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MINISTRY OF TRANSPORT AND CIVIL AVIATION,
Berkeley Square House,
London, W. [,

12th Octeber, 1953,

SIR,

I have the honour to report for the mformation of the Minister of Transport and Civil Avintion,
in accordance with the Order of the 15th August, 1953, the result of my Inquiry into the collision which
accurred ai about 7.40 a.n. on that day at Irk Valley Junction. The junction is situated on a viaducl on
the electric line between Manchesler (Victoria) and Bury in the Central Division of the Lonon Midlund
Region, British Railways.

An Up clectric passenger train coltided with a Down steam passenger train on the diamond crossing
of the junction. The lormer was the 7.20 a.m. stopping train from Bury te Manchester (Vicloria) and it
ran past the Junction home signal at Danger at ahout 35 mup.h.  The other was the 7,36 a.m, stopping
train from Manchester (Victoria) to Bacup, and it was passing under clear signats over the junction Lo the
branch linc at about 10 m.p.h. The leading clectric coach struck and overturned the steam engine, smashed
through the parapet wall of the viaduct, and fell leading end first 40 feel on Lo the bauk of the River Irk
below ; the rear end came to rest in the shallow river, 30 feet below the front endd. A serious irreaularity
by the signalman in the junction signal box conlributed to (he accident.

The day was a Saturday and there were about 100 passengers in the electric train, many fewer than
on other week days. The leading coach was, however, well filled.  The steam train carried ahout six
passengers, | much regret to report that nine passengers and the driver of the clectric train were killed.
Fifty-cight passengers were injured and were removed 1o hospital, of whom 34 were allowed 10 zo home
after treatment and two were discharged within a week.  The injuries Lo the remaining 22 passengers were
more sertous and they were detained.

The accident was witnessed by an employee in the Carriage and Wagon Department of the London
Midiand Region, who at once ran and operated a nearby fire-alarm.  The Fice Brigade was on the scene
within & few minutes and it was followed closely by ambulances, doctors, nurses and the police.  The
imjured, some of whom had to be released {rom the end of the coach which was under water, were removed
to hospitals in Manchester without delay,

Steam breakdown cranes were ordered from Newton Heath and from Bank Hall, Liverpool, and
the line was cleared and normal traflic working resumed at 5.35 a.m. on Monday, 17th Avgust.  In the
medntinie, an emergency service wis maintained between Manchester and Crumpsall, firstly by buses and
then by steam trains over a diversionary roule.

The weather was clear but cloudy.

DESCRIPTION.
The Line.
2. The plan shows the fuyout of (he site and the arrangements at Itk Valley Junction signal bos,
3. The line from Manchester 10 Bury is 93 miles long and it was clectrified in 1914 on the side cantact

third rail system at 1,200 volts D.C.  Afler leaving Manchester it passes under the main stcam lines in a
tunnel and then rises steeply over Collyhurst No. | Viaduet and crosses the River Itk and another steam
line by Collvhurst No. 2 Viaduet. It then falls at 1 in 44 1o Queens Road signal box and thereafter continues
to undulate through Woodlands Road and Crumpsall to Bury,

4. Irk Valley Junction lies on Collvhurst No. 2 Viaduct just over one mile from Manchester and it is
the point where the steain trains to Bacup branch ofl’ the main clectric lines. on another viaduct.

[t is a simple double line junction and it 1s controlled {rom a nearby signal box. It is equipped with
a single home signal for each of the three divections and with a starting signal on the Up line to Manchester,
The Up Main home signat is 21 yvards [rom the dizmond crossing and 122 yards from the box. There are
Up Main inner and outer distant signals. worked by scparate levers, situated respectively under the Queens
Road Up starter and Up home signal, at distances of 283 and 621 yards from the Up home signal
protecting the converging junction.  The clear sighting distances of the inner and outer distanls are
180 yards and 150 yards respectively, but with no train on the Down line, the outer distant can be seen
from 391 vards, Again with no train on the Down ling, the Up Main home can be seen clearly rom the
cab of an eectrie train just before passing through Queens Road overbridge, at a distance of 441 yards,

Irk Valley Junction signal box has a 20 lever frame.  Block working in all dircctions is by 3-position
ex Lancashire and Yorkshire instruments,  There are no track circuits at the junction and no block controls
on any of the signals on the line. The Junclion Up Main distant signals cannot be seen rom Irk Valley
box and repeaters are provided.  The junction points lic nonmally for the main line,



The normal electric service is two trains cach way an hour but during peak periods there is a ten
minute interval service.  On Saturdays, however, some of the trains are not run including the 7.10 a.m.
train from Bury, /e the train which precedes the 7.20 a.m. train on other weck days.

The Trains.

5. The five coaches of the clectric train were buill in [914, and were marshalled in the following
order—motor couch, trailer, motor coach, trailer, motor coach. This stock is of unusually heavy con-
struction with steel underframes and body framing and aluminium panels, and the total weight of the train
was 220 tons. [t was equipped with vacuum brakes, the available force of which was 869 of the train
weight, A “dead man's handle”™ wus fitted, the release of which caused a full application of the brakes
and cut off the supply af current to the traction motors.

The train was driven from a small cab on the left hand side of the front end of the leading coach,
opposite to the high tension compartment.  Entrance Lo the cab is from the right by way of a luggage
compartment and through a steel door, which is held closed by a ball latch. A seat is provided for the
motorman between the controls and a heater.  An end window gives the motorman a good view ol the
linc ahcad, and there is also a window on the left hand side.

0. The steam train comprised four couches weighing 116 tons and was hauled by a Class 4P, 2-6-4
type, tank cugine which weighed 88 tons in working order. The engine was driven from the left hand side
and was travelling chimney leading.

The accident.

7. The first impact occurred about 2 yards north of the diamond erossing.  The electric train struck
the engine on 1ts left hand side about 6 feet behind the buffer beain and overturned it. - As the engine fell over,
the leading electric coach came in contact with the wheels and under gear of the engine. It also struck the
leading coach of the steam train, derailing it and forcing il over at an angle of about 43" against the
viaduct parapet ; it then hit the second coach, and derailed the front bogie. The leading electric coach
wias diverted to the right across the Down line and struck and smashed through the Down side parapet
ol the viaduct, After hanging for a matter of seconds the rear end coupling broke, and it fell into the
valley below, The second electric coach stopped short of the gap in the parapet against which it was
feaning at an angle ol aboutl 607, The leading bogie of the third electric coach wayg derailed. but the other
coaches of that (rain and the rear two coaches of the steam train remained on the rails.

8. The majority of the casualties occurred in the leading electric coach which was wrecked beyond
repair,  The second coach was also heavily damaged with severe distortion of the whole underframe,

The main frame of the steam engine was badly buckled and the centre pin of the trailing bogie was
fracturcd. One wheel was torn oftf'its axle. The front ends of the first two coaches on the stcam (rain were
heavily damaged.

Generally, the nature and extent of the damage suggested that the combined speed of the two trains
at the time of the impact was about 45 m.p.h.

9. The track and the conductor rails were extensively damaged. The current was cut off almost
instantaneously by the opening of the substation circuit breakers on short circuit.

The photogriaph opposite shows the gap in the parapet of the viaduet and the leading coach of the
clectric train lying in the valley below.

RuLEs

10, The line is worked under the Absolute Block Regulations of the former London, Midland and
Scottish Railway, Regulation 4 includes a provision that “Line Clear™ for a train shall not be given unless
the line is clear for at least 4 nile beyond the home signal.

Regulauon 3(¢)} reads as follows :—

“Where it is necessary that a Signalman who bus acknowledged the * Is line clear’
stgnal for a train should receive an intimation of its approach before it enters the scetion,
the ' Train Approaching ™ signal (1-2-1) must, where authorised, be sent in accordance with
the special instructions issued™,

It should be noted that the signalmen at Woodlands Road signal box are required to use this signal.
Regulation 11 requires a signulman to take certain precautionary action when an unusual time

clapscs between the receipt of “Train entering Section’™ and the arrival of the train, unless he is satisfied
that the train is approaching.



REpORT aND EVIDENCE
Train staff.

Il.  Thke 7.20 a.m. Up electric train from Bury was running to time and its last stop before Manchester
was al Woodlands Road at 7.38 a.n.  The train was manned by Motorman A. Hardman (who was killed)
and Guard J. Collinge.

Collinge said that up to the time of the accident there was nothing unusual about the trip.  The
train stopped at Woedlands Road Halt for the booked period of 20 scconds. It passed Queens Road
box without a check and at a normal speed for a clear run through to Manchester, which he estimated at
36-40 m.p.h. The first thing he knew about the accident was the impact, and he was certain that it was
not preceded by an cmergency brake application,

Collinge stated that the vacuum brake gauge in the rear driving cab of the train, where he was
travelling, read 19 inches and that the brakes had worked correetly for ail the station stops. He could

not see any signals until the train had passed them. Before leaving Bury, he had spoken 1o Motorman
Hardman who appeared quite normal and cheerful.

2. The 7.36 a.m. Down steam train left Manchester on lime. It was breught almost to a stand at the
Irk Valley Junction branch home signal, which was then lowered.  Driver F. Heap said that he opened
the regulator and was passing over the junction to the branch line av 5 -6 m.p.h. when the engine was
struck by the eleetric train. Neither he nor the fireman saw the clectric train before the collision, and they
had not seen the Up home signals. Heap said that he saw both signals al Danger soon after the collision.

The Block Signalling of the Electric Train.

13, The signal boxes and signalmen concerned were—
Woodlands Road .. Signalman W. H. Upton,
Queens Road 4 Signalman R. T. Davenport,
Irk Valley Junction .. Relief Signalman A. Clayton,
Newtown No. | i Signalmen L. Smith and G. Robinson.

The following table shows the times of the block signals for the 7,20 a.m. clectric train as recorded
in the Train Registers at these boxes and at Crumpsall, the hox next beyond Woodlands Road. The
figures denote minutes past 7.00 a.m. :—

Rear Section Advance Section
Approx.
Distance Accepred T.ES.  T.OS. Accepred T.ES. T.0.8 Remarks
hetween received  sent sent received
boves
Crumpsall . 27 31 36 31 36 37 Train passed
5 furlongs 36
Woodlands Roud 31 36 37 31 37 39 Train passed
5 furlongs 37
Queens Road .. 21 30 40 30 40 Train passed
2 furlongs 40
[rk Valley Junction 29 39 (see Remarks) Offered
forward at
5 furlongs 29, but not
accepled.
Newtown No. | .. (se¢ Remarks) Oflered from

the rear at
29, but not
accepied.

Note (1)—0On account of the fact that Woodlands Road Halt is between that box and Qucens
Road and also because of the short distunce between Queens Road and Trk Valley Junction boxes,
the Woodlands Road signal box instructions require the signalmen (under Regulation 3) to send
“Train Approaching”, code 1-2-1, to Queens Road as soon as “Train entering Scction” is received
from Crumpsall. “Train entering Section™ also has to be sent. The signalmen are required
to enter all block signals, including the [-2-1 signal, in the Train Registers. (The 1-2-1 signal
was, in fact, never sent).

Note (ii)—The clock at Queens Road was one minute ahead of the clock at Irk Vallcy Junction.

14,  Signalman Uplon had worked at Woodlands Road for two years. He said at first that he signafled
the train at the imes recorded in his Register, butl he admitted later that they were wrong and that the
actual times at which he signalled the train forward were those recorded by the signalman at Queens Road
bex. He eleared all the signals for the train, He did not send the 1-2-1 signal to Queens Road. He said thal
between 7.38 and 7.39 a.m. he received an enquiry on the telephone from Davenport about the train and
replied that it would soon be arviving at his box. At the Departmental Inquiry held previously, he denied
having received that enguiry,




15, Signalman Davenport, who had been at Queens Road since April 1953, said that he accepted the
train at 7.21 aam. He received “Train entering Scetion” at 730 aomn., und then oftfered the train forward
to Irk Valley Junction and it was accepted. He then cleared his home, starting, and inner distant signals.
It was not his practice to pull the outer distant lever until he saw that the Irk Valley Junction outer distant
signal, under his home signal, was at Clear. Davenport stated that he did not clear his outer distant
for the train as he saw that the Irk Valley Junction cuter distant signal was at Caution. At about 7.39 a.m.
Clayion telephoned to him and cnquired where the train was, and Davenport replied that he would ask
Upton. He then rang Upton and was told that it was just leaving, or about to leave, Woodlands Road
Halt.  As he took up the other telephone he saw the train coming through Smedley Lane bridge, and
he told Clayton that it was about 1o pass Queens Road box. He gave “Train entering Section™ to Irk Valley
Junction at 7.40 a.n., on which his forward section block needle went to “Train on Line”,

Davenport did not know, when the train was oflered 10 him at 7.21 a.m., which particular train it
was.  He said thal provided the conditiens allowed, he accepted trains as they were offered. He did not
know which trains were run on Saturdays, and whilst the Working Time Table was available in the box
1o cxtract had been taken from it and exhibiled.

The booked timing of the train from Woodlands Road Halt to Irk Valley Junction is two minutes,
but Davenport was not concerned when the train was not in sight 9 minutes after receiving “Train entering
Section™ from Woodlands Read box, and he did not apply Regulation 11, He added that such an interval
between the bell signal and the arrival of the train was not uncommon.

Davenport said that the 7,20 a.m. train was frequently checked al Quecns Road box on account
of the branch line train passing over the junction, and then he applied Rule 39{a) at the home signal.
Usually, however, he would receive ““Line Clear™ and lower the starter before the train reached it, On
the day of the accident he thought the train was travelling a1 a normal speed for a cleay run through frk
Valley Junction.

Neither Upton nor Davenport saw the motorman of the tram.

16, Relief Signalman Clayton had taken over the dutics of ancther signalman ot Ik Valley JTunction
box on the Monday before the accident, having learni the working, which he did not find diflicult, about
three wecks previously.  His period of duty during the week was from 5.0 am. to 1.0 p.m.

Clayton said that as soon as he accepted the 7.20 a.m. train a1 7.29 a.m., he offered it to Newtown
No. | but "Line Clear™ was refused.  The junction points were nermal and he gave “Line Clear™ to that
box for the 7.36 a.m. steam train at 7.33 a.m. ; he offered it 1o Smedley Viaduct box when he reeeived
“Train entering Scction” at 7.37 aan.  (Note: The steam train was due to pass (he junction at 7.39 a.a.
and the electrie train at 7.40 a.m.).

He had not received “Train entering Section™ for the 7.20 a.m. train when the steam train emwerged
from the tunnel, Consegquently when the latter was approaching the home signal he telephoned to
Davenport 1o enguire the position ol the electric train, and Davenport replied that he would enquire from
Woodlands Road box. Clayton therefore assumed that the train had not yet passed that box and so, in order
to avoid delay to the steam train, he reversed the junction and cleared the branch line home signal. The
train, which he thouzht had come (o 2 momentary stop, started at once.  He went back 1o the telephone
and heard Puavenport say that the electric train was passing Queens Rouad box. Claylon said that by then
the engine had passed his box and he could thercfore do nothing.  The collision accurred very soen
afterwards.

He said that he did not receive “Train entermg Scction” for the 7.20 a.m. train. He ontered the
timc of the signal in the Register after the aceident and turned the instrument commutitor to “Train on
Line” but the needle remained at **Line Blocked™. (Nete: This was on account of the severing of the block
wires.) He stated that all the Up Main signals had been cleared for the previous electric train (7.0 a.m.
from Bury) and he had put the levers back to normal after it.  He saw from the repeaters that the distants
were 4l Caution belore he gave line clear for the 7,20 a.m. train, and he had scen (he Up home go back
to Danger.  He was very definite that he did net at any time lower any of the Up signals for the 7.20 a.m.
train, and that he had not offered il to Newtown No. | again, Therc was no train on the Up Branch line
and that home signa) was also at Danger.

Clayton said that he saw the electric train soon afler Davenport had spoken to him. (Noter Trom
tests made an Up train can be scen at a distance of about 280 yards from the box.} As soon as he saw it
he realised that it could not stop at the home signal, and he thought it was going at a normal speed for &
clear run through the junction ; the speed did not seem (o slacken before the collision. He did not see
the motorman but said he did not look,



This was the first Saturday Clayton had worked in the box and be did not know the time table.  He
was surprised that “Train ¢ntering Section”™ had not been received for o train by about 7.38 a.m. having
given “Line Clear” for it at 7.29 a.m., and that was why he telephoned to Queens Road. (It may be noted
that *Train entering Section™ for the previous three Up trains had been received within two minutes of
“Line Clear™ being given).  He had cxperienced no difliculty in working with any signalman in an adjacent
box. He had previously during the week refused Lo accept a train from Queens Road box to enable him
to make the crossing movement to the braach line.

Clayton was well aware that Regulation 4 did not permit him (o foul the junction after giving “*Line
Clear™ to the Up electric train, but he thought that the latier was aboul 1 mile away,

Clayton 1s 35 vears of age.  Ile joined British Railways in March 1930 and was trained for two
months as a signalman.  He was quite confident in himself when working in boxes, and in August 1951 he
applied for and obtained an advertised vacancy for a relief signalman Class 2. Up to then he had not
worked in any junction box. In July 1953 he was allocated as & Class | relief Signalman, He was last
examined in the Rules and Regulations in February [932 by Assistant District Signalman’s Inspeclor
Washington. It is not the priuctice in the Central Division to test a reliel signalman’s knewledge of u box
after he has declared himsell acquainted with il and consequently Clayton was nol cxamined in the working
of Irk Valley Junction box. Clayton is a married man with a large tarly, bul he said he had no special
worries; ulso that he and his fanmily were ull quite fit, and that he was not tired.  His hore is quite close
to the Junction box.

7. Signalmen Smith and Robinson of Newtown No. 1 confitmed that the 7.20 aan, elaetric train wis
offered at 7.29 a.m., but “Line Clear™ was refused because iU was so much in advance of (he train's booked
arrival thme. It was not offered again.  Neither signalman had experienced any diiliculty in working with
Clayton,

Lvidence of other Staff,

18, Porter H. Knight was on duty at Woodlands Roud Halt for the 7.20 a.m. train, As it passed,
Motorman Hardman, whom be knew, opened his side window and shouted a greeting.  Knight said he
looked well and was smiliog,

9. Signalman H. B. Burstow, of Smedley Viaduct box, saw the ¢ollision, whicly occurred abount 30
sceonds after he received “Train entering Scetion™ for the 7.36 a.m, steam train.  Fe thought that the
electric train was going to stop at the Junction home signal, which he assumed was at Danger although
he did not see it

20. Ganzer J. W, Page was on Queens Road and heard the collision.  He leoked across the valley and
could sce the ust and sicam which had risen, and he noticed that both the Junction Up home signils ware
at Danger.,

21 Mr., T. H. Bevan, Assistant Station Master, Manchester (Victoria) arrived at Irk Valley Junction
al 7.50 a.m. and saw that the Fire Brigade, ambulinces and police had arrived, and that some of the
injured had alrcady been removed.  He noled that all the signals were “ON".  After ensuring that all the
protective arrangeiments had been made he proceeded to Queens Road Do,

Nir. Bevan said he spoke to Claylon who gave much the same description of the events as I have
recorded above. He asked Clavton whether he had cleared the Up Muin signals for the 7.20 aan. train
and the answer was “*No”.

The Signalling.

22 I personally checked the signalling equipment during the afterncon after the accident. The locking
in the frame was correct and it prevented the lowering of any of the Up Main line approach signals when
the junction was set for the branch line. I could not find anything, either on the signal posts or in the run
of the wires, that could have caused any one of these stgnals 1o stick in ihe ** GIT position.  The cables of
the distant signals were severed by the collision but the Up Main home signal was working and the arm
responded correctly o the lever.

The 7.20 aan. Train.

23, The train had regeived its bi-weekly inspection on the aflerncon before the accident and four brake
blocks had been changed on a trailing couch 3 the remainder were serviceable.

[ exaomined the three rear coaches of this train in the Shops at Bury.  The brake gear was in good
adjustment and the brakes responded correctly to an application {rom a moter coach which was atlached
to them. 1 also examined as much of the smashed cquipment trom the leading motor coach as had hzen
found. There was no cvidence of any clectrical burning,  Since then the subsidiary circuit switches have
ogen located and | amn informed that they also show no signs of any electrical burning.  The examination
of the equipment indicated that the moterman was not in the cab at the moment of the impact.

The leading motor coach had been overhauled in the Horwich shops in March 1933, and had since
run 16,000 miles.



Tests.

24, [ travelled from Bury to Manchester on a test train which was shuilar to the 7.20 a.m. on the day
of the accident. Ancimergency brake application, including the release of the “dead man's™ handle, was made
at the commencement of the | in 44 rising gradient just past Queens Road bridge and soon after the ieme
signal came nto view. The train was travelling at about 40 mu.p.h. and it stopped before reaching the
viaduct in a distance of 261 vards.

25, Another test was made by (he Divisional Officers in a train running from Wondlands Read to
Manchester with all signals ©* Ol and the following results were obtainad ;—

Distance Time from location
Srom point of 1o point of Average Specd
Location coflision collision (in m.p.h.)
{yards) {veconds)
Earliest sighting pomt for irk Valley
Junction outer distant .. .. . 1,031 50
_ . . . 45
Clear sighting point for dito (with
l wn line .. . . 7 4
trainr on Down line) 90 0 45.2
Sighting point for Junction inner distant 484 25
. . , 35 C
Junction inner distant and Quecens Road A3.9
starter (on one post) . .. . 304 16
8.7
Poinl of collision . .. . -
26.  The following information was also obtained from tests :—
() Time taken o replace all Up Main line signals at Irk Valley
Junction, 10 reverse the junction poims and to clear the Down
Branch home signal .. . . . ., Minimum 10 sces.
(i) Time taken to reverse the junction pomls and to clcar the Down
Branch home signal .. .. . o Minimum 6 sees.
(i) Time taken by a steam train cllmosi ata s[and at th Down Branch
home signal to reach the point of collision . . .. Minimum 22,5 secs,
{(iv) Speed attained by a steam train at point of collision .. .. Maximum 15 m.p.h. {approx.)
Evidence regarding block signalling generally.
27. In view of certain information given ai my Inquiry [ asked for a detailed check on the block

working at Woodlands Road, Queens Read and Irk Valley Junction boxes to be made.  This was done
tor a period of two weeks before the accident, and the following irregularities were found (—

(i) The signalmen at Woodlands Roud had regularly failed 10 send “Train Approaching”™ to
Queens Road as vequired by the signal box instructions, and the signalmen at Queens Road
had not reported the matter.

(ii) Signalman Upten at Woodlands Road had adopied a practice locally known as “knock for
knock™, e.g., he asked “Line Clear” for an Up train immediately “"Line Clear™ was given for a
Down train irrespective of whether or not an Up train had been offered by the signalman at
Crumpsall. The result of this was a long interval sometimes amounting o 18 minutes between
“Line Clear” and "1rain entering Section™

{iii) Incorrect “Train entering Section™ signals were sent by Woodlands Road to Queens Road,
somctimes long before that signal was reccived from Crumpsall,

{1v) The times of the “Line Clear™ and “Train catering Section™ signals were frequently imcorrectly
recorded in the Woodlands Road Train Register.

(v) Signalman Davenport persistently switched out Queens Road box, allegedly for the purposcs
of going to the lavatory or to gel coal, irregularly and without sending any bell signal, in
contravention of Regulation 24, When switching out he telepheoned to the adjacent boxes
but he did not do even that when switching in. [t was noted thal the box was switched out
for periods of up to 47 minutes.  He recorded the passage of trains when the box was switehed
out. During the period ol 47 minutes he recorded 6 trains whereas only 5 trains ran ;

(vi) The switching out of Queens Road box was not recorded in the Train Register at that box,
nor at Waodlands Road box, nor again at Irk Valley Junction box before Clayton’s arrival.

28. [ also asked for a detailed check to be made at signal boxes at which Clayton had worked previously.
and this was done.  According to the block times recorded, there were four cases of seriously irregular
junction block working shnilar to that which he committed at Irk Valley Junction. In two of these cases,
4 passenger train was concerned,

Clayton was questioned closely on these irregularitics,  He admitied that each case appeared to be
a “‘breach of block™, but he was certain that he had never knowingly taken such a risk before the occasion
which caused the accident.

{



Evidence of Supervisory Staff.

29. Mr. W. E. Famell was District Signalman's Inspector, Bury, up to 1951, aud Signalman Clayton
was trained at Hex Hall Carriage box, Rawtenstall, under him in 1950, The procedure thien was for an
applicant to be interviewed by the Station Master or the Inspector and, if considered suitable, to be placed
under the tuition of an experienced signalman whe took a particular interest in training men.  The normal
training period was about 2 months, During thaf time the trainee was interviewed about once a fortnight
by the Inspector who assessed his progress.  In some cases men were found unsuitable and their training
was stopped. At the end of ihe period the Inspector examined the trainee.  1f the resull was satisfactory
i was then interviewed by the Stafi’ Assistant to the Divisional Operating Superintendent befere being
posted to take charge of o box.

Mr. Farnell could not remember Clayton during his training period nor could he recollect examining
hiw, but he remembered clearly seeing him later in boxes. He formed the impression that Clayton was
capable, keen und intelligent, and said that he was interested in the discussion of block working.,  Mr,
Farnell aguin interviewed Clayton in connection with his application for the post ot Relief” Signalman
Class 2, and reported on him favourably. Ile agreed that up to that tme Claylon had not worked in any
Junction box. e had nol seen him sinec leaving the Tistrict.

Mr. Farnell said that when visiting a signal box the usual irregutarities he looked for were omissions
in the Train Register, the failure by enginemen 1o carry oul Rule 55 and incorrect signing on and off by
the signalmen.  Only when investigating some incident did he ever compare the Train Register of one box
with that of an adjacent box, but he agreed that it was only by doing so that breaches of the Block Regulations
would come to light. Hc cbecked the times recorded in the Register only in connection with Rule 55.

30. Mr. J. Washington was Assistant District Signalman's Inspector, Manchester (Victoria) for about
Iwo years up to 27th June, 1953, He thought that during the three months betore he left the District he
nad visited Woodlands Road, Queens Road and Irk Valley boxes twice cach. On one occasion, during
April, it was to Introduce Tnspector Kelly, who had taken oveyr the District. He had also been to Woodlands
Road and [rk Valley boxes 1o pass out new signalmen.  He stated that it was unusual to go into a box
“unless you happen 10 be passing or you have something definite Lo investigate™.  Ile said that about half
his tire was taken up with new entranis and that he had no oppertunity for routine inspections. A special
Inspector had, however, been appointed for training new men & few weeks before he Jeft the Manchester
District.

Cxcept when investigating some particular case, his normal visit o a box would last aboul 5 minutes.
When asked what form of checking he would do on such an cccasion he answered “*Sign the boek, ask the
stgnalman is evervthing all right,Jook through the last two pages of Whe book and sce that Rule 55 is properly
abscrved”™.  He did not knew that “knock for knock™ was being practised at Woodlands Read box, but
agreed that an examination of the Registers would have revealed it He was also unaware 1that “Train
Approaching™ was not being sent by that box. He thought it was not usual to record that signal. (Nete:
It was found that Woodlands Road box was the only one ouf of 21 boxes on the District which did not
record the signal.)

Mr. Washinglon said that the block times recorded in adjacent boxes were checked only in the
Special Traim Registers kept for the three monthiy train census. These are used during the peried of census
recording (one week) in place of the ordinary Registers. They are then sent (o the inspector’s office and
the number of trains vun are extracted for statistical purposes.  He said “if there is anything which leads
us 1o think there is any irregularity when going through the book we check it with the books of the adjeining
boxes™; otherwise no checking is done which would reveal block irregularitics, except by observing the
working when fna hox.  He personally had never found a case of a “breach of block™ except possibly when
investigating a particular case.

He vemembered taking Upton for lis Jast annual examination and was satisficd with him although
iLowas necessary Lo pul bim right on one or fwo Regulations.  Fe considered Upton was “average™.  Mr,
Washington had not personally examined Davenport but said that he was particularly intefligent and
gooed on the Rules and Regulations. He had taken Clayten for Ius last anuual examination in February.,
1952, and had found his knowledge of the Rules and Regulations satisfaclory,

Mr. Washington was shown the cases referred to in paragraph 28, all of which took place in his
District, although three occurred after he had left.  Tle agreed that they all appeared to be cases of a
“hreach of block™ and retterated that the only way to discover such irrepularities was to check carefully
the Train Registers of adjacent boxes.

He did not know that Davenport was in the habit of switching out Queens Road box for poing to
the toilet, nor that he was doing it irregularly. There was no need for it as the Javatory Is attached to the
box.




3t Mreo LW Kelly had been the Signalman's Inspector of the District since 4th May, 1953, having
previously worked on the Western Division.  There are 64 boxes in the Distviet.  Fle said that apart from
an introductory visit he had been in Queens Road box three times and Woodlands Road box once.  He
had also visited Irk Valley Junction box, but there was no signalman on duty al the time. Al the visits
were for a specific purpose and he had done no detailed checking, He said he was concentrating on a
serutiny of the working of the more impoctant boxes lirst. When doing that he would study the Tnstructions
and then check the Train Register for aboul the previous two days. He would compire the Registers of
adjacent boxes only when looking into some special irregularity, and never as a mauter of routine,

Mr. Kelly said that he personally had discovered the block irregularitics committed by Clayton
{sec paragraph 28) when checking the Registers.  He had never before experienced such *breaclics of hlock™.
He said that these irregularities were noted from the examination of the particulir junction box Register,
and confirmed by reference to the Registers of the adjacent boxes.

He also discovered the irregular working in Woodlands Road and Queens Road boxes (see para-
grapn 27) when checking the Repisiers alter the accident, He agreed that they should have been noticed
during the thrice weekly inspections required to be made by the station master, Crumpsall,  The irregular
switching “out™ and “in" by Dawenport at Queens Road, which he described as a dangerous praciice,
came to light only as & result of Claylon having recorded it in the Irk Valley box Train Register,

32. Mr. J. Johnson who had been the station master at Crumpsall since September 193], was in charge
of Woeodlands Roead box and had visited 1L thrice weekly as Iaid down.  He was vneware that the *Train
Approzching” signal had to be sent by the signalmen, althoozh it was clearly included in the box
Iustructions,

33, Four relieving station masiers had worked at Crumpsall shortly before the accident, for periods of
from 9 o 21 davs. Three of them admitted that they bad not roud the Woodlands Road box Instructions,
and the Tourth ageeed that he had not noticed that signalmen were not complying with them. Neither
Mr. Johosan nor any of the relieving station masters were aware of the other irregularities practised at
Woodlands Road box.

CONCLUSIONS

4, The reasons for this accident were two-fold—Afirstly, Hardman, who was driving the 7.20 a.m.
clectrie train, ran past the {rk Valley Junction Up Main home signal at Danger @ and sccondly, Signalman
Clayion commitied a serious irregularity by permitting the steam train o pass over the junction to the
branch line after he had given “Line Clear™ for the electric train, in contravention of Regulation 4.

35, 1 have no doubt whatever that the Junction Up Main outer and inner distant signals were at
Caution and that the hone signal was at Darger when the train passed them.  The interlocking prevented
the levers of these signals being pulled when the junction was sei for the branch line. There was no defect
m the distant signals and the Up Main home signal arm was working freely, and none of them could have
remained " off " wilth the lever normal in the frame.  Furilwomaors, Ganger Page saw the Up Main home
signal was “On" immediately after hie heard the collision.

The Up Main outer and inner distant and home signals are well sited and could be secnr without
difhculty from distances of 391 yards, 180 vards and 441 yards vespectively, as there was no train on the
Down line. The Up Branch home signal could be scen from the maii line but there was no train on the
branch line at the time and that signal also was “"On”.

6. 1 have considered whether the Irk Valley Junction Up Main sigrals could have been cleared for
the clectric trann, and then returned to Danger.

Simple time distance caleulations based on the information given in paragraphs 25 and 26 are,
however, sufiicient to prove that Hardmav could not have seen either the home or the inner distant at

Clear.

On the other hand, if the cuter distant had been cleared it could have been in Hardmaun's view for
about 17 seconds ; but it must have been returncd to Ciution at least 32,5 seconds before the coilision
when the train was still some 100 yards from it

I do not, however, believe that it ever had been at Clear for the train, Clayton had offercd the
train once to Mewiown No, | kox, but it had been refused and 1 do not think that he would have cleared
the starier which was necessary before the distants could be cleared.  As mentioncd earlier, there are no
biock controls.  Furthermore, Davenport said that he saw the hmctien outer distant at Caution, and
Clavion was very definite thet he had at no time cleared any of the signals for the electric train,
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37, The reason for Hardman's failure to obey the signals will never be known for he was Killed. An
analysis of the runuing of the 7.20 a.m. train may, however, provide the explanation. From 30th March to
I4th August, 1953, the train was run [10 times. On 101 occasions the train was checked at Queens Road
home signal and it was stopped al the starter 29 times. On 9 occasions it had a clear run through due to
the late running of one of the two trains : it was on these occasions only that the Junction distant signals
could have been cleared, but the margin in some of them was probably not suflicient for this to he done.
It was therefore only on rare occasions that the Junction distants were cver at Clear for the train.
During the peried the train was not once stopped at the Junction home signal.

On the day of the accident, Davenport had cleared all the signals for the tiain, except the ouler
distant, when he received “Train entering Section” from Woodlands Read and “Line Clear” from Irk
Valley Junction, both at 7.30 a.m. ; there was nothing o prevent him doing so.  When Hardman saw the
home signal at Clear, he probably assumed the starter would also he " OfF ™ (as 11 was), and he may have
iaken 1t for granted that, as usual, the train would then be given o clear run through the junction.  Although
this may well be the explanation for his action, it s no excuse whatever for lus failure to act on the
information given by the Junction distant signals,

38, LEven if that was the reason for not reducing speed on seeing the distants ar Cautien, il docs not
explain why Hardman did not apply the brake when the home signal camce into view at Danger at a distance
in which the train could easily have been stopped.  Tn Tact, it is clear that no brake application at all was
made belore the collision.

[ have considered the possibility of Hardman having faisted or become uncenscious for some
reason, A post-mortem examination was not possible but his medical history was satisfactory with no
indication of any disease or disorder. He was absent on account of sickness for only 5 days during the past
vear, Furthermore, as mentionad earbier, he was probably not in the driving cab al the wmoment of the
impact.  [v seems lkely, therefore, that he realised that there would be a collision only just before it
happened.  Presumably he then applied the brakes fully, released the “dead man’s handle™ and pushed
open the cab door to get into the nggage compartment.  The brake application prebably 1ook eflect at
the same time as the collision.

39, T am satisfied that the brakes of the train were in working order.  As mentioned before, they are
vacuum brakes and they arc therclore sell checking,  There was evidence that the train pipe was connecled
up correctly and any defect other than a blockage in the pipe would have caused the brakes 1o be applied
ot prevented thetr release.  Any such blockdege is most unlikely as the train had not becrn uncoupled that
morning, and, if 11 had oceurred, it would not necessarity have prevented all the brakes in the train from
working, Lack of evidence of clectrical burning on any of the cab equipment also rules out the possibility
of serious arcing which might have distracted his atiention.

40. { can conclude, therefore, only that Hardman, having assumed that the train would get a clesr run
through the Junction, rclaxed his atlention and did not look at the home signal.

[Te was 64 yvears of age and was due 1o retire in November this year. He was a man of slight build
and of simple and abstemious habits, and was a well-known and respected public figure, being an Alderman
and having been Mayor of Bury ; he was a member of some local public Boards. He joined railway
service i 1907 and became a driver in 1920, The same year he was appoinied spare motorman.
1n 1940 be was appointed meotorman and had worked in that capacity ever since.  His sight was last
tested on 7th December, 1951, and was good. He had an excellent record.  Motorman Instructor J. Clingo
spoke of him as a “first class driver and rather a stickler for rules™,

41, Signahman Clayton was litthe, il any, less responsible for the accident than Hardmau, for he sheuld
not have allowed the clectric train to approach the Junction home signal and the steam train to cross over
to the branch line simulianeously.  The Block Regulations specifically forbid such a practice unless an
outer home is provided at an adequate distance from the home signul.  There is no such outer home at
Irk Valley Junction.

Clayton was obscrving the Regulations when he accepted the two trains with the junction points
sct normally for the main electric lines, Then, however, he should have held the steam (rain at the Down
home until the electric train had passed.  Alternatively, if he wished to give preference 10 the steam train,
he should have made certan that the electric train had stopped at the Up Main home signal at Danger
before reversing the junction and clearing the signal for the slecdam train to proceed to the branch line.
But Clayton did neither. Instead, he rang up Davenport at Queens Road to find out the position ol the
clectric train, which he had accepted some ten minuies carlier,  From Davenport's answer (that he would
enquire from Woodlunds Road) Clayton assumned that the train was at least & mile away.  Without waiting
to get a firmoreply from Davenport he reversed the junction points and allowed the steam train to start.
When Davenport told lim that the clecine traim was so close, it was too Jate for the steam train lo be
stopped.

Clayton was undoubtedly somewhat misled regarding the position of the electric train, but that
exctises him i no way whatever,  He fully realised that his action was irregular.  The only reason he mave
for it was thal he was trying 1o save dclay to the steam train.

His personal parviculars are given in paragraph 6. During his three vears service he had a clear
record.  He gave his evidence in a most straightforward manner.
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42, The various irregularities commitied by other signalmen (see paragraph 27) had no direct bearing
on the accident, which would not have occurred if Hardman had stopped the train at the Up Main home
signal or iff Clayton had obeyed the Regulations. Nevertheless they indicate that slipshod methods of
working have existed i these boxes and that these were largely the result of ineffective supervision. Uplon
wils responsible for a number of these frregulurities.  He was an unsatisfactory witness and was, 1 think,
deliberately untruthful in his statements to the Departmental oflicers and to me.  Davenport’s action in
closing Queens Road box drregularly was unpardonable,  He was also dishonest for he did not record the
fact and entered in the Train Register block signals which were neither sent nor received.  He was straight-
forward in most of his statements (o me, but T Gnd 1L difficult 1o accept the fact that the switching out of
the box was entirely connected with visits to the Tavatory, '

fn oy view, the subsequent inguiries indicate that neither Upton nor Davenport is the typs of man
wiho is suitable Tor the respecied and responsible position of a signalman, 1 refer to (hese watters and to
Chayton's other block irregularities later,

Rrsanks AN RECOMMENDATIONS

43, This tragic sceident resulted frem (ke coincidence of two entirely separate failures of the hunwn
clement, A motorman ran past a home sipnal 2t Danger at speed alier having been warned of its aspect
by two distanl signals at Caution, and a signalman keowingly commitied a serious breach of the Block
Regulations. 1 consider that the signalling arrangements are adeguete,

The Regulations require the line to be cear for | raile beyond the home signal before giving “Line
Clear™, to allow for misjudgment in stopping a train, This was, however, no case of migudgment for the
hrakes of the electric train were not applied until just before the collision. As mentioned earlier, the true
fnets will never be known, I the explanation given [or the molorman’s action is correct, as | believe it
o be, it emiphusises how wrong and how dangeirous it is for o driver to assume that he will never be slopped
at a signal which s aswally scen at Clear.

It has been mentioned that the motorman must have relaxed his attention. 1 have also said that

= he held positions on local public boards, and 1 understand that these formed his main interests.  Other

drivers have different outside interests which nowuadays are more voried than hereiofore, and it is right

that they shonld nave interests outside their work, Bul is it fundamental that when wl work they must

give the whole of their aliention fo it to the cxclusion of other matters, This means that a driver must

never relax his concentrition on the observance of and obedience to signals, on which depends the safety
of his apd otber Lrains.

[ do notl consider that Automatic Train Control of the Warning type which reminds a duiver of the
conditions ahead, would have prevented this accident.  [n any case, the eleciric lines between Manchester
and Bury will not rank high in priority for the provision of this equipment,

A4, As far as Lhe signalman is concerned, there is litile 1o be said.  The salezty of trains depends very
targely on such men obeying the Block Repulations, and the comparatively small number of accidents 1hat
occur as a resull of their failure in this respect 1s an indication of theiv integrily generally.

Block controls and track circuits are provided at many places Lo assist signalmen and to prevent
an accident if they unwittingly make errors or omissions of cerlain (ypes. No such equipment is provided
at Irk Valley Junction and it would not have prevented this accident, nor would it prevent an accident of
the same nature al any other similar junction.

It has been mentioned that on account of the narrow margin between the passage of the 1wo trains
concerned over 1he junction, the electric train is almost invariably checked at Queens Roud box signals.
This bad no bearng on the accident, but it is an undesirable fealure al such a junction and I am glad to
report that endeavours are being made o eliminate it.

45, As alveady mentoned, Clavion had committed the same type of block irregularity on four previous
occasions et other juncliions. When he joined the service he had no railway background, but I think that
his initial training as a signalman was adequate,  He was, however, promoted to relief signalman very
garly, in fuct within 15 months, and before he had worked atany junction, [ consider that whenever possible
a man should have more experience than this, including at least 2 reasonable experience of junction working
i he is bikely to work in such a box, before being selected for such o post. 1 consider also that relief signul-
men should be iested in their knowledge of the working of all boxes to which they wmay be sent. |
understand that this is the practice in some of the Regions.

46, Clayton's cachier irrepnlarities did not come (o fight until investigations were made as a resolt of
this accident ; in two of them passenger trains were concerned.  If they had been discovered soowner he
would have beep relieved of his pest or at least relegated to an unimpertant box.  In the normal course
of inspection, however, such “hreaches of block™ would net be noticed unless a signalman committed the
effence when a supervisor was present, which is unlikely, 1t is only when & Train Register is checked with
care, and the Register of ong hox is compared with that of an adjucent box, thal such irregularities can
ke found.
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47.  As rccorded in paragraph 27, subscquent investigations also disclosed certain rregularities in two
other signal boxes, which had no direct bearivg on the accident.

The “Train Approaching” signal 1s used [or aperating purposes only and 1t s not & “safely”
Regulation.  Nevertheless it was nol sent as was required, and the fact that it was neither sent nor recorded
wits not noticed.

The method of asking “Line Clear™ lor a train long before it had been “offered™ was irregular as
also were the premature " Train entering Section™ signals and the incorreet booking af bell signal times.
All these malpractices can engender doubt in the mind of a signalman on Lhe true state of the block
secttons.  Again, none had been noticed.

The irregular switching oult™ of a box. and the “switching in™ without any information or bell
signal to the signalmen on either side undoubtedly presented an element of danger, cven though the
signalman concerned said that he took precautions.  No mcere casual inspection of the box cencerned
would have laid the practice bare and it was discovercd only when the relief signalman, who was partly
responsible for the accident, recorded in his Register the information that the adjacent box had been
switched o,

4%, The above irregularities cumulatively indicate o very unsatisfaciory state of affairs. The Rules
and Regulations have been designed as a result of expericnce over many years 10 prevent aecidents, and
they are there to be cheyed and not disregarded.  Signalmen who get into the habit of displaying contempt
for the Regulations or who think they can do things in a belier or casier way dre certain sooner or later
10 mzke a serious mistake which may cause an accident, more vsually when someone ¢lse makes @4 mistake
at the same time,

49, These lacts recall the necessity for effective supervision at all levels to ensure that train working is
in accordance with the Rules and Regulations. T am sorry to say that it was lacking as far as these boxes
were concerned.  Tndiscipline as disclescd in this and in some other accidents in recent years will invariably
result from lax supervision,

St t do uot, however, believe that supervision gencrally is ineflective nor thal signalmen generally are
indisciplined.  But it would not be rcasonable to assume thal the cases which come to light when an
accident occurs are isolated.

There are now a larger number of young signalmen and of signalmen without long experience or
any railway background, working in stgnal boxes than hercrofore, particularty in some localitics. 1 believe
that the great majority of such men are completely dependable. but Claylon, Davenport and Upton, all
of whom fell in one or other of these categories were not so.

51, It is satistactory to note thal tmmediately after this accident the Ratlway Fxccutive Headquarters
maugurated a campaign agaimst irregular working in signal boxes, and 1 am surce that this will have good
results, | do, however, consider that arrangements should be made for a closer serutiny of Train Registers
than I am informad has boen possible i the past, and I recommend that this should be applied particularly
at junctions and Lo signalmen whose experience is limited.

| have the honour (o be,
Sir,
Your obedient Servant,
D. McMULLEN,

The Secretary, Colonel.
Ministry of Transport and Civil Aviation.
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