at tlie time. . I then saw the front of the engine too, and applied1 
the brake to t,he fullest extent. I think t,he speed of the train was reduced to abou6 
20 or perhaps 25 miles an hour. I sta.yed on the footplate until we were about three 
engine lengths apart and then jumped off. We shut off steam in the usual way aboud 
three-quarters of a mile before the overbridge is reached. I should think, on the 
curve in question, I could see an approaching train at  a distance of 300 to 350 yards.; 
I think there was steam applied on the local train when I jumped off the footplate,: 
and it is unlikely, therefore, that he had his brake applied. I understand that my: 
fireman says I 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 applying 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 brought the two tablets for 
me to see. He said to me, after showing me the tablets, "We are all right, John, it+ 
is they who have taken on the Montgornery--4bern1ule tablet." 

EDWIN CRETWOOD, passenger guard, stat,es :-I have 43 years' service with the 
Company and have been a passenger guard over 30 years. 1 came on duty on the 26th 
January at  10.30 a.m. and mould 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 vehicle. The train was 
a few minutes late that morning after leaving Oswestry at mch of the ~t~ations. I 
knew the driver and fireman of the train well. They were in their usual health. 
According to my time we arrived at Abermule a t  12.2-that would be five minutes 
late. I put my watch right when I started at  Oswestry. I took charge of the train a t  
Oswestry. On arrival at Abermule I got out on the platform and put out the parcels- 
I 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 pitpers I gave 
to him. I hooked the time 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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nce starter were "off." I tested the 
quite satisfied that the brake was in 

reading 20 inches when we left Abermule. 
was not applied on the train before the 

en the collision took place, and was pitched 
one end of the van to the other, and some of the boxes fell on my 

sitting down I should not have been so severely injured. I was 
bcked &out that I have no memory of what happened for three days afterwards. 

e 25 years' service with the Company. .? 
driver for two years. I came on duty on 

ordinarily have booked off at  6.50 p.m. I 
John Pritchard Jones. In my experience it is the fireman's 

receipt of a tablet I alwhys examine it 
ne before placing it on the hook. All the 

ed with have made i t  a habit of examining the tablets. I 
foreman Brock a t  Newtown, and examined the names on 

k there is any advantage in having the tablets distinctively 
the names of the tablet posts myself. I do not think even 
ctions were alternative, such as tablet and staff, that this 

r examining the names on the tokens. 
thing is the names on the tokens. 
r is somewhere in the vicinity of the level 

sing, something like three-quarteraof a mile from the bridge over the railway. 'I 
erstandthe name of the crossino is " Cilgwrgan." Ny driver shut off steam at  

I thiifk that the speed generally attained a t  this point 
. The driver. saw $he down train before I did. The 

thing that I noticed about it was that the driver jammed the brakes on and opened 
-hand side of the footplate and the driver on the right. 

it was on the outside of the curve, was obstructed by 
my head out of the cab on my owl side and saw the 
train. Then I turned round and saw that my mate 
d was getting on the step, so I followed his example - 

.my side of the footplate. I waited on the footstep for a moment or two to see if 
h check upon the movement of the two trains as to 
eing this was impossible I jumped. The cont,inuous 
wn tmin. When I was on the step I did not notice 
n kain, but saw that it was steaming when I first 
en an engine or two lengths between us when I 
rom the ground that the second coach was between 
road. I thought the speed of our train when we 
ur. Almost as soon as I got up I saw my driver 
f the road just in the rear of and underneath the 
ning over towards the cutting. I got across the 

me whether I had got the tablet. I assured him 
first aid he again asked me about it, and I again 
estern vehicle, and found, after a little search, 
of the road alongside the wreckage of the two 

back to the driver to show them to him and 
e tablets was for the Montgomery-Abermu!e 
ried by the slow train. I handed the two 
ctions from chief inspector George. 

. . .  , 



APPENDIX I. 
- 

R&~~'ffbfTs nOR T R A ~  S~GNALLWG ON SINGLE LINES OF RAILWAY WORKED ON THE ELEC~WIC TF& 
TABLET SYSTEM. 

Object of Electric Train 
(aj $be object of the system of Electric Train Tablet Sig 

$;ing between any two Tablet Stations a t  the same time, 
between two Tablet Stations, to admit of a train being started 
evdy tiain carrying a Tablet, one Tablet only being obtainable 
Section a t  the same time. 

(b )  The Signalling of trains on the Electric Train Tablet System does not in any way dispense wit 
the use of Fixed, Band, or Detonating Signals, whenever and wherever such Signals may be requisite t 
protect obstructions on the Line. 

(c) The system under which Electric Train Tablet Instruments are to he worked, and the mode a 
indicating descriptions of approaching trains, are laid down in the following Code of Regulations :-- 

E~@ine-driv&s not to start withod Tablet and prop 
(d) i)xtbpt bs provided in Rules 146, 1 4 ~  and 23, an Engiue-dr 

dismissal if he leaves a Tablet Station without the Tablet for that Section of the Line over wbic 
aboutto r w ,  or unless it has been shown to him as required by the following paragraph, and by 

( b )  Whepa train has more than one engine in front, or when two or more light engines are 
togkthlii, the $iblet must be shown to each Engine-driver, and delivered to, and carried by, the 
bf ttie l&t enbhe. 

(6) Aftet iWeidiDg the Tablet, the Engine-driver must not proce 
or other Signals have been exhibited.. He must kbep the Tablet under 
in , ,RuIes~, l4 ,14~ and 28) until he reaches the end of the Section, whe 
man or other duly authorised person. 

(d) hgide-drivers must be extrbmely careful not to take the Tab 
ought to be left. 

(e) The person in ch&rke of the Tabyet Workihg will render himself li&ble 60 severe pnnishmeht shoul 
he crontribute to any irregularity in the Tablet Working; 

,(j) a c h  Tablet has engraved or marked on it the, name df the ~ a b l e t  Station a t  each end of th 
i5ehtioh to bhich it ipplies, and the Tablets of adjoining Sestions are different in shape. 

Custody and Transference of Tablet. 
(a)  ~xcbpt ,&pr~vi?led in Rule 30, xhe Signalman or other per8 

Tdr ibe t i be  beihg ib tlie Bole person sutborised to take a Tablet from 
[b)  Except whake come other person is specially appointed to th 

dab is the sole person autborised to receive a Tablet from, and 
while i t  is in his charge, must carry i t  on the bracket or otber place 
circnmstauces,. except, as provided in Rules 14. 1 4 ~  and 19, must a 
to. another wi tho~t  being passed through the Instrument and d 
keguhtions. 

NOTE-When nebesaary, in the caee of non-stopping trains, 
one to receive and the otber to deliver the Tablet. 

Normal Position of Fixed Signals. 
(a)  The DKNGER Signal must always bekept exhibited a t  all the Fixed Signals a t  Tablet Statio 

xcept when it is necessary to lower or turn them off for a train to pass ; and before any Signal 
Eowered or turlied off. care must be taken to ascertain that the Line on which the train is about to r 
is clear, ahd that these and other Regulations hrtve been duly complied with. 

Working of Fixed Signals. 
(a)  When,trains which have to cross each ocher are approachi 

directions, the 'Signals in both' directions must be kept a t  DANGER, 
be first admitted into the Station, has been brought to a stand or the 
giving a clear road of 200 yards beyond the Starting, Signal, the Hom 
may be lowered to allow it to draw forward to the Station or to the 
again come to a stand, and the Signalman has seen that the Line 
quite clear, the necessary Signals for that train also be lowered. 

( b )  Where Starting Signals or Advanced Starting Signals ay  
to in Rules 14 , , 14~ ,  1 4 ~ ,  and 23, the Starting Signal or the Advance 
until a Tablet has been obtained for the train to proceed to the Tablet Station in advance. 

Nmmal Position of Indicators. 
( a )  When the Tablet Instruments are not in use, the word In " is shown on the white grobad,0 

both Indicators. 
( 6 )  When the Indicators are in their normal position the Line must be considered blocked. 

U.se of Instruments and Bells. 
(a) These must be used exclusively for the purposes shown i 

Signalman or other person specially appointed for the duty. 
( b )  The movements on the Instruments and Bells must be made slowly and distinctly, and t 

pauses between the sets of beats clearly marked, the plungers being pushed well home. 



APPENDIX 11. - 
CAMBRIAN RAILWAYS WORICINQ TIME BOOK. 

Booked Things  fa^ the two Trains eaea-ned. 

Station. Times. Average Speed. 
- ... Welshpool ... Depart 11.35 a.m. 29 miles an 
17 chains... ... Montgomery ... ... Arrive 11.48 a.m. ... ... Depart 11.49 a.m. an hour. 1 .  

Ar~ive 11.57 a.m. ... qg , . . .  Abermule ... 
... ... 9 ,  

Arrive 12.13 p.m. 
Depart 12.5 p.m. 2g an ... ... ... 72 , ... Newtom ... ... 1, Depart 12.15 p.m. 

... ... Machynlleth Depart 11.10 a.m. 
Moat Lane Junction ... ( 1  a a)  11.50 a.m. 35 miles an hour. 

... 29 chains . . . . . .  Newtown ... Arrive 11.57 a.m. ... ... ,t .-- Depart 11.58 a.m. ... Abermule ... 

! 
(pass) 12.5 p.m. 343 miles an hour. 

... ... ... . 58 ,, ... Welshpool Arrive 12.22 p.m. I 


