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1. BOMBAY, BARODA AND CENTRAL R&'DIA RAILWAY.

Gomcsmn hetween No. 22/30 Up Goods and Wo. 3 Down Frontier Mail
autside the down outer signal of Jekot station on H:m 15th May 1940.

Frov Mr. J. C. O'NELL, SENIOR GOVERNMENT INSPECTOR OF RAILWAYS

. Cirere No. 5, Domay, LETTER No. 908, DATED THE 17TH J’ULY 1940,
' 1352-T.T.)
1. Demrm*mn of the Accxden‘o —Jekot Station is sitmtod 6 miles west
of Dohad on the Baroda Ratlam single main line section of the B. B. & C. L.
Railway and is 331 miles from Bombay. The adjoining giatm:ns are Usra
in Lhe Bomlulv direction and Rentia in the Dohad direction.

The station consists of a main through line on the straight with two
loops which are isolated by sended dead -Ludq and a goods loop. It 1s pro-
vided with Home and Quter Signals which are interlocked with the poimts
through the Station Master’s %hd(‘ Contro] System working in conjunction
with a ground frame at cither end of the Yard.

2. Working on the section is by the Absolute Block System operated
by Tyres Tablet Biock Insiruments and these are so {itted that only one

tablet may be extracted at a time between dJekot and Usra or Jekot and
Rentia. The operation of thése instructions is recorded in Train Signal
Registers at each station and a private number ’s given for each tablet
1ssued. :

Train Control System is operating on the section and by this a Train

Controller arranges the running and ctossing of trains. He may instruct

‘that trains are to be received on cértain lines or shunted but the safe work-
ing of trains in accordance with the rules remains in the Station Masters
Control. .
3. The terms Up and Down will be used and it may be stated that Up
tlams are traing running in the direction of Bnmba; and the points and
gnals used for their reception are classed ‘U P Down trains tun from
Bau]ba} and points and signals for their reception are classed ‘Down’.
4. On the 15th May 1940, No. 22/30 Up Goods leit Dohad at
4-30 hours (according to Control Ch wrt) and ran through Rentia Station.
fﬁzwr pisﬂ\;“”“ Rent 3(1 1 was decided to cross the train with No. 3 Down
rontier Mail '

. WOt X .4' ¥ v b sey 4 P 3
eif_,l‘\d i 28l 14 Fain t ul.nl(}““'fi

; E}“ t .‘-:, Lot D iver and
* 3 COTOFTE Y in 1 .
d ull signnds, bg re ) ross at Jekot

placed the warner qzﬂ"nul and gﬁot the irom the points.
t ain was received on the main lige at, 5

s

4. The Station Master issued a “Memo’ ’m ;h( Drnea‘ ui the train to
5})(’;(}{' his tram onto the iunp for crossing No. 3 Um ', and thit his points-
Dan s‘,uuh piiot the Driver and that all points we e correctly set, il!a

aired nis memo. was seized by the I Mx ob Mig Euvineer imme-
uu‘!m} nt and handed over to me and U al is in the

t (Nass Ma AL {str: e, haviong o “hf.ﬁ‘g in:
/34 1{1‘\ {;f,(usa‘s D
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e as lLe sent out the 11%1)10}.)?9% {hmgmg: tgge
3 kot caice tablet for N. 22/80 Up Goods 10
- Bation M‘cﬁie-r’ :I‘eg; ('}L’znecaggtilljf(;iiﬁ; gave line clear and released o tablet
'F;\@gged &m]‘;b ?:3 ilg*“lij'ontmiler Mail to leave Usra and approach bis station. 1n
for ‘? 5(?11 tg this he proceeded to obtain line clear qnd a tablet for No. 3
%locx:fi:bi‘rontier Mail to proceed from J akot to Ren@a. . )
9. No. 3 Down Frontier Mail had an unbooked stop at Lnnklger:a .biut
assed through Usra right time and received hl.g carr.ect fablft 191‘-' %.»x.ci—
ceeding to Jekot. The tablet was nm«‘ie over to t.g;e lsL! Cla,sg i%aﬁl&t,rt-{iie_,-,
Dohad, by the Driver of No. 3 Down Frontier Mail on the day of the acci-
dent and is in his possession. . B .
.When approaching round a curve to view Jekot Down Outer.fm.;‘n?I
the Driver cighted the goods train but fm}ed in hl~S efforts to stop his train
and collided with No. 22/80 Up Goods at about 5-40 hours.
: - 10. With the impact the ‘G’ class engine ‘tmd_ leading wagon of the
- goods train were thrown down the ,,bf“ﬁ‘: and iouz'_ﬂor five wagons behu.ld
" these damaged. The XC’ engine of No. 3 Dowz} E rontier Mail bum}ed‘ it-
~ gelf into the ballast. The vehicle next to the engine N. W. Rallway Inter-
class and Luggage Van had the front buffers bent upwards 1:3,:1:;51 the under-
frame somewhat ylamaged but the body of the coach was intact. The
second vehicle 1st and 2nd Class Composite was telescoped by the following
B. B. and C. L. Railway Air Conditioned Coach, the underframe of which
went into the second coach at an upward angle to a distance of 45 feet. The
- fourth coach Inter class and Luggage Van was damaged at the front end
only. The vehicle in rear of this were undamaged.

&. About the same tim

11. The accident resulted in 16 persons being killed, 9 persons being
gorievously injured and 9 persons being slightly injured.  Four of the
grievously injured died subsequently in hospital rising the total of killed

Y

to 20 persons ‘'of whom four still remain as unidentified.

the Gnods train, went forward to see what had happened. While viewing
the accident passengers had commenced to pour out of the train and there
were demands for medical assistance.

12. Mr. Duncan, District Signal Engineer, who was in a saloon on

Dr. Chico, a railway medical officer who was a passenger in the train,
reported to Mr. Duncan and was immediately put on to give such assist-
ance as was available. Captain O'Neal, I.M.S., also a passenger, was
asked to assist and relief commenced with the Guard’s First Aid Equip-
ment. This is not sufficient to deal with an accident of this type but it was
utilized to carry on pending the arrival of further assistance.

13. Efforts bad been made to ascert2in the position in the telescoped
coaches but everything inside was so jammed and dark that serious results
could be assimed. Realizing that additional assistance was required Mr.
:Eur%mm ran to Jekot Statdon, gave a brief account of the accident to  the
J rain 'Cout,rf,!ller and asked for urgent medical assistance from Tlohad.

"lh_em is a Railway Hospital and Werkshop at Dohad and this was the
quickest and most effective aid that could be obtained. ;e

“Uompleting this Mr Duncan returned to assist in rescue work. This
g?gtgz?ﬁ (L}(;n;féengefl Cwlzgin Mr.. 51;;,10:111 regu r‘ned at about 6-25 hours and
e Gt with s symber f posngrs e reing
had pushed partitions forward ° kf:’r e and dislodel lh{f:?, : e
1ad pushea partitions forward, crushing and  dislodging fittings, and
i‘uﬁ%ﬁ‘% 1§ gnd ‘p:fnn‘]lxg gio‘vv*r}lpa,s.se“nget:z?: 'I‘?is accounts for the high total
of ana grievously mjured. The careful extrication of the killed and
injured from the debris was a difficult and lengthy proceeding. Work was
organized from both ends where damage was Iéja,stf. ‘Medical E.:fésist‘an(f; Zirif
~given as soon as it was possible to get to injured Passengers even tho ‘}:»15

“they could not be extricated immediately. S e

o]
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- 19. The mjured were met at Dohad Station by two lorries and an

Ambulance Car and arrived at the Dohad Hospital by 11-45 hours. The

two further cases were brought in by the Assistant Surgeons later. The’

whole of the Medical and Nursing Staff of the Hospital were busy with the
cases till midnight. Three of the injured died in the course of the after-
noon. Later sixteen bodies were brought to the Hospital by the Police for

identification purposes.

- 90. The relief. work and medical attention were good and utilized all

facilities available locally. Only the relief train from Godhra arrived
hefore the local arrangements had dealt with tihe situation. Public agsist-
ance was alsoprovided from Dohad town and food and water were arrang-
ed early. . |

The Magistrate and Police from Dohad arrived by the first train from
Dohad and in addition to assisting dealt with the identification and removal
of the dead as well as taking into safe custody all surplus haggage and
valuables. This was completed by 17-00 hours and the work of restoring
communication taken in hand. ‘

21. The preliminary work for restoring communication was simple.
Damaged goods ¥fehicles were thrown off the track which was repaired to
enable the crane to get up to the engine. The telescoped * and damaged
vehicles of the Mail Train were worked back to Usra carefully on their own
“wheels. The tender of the ‘XC’ engine was next rerailed and removed.
This gav. some trouble as it was jammed on to the cab. This portion of the
work was completed by midnight of the 15th and work was then commenc-
ed on the “XC’ engine which was embedded in ballast with badly-damaged
track underieath and was the,most serious obstacle to remove.

22, Had things gone according to plan it was anticipated that the
work of rerailment and restoring communication would have been complet-
ed by 8 or 9 hours on 16th May 1940. When, however, pulling the engine
forward so as to enable track to be laid under the rear wheels the bufier
beam came away and although efforts were made to pull the engine by the
axles these resulted in wheels coming off the track. .

This failure caused considerable delay as the 65-ton crane could not
be used and resort had to be made to jacks. TFurther when the engine was:
re-railed the track in rear had to be slewed for a considerable distance and
the engine moved backwards to enable repairs to the track being carried out
and get the engine to Jekot Station. This was finally completed by 20-30
hours. The work of lifting and moving the engine was done under

~ the personal supervision of the Chief Engineer. Work was carried on con-

tinuously and could not have been expedited. ,
23. The arrangements for transhipping and forwarding passengers

"were most unsatisfactory and a special officer had been deputed immedi-

ately after my enquiry to investigate this. Details of delays are as
follows :—

Arrived. Left. Total detention,
3 Down of 14/5 ex Bombay  5:40on 155  1:30 on 16/5 19’ hrs, 45 mts,
Ceniral, after tran-
ghipment.
4Upof 136 e Delki . . 1250 0n16/5 16°52oni6/5 17 ,, &,
having been  after tran- »
. detained  ab shipment.
Ratlam,
3 Down of 15/5 ex Bombay 360 om 16/6 1655 on 195 o, 1w,
Central. having  been after tran-
dotained at  shipment.
Godhira,

30 Up of 14/5 e Delni .

b
Arrived, Left. o Toted defention,
’ ' T ¢V o 9T e 1LY Y 3 N
10 Down of 14/6 ev Bombay 1 through ot 22/37 on 165 36 hes,

Central. , having  been detained  at
' Lirokhera.

Wae cancelled vt Dohad . - e —
g ) o ,,,‘ 4 ) - e ey ) oo { 2o [ S T —
18 Down of 15376 ex  DBombay Pegeed through st 3 S0on 1ih 17 hr

Contral, having besn detained on the

road,

£ 2806 on 185 8§

sed through o
tained on the

e been de
roud, ~

Sk U_p of | 5/5 ox sl

Local trains were canceiled.

15 hours the LHstrict Lc»cpmg&;m snd
th Van Staff whether they

f b condies  would ©
availuble. Those returning to Usra would have to depend on th(«: Din

: ] i 3 ’ 'Y I+ 0 pgrea - ) ry L=
‘ar for food and drinking arrangements. Those going forwar d to Jeko

» } . B e i . - % R TEP
vould have [ound no arran ents bt could et forward to Dohad ‘.,‘«}'z..-,(}ﬂ
) aod sized

£l

L LA
has a tea room and the usual station vendors as

town for supplies of any kind,
St h [ rranood {for the trans 11
SEGOK Bas pein arraingaea aor i BRI t

- v s T e L5 e e fafe 1343
WMail and 63 Up with this stock left Do

Logk oan 1, e Finwine b
b at 17-46 hours having b

25, The District Locomotive a Superintendent nad
ol b . ;1 N - K] (| P ’ .

in st of bei
{ulfilled the ned
tive Enginesr who
on the grounds -—

yment conier

4 arrives

fhese

nentioned in para. 22 however caused further delay
and this transhipment was never ot rried through. Instead of this Nos.
8 Down and 4 Up of the following day had arrived and 4 ipment
of these two trains was srranged and carrvied through by
the 16th May. ' o
The question of transhipping 19 Down and 20 Up was then considered

but as this would take % hours and would have meant a corresponding delay
in the rerailing operations it was decided to wait for the restoration of
through communication. This transhipment would not really have been
justified.

L3TRE

P70 hours on

\
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‘ Ig i videngs : ranit 0 aotm’v in th at ?
ielieve a ¢ross was an’anffed as stated b‘, th@ "mx‘fmn ‘sfmfm Usra, This

resulted in a shunting move at Jekot and the accident was the ontcome of
the shunt. Howwer the safe working of trains in accordance with rules

) + 3l
13 entirely under the control of the “3’(«1110}] Master and changes in the

.

7

controller’s instructions should not have resulted in iy un afe working.

Late instructions may give rise to certain difficulties and the evidence on
this point will be examined.

33: The Station Master, Jekot, states that he received the instrue-
tions to arrange the cross between No. 22/30 Up Goods and No, 3 Down
Frontier Mail at about 5-15 or 5-16 hours after certain discussions with the
Station Master, Usra, and the Assistant Controller. Both these witnessss
make no mention of such discussion and indicate that the instructions were
tssued earfier. :
The Station Master, Jekot, after receiving the instructivns had the
warner put hack to danger, called Poinisman Raiji and sent him to get
the tablet from Pointsman Mania. Raiji called to Mania and Mania
brought the tablet back to the Station Master. Mania then received in-
structions for setting the poinls and rveturned to the points. The tablet
is handed to the Driver near the facir aTiy }lﬁ*ﬁlb which are about 1,800 feet
from the station and as Mania records th: arvived back at the points

as the train was entering the vard it is clear that f"!ih * uotice of the cross-
ing was givern.

24, Tha Diviver o 273,'3&” i) e

sight of the Outer and Warner Sigusl ‘% g
and as such hig stop at the station was just the normnal stop

The E)O\IUOI{ at this stage ig that No. 22/30 Up Goods had been re
ed on the Main Line at Jek nt Station at 5-2 ‘} hours and the Station Mas
had to arrange a cross with No. 3 Down Frontier Mail wlhich was ff‘n,;.e m
pass thre ﬂjh his st tion al 5-456 hours. The M: '
and ihu evid *11(& shows that the arr d.&;;eme:z*s
ca 1 instructions given to Manis

Y iy

raised no U;
36, jmintdw by after ssud

line dﬂ‘*w for No. 22/50 1 s:,; G
and released the tablet for Us
ot

in

Master cancelle

by after gave Iime cle:
3

1

ra o pern
2

leave hiis and approach Te cot Station.

37. The memgr of trains on this section of 1 fix ¢
the Absolute Block Bystem laid down m Chapter 3
Yor the working of il" Class stations on the

]
254 to 258 are ‘xpﬂl icable.
The conditions under which pema s on {e approach may be given arg
clearly defined in (eneral Rule 254. s there are no »»huutmo' boards or
starters at this station General Rule 0; (0 (i1) cleavly lays ﬁown that the
line must be clear up to the Home Signal.

py
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Advanced Btarte

98 As the Station Master !
carried ont beyond the Home Ni
this rale would be broken at the !

Ta é?w—.gi»-gg :v;az‘u agr vinst shuntin ;5

a shunt movement to Do
vare that the conditions of
ne C‘IU ar.

being ccr:‘mxwm'-rd :1.'§ffm'

et

A4 o
sermission to A]“):‘o weh is given Gener
tions but as there are uo shunting
ingr is prohibited

39, Subsidiary Rule 255 ¢ more emphe
be ps:"zmtfe«t under any conditions anc

ke e !

‘*'hun un;_: [‘f“’a nd the Ho
s no Home |

after pe‘u-ummn to
s a;rlonr are provider
starters or not.”

?mmnw

;-
W!Th

40. The Siation Master admits in hiz  statement that about five
minutes after giving instructions he came out of bis office and saw the train
ahead of the station building. Having come out Lmd seen this Enmmon fre
mmr ed to hl» olhw :u“u! Ubt ain e& line elear for .1\(' 3 a}mﬁh Frontier Mail

rabiet iur uaha was g*x‘ en te him \ the Statior .“ faster ne: thﬂ station
name board and he was going with i the Down Facing Points.

arrival of thiz token
1 Mail had }»{r Tsra
v the Dhriver, Hao

The Guard of 22/30 Up (mnm corT obw" & the
at the points and on he‘“’inﬂ* wgdt it wasg and ﬂmt
rdered the pemi AT n ahead and

whan ﬁz v heard.

d ..._.4 (‘p

o

y (roods i

,}4 IBeEs '
, weordance
vehiclas,

"J

Lﬁ*mu’w
Hb!e z T 1 i

opinion was it was Jmmdﬁ i

i of over

% 1t
&p@meﬁcpd in re- star ting Down (3

tr.:m which mti CoOme it & s:;'*a‘rui
at the Down Outer ¢ wnmi This was commented on by the test crain dvi iver
and the Station W orkmw Rules mni ain the following :—

“10. UpL OG&’%S Tralps.~—All Un Croods or Ballast Trains which bave
not 75 per cent. of the A, V. B. wagon brakes in opf\mh.m*
should he stopped {o emable the train staff to pin down  the

stating that tha

g

necessary wagon brakes. Up Goods trains which have 75 per
cent. of the A. V. B. wagon brakes in operation should not be
stopped by the Guard for pinming down the hand brakes.

‘11, Down Goods Trains.—Owing to the steep gradient down goods
trains chould mot as far as possible be  detained  onteide
signals.”’

43. A test held on the 26th May 1940, rhd not suppm't these views..
The test train on the second attempt got away and pushed a load of 52/1473,
up the grade into the station yard. The test engine had a slightly full
pressure of steam, seemed in good order and was well handled. The result.
may hﬁ nce be regarded as above average and somewhat exceptional. '

The Driver of Na. 22 /30 Up Goods had been losing time on grades.
of 1 in 200 between Dohad and Jekot and it is quite probal Me that his engine:
would not be able to re-start the load onan up g grade of 1 in 182, T accept.

- Ins statement on this.

Soime question might arise on tne capability of a ‘G’ Class engine re-.
starting & Down load based the 50/1000 mark on the 1 in 182 up gmde at the
Outer Signal. A glance at the description of site will show that there are
steeper grades than this hetween Jekot and Usra and the loads would be
adjusted for these grades, The fest wonld indicate that it should be quite
possible to re-start at the Outer Signal with an engine in average condition.
Abnorinal conditions may have given rise to a p(}pular fallacy and the rules:
added to cover such cases.

45. The opinions quot(-d in pura. 42 whether correct or not indicate a.
cantious view and must be considered in this case as a driver’s normal pro-
tedure would be governed by what he heard as well as his experience. The
Driver of No. 22/30 Up Goods hadjworked ‘on this section for many years.
and admitgithat he knew he could not push the load back into the station.

46. Tn his evidence the Driver states that he raised certain objections
on-receiving the instructions to shunt forward. This is not supported by
his own crew or any other evidence.

He next stuted that he carried out the shunt a as he received the memo.
and had to obey traffic orders. The orders are laid down in General Rule
101 (b) and ave applicable only in so far as the safe and proper wor king of
an engine will admie, . S ,

" 47. The normal procedure f@ﬂn;v'ﬁd on the 1 "-"éiwa} is that at the
beginning of a trip the Guard of a shunting train gives the Driver a memo.
teliing him whiere he has sl unting to do. The mover nent at Jekot was not
A:rn-'meer by these instructions and the Sts mﬁn Master issued 2 memo. to
4:10;1;2& any delay due to obstrue by the n

e sot thet the Stati i
‘)mver indicat that he antu o 1at tno Viriver n 1%

:')

® fhat § :
without a written order and he sent ﬂw memo. to save delay.
Further enquiries from the Administration show that drivers in
neyal ! have not the impression that they are bound to obey Tr‘amfﬂ'("rir"rf—;
cg ardless of the proviso in the latter part of General Rule 101 () to the
effect that such orders are to be carried ottt on by 5o far as the safe and proper
working of their engimes will permit. Tt is ;Lsan ?v thg:! veverse and Dirivers
to carry out ordors i‘m* ] :

"T?

sometimes rof
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49. General Rule 258 which forms one of the main rules for the
Absolute Block System of working for Single line ‘B’ Class stations lays
down that the line shall not be obstructed outside the Outer Signal unless
the line has been blocked back.

Qubsidiary Rule 258 explains how this is worked and reads as
follows :—

agq R. 258. Obstructing the line outside the Outer Signal is pro-
hibited wunless a tablet or line clear has been obtained in
accordance with the rule applicable to push back ballast
trains. See 8. R. 156 (68).”

To clear the reference to Subsidiary Rule 156 (6) this is reproduced :—

«“g, R. 156 (6). On the single line, in case a ballast train has to run

out part of the way between two stations, and then push back

to the station from which it started, the Driver must obtain,
in addition to the usual ‘authority to proceed’, a written per-
mission from the Station Master to be allowed to push back
into the station. This written permission will be returned to
the Station Master on arrival of the train.”

The Driver by passing the Outer Signal in the course of his shunting
acted contrary to this rule in not having a tablet in his possession.

50. Having come to a stand the Driver states that he was not able *o
push his train back. He made several attempts and each time his train
was pushed forward. 1 was not able to accept the point that the train was
pushed forward and the test confirmed my opinion. The forward movement
to such large extent as took place could only be due to had handling. This
aggravated the position considerably. °

At this stage th'e train had begn brq‘ught;. to a stand and the Driver
states that he had given up hope of getting hack and was making arrange-
- oY

ments to protect his engine. - The firemen do not support this in that they

state that t‘gxe 1st ﬁl'emfzn was firing just before the collision and the 2nd
fireman noticed the mail approaching and the whole crew jumped. '
51. The Driver of No. 8 Down Froatier Mai i through {
o otabesdnver ol Ne. 3 Down Frentier Mail passed through Usra and
_fezeéx-led ‘_1"1{ ta:bzet for Jekot correctly., This tablet was made over to the
15t Ulass Magistrat shadd, and is verif : iy ; 1 i
o \S«df‘%{sl ate, Dobad, and is verified by him as being No. 18, which
responds to the number shown in the Train Signal Register.

~ Continuing his statement the Mail Driver said that he was coming out
of the cutting at about 40 miles per hour and was expecting to view the
signals. Instead he saw the headlight of u train which obscured his view
of the signals. Anticipating a collision he closed his regalator, :~1§")péied
‘his brake-and.whistled but in spite of this collided with the goods train
engine. His crew support the application of brake and anticipation  of
collision. PR '.

25 arr . el . . . :
52. The guard of the train states that he noticed a slight application

(t)lfx thg vacuum but that it only appeared to be a few seconds before he wasg
4 ﬂrgwg out. ‘oj his brxak‘e van. Further evidence has been obtained on thia
point from Mr. A Freitas who is emoloved in the Chief Mechanica! Fno

neer’s Office and was a passenger on the train. He noted the doqm:: o“fonh' .
regli]‘ato? as the train was coming out of the cutiing but did not observe m::f :
ég;}; lgfat&?n lq))f Ezle }ll)rakes befqre the co'l).isjion.. A ft-er the collision the posf~ :
v he brake handle indicated full application of the brakes and the

ed his regulator and applied hie brakes. Mr.
ests for the railway and his experience makes his |

Driver stated he had clos
Freitas has carried out t
evidence of value. '

x4

i Gl 1
feet 1o hand.,

The &
exercised. I
and 1 accept
the regulator note

54. To ,
26th May 1840 and the results of this are
was bronght to o stand in 283 seconds and the stopy ;
feet. Allowing for 10 tons difference in tare and 20 tons additional weight
of passengers, ete.; the distance would increase by about 35 feet. There are
other factors which may have caused a variation in the figures. Differences
in actual and tare weight might have an effect either way. Differences in
vacuum pressure and adjustment  of brakes may also have effected the
distancss. A

55. Comparing the Lest with tHe actual conditions on the day of the
accident the test train driver estimated his speed at 40 to 41 miles per hour
which agrees with the estimate of No. 8 Down Frontier Mail driver. The

engine

he lock-out and alert. The closing of
ag would confirm this

> signal
that the
d by M
mine the braking effort further o test was
1 in Append

L o o N g s o 13
nd the stopping 4
¢

arranged on the

J. The tram

inoe was B

e
caleulations attached to the report would indicate a slightly higher speed
which approximate closely to the driver's estimates. The test thus shows
that with a train travelling normally it should have been practicable to
stop just before or with a very slight impact with the goods train if the
brakes had been applied immediately as i the  test. Any delay would
make impact certain and basing calculations on Wellington’s Energy of
Potential Lift of moving trains at various velocities (Table 118, page 335)
it would indicate that a delay of  seconds would leave the train travelling
in the neighhourhood of 30 miles per hour at the time of impact.

58. The test was carried aut under definite instructions to stop as soon
a5 the Down Outer Signal was sighted. In the case of No. 3 Down Frontier
Wail the driver was faced with an nnexpected and unusual situation and
wonld not have acted as quickly as the test driver. The evidence in para.
52 indicates that he did not apply the brakes at any early stage ut rather
that tlie application was made at a very late stage. The time taken to
realize the position is slow but is a personal factor. The driver was per-
sonally concerned and wonld certainly do his best nnder the cireumstances.
Fven with a verv short delay the collision would have taken place with con-
siderable force and asz it is not possible to assess the results I would not
place any responsibility on the driver. The driver was very much under,
rest at Baroda but ¢l that he and his ¢rew were it to continue duty.

tion Master, Jekot, is primarily responsible

eral Ruole 254 (¢) (11) and Subsidiary Rale
%54 (1) he gave permission for No. 3 Down Frontier Mail to
approach his station when he had arranged a shunting move-
ment which was to obstruct the line beyond his Home Signal.

(b) In contravention of General Rule 255 and Subsidiary Rule 255

he continued shunting and obstructing the Main Line outside

, the Home Signal after giving permission for No. 3 Down
Frontier Mail to approach his station,

(¢} Tn confravention of General Rule 148,

_ he earricd out shunting
at such times and in such manner ag

involved dange

* ot prinsnd, |
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8. The Driver of 22/30
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Davies, V. D,
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arly in January.
guent to the arrival
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2. Descripbion of the Aceident.—~At about 7-30 hours on the 18th
December 1940, while No. 191 Up Passenger Train was leaving Line No. 3
and was crossing the down main line in or rder to veach the up main line, at
the Robri {(or Nwlh) end of Khairpur Mirs Station, it was run into by
No, 528 Down Shunting Goods that had entered the station against sign 1als.
The point of impact was '1bnm t=1e middle of the length of No. 191 Uy
where a drd ¢ ; b vel cle from the engine and an
upper WL}M i:@g‘xef& whi he Gth, cle were damaged
i vary mﬁ degrees on ‘Jim hamr‘ «wa on 1-h£*1"' umle"*' mes, the lower
portion of their "‘uie Jpane i trucks. These two coaches
ware also {iprmled. : ‘their svheels, and the Hnmh

tha

85 2':1 7ie

'iif:s its covon
;‘)«in“t‘i();n of m'; Tr'mn' i "L?“ﬂ'
ine was partially interlocked
r took some h?.tw tnn“ to v
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the damage was not so extensive as it might otherwise have been. The cost
of damage to property was, however, hlg}h and was estimmhted as follows :—-

Pogie 8rd class..... e e e Rs. 15,000
Bogie Tst and 2ad class...... L Re. 20,000
Engine No. 2187 HG/8..... ... .. e Ra, 5000
Total for E{’);JHU’ Stock. o U Rs. 40,000
Daraage to Track...... e e v Rl 436
Total cost of damage................ e A o Rsl 40, L>()

3. The load and composition of the two trains involved were as follows
and in the order given below :—

- No. 181 Up.

Engine No. 1848 XC (Pacific). (1) Four wheeled F reight Van,
(2) Bogie Military car, (3) Bogie third class hwmme and
Brake Van, (4) Bogie Intermediate and ihird clam, (5

Bogie thi rd class, (6) Bogie 1st and 2nd class, (7) Bogio
‘ntermediate and third class. (3) Bogie third and Postal
Van, {4) Bogie third class, luggage and Brake Van

No. 528 Diown,

Engine No. 2187 HG/S (B. E. 8. A)), Tour wheeled covered
wagons, 25. Bogie rail and timber truck, 1. Four wheeled
liquid fuel oil mnk, 1. Four wheeled covered wagons, 19,
Four wh.eeied gooeds brake van, 1 ' |

3 v from Robri with a 385 Ton-Steam Orane was the
. ! of the accident. It was orc:e ed out by Control at
G, :2‘: arrived at Begzmnﬂ, le —l(sJ(tu“lt hlock
station, at 9-50, Laf there at 10-53 and arcived at site at 11.-20
hﬂ“ﬁf? . In order to enable the derailed "eh}de: to be counveniently got m;f.,

the crane had to be reversed and arwus' ahuntnw‘ movemenis rarried mﬁ
hetween the site of the accident and th s station. In A(‘ Jir ion it took some

t A
i: f}tif,“n 1@ to release the upper class bs sgie from the derailed e

| ngine to draw
tear and to renew its btdi" damaged bogie Lrolly. Con: em‘mmli- it was
not i1l 15-45 hours that altern oon ‘r: 1t the blndc on the up mﬂ.m : I'L:mn‘*u:
ed. Single line working was then restor ed at 16 hours. Tt was found a
then that the derailed engine could not be de
cram, unless a good deal m far

back. (nnnequenﬂv the 55-Ton
(m‘z,r Hyderahad), which nt h,tt at

M)’\EL
lifted from one aicie and wnh ane
ther shuttling was done to B(‘”HIJII]] and
{Qte};;}m (‘rane was ordered from Katri
5 arriving ¢ » s1fe at 21-5¢
Thc-b ;‘ie&mﬂnd engine was then finally Lrte(l and cﬁ;:}e}& ‘::tf,‘?%t hn]!:: ho’?i‘;»
;ﬁ'& deoultwl (??E:l;tx}:gg:n;(‘ 210 llliiﬁn.unnerm”'en and to be cowpleted by 355
moting (1960 P @:‘ mally restored at about 4-10 hours the tm]lowmsr
1 December 1940). There were additional apparcat. delavs
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?(l)li ot?o ?T:;lg;::t on bofh z’c}lef trains running short of water and having

(‘ontml operates [ ‘wfb‘il i’iq station 17 miles aw ayv. In view of the fact 41»;1'

foel that. “hﬁh(?:; . alsc ction. and in view of the facilities available, T

could T 1[ : er planning, the time taken to restore communication
een considerably reduﬂeri in the circuméaiances.

Su ﬁ“fﬁ’dzﬁsdrl‘zﬂc;\;?\ ief‘x@ ;T;; e‘ﬂ;mnoe conld be obtained as to infuries
erew of the two tr ‘{m‘: m;’:\]vaoll BC accident. No meruber of the sialf

Gf’m‘mr es Lo pa sr:«(g s Wie @ was injured in a;

wore of s dm;} CnTers : somewhat confused. At .';fnr rate these, if anv,

any way. Spe .;qfﬁlj ;ffiim thfmt to interfere with their onward mu'm‘, 3
L3RR ? enguiry, da.ﬂl ard Januvary 1041,

and
113— WY an f 4.}}(\, 6“'71?{'15553).(.‘*:5

t:‘
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Buperintendent, Government X y Police, Sindh, as to reliable H‘xi’ﬂi‘?\—«
1 : 14 56 1L
b1 dated 18/20th February 1041, that no

1o this nuuwr alic ttmi a

a
person or p
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obri (mils

N n}‘th

it are »J‘O

0t ltu, wm: *um ards E{;:-u;; b
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South, i.m approuch on cither side is sir*uu‘ht as iar as the eye can see.
From the Begmanji direction the line is str‘wnht and more or less level for
abont 5 miles to mile i%%,.);‘ re th-, line btmi o the left on n 19 curve just
over a ile long and in 500, Therealter it runs
"'Lt‘uisz‘ht, Ji}‘” on a a0 then on a failing g ade of ¥ in
B0 to mile J‘%b’— "‘ﬁx},}t‘.t"é (,m 3.)&_ () o 7 “s;f'na,‘ of Khairpur Mivs 1s situated
£ ' some 1,400 feet onwards. (near mile
2, {:nd S0 on ?}UGH’, it E.(f.k npur station yard. The line thus des-
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v Outer after which this height falls to
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; with g sting at each end o the up and down
WLy i Y .
ain alied dm_{ uawzliv reserved for goods trains only. 1t

matn lines

W !EL be seen wm ‘Lins that normal double line wm?\mw‘ conditions do not
¥ bl Wi w]

str ictly obtain for the down main line at this statien. .'10 the east of these
another goods loop (not signalled) some 1056/ clear with a '551.133.2 ueag exfu
HE i t}wsenom at the %m;\h end serving a goods pi%tiurm There are two

g P . arele s conds vard taking
small deu b ends each xibmll 350 H}“ > ;“ Yhﬁ' Eudk of thi £ ﬁ 1:\‘} fiwhtlimzrl
i the rurnouts to the goods lines and ummw’ adjacent to the down Inal

line. Thereisalsoas } dead end siding taking off the up m -1!}&13,.‘51471 &mie
1 ' ?39 noith end of the up passenger platform, An import-
iated on the turnout connecting the down main line
¢ the north end. This serves o busy road from the town
ling sitnated on the np passenger p fz.f;a,ﬁ.rh . The gzates
me are interlocked mth all relevs reception  nand

Aq mentioned in para. 2 above. the ﬁf*wletz!{f.{tt orenrred

13 xl 1

(.]N:‘;);} xn‘m’e 5
ot this cross-oye,

9. Wealther 2nd it ibﬂEmV ——~T}!¢‘ weather was fine and visi Eniﬁv g_\;nc.{
520 mimites before sunrise  Theve was

for the time of the day-—about 10/=8 1 ~ There
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Jted in the following information for

_'the Khaiwrpur State Authorities resu
‘the relevant time and date :—
(i) the time of sunrise was about 7-45 A.M. o
(ii):,?weather was clear and there was no ground mist, fog or rain
4 between 7 and 8 A.M, | | o
5 10. Evidence.—Altogether 12 witnesses were exgz.nme:gi qt tx}e an-
/siopal Officers’ enquiry. These consisted of the guards, drlvelfs and crews
‘ | sons| in all), the assistant station master and two

g 3 \trains (nine pe; .
ﬁ%ﬂ%&ﬁlﬁ;gﬁgﬁj}g lht I%Iliii’})ur Mirs at the time. All these witnesses were
'agdin' examined by melin order to confirm or supplen.zen_tv‘ce:»rt.:.—nn p‘om;ts
‘arising from the Divisional Ofticers’ enquiry. In addition, thc frain
examiner from Rohri, where No. 528 Down Goods was last examined, was.
also called. His statement, not recorded, was to the effect 'th.a,t,. he gave this
train a general visual examination only :..t.hat the vacuum, which };1e stated
showed 14 inches in the Engine and 8 7 in the Brake Van at the time, was
‘in working order, and that accordingly he gave a general ‘it Memo.”. He
could give no reliable details as to the number of vehicles on the train that
‘were ‘piped’; the number with defective brakes and the number wﬁ;h brakes
in good working order, as he had no instructions to record this. This was
confirmed by the Divisional Mechanical Engineer who assisted me at the
enquiry, o :

11. As to the possible causes of the accident, the evidence was con-

sidered and obtained on the following bases :—.
{a) Failure in regard to efficient and safe working of Khairpur Mirs
. station ¢n the part of the assistant station master and/or his

staff who were on duty at the time.
(b) Failure or defect in the Signal and Interlocking arrangements

; and the general visibility of Signals.
(c) Failure on the part of the driver of No. 528 Down Goods Train
- to obser~e the position and condition of relevant signals and
to control his train.

' (d) Similar considerations concerning the driver of No. 191 Up

Passenger Train.

12. Inregard to (a) the evidence of the assistant station master on duty -

indicated the following state of affairs at his station at the time :—

(i) No. 509 Up Goods had arrived at 6-02 hours on his up main line
for which line clear hud been asked ahead and received ‘rom
BTegmanp at 5-51 hours. He had also given line clear for
}\io. 528 Qoxyn to Begm:‘m‘]l at 6-46 hours and was expecting
No. 191 Up Passenger from Tando Mustikhan to which ha
had given line clear for it at 6-41 hours.

(i1) meg_ to congestion at Robri and Begmanji, and the due
arrival of No. 191 Up, Control ordered the detention of No.
509 Upr at Khairpur Mirs, to enable No. 191 Up to get ahead
of it. This was at 6-55. ‘

(il1) As line clear had already been given for No. 191 U P and its
%me aof departure from the previous block station (Tando
M chir R.E5  +1 o - B Tam:

o I}S:tlhh(m) was §-95, the A. 8. M. very rightly decided that
1eTe was no time to shunt No. 509 Up into one of the goods

lines,

iv) After inés it at hi ine! |
(iv) Afu:ez stopp.n_g_ylt at his Up Outer Signal, he accordingly decided
. O reepivae N 01 17 i . . : .

o receive No. 191 Up on his up goods line (No. 8) and start it

p ey . : g
rom there while holding up No. 528 Down Goods at  his

Al
| ze?czsiiegl‘:q‘t? are important hecause if No. 191 Up Passenger
‘ as usual on the up main line instead pf 3

s

had been
on up goeds line No. 8, the

1, T e ~f AT, ¢ TV b b : ;
The driver of No. 101 Up states i1 was davlight and he eould zee the s

. Plown
ang

tion it is that Contre
ed in (il) above—a
ditions than the A. 5, M
somewhat at fault in regard to
paragraph.

13. In regard to (b} para. 11, the SBignalling and
eribed in para. 7 above. I tested this thoroughly,
order and could find no pos s

. mhesha b, however, was
s as will be explained in the nexs

possible loophole fos Prown Outer and W :
Siguals to droop or be lowered in any way when che level cvossing gates
{north side) were closed and the Up Starter from No. 3 line lowered—as
was the case at the time. The Committee very rightly, however, drew
attention to the fact that the position of the down Home Signal did not

fully protect the cross-over road from the goods yard for No. 191 Up—being
sited at its crossing on the down main line instead of at the ontermost foul-
ing mark between this cross-over and the down main line, and that accord-
ingly the assistant station master infringed ihe block rules by giving line
clear to No. 528 Down and lowering the starter for No. 191 Up when the
conditions laid down in General Rule 248 (c) for the line to be clear for
Na. 523 Down upto the down Home Signal was noi thus possible.  This
distance was something ehort of 100" and from the circum g of the
accident described in para. 2 above, relating to the speed of No. 528 Down
at the time of impact (viz., dead slow at half mile per hour), I am douhtful
if this would have prevented the actual collision. At any rate it was a
point that had not struck the A. 5. M. on duty because the position in this
respect was one that had obtained for many years, and T am certain he was
not aware of it. In point of fact the matter had only recently been con-
sidered by the Interlocking Staff who Thave already rewedied matters,
There are also the factors commented on in para. 12. 1, therefore, do not
hold him guilty of any neglect on this accoumt. There is, however, the
guestion of signal lights. The evidence on this is conflicting, 3
and pointsman, Ghulam AN, stated that the relevant sional }
The driver, the firet two firemen and the guard of No. 191 Up sta
ors and Home Signals were 1it for them, but their up Starter and the

~down Home and Outers were not lit—the latter being ohserved after spend-

ing about & minates at the station subsequent to their arrival. The driver
and guard of No. 528 Town stated that the down Outer and Home were unt
lit. The pointsman acting as gatekeeper at the level erossine in the north
end of the vard stated that the lights of the down Outer and Hame ware not
barning. 1§ am inclined to aceept that the halance of this evidence woes to
show thuat light e down Outer and Home Signals were not lit,

this T held the A, 8. M., Mr. Shesha Singh, to blame for oot obse
General Rule 45 (d).  Again there is some conflict in v d to the positiog
of the arms of the down Outer Signal. The driver and fireman of No. 593
Down say the Outer and Warners were droeping, thouch the driver took
this ta be “at danger’-—this can be taken as “‘tainted”’ evidence. Nearly
all the other witnesses mentioned are clear as to these signals being at
danger. TFrom what is said in para. 7 above on this subject, T have no
hesitation in accepting that these signals were at danger and in this resnect
the driver of No. 528 Down is seriously a¢ fanlt. There remains the ques-
tion of visibility of signals.  The evidence in this connection is confusine
and quite unreliahle. The driver of No. 528 Dowr states there waz a hazo,
the relieving pointeman acting as gatekeeper stated it was elightle focey,

{

arms bt could not see the dewn Onter from the down Heme owine o f *

TATHT
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The first and 3rd firemen of No. 191 Up stated it was “slightly misty” and
“foggy’’ respectively. All the other witnesses say visibility was good and
o

it was quite daylight. As stated in para. % above, it is clear that the acei-

dent took place before sunrise, and that the ‘visibili};y was good for thi;f. t,zémf
of the day. I accordingly bold that these conditions were normal in this
respect and. therefore, that the driver of No. 528 Down had no excuse on
this score. -

14. In regard to item (c) of para. 11, viz., fa.i»lgrqa‘ on 'tfhe paltofiho
driver of No. 528 Down—his statement that the Ogter blgn:xl was dlC!r()if‘l‘Qg
cannot be accepted as alveady ex_p]a:med, nor can his mention of the -'\‘fveaw{..h}cr
being misty. He has an excuse in that h}.s mguals were not m u»nd that the
time was before sunrise. At any rate, if his headlight was on, and it
- should have been on, he should have been able to see the Outer qmcke:r' thajﬁ

he did. He is also clear that he did not take the dowa Outer to be in his
favour. His reactions to these conditions are, however, confused and his
evidence in this respect found unreliable. 1t is clear, however, that on this
occasion the action taken in shutting off steam and apgly:.ng h_ls acuum
did not depart from his ordinary practice in this connection. He further
stated he left Rohri with his vacuum showing 107, ‘that he had been in the
habit of working No. 528 Down two to four times a month for the past 3
years with a load of from 30 to 72 with this amount of vacuaum, which he
found sufficient to control his train. He was supported in this aspect of the
case by his Divisional Officers who = stated that, with a higher vacuum,
detentious occur because of difficult starting from- stopping stations owing
to the drag otherwise caused by binding brakes. This point will be con-
sidered later. The 1st fireman on No. 528 Down stated the engine vacuum
to be 9”. The down Outer at this station is 1,400 feet from the Home.
From what was stated by the train examiner, Rohri, in para. 10 above, and
in the absence of definite information as to the number of piped vehicles, or
vehicles with inefficient brakes, on No. 528 Down that day, it is difficult to
check up in detail on this aspect of the case. The train examiner at Rolirm
“stated the driver’s vacuum there showed 14" and the Guard’s vacuum
8“—this accords with the Rules. The guard of this train states likewise that
his vacuum was 8” : the evidence of this guard, whose statements generally
were se strictly in conformity with the rules, appeared to he somewhat wns-
picious. 1In the absence of records being kept at Rohri this also cannot be
checked. That the driver applied his brakes there is no doubt, for his brake
handle was ““full on”’ when seen after the accident. The douht arises, hov-
ever, as to whether he took the correct action under the circumstances.
Generally the action of the driver appeared to conform with his past prac-
tice when normal conditions prevailed at Khairpur Mirs and his way into
it clear of obstruction. It is thus clear he was not alert to actual occurrences
that morning. With a vacuum of 14” on the engine and 8” in the hrake van
with 75 per cent. of the stock properly vacuum braked (as laid down in the
rules for woods trains with a load of more than 50) the train should have

been stopped in a much shorter distance than that the do
{i‘i}d }ii}n"s{j FHEEN a3 f:}e ag 1 0 fgf(‘)]; T
it o ;
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ariver and th
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g0l re:

M 11 for T3]
153 1 ¢ - N
“;" praved 3 sore than sul 2okt
etore hie started n. 1, therefore, hold that the driver of

o B9 T ol gyt ) : : ; :
3}0-_9‘23}'.;0\&’11 was not alert on the morning in question, that in view of the
";“k"‘”ﬂgf‘ﬂﬂ‘l’és mentioned, he fuiled to control his train prooerly, that he
;lms ran past the down Outer Signal when this was at danger: and thag

ereafter he failed to control his train so as to avoid the actual enllision.

here is 1 , . . . .
Aere 1s no doubt, therefore, that he is primarily resy *or N
accident, - : at e as i wrily  responsible for the
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15. In regard to the possibilivy of the driver of No, 181 Up - avoiding
the actual collisivn under item (d) of para. 11, it will be seen from what 1s
yet to be stated, that if he was more alert he might have stopped his train
before lie reached the down main line. On the other hand he had his autho-
rity to proceed and bis signals were correctly lowered for him. IFrom the
layout of the yard it will be seen that he proceeded to take the turnount io
the cross-over 300 feet from his starter signal where he had  previously
stopped. From this point, if he was alert, he s}:zmz}d. haw; seen the down
goods train coming in. ke then travelled 400 feet before he reached the
crossing on the down main line and about 4 bogie lengths beyond-—that is
some [urther 350 feet—when the actual collision took place. When examin-
ing this dviver and the driver of No. 528 Down in an endeavour to arrive
at the actval relative positions of Nos. 181 Up and 5%8 Tlown when they
observed each other’s train they became uncertain and vague-—a point in
their favour here was that it was before sunrise and neither driver had head
lights on.  He stated he first saw the Goods Train when he was some 300
feet beyond the commencement of the turnout just mentioned—that is some
600 feet heyond his starter. He would then still be about 100 feet short of
the crossing mentioned. At this point his speed was stated to be 15/20
miles per hour at which he could have stopped within a length of 180 fect
vith an emergency applieation of his brakes (which were in very good order

with the vacaum showing 20”). This was, however, too late to aveid the
collision. In these circumstances, and correctly so, he thought it wiser,
to speed up and try and get across before the Down Goods Train counld
collide. On the other hand if he was alert and had spotted the Tlown Gooeds
Train when he began to take the turnout from No. 3 line, as mentioned
above, he had ample time and space to stop his train short of and clear of
the down main line, for his speed would then have been abous 10/12 miles
per hoar. Though by distances the problem as here atated seems simople
and straightforward cnough, when reduced to time it beccmes 4 m
8 to 10 seconds. In view of the fact that the cireumstances were nnexpe
ed, that his signale were lowered, the morning light nneertain coupled with

the fact that headlights on his and the Down Goods Train were extinenish-

ed at the tiwe, ¥ am prepared to exonerate him from blame in not
his train in time,

N
i i

16. Conclusions.—1 therefore hold shunter passed driver, Allah Divayo
of No. 528 Down Goods primarily responsible for the accident. There nre
the mitigating circumstances of unlit signals which, perhaps. resulted in
his heing unable to see the down Outer Signal sufficiently far away for him
to control his train and bring it to a stop short of this signal. On the other
hand he showed error of judgment in putting out his headlight when this
might have been of help to him.  As  alveady stated, the A. 3. M., Mr.
Shesha Singh, is at fanlt for not keeping his signals 1it 6ill after sunrice.

17. Becommmendations.—In considering recommendations to prevent
nossible recnrrences of accidents of the nature under consideration two
main relevant questions arise :-—

{3} The correct lighting of signals and engine lights.
(i1) Braking power of Goods Trai

(iti) The position of Outer Bignals arising from (ii) and the unusual
lavout for Khairpur Mirs station in regard to normal Double
Line Working.

18. Taking the question of the proper lighting of Signals, 1 have
recently had to take up a few cases with the North Western Railway where,
to me, the relevant Rules contained in General Rule 45 do not appear to
be strictly observed, and where, in the quest for economy, mstructions ave
issned 1o station masters to extinguish signal lights in certain circum-
stances. In this particular case no instructions had apparently been

issed to statioa master, Khairnnr Mirs to put out signal lichts bhefore

sunrise, hut the fact that these are apparentlv so put out. as in this case,
La7RD
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: 20. In the matter of suitable bira hmw ‘{\0\"61 for goods trains, I have
“had some dif f'*uﬂay in obtaining data of the i}erimmmme of vacuum
braked Goods Trains for varying degrees of vacuum for varying speeds and
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"ﬁ Paper No. 25 “'Tria" : vacmm brakes \
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3. EAST INDIAN RAILWAY,

Collision between No, 144 Down Fasgenger and No. 418 Down Goods:

between Harangau and Firozabad on the 20th January 1941,

. a e -

From Mr. H. A. JOSCELYNE, SENIOR GOVERNMENT INSPECTOR OF RATL-

ways, CircLE No. 1, Carcurra, LETTER No. 389/XTIT/41, paTep THL-

5t MarcH 1941.
| (1460-TT.)

1 Description of Accident.—On 20th January 1941 XNo. 418 Down
goods train passed through Harangau station at 20-10 hours. The train

consisted of 61 vehicles oi whlch 2 were cattle vans loaded with horses and:
attached at the rear of the brake van, At 20-25 hours No. 114 Town.

passenger train arrived at Harangau punctually and was due to halt for

2 minutes.  “‘Line clear’ was not immediately available as the ‘in-

report’ of No. 418 Down goods train had not been received. The delay

was short and after a detention of about 1 minute only ‘line clear’ was

received and the train left at 20-28 for Firozabad.
2. When theltrain had attained a speed of 25 miles an howr and

“travelled rather more than a mile the driver observed in the beam of hig.

head light an obstruction on the track ahead of him. Realising it to be a
vehicle he immediately brought his train to a standstill but not before he
had actually collided with the obstruction. The obstruction was the last
vehicle, one of the cattle wagons, of No. 418 Down goods train which had

not cleared the section. Although the goods train was st ationary the:

impact was not severe and the. passenger train had practically stopped at

the moment of collision. There was no derailment, the buffer beam of the.

passenger engine was slightly damaged and the whole of the goods train
was moved forward a few feet. '

3. Some of the persons in the naaqerm er train received Qhrrht injuries.

in the nature of cuts and bruises. .

€y

4. As nearly as can be ascertained the time of the collision was 20-37
hours. The Guard of the goods train walked back to Harangau and

reported the accident and information was given to the control office at’

Tundla. Certain Divisional Officers towc'thm* with a Sub-Assistant

Surgeon immediately proceeded to the site of the accident and arvived

there at about 22-30 hours. The injured passengers received attention.
neither the attendants nor the : animals in the cattle wagons were injured.

-

5. The train stafl examined their trains and certified them it o

move. The goods train was drawn forward into Firozabad and the-

passenger train was backed into Harangau. Single line working  was
mtroduced temporarily.
6. Description of site of accident.—The site of the accident wus at

mile 768/22 on the down track of the E. T. R. main line between Harangan
(mile 7’70/ 9) and Firozabad (mile 765/8). These two stations are approxi-

mately five miles apart. The collision occurred about one and half miles:

from Harangan. The track is double line and is on a fairly low hank and
is perfectly strawht from Hara ngau. There is no gradient. v

7. Bvidence and conclusions.—From ithe evidence of witneszes the:

following is a fairly correct description of what happened :—
After No. 418 Down goods had passed through Harangau station

and proceeded a mile or so the driver began to experience-

brake trouble. This became so severe that at 20-13 hours he

eventually came to a stand with his engine at mile 763. The-
driver and guard swalleed along t their train towards each:
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other nud me driver found a defect in the vacuum connection
at about the 26th wagon which he proceeded to repair. In
the meantime the tmmd joined the driver and re_ported
another leak in thu vacuum about five wagons away. This
the driver also attended to and instructed the guard to return
to his brake van as it would be merely a matter of a few
minutes before hie would be J’b?@ to eiw t again. The guard
r(hnmmc to his brake van and before he arrived there some
en minutes must have elapsed since the train hv«t, stopped.
'lm.e driver in the meantime having carried out temporary

repairs had set oot for his engine.

8. The track here, as has already been stated, is perfectly straight
and the lights of Harangaun were visible in the rear. The guard of No. 418
Down g:ood train whilst walking back to his brake van noticed the electric
head light of Nu 144 Down passenger train arrive at Harangan and. saw
it switched off. To his surprise three or four minutes later he saw the
head fight swi ohed on and realised that the train was approaching on his
tion and that a collision was imminent. He at once ran back towards
the oucoming passenger train along the up track waving his  red hand
signal lamp,

The driver of the passenger train saw the obstruction ngt in time and

was able to stop his train with 2 o vary iu*h* unmci on the rear of No, 418

Down Juf_'ﬂ "i‘JE;l h ow as atill st 11: ¥
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~brake van, by whieh time it is certain ﬂnf ‘\’n 144 Tlown passenger had

feft Hdmnmw

~10. There is no question of speed or of timings,

for axy such ealeulations ar The timings given by the runni

and the records do not always tally  within a minute or so  hut

mumiumz * e 18 orf 5‘,. ane jue%:o to decide, 22, how is

1 1 allowed on to the section from Hay o

1 been cleared of No. 418 Down gaods?
peration.

il A (f”‘*'iil}}”ﬁﬂ} of siur
sary. Harangau is o double '.mom wthm‘ mn;; or 1)%«,11131"
sidings and is equipped with one : signal eabin from which all sionals are
opemta,({ from a 12-lever frame. The hlock instruments are in the station
building and operated by the station master. The signals are lowered
from the ecabin under orders s of the station master. Tog regisfers and

private numbers are maintained.  The signalling on the down hxm is A7
class and counsists of a fixed srevn w ‘arner, Uume and Starter Seny The
Starter signal is .s;tmim ﬂmg‘; (00 wrdi in advance of ‘1o :ﬂ hm* ",

There is a clear view of all signals from the track, station and oabin.

12, The system of working is ‘A’ class hlock workine withaut lock
that xgin say the hlock m.,immmrﬁ are not }mﬁ;p;} with t}w signalg onﬁu:
section. There is, however, in this instance one element, of lock which may
be deseribed as ‘, i-lock’. The station master hae complete control

1Y
ﬂ 1 't It £ z
of the last stop cipne al, in this case the Efimvn Starter. This control is in
Lfl{lr .
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received ‘line clear’ {rom tho next stalion in advance.
master ‘free’ the indicator withoud viving the line el
in the cabin would not drop but when the statior
advance signals ‘train out of s ‘, ‘line clear’ it wil]
through vhe station master’s office direct to the cabin and the indie:
then drop.

13 There being no com plete black . with lock the transmitting  of
Ao i of cantion’ wonal and o1vi IVNTE s ! ol 5 .
Ctrain oul of section signal and giving of 'line clear’-signal by the station
in advance is entirely dependent on the action of that station master whose
duty it is to see that the train has actually arrived complete befora giving
such signals. From the system as described it is clear therefore that for
every lowering of the starter signal at Harangau there must be a separately
_ ackno:;vl:eflgefi tram out of section’ signal and ‘line clear’ signal from the

-next station in advance, 7.e., firozahad.

EY
e

14, In the present case it is known that the previeus train  had net
cleared the section and yet a second train had entered into the sectinn.
“Therefore one of the following four circumstances must have aceurred 1—

(a) A defect in the lock in the starter signal and the slot indicator
which enabled the cabin man to lower the signal when it
should have been locked.

(b) The starter signal may not have been returned to danger after
passing of the 418 Down goods train thus enabling the follow-
ng passenger train to be started on the same signal.

-y ; A I AT EPOY T s S 1as . . o ;

{c) The 144 Down passenger was improperly started past the starter
signal at danger. ' '

{d) Lm? clear"_w;s 13]‘3;)?0perly given by Firozabad siation without
Ele station master t‘._hex"e ’,5_ wving satisfied himself that  the
previons train had arrived complete.

15. CGonsidering each of these :

(@) One of the Divigional Oficers was. at Tundla that night, a
distance of b miles away only and he at once proceeded to
Harapgau station. He took possession of all records and in
A% I & . . ¢ o 1‘!" ¥ ) 3 1§ 1 # Y :'
particular cheeked the control on the last stop signal and
found that there was no defect,  Nothing can possibly  have
") £ '}‘l &f 'ny-" 3 % 5 oy - - b "‘J 3. .‘L o ) ‘. ’ -
heen tampered with and no repairs or alterations have since
heen required. S

{b) and (c) are associated. If the starter signal had not boen returned
0 d;mger after the passing of 418 Down goods then there
would have been po detention of & minute or so to t

passenger tramn waiting for it to be lowered. The evidi
of witness Wi

e in this respoct is overwhelmine., Havine waited
for the signal to be lowered it is ifn\(’-clxtx(izr‘;;igt‘%.lnﬁ ﬁ;\tntl!it g me “
_ ts tnconceivable that the drivet

could have started his train and passed it at danger.
(d) Thc% station ngaster on duty at Harangau states that he received
I}ne clear’ from TPirozahad. The station master on duty ath
Firozabad states that he oave no such-—4rie c?e;n' ’ ‘?(\v-"
Harangau to No. 114 Down nassencor, R

re cpends How was
£an enatiling the starter sienal to be lowered

o . . R.;' - ; G bbby A FAw] 0 YL
tited  from Firozabad? The train * sieual

Yin _1 ’ ??-f" whole matter therefore depends on this last aspect
1me clear’ received at Haran stapter siomal fo
W no ‘line clear’ ;

16 clear’  was trans
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register of Harangau station shows the following entries in regard to

the running of No. 114 Down passenger : ;
Troin Train oub of Lino-clear " Ling clear T'rain entering
arrived. aoction sent. asked. received, section sent,
30-25 20-28 20-26 2026 20-:8

‘entrv in the register concerns

According to these entries the station master apparently received ‘line
clear’ the moment that he asked for it and there is therefors no reason for
the extra minute’s delay. According fo the train and cabin staff, however,
there was this delay. The private munber given to this ‘line clear’ is 62

17. The train signal register at Firozabad station ghows no entry
whatever for the movement of No. 144 Down passenger ‘train, The last
No. 418 Down gonds tfain against which the
line clear number is 92, and the same number is correctly recorded in the
Harangan register against that train. On_checking the private number
cheet at Firozahad station it is seen that No. 62 is not the next correct
sumber. This fizure does not cecur until a number of others down the list.
The statement of the assistant station master, Firozabad that he did not
send line clear for the passenger traiu is therefore borne out. '

18, There is so much obvious falsity in the statement made hy the
responsible stafl of the two stations that it is difficult to determine exactly
what transpired. From the evidence and mapner of the assistant station.
master on duty at Harangau it is clear that he was seriously ab fault some-
where. He states that the moment the passenger train had left he was
informed that the line clear had been wrongly given and that he then lost
his head and called for the station master. Neither the station master nor
the assistant station master informed the Control that two trains were on
the section at the same time. Why if neither of them were in any way
‘responsible for a defective line clear they failed to do this is not apparent.
It certainly appears as if they had hoped that the goods train in the lead
would clear the section safely without being overtaken by the passenger
tr'z}:in in which case everything might be passed off.

19. The assistant station master, Firozabad has another story to tell.
His statement was taken down by the police and has been appareuntly learnt
oft by him by heart. At the enquiry he was almost word perfect a,mi re-
peated the statement in parrot fashion, frequently after being halted for a
moment, vepeating the last few words of the previous sentence so as to start
off correctly on his repetition: Briefly his statement is to the effect that he-
was absent from his office for the whole period from 20-18 to 20-29 hours.
being compelled to leave to answer a call of nature and consequently he
knew nothing whatever as to what had happened. He imagined on his
return that the situation was the same as when he had left seeing the block
instrument acedle at ‘train on line” as he had left it. He did not then know
that it lis beon moved by somebody to ‘line closed’, line clear and again
to ‘train on line’ for the passenger train although the goods train was still
on tha gection. He had the private No. sheet with him and therefore the
correct private number conld not have been given with the line clear.

20. It is possible that this assistant station master did transmit the
defective line clear and realised his error hefore stating the correct private
numher. This wonld aceount for his story of being absent {rom his office,
preferring Lo meet that charge rather than the one of culpable negligence
in working. Ife is, however. protected by the fact that there is no record
in his register and that the proper private number was not entered.

21." The original procedure arranged by control was that No. 418
Town goods was to pass through Firozabad and subsequently No. 114
Tiown passenger was to be admitted. According to the Controller, on
learning by 20-30 hours that No. 144 Down had not passed Firozabad he

S
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“ , He arrangement ) roansdanen
%951‘26(232 ‘a}tgeie and goggive No. 114 Down passenger train precedence.
"Dow: us tne

i erisin the wifereabouts of No. 114 Ilown oniy
He phone Ha}r}‘&zﬁ:?ﬁ tgv;.lsswzill;;ady on the Harangau-Firozabad section.
pox o gha;0t11eurs the Controiler first knew that there were two trains i
e hgéctim? He then referved to Firozabad and the assistant station
:th? Sam{eh”r states that it was then that he first learnt of the Jrr({gulmwy.
naster Lhere Harangau, admits he Iknew that therve was

‘The assistant station master, 1 ' _ ,
ggllgezlsn?;}g wrong at 20-30 hours. How did he know it and why did he nat

advise Control at once if everything that .he had done was in order? 1
' 99. 1t is certain that the ‘line clear’ had beep tﬁ[‘%?t‘nsm]t,tia(i by the ‘tﬂoc;;
“instrument from Firozabad to Harangau, o@herw;sp the stz_a:rtpr; Plg;m,,l, 'ccsuld
ot have been lowered. Who had done this at F xrompad? The assistant
station master on duty-declares he was absent from his office and that he
‘had instructed the waterman to advise hium if the »}nstrm'nen? hell rang.
"The waterman absolutely denies having been in the office or having received
.any such instructions from the assistant station master.

93. The station master who was in the next office states that he heard
the assistant stagion master in his own office and thinks that he was therc

i

-the whole time.: He states that the assistant station nfaster adviged him
-of the irregulax’j‘ty and that he, the station master, then advised the
{Control ; the assistant station master says that he only learnt of the irregu-
larity from the Control. It is not possible to rpconcile the statements of
‘the assistant station master and the station master. It is only possible to
:adhere to the one point as to how the blocls instrument came to be operated,
thus transmitting ‘line clear’ and yet no proper private number was issued,

24. At the time of the qcenrrence there were two fog porters outside
‘the office. Both these men give the same evidence to the effect that the water-
‘man was in the office, that the assistant station master was not there, that
‘the waterman left when the bell rang, that the station master’s son, who is
ot a railway servant, entered the office and operated the instrument and
‘that later the assistant station master returned, asked some question about

the goods train and then, after speaking on the telephone, called the station .

‘master. At the time of the enquiry the station master’s son was not avail-
able. He is not-a railway servant and is reported to be absent from his
‘home. 1

, 26. The only conclusion is that some person unknown, possibly the
-assistant station master on duty but more probably some unauthorised
person in the absence of the assistant station master, operated the instru-
Inent thus transmitting ‘line clear’ to Harangau for the Down passenger
train whilst the goods train was still in the section.

. 26. T am of the opinion that the following is what happened at
Harangau though it is impossible to prove it. The assistant station master
on duty being unable to obtain ‘line clear’ for the passenger train when
he first asked for it, in order to save time advised the ca,T:}(iﬁrmmn to lower
};he starter signal the moment the cabin indicator di'opped. He then
,‘turrte«tihhxs slot handle to the ‘free’ position, thus relinquishing all conirol
gzs%mtgrsfgl’&?g hlgx'selg . Turping the slot handle conld not lower the
ependent on b :qnllé ut the indicator would become linked through and
person wnknowr tl ;_,rumint at Tirozabad. After a short mnterval  some
'haaving a private nu HiOZ(:-h. ad operated the instrument therr::z and either not
ade contd ad ' dr?d)el sheggt or else realising that a mistake had heen
dnstrament. at iﬂ'immba ;loti give a private number. Having operated the
fell. thus allowing tfxe c<a bt: e indicator in the cabin at 'Ham_ngfm at once
train immedintels Lot .thmman‘ to lmyer the starter which he did, and the
having any furth':a R e ita.tmn without the _assxstant station master
then in the pasiﬂibn i ;1 aignzletma,tter. 'Ijhe assistant station master was
in that it was not covenss g g arted.a, train without a complete ‘line clear’
- ' ¥y a private nomber. At this stage he was

+

and instricted that station to halt No. 418

27

wnable to obtain a private number from Firczabad and consequently he
-applied the No. 62 fictitiously. ‘

. 27. The assistant station master on duty at Firozabad is responsible,
if not fer the accident itself, for having left his office without taking proper

ot

Pprecauntions. I also consider that the assistant station master on dufy at
- Harangau was concerned in the irregularity and did not strictly observe
‘the rules. ~ i

28. Recommendations.~—The existing installation of signalling and
interlocking 1s adequate provided the rules .are observed. Tt is not
abgolutely fool proof and it is recommended that complete block with lock

should be introduced as funds become available.

29. Another feature is dual control, the stalion master operating the
‘line clear’ and the cabinman operating the signals, Tt of course means a

-great expense in raising the class of the cabinman, but it is desirable that
line clear instruments should, as far as possible, be in the eabin from which
ithe signals are operated.

(@I PD-L3TRB—21-7.41-—478,
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