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arrived at the Junction points. He then released the hrake, and allowed the train to
travel freely until opposite the Yard signal-box. Here he re-applied the brake, and bad
thereby reduced the speed to about five miles an hour as it entered the platform road.
The brake-pressure—about 10 lhs.—was kept applied until the engine was half way along
the platform, and was then increased with the object of stopping the train. The increased
air pressure did not have the usual stopping effect, and Hutchings then opened his brake-
valve to its fullest extent. He also applied the steam sand, two or three engine lengths
from the stops. Dut the first effect of emission of moisture from the sand-pipes was to
make the engine-wheels “ pick up,” and the collision resulted.

Hutchings had not expected to experience any difficulty in stopping the train at the
usual place, and the brake had its usual retarding effect until the pressure was increased
to bring the train to a final stop. He considers that at this place in the platform road
the rail surfate was possibly bad, due to engines standiug for considerable periods of
time on the rails, or that the wheels or wheel-blocks had picked up grease or moisture off
the rails in the yard.

I cannot say that I am impressed with the explanation offered, nor do I consider
that the figures given by Hutchings are likely to be even approximately accurate
estimates of his speed, The platform rails are sheltered by the roof, and therefore were
not affected by any slight drizzle of rain which may have fallen. There had been no
train into or out of No. 2 Bay road since 8.30 p.m. the evening previous, and it is possible
that the mils may have had on their surface some moisture condensed from the
atmosphere. It is also possible that at the north end near the buffer stops, the
co-efficient of friction of the railhead may sometimes be lower than at other places. But
there was nothing in the conditions of atmosphere or temnperature on this morning to
indicate any special difficulty. Drivers must be aware that the co-efficient of friction of
the rail surface is variable, and also must be aware that with steam sanders there is a
liability of moisture to collect at the bottom of the sandbox. It is clearly their duty in
approaching a terminal road to be careful always to have something considerable in hand,
and to have blown out the moisture and brought their sanding gear into working order
before the last mornent.

I attribute the slight collision to an error of judgment in both these respects on the
part of Hutchings.

I have, &e.,
J. W, PrincrLE, Major.

The Assistant Secretary,
Railway Department, Board of Trade.

Printed copies of the above Report were sent to the Company on the 24th June.

SOUTH EASTERN AND CHATHAM RAILWAY.

Board of Trade { Railway Department),
8, Richmond Terrace, Whitehall, S.W.,
8th July, 1912,
SIR,

I mave the honour to report, fur the information of the Board of Trade, iu com-
pliance with the Order of the 22nd June, the result ol my inquiry into the cause of the
derailment of part of a passenger train, which occurred about 10.50 a.m. on the 19th June,
between Whitstable and Faversham on the South Lastern aud Chatham Railway.

The 10 a.m, up (express) train from Ramsgate Harbour to Victoria was travelling
on a straight and level piece of track, when the rear brake-van left the rails, and shortly
afterwards turned on its side. The driver, noticing an nnusual drag upon the engine,
stopped the train with the countinuous brake. No other vehicles left the rails. There
were a large number of passengers travelling, but three only complained of having been
shaken or bruised. The rear guard was violently thrown down in the overturned van,

but fortunately escaped any serious injury,
2124 - HZ
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The train was drawn by an express passenger engine (2-4-0 type) and six-wheeled
tender, and comprised the following eleven vehicles :—

No. 14, 8-wheeled bogie brake-van.

No. 892, do. do. composite coach,

No. 881, do. do. tri-coniposite coach.

No. 866, do. do, 3rd class do.

No. 883, do. do, tri-composite do.

No. 862, do.  do. 3rd class do.

No. 2 3(4 do. do. composite do.

No. bS2 do. do. tri-composite do.

No. 893, do. do. composite do.

No. 861, do. do.  3rd class do.

No. 094 6-wheeled brake-van. .

The engine (with tender) weighed 99 tons, 14 cwts., and the total weight behind
her, exclusive ofSpassengers, baggage, &c., was 282 tons 18 cwts,  The -brake-van
w unhed 124 tons, and the average “tare of the bogic stock was about 27 tons.

The train was fitted tht‘otmhout with the vacuum automatic brake, which was in
rood order.

After the collision it was found that coaches, Nos. 2,374 and 882, and Nos, 893 and
861 were buffer-locked.

The engine and tender and first six vehicles were uninjnred. A list of damage to
the last five vehicles is given in the Appendix. The permanent way was thrown out of
line and damaged for a distance of about 600 yards, but no rails were broken or twisted.
A large number of chairs were broken, and some sleepers required to be replaced.

Description.

This derailment took place on the Chatham Section of the Company’s system between
Faversham and Whitstable. There are two lines for up and down traflic, whick have a
general enst and west direction. The train travelled on the up line, the southern of the
pair of roads.

Graveney siding signal-box is situated 3 miles cast of Faversham, and 3 miles west
of Whitstable Stations. The alignment-of the railway for two miles east of this signal-
box is straight. The rails, for three- -guarters of a mile before the place where derailiment
oceurred, are level. - Preceding this stretch of level there is a falling gradient with an
inclination of 1 in 1015 for a quarter of a mile.  The formation is practically on ground
level, the rail level being about 2 ft. above the ground.

Measured from vaenev siding signal- bov{ the distunces to the undermentioned
places, &e., are approximately as follows - —

Up distant signal... v 830 yards east
Position of overturned van at 1e?.t 982 -,
Iirst marks of derailment wee 1,337

»

The permanent way of the up line was laid in 1893, The rails are in 30 [eet lengths,
and weighed (when new) 83 Ibs. per yavd. Their plesent weight is about 80 lbs. The
hshp]atea weigh about 24 lbs. per _pair, and have four { inch bolts. The rails rest on
cast iron chairs weighing 414 lbs. apiece, which are secured to the sleepers by three spikes
and three treenails.  Wooden kcys are used to hold the rails in the chairs. There are
12 creosoted sleepers, all of the nsual dimensions, to each il length.  Gravel (Bickley)
mixed with ashes is used for ballast, with a proportion of Dungeness beach shingle.

Bvidence.

Georgs Francis Young, sigoalman, states ; 1 of the window as the train passed, and saw it

have been in the gervice Z2 years, a signalman
13 years, and at Whitstable Town since October
last. I came on duty at 5.30 a.m, on Wednesday,
June 19th Jast. Herne Bay offercd the 10 a.m.
“up Ramsgale train to me at 10.28. T accepted it
at the same time. I got “ln section” for the
train at 10,38, and it passed my box at 10.43. On
Tuesday the 13th, it was “In section' 10.40,
passed 10.44. On the 15th the times were “ In
gection " 10,42, passed 10.46. 1 am watislied, in
my own mind, that on this morning the train was
running gomewhat slower than usual, the ugual
booked time being four minutes. 1 looked out

pass. I saw nothing unusual in the movement of
the train, except that it was travelling, perhaps, a
little slower. It is about four miles between
Herne Bay and Whitatable. I offered the -train
to Graveney siding at 10.38. _ It was aceepted at
once, My booked time for sending * In section”
was 10.43. [ remember I looked at the clock
after sending the “In section™ signal. It was
barely 10.43. I was called up on the telophone
by the Graveney signalman at 10.43. He told me
the train had not passed him, and he asked me to
confirm the time of my “ In section ” signal, so 1
told him it was 10.43. He then said * Wait a

e



minute” ; went to look out of his window, and
returned and said that he believed the train waa
off the road. He fold me that he wonld fetch
his mate, and send him to make enguiry. It was
a bright sunny morning—no rain. I remember
it was very warm in the morning. My time to
book off ia 3.35 p.m.

John William. Compton, signalman, Graveney
sidings, states: I have heen in the service 37
years, and have been a signalman the whole of
the time. I have been at (Graveney seven years,
I came on duty on Wednesday, June 1!th, at 6 a.m.,
and booked off at 4 pm. The 10 a.m. Ramsagate to
Victoria train was offered (o me that morning at
10.39, aud 1 received the “In section signal
from Whitstable at 10.43. 'The usual time is four
minutes for the train to pass my box after the
“In scction” has bamn reeeived. At 10.48 I was
in the box and looked up at the clock and realized
it was timo the train had gone by, 8o 1 looked out
in the direction of Whitstable, and noticed it had
come to a stand about hali-a-mile away. By the
aid of some field glasses I was able to sce that
some portion of the train was off the road, so I
gent down relief signalman Cowdroy, who lodges
with me and was ofl duty, with instructions to
find out what was the matter, He was in the
garden near by at the time. He came back and
told me the rear brake was lying on its side. The
fireman ghortly after came and reported the
mishap to me. After I had gent my mate to find
out what was the matter, T asked Whitstable on
the telephone if he noticed anything wrong with
the train in passing, and said it had come to a
stand near my up “ Distant ™ signal. He replied
he did not wee anything wrong with it. The
fireman told me that the down road was clear,
1 did not ** Bloek back ™ for the train. The train
was gtill © In section ” and the road was actually
blocked at the time. 1 know there is a rule for
sending the “ Obstruction danger’™ sigopal, but 1
forgot about it at the time—I was so busy. I
gave the partieulars to the signalman at Whit-
stable that the train was derailed. 1t was a clear
morning. I cannot remember whether it was
particularly hot. There was no rain. I should
judge that the usual speed of thisg train past my
box ie from S0 to 35 miles an hour.

Werrender Clemerifs, stalion master, Whitstable
Town, states : I was in the signal-box at Whit-
slable on the morning of the 19th when the 10a.m.
up Ramsgate express passed. It was running, I
think, in the ordiuary way, The usual speed of
this train passing Whitstable Station is, I think,
about 4) miles an hour. There is a speed restric-
tion 1o that figure throngh the station. There wag
no nnusual movement in the train, that I noticed,
and no unusual osgcillation. *I am quite certain
also, that there was no buffer-locking at that time.
1 should bave noticed it if there had been. It
was a bright sunny morning about 10 o'cloek. 1t
was very warm, [t struck me as being a much
warmer norning than it had been recently.

Fredericl George Capon, station master, Faver-
shain, states : 1 remember Wednesday the 19th
instant. It was a very bright sunny morning
from 7.0 onwards. It wasa hot hurning sun, I
went down to Graveney Siding box soon after
11.0 o'elock, and reached there 11.22. The sun
strnck me as being very hot. It was so hot that
I changed my coat for a.thinner one. I had the
train uncoupled behind the sixth vehicle from
the engine, and sent the engine and six vehicles
ou as lar og Graveney. I took a carriage examiner
down with me, and there was nothing wrong with
any of theso vehicles, [ put the brake van I came

-right of the footplate,
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down in from Faversham on w the rear of these
gix vehicles, and aent the train on to Faversham.
The train was thoronghly examined at Faverasham
Station, on arrival. I had transferced the passen-
zers from the four rear coaches into the front six
vehicles before they moved from the site of the
accident, and additional carriages were attached
at Taversham, The train was crowded—several
hundred people in it. After being examined,
and the additional coaches attached, the frain was
sent to Vietoria.

Johe Prior (fraves, engine driver, states : 1
have been in the service about 35 years, and have
heen driver for 21 years. I am stautioned at
Margate West. 1 signed off doty on the 18th
June at 7 p.m., and came on ducy again at Mar-
rate West at 10.8 am. on the 19th., In ihe
ordinary course of events 1 should expeet to finish
work about 3.30 p.m. on the 19th. I waa working
the 10.0 a.m, express from Ramsgate on the 19th.
My engine was No. 4983, a four wheela coupled
express with front bogie and six-wheeled tender.
It was fitted with the vacuum brake, working
blocks on the four coupled wheels and the six
wheels of the tender; also a hand brake on the
tender. We left Westgate to time with ten hogies
and a six-wheeled van, We are duoe 10 leave
Westgate 10025, We passed Whilstable at 10.43 by
my watch. Weare due o ran past IFaversham
at 10.530, 1 shut off steam in order to reduce
gpeed running through Whitstable, where there
is a speed restriction of 4% miles an hour, I had
no difficnlty in maintaining 20 inches of vacuum.
There was nothing unusual that I noticed in the
movoment of the enginc or carriages between
Weatgate and Whiistable, Just wfter passing
throngh the station, I put on steam again. All
gignals were © clear,” There is a small piece of
level, and then the gradient rises; and at the top
of the bank which is half a mile to three quarters
of a mile west of Whitstable Town, I think the
speed of the train was still about 45 miles an
hour. I think bythe time we reached the streteh
of level and atraight road, whieh is aboul two
mileg from Whitsiable Town, the speed of the
train wonld have heen inecreased to abaut 55 miles
an hour. I did not increase the speed on the
stretch of level road in front of us, but still kept
at about 3 miles an hour. For this disuance,
until we had run three miles out of Whitstable,
there was no unusnal movement in the engine nx
the train, to show that anything was wrong. The
first thing that I noticed was a heavy drag on the
train from the rear, I cannot say actnally where-
abouls on the line I wag when I noticed this drag,
but I immediately shut off steam and destroyed
ten inches of vacnum.. I was driving from the
Immediately aftor making
this brake application 1 looked back, on the right
side, and the fireman looked out at the smne time
on the left. He shouted outv “whoa’ and I
destroyed the remainder of the vacuum. I can-
not say how far wo ran after making the first
application of the brake, but the brake, I know,
acted extremely well, and I do not think halfa
minute could have passed. When I looked back
myself I could see nothing wrong. It was the
fireman, who looked out on the left hand side,
calling out “ whoa " that made me make the
emergency application of the brake. There was
no movement that 1 noticed iu the traln; no
throwing of the engine lrom side to side more
than is noticeable on an ordinary nceasion. 'Lhis
particular stretch of straicht road is nota plaee
where T have noticed any excessive movement or
throw ou the footplaie, and on the particular inorn-
ing there was nothing mnore than usnal. XNeither
was thetenderswingingaboutany more than usual.
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Asg soon as we came to a stand I got off the foot-
plate and went to gee if the down road was clear.
I went right back to the rear of the frain and
found it was clear. I noticed the brake van at
the rear of the train, lying on its left side. 1
noticed all the #screw couplings in the train were
intact. There was no movement of the needle in
the vacuum gange except when I was actunally
opening the valvo myselt. I was watching the
road in front of me when we were running along
tho straight, and if it had been out of line, I
should have noticed it.  If there was any “out of
line” in the rails, it was so amall that I could
neither notice it or feel it as we ran over it. I
wag looking out for Graveney *distant’ signal,
and as the road is on the straight, I could not have
helped observing whgther there was any out of
line in the raila, The first thing that I noticed of
anything being wrong, was this “drag™ that I
bave spoken of from the rear of the train. It was
not ithe same sort of stopping effect as that due to
the brake application, and T am perfectly certain
that the brake was not applied when I noliced
the drag. We generally lose about two minutes
between Westgate and Herne Bay. 1 believo 1
lost this time on the morning in guestion. We
generally regain it between Herne Bay and Faver-
gham. I think our speed as we passed over the
place where the accident took place would be
between 50 and €0 miles an hour. That is the
usua: &peed. The train appeared to be in line
when I looked Lack after mnaking my first applica-
tion of the brake. I have worked over this por-
tion of the line for about 14 years, but have never
had any occasion to complain of any undue
ogcillation over this section of the line. I exam-
incd the engine very carefully while the fireman
was going to the signal-box, and could find
nothing miesing from it, and there were no marks
on it. It was a bright sunny morning—hotter
than it had been for some time. I noticed a
relaying gang, with a flagman, who were working
a mile or thereabouts, behind where the accident
occurred. There were no men working on the
up road as I passed,

Vietor Albert Ovenden, fireman, states : 1 have
been in the serviee between % and 10 vears, and
am a passed driver. I gigned off duly on the
181k June at 7 pan. and was working on the 19th
with driver Graves. My hoursof duty were from
10.8 a.m. until 2.30 p.m. The driver reduced speed
through Whitstabie, in the ordinary way. We
were running at between 50 and 60 miles an hour
just hefore the accident occurred, and I waa firing,
when I felt a drag on the engine. 1 looked up,
and noticed the driver applying the brake, [
tooked back over the left hand side and saw the
rear brake van off the road, leaning over on its
side, I ealled oul “Whoa"” and we atopped
almost imnediately. My mate told me tostop on
the Footplate while he went back. When he came
hack he told me to go to Graveney signal-box.
He told me that the down line wasg clear, and to
gend for agsistance. It was a very hot sunny
moruning. I was busy firing when we got on to
the straight road two miles east of Graveney, and
did not look at the road in front of me. I cannot
gay, therafore, anything about the line of the rails,
There was no unnsual movement of any deserip-
tion until I noticed this drag upon the back of the
train.

Willinm Milford, gnard, states : I have been in
the service as a gnard for 45 years and am
thoroughly acquainted with the line between
London and Ramsgate Harbour., I work over the
Faversham and Ramsgate Harbour section, many
times throoghout the year. I came on duly

on Wednesday the 19th at 4.30 a.m. and worked

the 5.5 am. Holborn to Ramsgate Harbour train,
I returned to London ag head guard on the 10 a.m.
Ramsgate to Victoria train. 1 should ordinarily
book off at 1 pom. I wasriding in the frontbrake
van next the engine. The train was made up as

followa : —

No.

8-wheeled bogie brake-van . 14
Do. conipogite 892

Do, tri-compoaiie 881

Do.. third S66

Do. tri-composile R83

Do. third .. 862

Do. composite .. 2374

Do. tri-composile 332

Do, composite 593

Do. third B61
6-wheeled brake-van 594

All these, except the last, which was a six-wheoled
vehicle, were eight-wheeled bogie coaching atock.
We left Westgate right time and passed Herne
Bay two minutes late, two minutes having been
lost in running. We passed Herne Bay 10.39.
I did not hook the time we passed Whitstable.
All went well until we reached Graveney up
“distant™ signal when the train was brought
suddeniy to a gtand. I then looked at my watch
and found the time was 10.45. I looked out of
the window, as I wondered why the train had
stopped. 'The signals were *“ clear.” The driver
pointed behind and I looked bebind and saw that
the rear van wag on Itg side. I noticed nothing
nnuguat in the way tha train was moving, before
wo came to a stand. I got out of the van, and
wont to the rear of the train, and found my mate
had got out of his van. 1 told hiwm to go back and
proteet the rear of the train, and then went forward
and asked the driver to send his fireman to
Graveney and advise Faversham and order the
break-down gang. There were abont 200 passen-
gers in the train. Many of these had got out, but
I conld not find that anyone was injured, and
after I bad assured myself that the down line was
clear, [ went to see that the passengers stood clear
of that road, in case there was a train approaching.
We generally lose two minutes travelling between
Westgate and Herne Bay, and sometimes a minute
is recovered running between Herne Bay and
Faversham, On examining the train, I found the
brake-pipe wag disconnected hetween the rear van
and the coach in front, and found the four coaches
in front of the lLrake-van were buffer-locked. 1
got the idea that these carriages might havo been
off the road, because they were buffer-locked and
the buffer castings were broken in some cases,
There were no marks on the wheels to show they
had been derailed. I have not noticed there is
more oscillation on’this track approaching Grave-
ney siding than there is at other stretches of
ptraight line on the railway. 1t was a very hot
mmorning. The aun wasshining brightly. Inoticed
that the road behind the derailed van was slewed
in a serpentine way from side Lo side. 1 noticed
there was a groove in the ballast outside the edge
of the sleepers.

Robert Saffrey, guard, atates : I have been in
the service 20 years, and a guard for 20 years,
I bave been workiog over the Faversham and
Ramagate Sectipn of the line the last 17 or 18
years, and I work over it daily between Margate
and Loondon. I came on daty on the 19th June
at 10 a.m., and would, ordinarily, come off duty
at 7.30 pm. I came off duty about the same time
the day proevious, 1 wasrear guard of the I0a.m.
Ramsgate to London train on the 1%th instant,
and rode in the rear van. I did not book the
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times, but 1 noticed that we passed Herne Bay
10.39 by my waich. The train travelled in the
usual way, and was travelling about the same
speed ag ugoal after passing Whitstable, and
nothing seemed to be amiss until after we had
passed the nuder bridge (known as Seasalter).
Abont half a mile beyond this bridge as I was
sitting in the obeervatory on the off side of my
van, looking through the window, I saw oue of
the carriages in front bulge ont of line of the rest
of the train. I should say it was the second or
third from my van, Immediately alterwards the
ballast flew in all directions, The same instant,
almost, 1 knew that the van was ofl the road,
1 waa pitched across the van. The vacnum brake
valve was situated about a foot on the near side
of the centre of thg van, and I had no time to
open the valve before I was thrown across from
the off to tho near gide. I do not think that the
van could have travelled many yards before
leaning over to the left band or Dbefore it
actually fell over in that direction. As soon as I
could recover myself 1 got up on my feet and
grasped the brake pipe which was then in a
position almost over my head, and I kept in that
position until the train came to a stand. The
brake pipe is actually in the centre of the coach,
and the gauge i3 on the left side of the brake
pipe. 1 noticed that the whole of the vacuum
wag  destroyed bofore the ftrain stopped.
1 climbed out of the top of the van, through the
door, By that time the passengers were out on
the line. (Guard Milford came up, and I arranged
with him to go back and protect the train, but I
found this had already been done by a platelayer.
On fiuding that it was not mnecessary to do this,
I returned to the train, When [ saw the second
or third carriage in front of me come out of line
with the reat of the train,” my first coneclusion
was that it was derailed. 1 do pot think that
there was more (possibly less) than a second of
time between the moment I observed the carriage
in front moving out of line and my being pitched
acrogs to the near side of the van.

Nicholas Burgess, waggon examiner, I'aversham,
states : I have ahout 11 years' pervice with the
Company. I heard of this accident about 11
o'clock and went down to the scene with the
breakdown gang, getting there about mid-day.
There were four bogie coaches and a six-wheeled
hrake van, the remainder of the carriages having
gone away with the engine. The first coach
nearest Faversham was bogie compo No. 2374
This was bufTer-locked with bogie No. 882, The
third bogia was No. 893. There was no buffer-
locking beiween Nos. 382 and 893. No, 583 was
buffer-locked with No. 861 behind it. The last
velhicle, six-wheeled hrake wvan No, 594, was
lying on its side. The four vehicles in front,
were gtanding on the rails. The vacuum hose-
pipe between the van and No. 861 was dis-
connected. Tt was torn apart. I carefully
examined all the wheels and the underneath
parts of these {our coaches, and found no marks
of any description pointing to derailment. There
were indications of the coaches having been on a
very sharp curve, as the footboards attached to
the bogie (rames had been in contact with the
foothoards attached to the sole plate. DPieces of
wood were chipped at the corner of some of these,
where they had come in econtact, The (wo
leading Luffer castings of No. 832 were broken,
Tho * off ” trailing buffer casting of No, 893 was
Liroken and the bnffer bent inwards. The ¢ off™
leading boflor casting of No. 861 was also broken,
and the drawbar of this hbogiec wag broken
10 inches from inside the hcadatock. It was not
pulled out owing to the cotter, or mafety key.

There were four hroken axle boxes on the van—
three on the near side and one on the off side.
I saw a congiderable flaw in the broken drawbar
at the leading end of No. 861. The result of this
breakago would be to allow the drawbar to pull
ont about 2 inches, It was preventaul from
further movement by the drawbar cotter coming
againet the headslock plate. I do not think there
would be any possibility of buffer loeking taking
place owing to Lhis lengtkening out of the draw-
bar and the inerease of space between the buffer
faces, 'There was nothing in the condition of
lhe axles, wheels, springs, boxes, or any other
part of these four coaches, which, in my opinion,
would bring abont an accident of this description.
I examined the wheels very carefully and could
find no sort of indicalion on the flanges, or any
trace to show that they bad been off the rails
I gauged the wheela of the coaches and found
them correct to gauge.

Thomas Dowle, ganger, states: 1 bave been
ganger 16 years, and have 28 years' service with
the Company altogether. [ am in charge of two
miles of permanent way—both roads—lying
between 54 and 56i mile posts, I have three
men in ny gang. I examined the wup read
betwean Whilstable and Graveney aboui 7.15 on
the morning of the 19th, and found everything in
order. The road is all straight throughout, and 1
noticed nothing out of line. When the accident
vceurred, T was working on the down line aboul
a quarter of a mile on the Whitstable side of
where tne first marks were found., I stepped to
look at the 10 a.m. up Ramsgato train as it passed,
I did not notice it wag running any faater than
usual. I did not notice that there was any undue
oscillation either in the engine or the rear hrake,
as it passed. 1t waa a very hot morning, I
noticed it especially about 8 o'clock when we sal
down to breakfust. After the train passed I went
on with my work, until I heard a shout from the
flagman. The fligman was then standing abous
50 yards from where the train cane to a stand. I
looked up and saw a great clond of dust, and
when that had cleared away I aaw that che rear
brake-van was on its gide, I have had no trouble
with this road since about three years age when
there was some buckling of the rails which, I
guppose, was caused by the heat. This was in
May. There has been a certain amount of
“creeping ™ since then but we have not had 1o
open the joints to increase the oxpansion spaces.
The up road was laid in 1333, The joints wera
“gquared ” then. The six-foot rail has ““crept”
faster than the near-side rail. I should say that
the joints of the six-foot rail are now about three
to fonr inches in advance of those of the near-side
rail. The ballast is rather short, The roads keep
sagging a bit owing to the soft boitom. Thesame
ruils were re-laid after the accident. We vnt 44
inches off a pair of the rails a3 the expansion spaces
were small.” I showed the Inspector laat summer
that the expansion spaces were insufficient and ke
gaid that he wonld have the rails pulled back in
the winter, but it was not done,

Charles Hewitl, extra ganger, atlached to the
IKent Coast Branch, states : I am employed on
extra work between Ramsgate Harbour and
Faversham. [ have eight men in the gang. T
have about 17 years' service with the Company.
On the 19th June, ] was working with my men on
the down road belween (iraveney and Whitstable,
‘We were in possession of the road for renswing.
1 was looking towards Whitstable when the 10 a.m.
up express from Ramasgate to Victoria was
approaching aud stepped to the near side of the
down road. I atopped to watch the train pass. I
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was abont a quarler of a mile east of where the again in their right position in line, and from that
first marks were found after the derailment. I point to where the van was found lying, nearly
noticed nothing unnsual about the speed the train  all the chairs under the near-side rail were broken,
was travelling as it passed me but the van was or displaced. The six-foot—or off side—rail from
oscillating. 1t was not moving mere than is ugnal  this poinl on o where the brake-vau lay on its
with six-wheeled wvehicles at the rear of a train, side, was in ita right pasition in line, except at one
The engine did not appear to be rolling from side or two points where it had been slightly forced
to side any more than usual. 1 bad been employed out by the result of the brake-van being dragged
on the down road on the Monday and Tuesday against the oppogite end of the sleepers. 1
previous to the aceident, and in the course of my counted the number of rails from the first mark
work I had occasionally leoked at the np road. to where the coach lay. The total distance was
The road locked in good line that morning. I 370 yards—len yards to a rail. In the neighbour-
noticed that the expansions were small but they hood of the first marks, there is a mixture of
were not jambed up. If the road hacd beenout of Dungeness shingle and Higham ballast. Further
line before the train passed over it 1 think Lshould on towarde where the van was lying, there isa
have been certain do have noticed it. T hud considerable mixture of ashes with the ballast.
oceasion to walk bickwards and forwards over There were no fastenings ont of position in ihe
the up road several times that morming, After echairs, and the rail fish plates and bolta were all
the aceident, I went to examine the road. I found intact over the firet section of the road from the
the firat mark on a vail head, which looked as if 4 first mark to where the sleepers commenced 1o be
wheel (ange had been over the rail. 'The mark broken under the neuar-side rail.

had the appearance ag if it extended over a length

of rail covering two slecpors. About five sleepers Alec Diupy, flagman, atiached to the regular
in front of the firat indication upon the rail head, gang of platalayers working hetween Whitstable
marka began on the sleepere in 4he tour-foot way, and Faversham, states : I have heen in the gang
There were no chairs broken on these five cight years, and do the tlagman’s duty in turn with
sleepers. From the same mark on the rail-head the others. On the morning of the 19th I wus
which was ¢lose to a rail-joiut, the road began to  Bagging on the down road about a mile on the
be slewed towards the six-foot way. There wera Whitstable gide of Graveney Crossing, and the men
ahont teu sleepers geored by the marks of wheel-  were working on the Whitstable side of me, half-a-
flanges over them and these marks showed that mile furtheron. I passed over from the up to the
the wheels were travelling from the six-foot to Jown side just before the 10 a.m, from Ramsgate
the near side of the permanent way. There were Harbour approached, and watched the train as it
no chairs broken on any of these nine or ten went by. I noticed nothing whatever amigs with
sleepers. The marks of the near-side wheels were  the train, and if the rear brake-van was oscillating
well outside the chairs. About 16 yards from a little, it was nothing miore than is usual with
the first mark upon the rail-head (about20sleepers) such vehicles. I cannot say at what gpecd it was
a deep cut eommenced ontaide the enda of the passing hut it did not strike me ag heing unusual,
sleepers on the near side, and thig cut continued  After the train had passed I turned with my face
the whole of the way up to where the brake-van towards Faversham to aveid the dust and smake,
wag lying. T think this cut shows that the brake-  and noticed the rear brako had left the road about
van was being dragged aloug or tilted over on it 50 yardefrom me. Iat once rantoadvise my mates
side nearly the whole of this distance. Opposite and called for help. The last I had previonsly seen
the point where the deep mark commenced it was  of the van wasin the npright position. Afier warn-
found the road had been slewed into the six-foot ing my inates and sending them to assist, I went
to the extent of ahont 18 inches, and was out of back on the up road and placed detonators on the
line to that extent. There was no alteration in Toad to profect the train, remaining there until I
the relative pogition of the railsi—the whole road was relioved. I ~was standing on the up road
—rails and sleepers together—wore slewed out of before the iraiu passed, and shonld certainly have
line. Twenty yards ahead of thip, the rails were noticed if the rails had been out of line.

Conclusion.

There was no speed restriction on this level and straight section where derailment
occurred. The actual speed of the train, as stated by driver Graves and his fireman
(Ovenden) was about 55 miles an hour. Milford and Saffrey, the two guards, noticed
nothing unuswal in the way the train travelled. The attention of the platelayers, Dowle,
Hewitt and Drury, who saw the train approach and pass them, a quarter of a mile before
derailment took pluce, was not attracted either by its speed, or by any uncommeon feature
in its movement. The statements of the signalmen, and the timings recorded at the
various signal-boxes passed, indicate that the journey was in no respects abnorinal.

A heavy drag on the train from the rear was the first indication observed by driver
Graves that anything was wrong. Steam was immediately shut oft, and the continuous
brake applied. The enginenien appear to have been thoroughly alert and to have acted
with promptitude, for the train was brought to a standstll in a distance of about 360 yards
from the first sign of derailment,

After the accident, the engine and first six conches were uncoupled and sent forward
to Graveney siding, Here they were examined and found to be in good order. This
portion of the train was then despatched to Faversham, where it was again thoroughly
examined with the same result, and eventually completed its journey to Victoria.

Examiner Burgess has deseribed the condition of the last five vehicles. The first
tour were standing on the rails, with the buffers between the first and second, and third
and fourth interlucked. These buffers are oval-shaped, 18 inches by 14 inches, except in
ong case where they are circular with a diameter of 16 inches. There were no marks on

Lt e

-



65

the wheel-flanges or elsewhere, such as would be caused by derailinent.  The springs and
axle-boxes were uninjured, and the wheels and axles true and to gauge. Scratches and
splintering at the diagonally opposite corners of lengths of footbo.{r(hnrr on all these four
coaches, made it clear that the ends of the footboqrﬁs opposite and attached to the hogic
frames, had been in contact with the adjoining ends of those attached to the sole phtor.
With the exception of one broken drawbar, the coupling attachments were intact. The
last vehicle—brake-van—was lying on its near side, with four axle boxes broken, onc
only on the off side.

I exumined these five vehicles before any work of repair had been carried out.
There was nothing in their condition to suggest liability to derailment, or to cause
distortion of a straight track in normal circumstances. The marks on the footboards
described by Bnrﬂe:ss were plainly visible, and indicated that the bogies of the four
coaches had mavelled round v erv sharp carves.* I conld detect no signa that auy of the
vehielex had been derniled, except the brake van. I noticed a groove had been worn on
the nesr side journal of the leading axle of the van, showing that there had been hard
wear ugninst a metal surface. A plece of the near side foot-board was found on the
railway more than 300 yards {rom where the van came to rest.

From phowgraphs taken by the Company, the van was found on its side with the
left haned leading journal resting against the outer edge of the left hand rail.  The body
and tyre ol its centre wheel lnr across the rail head, and the tread of the rear hind wheel
was pressed against the outer edge of the rail. The journal of the renr axle was buried
in the ballast ‘outside the Rleepe1b From the marks on the hallast, and the stutement
made by cuard Saffrey, it is probable that the van was dragged approximately in this
]N)\Illun lul 500 yards,

Now us to the permancnt way. The evidence of the engineman, and of the plate-
favers, who were working in the immediate vieinity, iz to the effect that the road was in
ouwl line prior to the accident. Moreover the fact that the engine, tender (wheel buse,
13 feet), and first six coaches traversed the road safely and without damnge, proves that
the rails could not have heen seriously ont of line.

‘The condition of the road after derailment is described by ganger Hewitt. A slight
abrasion on the head of the six-foot rail, evidently caused by a flange, was the first mark
noted. Un both sides of this mark A) the track was slewed out of line. Abuout
12 feer | five sleepers) in advance of (A} one or more flange marks were visible on rhe
sleeper= in the four-ioot. These marks continued over [0 sleepers, with corresponding
marks outside the left hand chairs,  About 50 feet (20 sleepers) from (A} a deep score
commenced in the ballast on the near side outside the ends of the sleepers. At this spot
the road was slewed out of line 18 inches towards the six-foot-way, but was still in
vange. The score or trench, doubtless cut first by one or more wheels, and afterwards.
when the van fell over to the left, by the left hand journal of the rear axle, extended
ulong the edge of the sleepers to where the van was found lving. Many of the left hand
chairs were bzokeu andl the track pushed out of line on this length of road.  None of the
rails were bent or damaged, and there was no sideway movement. of the chairs on the

sleepers.
Front my examination of the pu'm.muzt way at the scene of the derailment, I can
under<tane that it has been troublesome to maintain. The soft nature of the formation,

which is practically ground level, has caused sagging of the roads, and necessitated lifting
of the railx and qlecpers This has resulted iu shortness of ballast round, and pdrtlcul'u'h
at the ends of, the sleepers.  The ballast, also, is not of good quality, either for resistance
or (lraina;_-'e. The staggering of the joint:, and inegular expansion spaces clearly point
t * rail-creeping.”  Ganger Dowle, in fact, admits that deformation of the up road,
cansed by heat and insufficient expansion, took place three vears ago.

| have no doubt that this derailment was brought about by a recurrence of very
similac conditions. The morning of the 19th June was particularly close and the sun
powerful. The expansion spaces were reported to be insufficient last summer, but no
action was taken to increase them. It is probable that, with continued creeping, the rails
over u cunxiderable distance werc closed up. The fact that it was found necessary, in
replacing the road, to shorten a pair of rnils by 4} inches is conclusive proof that the
provision for rail expansion was insufficient.

It is unlikelv that any noticenble horizontal deformation of the road had taken place
before the train reached this spot. DBut the rails must have heen in a hivh =tate of
compression : possibly some vertical deformation or humping of the track had actually

? NoTE.—It has been found by experiment that the radius of carvature has to be 3% ¢hains, before
the corners of the footboards come opposite each other.
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taken place. The movement or weight of the engine would he sufficient, especially with

licht and insufficient top ballast, to “spring ” the track out of line.
would be increased by the following vehicles.

The deformation
The irregularities in line, which the

bogies of the last four coaches faithfully followed, at the cost of bufferlocking, were too

tot)

great for the 6-wheeled brake van in rear, with a wheel-base of 194 feet, to negotiate,

and derailment of the vehicle resulted.

1t i to be regretted that the permanent way inspector referred to in Dowle’s state-
ment, did not, if his attention was drawn to the question of expansion, take action

thereon,
accident, on account of ill-health.

1 am informed that the inspector left the Company's service, prior to this

This case 1s a good illustration of the greater {reedom from liability to derailment of

bogic vehicles, when compared with six-wheeled vehicles,

It strengthens also the

contention that ghe best position for six-wheeled stock, when it is found necessary to
marshal them with bogie stock in an express train, is at the end of the train,

The Assistant Secretary,

Railway Department, Board of Trade.

[ have, &e.,
J. W, PRINGLE,
;\'Iﬂjnl'.

APPENDIX,

Dameage to Rolling Stoci.

Engine and tender.—Nil,

First and vecond bogie composite, No, 2374 —
One buffer rod slightly damaged ; one door light
broken.

Tri-composite bogie, No, 882,—Two bufler
caslings broken ; one buffer bent.

First and second bogie composite, No, §93,—
One buffer ecasting broken ; one buffer casting
bolt broken.

Third clase hogie, No. $61.—0One bunffer easting
broken ; one buoffer bent; one draw-bar bent;
one draw bar broken,

Six-wheel passenger brake-van, No. »Md.—
Four axle boxes broken ; foor axle guards bernt ;
one headstock broken ; one sole and one bottom
gide rail broken; two stepboards broken : five
gtepboard irons bent and broken ; brake hangera
bent and brake frames bent; two intermediate
longitudinals broken ; two side lights of side
observatory broken; three journals Dhadly
damaged ; two bearing-spring sugpension irons
and one scroll iron bent: one shackle bolt
broken ; twelve retaining ring bolts broken ; one
axle-bearizg broken ; one axle-bearing missing ;
one draw-bar bent,

Printed copies of the above Report were gent to the Company on the 30th July.




