29
GREAT EASTERN RAILWAY.

Railway Department, Board of Trade,
8, Richmond Terrace,
Whitehall, London, 5. W.

3rd February, 1915.
IR, '

. I have the honour to report, for the information of the Board of Trade, in com-
liance with the Order of the 20th January, the result of my Inquiry into the circum-
tances under which a collision took place between a passenger train and a goods train,
£11.46 a.m. on the 18th January, at County School Station, on the Great Eastern Railway.

In this case, as the 11.15 a.m. up passenger train Irom Wells to Norwich, consisting
of an engine, tender, and six carriages, was running into County School Station from the

akenham single line, it was run into by the engine of the 6.35 a.m. down goods train from
Norwich, consisting of an engine and 17 vehicles, which was approaching the station on
the single line from Foulsham.

The speed of both trains at the time of the collision was low ; one passenger and one
of the Company’s servants, who was travelling as a passenger, were slightly injured, as
also was the guard of the goods train. The engine and three leading vehicles of the pas-
senger train were all slightly damaged, and the two leading vehicles were derailed. The
engine of the goods train was considerably damaged, and the four leading wagous, which
were derailed, were also slightly damaged.

The engine of the passenger train was a four-wheels-coupled tender-engine, with one
leading pair of wheels; it was fitted with the Westinghouse automatic brake, working
blocks on the four conpled wheels and on the tender wheels, and with a hand-brake working
the blocks on the tender wheels, The train consisted of the following vehicles, attached to
the engine in the order given :—

Two third-class carriages .. . e . .. 6 wheels.
Two composite carriages .. - . i, . ”
One third-class carriage .. .. .. .. .. "
One brake-van .. .. .. .. .. .. .

These vehicles were all fitted with the Westinghouse automatic brake, working blocks
on four wheels of each of them.

The engine of the goods train was a six-wheels-coupled tender-cngine, and it was
running engine first at the time of the accident. It was fitted with the steam. brake,
working blocks on the six coupled wheels and on the tender wheels, and with a hand-
brake working the blocks on the tender wheels. The train consisted of 12 empty and 4
loaded wagons, and a brake-van, the latter being a four-wheeled ten-ton van, fitted with
a band-brake working blocks on the four wheels.

The brakes on both trainsare reported as having been in good order.

Details of the damage done to permanent-way and to rolliug-stock are given in the
Appendix.

Description.

County School Station, where this accident occurred, is situated on the Wells-Dereham
branch of the (Gireat Eastern Railway. The station is provided with up and down plat-
forms, between which the two platiorm lines run in directions which are approximately
north and south, the up platiorm being on the east side of the station. These two plat-
form lines are continued to the north of the station as two single lines, the line in con-
tinuation of the down platiorm line forming the single line to Fakenham, and that in
continuation of the up platiorm line forming the single line to Ioulsham. These two single
lines run alongside each other for a distance of over half a mile on the north side of the
station, and they then separate, the Fakenham line branching off to the north-west, and
the Foulsham line to the east.
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The signal-box at County School Station 1s situated on the west side of the line, and
is at a distance of 100 yards to the north of the north end of the down platform. Im-
mediately to the north of the signal-box there is a scissors crossing between the two single
lines, and it was through the connection leading from the Fakenham line to the up platform
line that the passcnger train was running when it was run into by the engine of the goods
train, which was approaching the station on the Foulsham single line. Each single line;
is provided with home and distant signals, the former being in each case situated 130 yards
to the north of the signal-box, and the latter at a distance of 772 yards from their home
signals. At the point where the two distant signals are situated, the two single lines are
still alongside each other; both the distant signals are situated on the left hand side of
the Foulsham line, but the distant signal for Fakenham is supported on a bracket, which
brings it well out in the direction of the Fakenham line, and the two signals are therefore
clearly distinguishable from each other. On each line a driver obtains an excellent view
of these distant signals when approaching them. The driver of a train approaching County
School on the Foulsham line, however, has his view of the home signal interfered with to
a small extent by a tree on that side of the line; the tree is, however, situated 211 yards
from the home signal, and for that distance a driver obtains a clear and uninterrupted

view of it.

The gradient of both lines as they approach the station is a slightly falling one of 1 in

798.

The morning was & clear one and there was nothing in the condition of the atmosphere

to interfere with a driver’s view of his signals.

Evidence.

George Gooch, signalman, states —T have been over
36 years in the service of the Company, and I have
been a signalman about 34 years, [ am now stationed
at Foulsham Station and bave heen stationed there
3! yoars. 1 came on dufy at 7 a.m. on the 18th
January to work till 7 p.m. Icame off duty at 7 p.m.
the previous day. I remember the 5.20 a.m. down
goods train arriving at my hox. 1t reached my box
at 11.9 am. At 10.59 am. I had offered the train
to County School. County School gave me, ** Section,
clear, but Junction blocked.” I checked the train
at.my home signal and brought it nearly to a stand at
my sigmal-box. 1 gave the driver a red flag signal
and called ont to him, * Seection clear, Junction
hlocked.” The driver appeared to hear me. Tle
nodded and roised big band in acknowledgment in the
usual way. T am quite certain that the driver
understood he was being aceepted under the caution
gignal. After passing my box the train was brought
to & stand near the yard, and it started again from
Foulsham at 11.40 a.m. There are distant, home, and
sturting zignals at my box. I lowered the starting
signal at 11.9 a.m., 23 I had afferwards to Jeave the
box and go down to the goods-yard. T am signalman
in the East Box. There is also 2 West Box, and iny
starting signal i3 slotted from the West Box. When
I pulled over my lever at 11.9 a.m. the starting signal
was lowered. T sent the * Train entering section ™
signal Lo County School at 11.40 a.m., when the train
started. T admit that according to the rules I should
have stopped the train at the signal-box. The train
passed my box at about 3 miles an hour.

George Gooch, signalman, recalled, stated :—It has
always heen my custom not to bring the train to an
absolute stand when giving the caution signsl unless
I see that the driver bas not got it under proper
eontrol. This hes been the custom at this box for
many years past. There is usually hali-an-hour'’s
shunting te be done with the goods train at Foulsham
Bvery morning.

Frederick Adrthur Clazfon, signalman, states :—

1 have been over 32 years in the service of the Com-
pany, and I have been a signalman ahout 15 years.

1 am now stationed at County School, and T have been
stationed there 12} years. [ came on duty on
January 18th at 6 a.m. to work {ill 6 p.m. 1 had come
off duty the previous day at 6 p.m. The 5.20 am.
down goods train was offered to me from Foulsham
at 10.59 a.m. I accepted it 2t once under the cauntion
sienal. Tt is the usual practice to accept that train
under the caution signal. The reason for accepting
this train at caulion is to enable the 11.15 a.m. up
passenger train to run through first. Tbat train is
due to arrive atmy station at 11.46 am. At 11.42
a.n. 1 recetved the ** Train entering section  signal
from Foulsham. Idid not lower any of the signals for
that train. I am certain that bhoth the distant and
home signals for that line werc ot danger, and T never
lowered those two signals before the accident oceurred.
At 11.37 am. 1 was offered the 11.15 a.n. up pas
sengor train hy the Ryburgh8ignal Box. T accepted
it at once. I set the road for that train to run info
the up main line platform, and I lowered the distant
home and starling sigmals for it. At 11.42 am. I
received the * Train entering gection ' signal from
Ryburgh Signal Box, and the train arrived at my box
at 1146 a.n. Isaw the passenger train approaching
my signal box. It was going at the usual rate of speed.
It was due to stop at County School Station. The
train was approaching my box at the usual speed of
& train which is going to slop at the station. I also
saw the goods train approaching my signal box. It
was just 1nside the distant signal when 1 first noticed
it. 1did not notice anything unusual about its speed.
I was quite nnder the impression that it was going o
stop at my home signal. When the engine ol the
poods train was about abreast of the home signal,
1 reahsed that it was not going to stop at it. 1 do not
know at what speed the goods train was then travel-
bing. Directly I saw that the goods train was not
stopping at my home signal, I tbrew all my signal
for the Ryburgh hne up to danger at once. At this
timse the road was still set for the passenger train to
run to the up main platform, and that road was still
get when the collision oceurred. The goods train
appeared to me to check speed after it passed my
home signal. I cannot give any evidence as to whether



he brakes were applied on the engine of the goods
frain before it reached the home signal, nor did I see
whether they were applied afler it passed the home
agnal. 1 cannot give any evidence as to when steam
was turned off on the engine of the geods train. Isaw
he collision actually occur. The passenger train was
_'il moving at the fime. I cannot give any evidence
5 Lo what speed the poods traln was travelling at
i the time of the collition. It was a clear morning.
[here was no difficulty m seeing my signals from the
sirmal box; 1 could see my distant sxnnals 1t is
piry usual for the passenger and goods ‘train to run
parallel with each other when approaching the station.

Walliam Farrow, driver, states :—1 have heen over
.years in the servico of the Company, and 1 have
ént & driver for 25 years. I came on duty on the
ﬂt-h January at 8.13 a.m. to work till 9.35 p.m. Thad
o interval of rest. I had not been on duty at all
he previous day. 1 was in charge of the engine of
the 11.15 a.m. up passenger train, My engine was a
four-wheels-coupled tender-engine with one leading
pair of wheels. It was fitted with the Westinghouse
ntomatic brake working blocks on the four coupled
%heels and on the tender-wheels and with a hand-
brake working the blocks on the tender-wheels. My
brakes were in good order. 1 remember approaching
founty School Statton. T am acquainted with the
mmals at that station. When I sizhted the distant
%ml it was off, and it was off when I passed it.

en [ sighted the home signal that signal was off
I estimate my speed whon we passed the home
nal at about 10 miles an hour, which is the usual
d at that point. I was going to stop at County
‘Bchool Station, and ! knew that I was running on the
up main platform line. The distant eignal for the
Foulsham line is alongside my distant signal. 1 did
actiee the position of that signal when [ passed it,
und it was at danger. 1 saw the goods train running
nn that line. When 1 first saw that train it was in
front of me. Tt had.passed the distant signal whon
1 gaw it. The two trains were together up to about
swhen they reached the home signal. The two traing
ere running alongside, and I cannot say whether
the goods train was going faster than mine. T did
1ot notice the position of the hone signal relating to
the Foulsham lme. It oceasionelly happenn that, my
frain runs alongside tho goods teain when approaching
anty School Station. I had no idea that the goods
frain was not going to stop at its home signal.  Just
my train was entering the facing points, I realised
the oods train was passing its home signal and
s goingr to run into ws. 1 did not see the collision
£ .t.ually occur. Assoon as [ saw the poods train was
wussing 1s home sipnal 1 was going to apply the hrake
more fully, but T had not time to do so. Ihad turned
n gleam just beiore 1 got to the distant signal, and
I had never turued it on again. I estimate our speed
-: the moment of the collision at about 10 miles an
hour. I cannot form any estimate of the speed of the
ds train ot that time. My engine was not derniled,
my tender was derailed to The right of my line.
Liky tender was uncouplbd from the vehicle hehind it.
It wag a clear morning. 1 had no difficulty in seeing
my signals. I could see my distant signal from a good
ug woy off. My brakes acted well. When I reached
home signal 1 think the engine of the goods train

a little hehind mine. 1 am stationed at W ella,
u both myeelf and other drivers there have hean
working long honrs for some time. Whilst we have
ean working these long honrs, we have always had
the Bunday off. 1 have not made any complaint of
iz long hours. My position on the engine 1s on the
right-hand side. Thet fact wonld not much prevent
Ly seeing a train running on the Ioulsham line, but
il my attention was fixed on my own work, T could
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not very well be watching the train alongside of me.
There is nothing which interferes with the view of
my signals when approaching County School Station.

Eljah Clare Talbot, fireman, states :—I bave heen
7% years in the service of the Company, and 1 have
been acting fireman aboul 3} years, and fireman since
last November. On the 18th January I was on the
engine with driver Farrcw and was working the same
hours as he was. I am acquainted with the signals
at County School Station. 1 know the distant signal.
It was lowoered when we passed it. The home ~wn.;l
was algo lowered for us, and 1 understood we were
running inte the up main platform line. 1 should
estimate our speed when we passed the distant signal
at about 15 miles an hour. I do not know where my
driver turned off steam. 1 do not know where he
applied the brakes. When my train was just eoming
over the connection lcading to the up platiorm hne,
I apphied my hand brake. Steam was turned off at
that time. I do not know whether the continuous
brake was at that time applied. At the time I applied
my hand-brake cur speeg was about 10 miles an hour.
I saw the goods train running on the Fouisham line.
I am aware that the distant sxgnal for the Foulsham
line is alongside our signal. When I first saw the
goods train it had passed that distant signal. I
noticed that the distant signal for the TFoulsham line

was at danger. When I first saw the goods train it
was ahead of us, but we were eatching it up and were
just passing it when the collision oceurred. I cannot
gay whether the goods engine was in front of us or
behind us when we passed the home signal, 1 did not
realise until the collision oceurred that the goods
train was not stopping at the home signal. I do not
know whether the driver saw the goods trein hefore
me. 1 did not notice him do anything with his engine
immediately before the collision. T did rot notice
him applying the hrakes more fully. 1 tmnk that
onr speed at the time of the collision was about
10 miles an hour. I cannot say what the speed of
the goods train was, It wag a clear morning. "Thero
was no diffieulty in seeing our signals whilst we were
approaching them.

Charles Michell, passenger suard, stafes :—1 have
been nearly 39 years in the service of the Company,
and I have been passenger guard for about 11 years.
I cams on duty on the 18th Junuary at 7.20 a.m. fo
work till 7.47 p.m. [ should be off duty irom 9.20
a.n. till 11.15 a.m. I had not heen on duty the
previous day at all. I was guard of the 11.15 a.mn.
up passenger train. The train consisted of the
following vehicles, attached -to the engine in the
order given :—

Wheels.
2 Third Class Carriages .. 8
2 Composites . .- 6
1 Third Class Carriage .. 6
1 Brake Van 6

My vehicles were all fitked with the Westinghouse
automatic hrake, working blocks on four wheels of
each vehicle. My brakes were in gond order. 8o far
as 1 know there had heen no trouble with my train
up to the time this aceident ocourred. My train had
heen brought to a stand several times, and the driver
seemed to me fo have it well under control, I
remember the frain approaching County Sehool
Station. We are due there at 11.46 a.in.,, and we
were running about 2 minutes late. T am acqnainted
with the distant signal for County School Station.
That signal was off for ns when our train passed it.
1 should estimate the speed of the train when we
passed the distant signal at from 12 to 13 miles an
hour. I cannot say where the driver turned off stcam.
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Soon after we passed the distant wignal 1 nohced the
train checked by the driver applying the continuous
brake. I noticed the position of the home signal
hefore we reached it, and it was off for us. I noticed
the position of the home sigmal very soon after we
passed the distant. I never saw the goods train
running on the Foulsham line at'all. The first I knew
of the collision was feeling the shock of it. I cannot
exactly say where my van was when I felt the shock.
I should estimate the speed of my train, at the time
of the collision, at about 10 miles an hour. 1 did not
see the goods train at all before the eollision occurred.
Whilst [ was approaching the station after passing
the distant signal I was lookmg out of the off side of
my van, and it was on that account I did not see the
goods train.  Afler the van came to a stand I got out.
One passenger complained to me of being injured.
The two leading vehicles of my train were completely
derailed and the third one partially so, but the three
rear vehicles were nol derailed at all. The leading
vehiele was uncoupled from the engine and from the
vehiclo behind it. The second vehicle was also
uncoupled from the vehicles behind it. The four rear
vehicles were all coupled together. All the vehicles
on the train were standing upright. It was a clear
morning. [ had no difficulty in seeing my signals
from a distance. When looking at my distant signal
I also saw the position of the Foulsham distant
signal, and it was at danger. 1did not see the position
of the IYoulsham home signal.

Charles Miuchell, passenger guard, recalled, slated ;—
My van I8 also fitted with & hand-brake working
blocks on four wheels. My brakes were in good
order.

Frederick Wm. Adeock, jr., head poods-guard,
states :—1 was the guard of the goods train con-
cerned in thig collision. My tramn consisted of
16 trucks, and 1 hrake-van, and I was riding
in the brake-van at the rear of my train. My
brake-van wug o four-wheeled 10-ton hbrake-van,
fitted with a hand-brake working blocks on the
four wheels. My brake was in good order. I had had
no trouble whatsoever with my train up to the time
that the accident occurred. The last place we stopped
at, before approaching County School, was Foulsham.
Wa had been stopped with the engine at the Foulshamn
Sigmal-Box before entering the stakion. I supposed
that we were stopped there in order that the signalman
might pgive the driver the caution signal. T oxpected,
thorefore, that we were approachiug County School
under the caution signal, T am acquainted with the
signals at Connty School. There i1& a distant and
home signal provided before you reach the station.
1 saw the position of our distant signal when we
passed it. 1t was at danger. 1 should estimate our
speed, when we passed thal signal, at from t5 to 20
miles an hour. The driver checked the speed slightly
after wo passed that signal, but not to a great extent.
T put my brakes on. 1t was when my van wag some-
where about half-way hefween the distant and home
signal. 1 should say that I was about 200 yards from
that signal when I first saw it. It was at danger.
When I first saw the home signal at danger [ thought
that my driver would not be able to stop at it. I had
aot my brakes on as hard as 1 could when I sighted
the home signal, and L eculd do nothing more.
I knew that the engme of my irain wag passing the
home signal at danger. My van stopped just short
of the home signal. Whon 1 first saw the passenger
train running along the Fakenham line it was behind
me. The passenger train then passed me. The
passenger trajn passed me after we had got inside

the distant signal, when I applied my brakes, and
I considered that my driver was going too fast, and
I stood there waiting for what 1 saw was going ta
happen. T felt the shock of the collision, and wag
thrown down. I should estimate the speed of mg
train, at the time of the collision, at from 12 to 14
miles an hour. I did not notice myself where the
driver turned off steam. After the driver had cheokedl
speed at the distant signal I never noticed his applying
his brakes again, but my brake was hard on, &
1 should possibly not notice it. If the driver hed
applied his brakes hard somewhere near the homi
sienal T should certainly bave noticed it. All the
while that we had been running it had appeared tq
me that the driver had the train well under contrl
The accident happened at 11.46 a.m. [t was quitd
a clear morning, and I had no difficulty whatiscoves
in secing my signals. Three of the leading trucks on
my train nearest the engine were derailed.

Charles Hall Thorne, driver, states ;—1I have b
in the gervice of the Company nearly 38 years, and
I have heen a driver for over 17 years. I came on
duty at 4.85 am. on the 18th January to work fi
ahout 2 p.m. I had come off duty the previous day
at 2 am. 1 was the driver of the 5.20 a.m. down
poods train. My engine was a six-wheels-coupled
tender-engine, and was running engine first at the
time of the accidont. My engine was fitted with th
steern-brake, working blocks on the six coupled
wheels and on the six tender-whoels, and with
hand-brake working the blocks on the tender-wheals
My brakes wore i good order. I remember o
arrival at Foulsham~ Btation; 1 was checked by
signals at that station. The heme signal was lowers
for us just ag we reached it, so I did not come toa
stand at that signal. When we passed the signal- -box
the signalman gave us a red flag sipnal aud the
" Seetion clear hut junection blocked '~ order. Th
speed of my engiue, when we passed the hox, wus
about 3 miles an hour. T quite understood we were
being allowed to proceed to County School under the
caution signal. After passing the signal-box we wer
delayed at Foulsham Station for about half-an-bour,
carrying out shunting operations, and I think we left
Toulsham at 11.837 a.m. The distant signal was
lowered for us to leave. I am well ncquainted with
the line between Foulsham and County School, and
L am also acquainted with the signals. The first signal
we come to on approaching (,ounty School is tha
distant signal. 1 got a clear view of that signal when
approaching it. The distant signal for my line waz
at danger, but the distant signal-for the Fakenham
line was lowered, and I mistook the Fakenham signal
for my signal. At the time mny imjector was nol
working well, My mate was working at the injeclor
and I was looking after him, and I think it was on
that account that T made the mistake. 1am perfectly’
well acquainted with those two signals, and 1 koow
the one on the right should apply to the Fakenham
line and the one on the left to my line. When ws
passed the distant signal we were running about
3 miles an hour. The brakes on my tram had heen
working well all the morning, when I had had no
difficulty in controlling my train. 1 had shut off
steam before we rea.ched the distant signal, and T had
never appbied it again. I had applied my brakes
hefore | reached the distant signal, and had checked
its speed. I had then again released the brakes. As
we were running up to the home signal 1 reduced the
Eeed of the train to aboui 2 miles an hour. Up te

e time I reached our home signal 1 had not sesn
the passenger train on the Fakenham hne at all.
1 did not notice our home signal until just hefore we
got up to it. It was the fact of my watching whai



ny mete was doing which prevented my seeing it
somer. It was a clear day, and if T had not been
ittending to my mate I could have seen the signal
ily, When I saw the home siymal it was at danger.

I saw it was at danger 1 at once applied the
ke fully and reversed my engine and gave it
. The speed of my train was checked, but we
then right on top of the passenger train, and the
of my train at the moment the collision oceurred
ald not be more than 1 mile an hour. TFor the
hst three montbs 1 have only worked this train for
uo weok before the week m which this aceident
ed, and previous to that I had not worked tho
for some time. 1t happons nearly every day
we approach County School Station wnder the
‘rantion ”’ arrangement, and when we approach it
ander the ** caution " arrangement we expect to be
siopped at the home signal. T did not notice whether
the guard applied his brakes at all. I drive from the
firht hand side of the engine. The fircman was doing
work at his side of the engine, so 1 was looking over
owards the left. When one gots the distant signal
one expeets to find the home signal off also, and
inder those eireurnstances T theught I could give
lisotion to what the fireman was doing. My mate
had three or four goes at the injector before he could
wbit to work. The tree by the side of the line does,
3 a certain extent, obstruct the view of the home
tmal, Beyond the tres there is nothing to interfere
with tho view.

* Samuel Spinks, fireman, states:—T have been
ibout 73 years in the service of the Company and I
ave been about 2} years acting firemsan, On the
#th January I was working with Driver Thorne
and [ was working the samie hours that he was. [
fave only vun over the Hoe between Foulsham and
lounty School about three times, so I cannob say
hat 1 kmow it very well. I remember our train
gmiving at Foulsham. We did not atop at the home
imal, 1 think now woe did stop at tbe home signal
game absolutoly to a stand at it.  We were kept
ting there about & minute or two and then it
lowered for us. 1 do not remember passing the
dmal box. Somebody, who I believe was "tho
Sation Master, zave us the caution signal. 1 heard
m give it to my driver. He said : * Section elear
od junction blocked.” I knew what tbat meant.
[do not remember seeing the #ignalman. My engine
78 standing at tho end of the platform when the
hobon signal was given us. 1 beliove we were
lelayed come time at Foulsham Station shunting.
| tannot say what timo we left Foulsham. T am not
soqnainted with tho distant signal for County School.
| did not see that signal. My injector was working
wdly at the time and I was trying to put it right, and
it was owing to my being engaged with the mjoctor
that 1 did oot eee the distant signal. T was actually
&t work on the injector when we passed the distant
simal. I estimate tho speed of tho train when we
naszed the distant sional at about 2 miles an hour.
[ did not see my home signal bofore we reached it.
[ was still at work on the injector. The first I knew
of the collision was sceing that my mate was reversing
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the engine and giving it atearn. 1 cannot say whether
that was after we passed the home signal. Tho
collision appeared to me to occur a second or two
after I had seen my mate reversing hig engine. I
should estimate our speed at the time of the collision
at 1} to 2 miles an hour. I did not see anything at
all of the passenger train up to the time that the
collision oceurred. It was a clear morning—clear
enough to see our signals, It had seemed to me
that the driver had had his train all the morning
well under control. Thore wag not any conversation
hetween me and the driver just before the accident.
I may have been mistaken when I said we came to o
gtand at the Foulsham home signal.

Mr, Gabriel Paynter, Station Master, states —
I have heen in the service of the Company nearly S0
years. [ am employed now as Statien Master at
County School and I have hold that appointment
for 2} years. I saw these fwo trains approaching
the station before the collision occurred. I was at
the time on the up main platform near the centre
of the buildings, and from that position T saw the two
trains approaching. I noticed nothing wunusual
about them. T noticed the position of the signals
for the passenger train and they were all lowered for
it to run to the up main platform. I also noticed
the position of the signals for the goods train. They
were at danger. I am referring to the home and
distant signals for the goods train. I then moved
behind the waifing room out of sight of the trains
to gpeak te a porter. I then heard two short sharp
whistles. I turned round and I saw the trains had
collided. I cannot give any evidence a3 {o the speed
of the trains at the time of the collision, but when
I saw them they seemed to be coming at the normal
speeds. When I wighted the trains I think they were
both about 200 yards from their home signals, but
the goods train may have been slightly behind the
passenger train. It nearly always happens thaf the
goods train is allowed to approach my etation under
tho warning arrangement. I cannot say whether
the passenger train passed the goods train after
passing the distant signal.

George Leverington, lad porter, states:—I have
been about 1} years in the service of the Cowmpany
and during the whole of that time I bave heen em-
ployed as lad-porter at County School. T was on duty
at the station and 1 was standing on the ground
near tbe signal-hox at the time the colliston oeccurred.
1 #gaw both the trams approaching the signal-box.
1 did pot notice anything unusual about them. I
knew that the road was set for the passenger train
to run into the up platform, end I noticed that the
signals for the goods train were at danger. I did
not realise that a collision was going to oceur until
it did oceur. I cannot give any ovidence as to what
speed the passenger train was running at at the time
of the collision. I connot givo any ovidence ag to
what speed the goods train was running at. I did
not notice that the goods train had passed its home
gignal at danger.

Conclusion.

The two trains concerned in this collision very frequently approach County School
ation almost simultaneously, the passenger train on the single line from Fakenham,
fand the goods train on the single line from Toulsham. When this is the case it is customary,
with the object of giving the passenger train the precedence, for the road at County
School Station to be set for the passenger train to run through the connection leading to
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the up platform line, and for that train to be accepted at ** Line clear,” but for the goods
train to be accepted up to the home signal for the Foulsham line under the ° ‘ warning
arrangement.” This is exactly what took place on the day of this collision. The driver
of the passenger train, when he approached County School Station at 11.45 a.m., found
all the signals duly lowered for him, and the train was in the act of running through the
connection leading to the up platform line when it was run into by the engine of the
goods train, which had run past its home signal at danger. No blame attaches to a0y

of the staff of the passenger train.

The goods train had arrived at Foulsham at 11.9 a.m., and had left again at 11.40 a.m,
Signalman Gooch, who was on dnty in the Foulsham Signal-Box, states that he had
duly offered the train to County School, and that it had been accepted at ** Caution ”;
that he accordingly checked the goods train when it was approaching his box, and whilst
it was passing by at a low rate of speed he cautioned the driver, calling out to him,
** Section clear, but junction blocked.”

Signalman Claxton, who was on duty at the time in the County School Signal-Box,
confirms the fact of the goods train having been accepted at ** Caution.”

Driver Thorne, who was in charge of the engine of the goods train, states that he
heard the instructions given to him at the Foulsham Signal-Box by Signalman Gooch,
and that he thoroughly “understood that his train was being allowed to 4pproach Connty
School under the ** Warning arrangement.” He states that the County School distant
gignal for his line was at danger when he passed it, but that the distant signal for the]
Fakenham line was lowered, and that he mistook the latter for his own signal, and was{ -
therefore at the time under the impression that his own distant signal had been lowered:
for him. His only explanation of his mistake is that the injector on his engine was nof
working satisfactorily at the time, that his fireman was engaged in endeavouring to make
it work, and that he himself was watching what the fireman was doing. He admits that)
he is thoroughly acquainted with the two signals. As regards his home signal, he states{
that he did not notice its position until just before his engine reached it, and he then
saw that it was at danger. He states that his train was at that time travelling at a very
low rate of speed, and that he at once applied his brakes and reversed his engine, buf
that he was unable to prevent the collision, which occurred at a spot situated 85 yardsf '
beyond the home signal. Thorne states that it was the fact of his having been still
watching his fireman that prevented his seeing his home signal earlier, and that if hs
had not been so engaged he could easily have seen it in time.

As stated above, the driver of an up train from Foulsham obtains an excellent View,
of his distant signals, and though the poles on which the distant signals for both lines
are erected are both on the left hand side of the Foulsham line, they are so arranged thaf]
there is no possible excuse for their being mistaken. The driver’s view of hiz home signs
is undoubtedly to a small extent interfered with by a tree situated 211 yards from that]
signal, but for that distance he obtains an uninterrupted view of it. Under these circum-§ .
stances, even if Driver Thorne did make a mistake as regards the position of his distant§
signal, there is no excuse for his not having seen the pomtmn of his home signal in ample
time to have brought his train to a stand at it. The responsibility for this collision muat
therefore rest solcly on him. He had been on duty just 7 hours at the time of

the accident.
I have, etc.,

P. G. vox Donop,

Li.-Col., R.E.
The Assistant Secretary,

Railway Department,
Board of Trade.




Rolling-Slock.

Pigsnnger Train—

fingine No. 446 —Three rabbing pieces, 1 axle-box,
2l 2 axle-box covers broken ; buffer-beam slightly
ot ; flap between engine and tender damaged.
Third Class Carriage No. 1064.—One top step-
ierd, 2 hottom step-boards, and 1 side-lizht broken ;
step-irons, 2 axle-guards, draw-bar, and coupling-
wckle bent ; hand-rails and beading damaged.
Third Class Carriage No. 762.—One top step-hoard,
bttom step-board, .md 1 axle-box bottom broken ;
3 phng-qhaol\]e bent.
Compusite Carviago No, 80. One top step-board
d 1 bottom step- -board br oken ; 2 step-irons, door-
dles commode-handles, door -stops, panels and
gading, larp-iron and hand-rails damaged.

Soods Train—

Hngine No. 629.—Right-hand injector broken ;
lilivery pipes and footpla.img bent ; foot-steps and
and-pipes broken ; cylinder-cock gear and guard-

o8 damaged ; brake-gear hent and reds broken ;

APPENDIX,

Davmace to Ronuixg-8Srook AXD PErMANENT-WAY.

trailing buffer-beam of tender benpt ;
framing bent.
Four wagons slightly damaged.

foot-plating and

Permanent-Way.

Three 30[t, B5lbs. G.Ji. Sect. rails badly hent ;
1 80ft. 85lbs. .15, Sect. rail broken ; 1 24ft. 83lbs.
G.E. Bect. check-rail bent; 10 crossing-timbers
damaged ; 20 85lbs. G.E. check-chairs broken ;
70 Bolbs. G.E. ordinary chairs broken ; 8 85lbs. G.IE.
crossing-chairs broken; 4 85lbs. G.Ii. switch-chairs
broken ; 12 slespers broken in siding; 10 switch
stop-bolts broken ; 1 80ft. lock-bar badly hent and
broken ; 8 85lbs. inside lock-bar brackets broken ;
1 10ins. by 15ins. erank broken ; 3 1ins. studs and
oyes broken; 6 single-wheel rod-rolers broken ;
1 set of stretcher-rods broken; 30it. 1}ins. point-
rodding broken; 4 switch stretcher-rods bent ;
400 line ft. (9ins. by 14ins.) trunking to signal-wires
broken up; 1 ewt. signal-wiro destroyed; 100 cak
keys broken; 2 cwh. §in. spikes broken and Lent;
800 solid trenails broken ; 10 fish-plates bent.

Copies of the above Report wero sent to the Company on the 3rd February, 1915.




