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APPENDIX 1.

Currve FROM GAZRTTE OF INDLA, DATED 18TH Marcw 1939,

No. E.-39-0. 0.-1—The Government of India have been serionsly concerned at the fre.
quency of incidents on the East Indian Railwsy during the past year which, on investigation
by the Senior Government Inspector of Railways, point to deliberate attempts at train wreck.
ing by the removal of essential parts of the permanent-way. In three instances, namely

(1) on the 7th June 1938 between Muthroopore and Sankarpur ; '
(2) on the 16th October near Bhadaura;

(3) on the 12th January 1939 between, Chichaki and Hazaribagh Road ;
: ders.ﬂ]ments have occurred which were attended by loss of life. Two subsequent cases oocurred,
namely —
(1) near Jamooes on 23rd January 1939 ;

(2) betwoon Kylahat and Chunar on 15th February 1939 ;
when serious disaster was only prevented by timely discovery of the damage to the track.
Government also rocognize how profound must be the anxiety and apprehension which this
meries of incidents has created in the publi¢ mind and their gravity from the point of view of the
Railway Adminjstration. They have, therefore, decided to set up a tribunal which will inguire
into the caunses of, and circumstances leading np to, these incidents and which after examina.
tion of all relevant evidence will report thereon. The Tribunal will consist of :— :

{a) Mr. Justice Broomfield, Judge, High Court, Bombay—(President),

{) Dewan Bahadur M. V. Vellodi, Collector, South Kanara, Modras-{Member),

(¢) Khan Bahadur Shaikh Din Muhammad, Sessions Judge, Punjab—(Member),
o assist the Tribunal in appreciating tho technicel considerations relevant to the inquiry, it
will have a3 Assessors— : L

() Mr. R. Lean, Chief Mechanical Engineer, M. & 8. M. Railway.

(6). Mr. A. M. Sims, Deputy General Manager, N. W. Railway.
The meetings of the Tribunal will be held in Calcutts and will commence on March 20th, 1939,
Any person desiring to tender evidence or to make ropresentations to the Tribunsl should, in

the first place, address the President, East Indian Railway Accidents Tribunal, Calcutta, ofo
General Manager, East Indisn Railway, Calcutta. )
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APPENDIX II.

APPRECIATION OF THE CAUSES OF THE THREE ACOIDENTS WHICH OCOURRED ON TrH JUNE, 1938,
16te OcropER, 1938, axp 121 Janvamy, 1939, :

Derailment of 7ih June, 1938.

Behind the first mark on the sleepers due to the derailment the track appeara to have boen
in perfoctly good normal condition. The derailment could, therefore, not have occurred before
this point. ' ' .

The first rail not found in its proper position in the track was only slightly bent and was
found lying with ono end about 3} feet towards the outside of the frack. For this rail to have
got into this position, s a result of & derailment from any other cause than its removal prior to
the occurrence, it would have been necessary for the fish bolts to have bheen sheared which would
have led to the fish bolt holes boing damaged, the rail screws being bent and probably partly
torn out from their holes in the sloepers. The rail and fastenings would have been damaged in
such a way as to show cleatly that the damage had been caused by the wheols and other parts of
the train passing over them. This is 'made abundantly clear by the position and condition of
the rails, sleepers and fastenings immediately ahead of this reil. In addition to this the four
‘fish plates by which this rajl would normally have been joined in the track to the other rails were
found undamaged with six undamaged fish bolts and 23 undamaged rail screws,

The jmpact mark on the end of the piece of the next rail immediately ahead indicates very
clearly that it had been struck by one of the engine wheels, probably the leading bogie. The
fact that this rail was broken is accounted for by the wheel striking it while running on the
wooden sleopers at a lovel of about 5 inches below the running surface of the rail. The whesl
being at such & depth, the rail would have received an extremely hoavy blow so that it was dis-
torted and twisted before the wheel could have any chance of mounting on to it. In fact it
was actuslly broken and the end which received the blow was thrown forward clear of the sub-
sequent paseage of the derailed train, :

. The marks on the first sleeper could not have beon caused by the leading bogie wheels and
probably not by any of the engine wheels, because at a speed of 40 miles per hour the wheols
would have travelled a distance of over 8 feet before falling low enough to strike the sleepers,
The marks on the first sleaper were probably caused by some of the whesls of the last vehicles
derailed shortly before the train came to rest, The reason for montioning this will become
olear when the circumstances of the derailment of 9 Up are considered.

.Demth of 16tk dctob_er, 1938.

Behind the first sign of damage to the track, the permanent way was found to be : ;
normal condition, The derailment cannot, therefore, have occurredybefora this pOint.m good

The first xail not in its normal position in the track was found lying on its si
inits correct alignment, This rail cpo(:lld not have got into this positigrllnags 8 remxltd:f ggfﬁlﬁ:ﬁ
or from any other cause than its having been placed deliberatily as found, prior to the ocours
rence, The reasons for this are that the cast iron inner jaws of the D, and O. plate sleepers
" must have been broken if the rail had been displaced as s result of accident. lg addition to
this the fish plate bolts would have been broken or the nuts stripped from the bolts with the
gonsaquence of complete destruction of the threads and also damage to the fish plates. This
rail would also have had to move against the flanges of the wheels. The four fish plates, all the
jaws and three fish bolts were found undameged. It is inconceivable that the fa.stening,s could
“have got into such & position and also been found undamaged as the result of an accident,

On'the end of the next rail there were marks such as can be acoounted for b i
of t.llle;wheelﬂ a8 the engine (with the exception of two pairs of wheels) and mgsgh:f Tl?;ntlrain
mra{led. !!:_lll‘laj%'hﬁ noted_ that_the passing over the outer jaws of the D. and 0, plates by the
Ieading bogie ‘'wheel, even if while doing s0 the jaws were broken, would lift the whee] on this
gide to an extent which would enable it to mount comparatively easily the ] 3/8 inches of dif.
ference in level. The marks on the web of the displaced rail can be accounted for b the flan ]
of the following wheels after the breakage of the jaws, y B

Derailment of 12th January, 1939,

Up to the gap in the track whers the derailment apparently b ‘
Derailment could not, therefore, have taken place ngl:)re thi{ p?)gi:':;l. no defects could be found,
The first rail not found in.its vorrect position was entire)

roughly in the middle of the.track, its forward end being mmy.'e;n v?iii?er)ga,?tlla:{m grgr}];t:as;g:

into this position as a result of accident, when it is clear from the pars,

, . v raph
previous derailment had taken place, the rail would have had to move agai%mﬂheag:;;eﬁhg tﬁz

wheels. This would only have happened between the trailing wheel of the leadin

coach and the leading wheel of the trailing bogie of the same coach, in other worgsbag;gi? ‘n(i)ﬁlz.

case ovidence of this would have been unmistakeable. The removable inside jaws would also

either have been broken or the cot . i
e ke 0 ‘ters must have sheaved ; hoth or either of theso would lesve

.
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Ono undamaged fish plate lying outside the track and four fish bolts od
ghowing no sign of damage were found lying on the ballast. Of even mfﬁg?;ﬁﬁﬁﬁd
fo.0t that one fish bolt and nut and one D. and Q, Cutter were found in the ballast undam, 3
after removal of the rearmoust coach. Practically all the Jovse jaws and cotters of the ﬁm“ﬁ'{a
pla.w& rail were found undemaged clpse alongside the track, The rail bevond the undamaged
displaced rail wns found half way down the bank bent and twisted with distinct marks of
blows from wheel treads and, in addition, marks appurently eaunsed by blows from wheel flanges.

Tt is certain that in running over the outer fixed jaws of the D, and 0. plate
Jeading bogie wh_eels of tho engine, if falling freely, would have dropped the I:lxsta:ﬁe Eorxi; :m
surface of the rail to the top of the fixed jaws at a train speed of about 55 M. P. H. in o dist-
ance of over 6 feet. They would have struck the top of the jaws at an angle not exceeding 2°
with the horizontal. At the same speed the drop of the bogie wheels between the fixed jaws
would not have been groater than about 5/16 inch, It is quite clear, therefore, that no partion.
 lar difficulty could arise in the leading bogie wheel of the engine re.railing,

The first whee! of the tender bogie separated from the trailing coupled wheels of
- tive by a distance of 10 feet 9 inches and the fact that the tenderg‘was garried on two aegtﬁtfﬁ
_ free to turn on their centres relatively to the tender and elso that the coupling between engine
" and tender is nob rigid, the tender would not necessarily follow the same path as the locomo-
~tive, ‘ o
' There is little doubt that the passage of the locomotive must have broken most of the outer
jaws of the D, and O, plate sleepera and considerable resistance to the passage of the left side
- wheels of the tender would then have resulted. These wheels must have travelled over broken
jaws and loose ballast and would have considerably less chance of re-railing than had the loco-
-, motive. Note in this conneetion the leading tender whee] dorsiled in the Bhadaura cass,
although this was & B.wheeled tender with rigid wheel base.

s Tt does not appear pussible to say which wheels hehind those of the locomotive actually
 ptruck the rail beyond the gap throwing it from its place in the track. ' ;

Notgw General fo the above three derailment cosee. T noue of the three cases is there any indicatlon

whatsopver that damage to track wes caused by the locomotives or the relling stock before aotunl
‘derailment opeurred. o ‘

° The circumstances as set forth in each case show that the displacement of the particulae
" rail which caused the accident could not have been the result of defeets in the locomotives or
- rolling stook. . ‘ -
o R, LEAN,

e dth April 1939, ;
S A M, SIMS.

 The 4th April 1999,
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APPENDIX IIf.

. InTERROGATORIES RELATING 10 HAZARIBAGH
INSPECTOR OF RAILWAYS BY MR, SAHAY

ACOIDENT PUT T0 THE SENIOB GOVERNMERT

ON BEHALE OF THE BrEAR GOVERNMENT AND THE

REPLIES OF THE SENIOR GOVEERNMENT INSPECTOR THERETO.

h 81 of the Report submitted by the

' Seﬁormn%nent Inspectorpwa find that the derails

mont was due to the remaval of & rail from the track,

»Jn support of this theory he has described the exact

ition in which thia rail was found after the derail-

nt by the P,

?acn disg’usaed the various points leading to the con-

clusion, that the dorailment bad started from thia

joint, In this connection, however, the following

voints are not clesr either from this report or from

the other record of investigation and their elucids
ation by Expert's opinion seems necessary :—

{I) Ts it poasible that no mark will be loft at ths

. end of the rail just behind the one which is ssid to

have been removed bofors the accident ?

>

(I) Photograph F shows distorted fish holt holes.
According to the finding of the Senior Government
Inepector these holos were without bolts at the time-
of acoident, Is such distertion possible when the
holes were without bolts T What shape thess holas
could pogsibly have taken or what injury they could
have gnstained if bolts were there in the holes ?

" (1) On going through paragraphs 37 and 38 of the
pr(inte!i mp%ore of the 8. G. L. we find that in his
. ppinion the enging wheels on the left side travellad

. almost in sit rattling on the outer jaws without be-’

ing out of elignment and having mounted the 2nd
roil went further withont derailment and gave im-
pact to the reax vehicles. This shows that the wheels
of the engine did pot touch the hallast between the
gap raveed by the removal of the fizat rail. Contrary
o this wo find in the cage diary of 8. I. Ormond
dated 131h Japuary 1939 that the {yres of the left
wheels of the engive hed marks of crughed ballast.
A ¢uestion arises at what other spot these {yres
c1uched the ballast when they did not come in con-
tact with the ballast in the gap of 1ke first rail,

¥) From paragraph 38 of the report of the
B.(}!.,]. we find 1}:%; tlim impact of the wheels of the
engine wonld be commmunicated to the Brat joint, vz,
tender coupling und it js unlikely that the tender
or coaches following would run es etraipht as the
evging did and in fact they did not., When this
impact was communicated to the vehicles folluw!nﬁ
the engine, the bogies must bo on the rails behin
the first rail, A question arises whether those rails
would rexnain in tact of would be distoried.

(V) In ease disry No, 1, dated 13th January 1939
of B. L. Osmond we find that one fish plate with
narks of injury in the heles were found near the 2nd
joint. It hud also merks of crushed ballast. This
18 puggestive of the fact that this fish plate was of
the Znd joint. Doca not the injury in the holes
indicate that it wae roceived during the courss of
demilment when it was atiached to the joint.

{(VI) In the seme disry 8s mentioned above wo

find that one nut and one bolt were found at .87
from the 2nd joint without any injury. How the
presenco of this bolt and the nut in the Joeslity of the
2nd joint can be explained, Ip this not suggestive
of the presumption that they were left bebind through
oversight on the previous day when repacking was
going on there 1

. (VII) What wes the exact condition of the ballast
in the gap of the first reil t

W. I, Relying on this evidence he

{I) The removal of s rail can in no way affect the
setion of o train on the provious rail. To effect
or injury to that rail force must be applied,
No abnormal forces have been applied in this case
the traio. merely runs off the rail end into space. If
the rail end is left unsupported in this manner for a
sufficiently long period it will eventually attain & -
permanent deflection ,downwards. No mark can
, posaibly be left on the rail.

(II) Had the bolta been in the holes and presums
ably the fishplates in position there could have been
no bending of the rail and consequently no distor-
tion of the holes. The distortion could only be

go?sible when there were neither fishplates ' mor
olts,

(I11) Ballast is packed om the outeide of the rail
to the level of the top of the outer jaws, ¢.¢. just be-
low the rail head, The report states that the wheels
rattle along the outer jews unil they are pulverdeed,
The impact and passage of the bogie wheels alone
would be sufficient to break every jaw, They would
be kept straight in doing s0 and so keep the engine
and its driviog wheels also straight when traversing
the gap, The driving wheels and possibly the rear
bogie wheel- by no means had unbroken jaws to travel
over they bad a mixture of jawe and ballast. No-
where has it been stated in the report that the tyres
of the driving wheels did not come in contact with
ballast in the gap of the first reil,

(IV) An awkward matter to explain. The para.
graph in the report merely shows why the tender
wae not likely to run as straight a8 the engine not
being of ope pieco with it and being united by &
central couplieg onlfr. Tbe tender having run
ackew (he corches follcwing would also run askew,
In answer to the question in the Jast sentence it is
onldy possible to refer to Newton's Law of Motion.
2nd Law :—Change of motion is proportional to,
and in direction of, the impressed force, The whole
momentum of the train is m & forward etraight. line,
When » head-on obstruction i8 met with there can
be no lateral forces tranemitted alopg the train.
Distortion of track by the treiling vehicles of a train
stopping in emergency or collision can never dis-.

tort the track by side uction nor have they ever done
ﬂo' )

N.B—It is very doubtful in this case whether the
assengers felt much impact. They probabiy

on:
e:;li: the violent motion of each coach ag it demi{

{V) The rccords and sketch ss signed by the
police at site shew nothing of any fishplates having

. been found at the 2nd joint. If found Jater it wea
not reported. Whatever fichplate it i3 it could not
poepibly have heen forcibly burst off from the junc.
tion of the first rail and the 2nd rafl,

NB~Mr. Babey afterwards inform
Tribunal that the holes in this Sshplate :verzd nof.ui:
faot damaged and the point was dropped,

(VI) No, it is extremely unlikely that this bolt
and nut were left out by oversight by anybody any
mote than thet the same might be the case with the
four pute and bolts from the ather end. As & matter
of fact when packing is done the joints are not opened

out, This is only done once a vear for th i
and oiling of the plates, year Tor the greesing

(VII) Good, but ploughed throu

wheols of derailed vehicles had tray whers the



. What w8 the extent of injury on the outer

jowe of the firat rail ?

(1X) Did the inner and outer jawa of the right rajl
parallel to thé rail alloged to have been removed
receiVe Injuries 1

(X) What was tho condition of the tis bara in the
gap?

(X1} 6 or 8 jows were found arranged in o line
on the embankment opposite the first rail, Apart
from the guestion a8 to who recovered the jaws and
when, what waa the point in arrangiog them-in a
lins ? .

(X1I) The length of rail was 36 £, The space
between the wheels of the two trollies of the bogies
wea 38 f, The rear wheel wae about a foot away
from the first jointon thorail bokindit., The front
© wheels would then stand on the 2nd rail. The first
rail therefore should be free from pressure, This
also suggesta the possibility of ite removal after
the acoident, Is thers sny evidence to rebut it,

{XTIT) The screctiing and repacking of tie portion
of the track was done on the two sucesasive duys
previous to the night of occurrence, No fest of
this repacking was made. The mate of this seation
hera 6 previous record of punishment for slack pack.
ing. There iz embankment and clay is soft. Whet
{s the evidence to prove with cortainty that there
woe 10 low joint at the site of accident 1 ‘

* (XIV) It has-been established in judicial enquiry
of Biht4 case that low joint is possible evan on well
maintained track. It has also been proved that X
class Enginea ato sovers to the track and readily
discover the weak point. Tt is also proved that due
to larehing and the lateral forve of the engines having
heavy sxle load, the line can be slewed. 4 XE Class
Engines baving 21 tona axle load passed over this
line. We don’t know the bistory and the natnral
tendencies of these engines, 3 H. P, 8. class angines
aluo passed over this line during the night.,  The last
ong of ill-fated train was 1163 H. P, 8, This engine
was twice bookod within o period of 6 months for
ite hunting and swaying tendencisé which wes re.

vealed during the course of Bihta Enquiry. Since

- then the history of tha engine is not known to ua.
Was any enquiry made by the 8, . T, on this lie
and wag this point considered in coming to the find.
ing to the cause of accidant.

(XY} From paragrophs 37 and 38 of the 5. G. L'
report ib apPears thet the wheols of the engine
mounted on the 2nd rail after giving terrific blow at:
ita head, The other vehicles following having been
derailed passed along the left side of this rail. This
rail was found thrown on the left gide at a distance
of about 30 ft, from ite original place, 8 derailed
bogie intervening. A question arises how it wes
‘physloaily possible for thia rail to hove been thrown
to such & distance on the left side under the cir-
cumstances. If it is suggested that the point of
derailment started at the 2ud joint due to low pack-
ing and previous deformation and this rail was thrown
-off by the very first stroke of the wheel of the engine
and the engine passed the gap in the manner des.
eribed in paragraph 37 of the report of 8. G. L
What are the evidence to rebut this suggestion ?

24

. (V1) The outer jaws of the first rail lofk b
side werp all broken, The first jaw whi‘ehert:cei::g
only & glancing blow on the top was broken through
st the base and remained in position, the next wo

. were more badiy broken and the rest Were smaghed

up.

(X} Almost all of the inner jaws of th i
were smnshed off after the ﬂmJ; two or t?:r(mor’f?\g
outer jaws were some of thowm hryised,

(X) The tie bars in the
brekon oXoaph tho et tr. gap were all ba.m- and

(XY) About 14 jawe were sotuall found altoge.
thar, if six or eight were in & line th); reat were n%b.
there could be no point in srranging them in o line,
They were probably marely placed casually ab the
b’h;;e of the ballasst thus forming fairly ‘steaight

¢ e

(X} The 2nd rail being casb down the baak and
the leading bogie of theugub coach being derailed
and mbedded in the ballast and out of slignment
80 of courts there could be no pressure on the fiest
rail after the accident wad over. It was pulled out
with comparative esss, It I8 fmpossiblo that all
outor jaws could be smashed up and the end of the
2nd rail have boen hammernd as it waa had the first
tail heon in position befors the accident, it could not
posstbly have remained. clean straight and unmarked
68 ib was bt must also have been bent and battered.

(XIIT) If rencutly repacied it was certainly in
botter condition than before being uttended to.
Prosumably the 2nd joint is the one in question.
Low joints do not derail traing, The bank is neither
of clay nor js it soft. The track was earefully chedk-

~ed for & full mile and no defeotive joints or bad condi.
tion was found, -

(XIV) Tt has not been proved that X Class engines
aro pevore on track and readily discover weak points,
This is a feature of XB class and to & losser extent
XC claas, XE sre an entirely differont class of en.
gine being ronch heavior, more powerful and elow
goods engines, There has never been. any suggestion
that one of these goods engines has ever affected the
track.

Int vogard to 1183 HPS all ongines huné end away
st times, Very occasionally and ravely thers is
distortion of traclk,

TIn roply to the query in last sentence—No, this
line was not within the realms of common sense thers
being no sign of distortion of track. .

is nothing wonderful in n rail bein
caétxgwih:}:: bank or u%.rried such o amll_distancg
53 30 in such an scoident once ity fastenings had
heon deatroyed. . .,
In regard to the suggestion thera are too many
obvious difficulties,
(1} To receive the first gtroke the end of the rail
' must bo bare and unprotected.
or fastenings must b slready
@ igem ;mafom msd the blow if the
rail is to fiy off into space when bouched by
the engine bogie whoels.
he appearsncs of the rail robuts the whols
@ rl;ugggil’.’ion. It was hit sud sorapped along
by wheels many more times than onee be.
- fore it was dislodged aad cast aside vide
photo. .
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" APPENDIX IV. * -~

NoTE ON THE METHOD OF DISCONNECTING THE PEEMANENT WAY IN THESE CASES AND TECHNI-
. CAL ENOWIEDGE REQUIRED. : ]

1. Any sttempt st train-wrecking which is made by tampering with the tracl must mean
that the persons involved in such mischief have & certaia amount of kmowledge connected with
mechanicel fitting involving the use of simple engineering tools. Ia the three cases of derail-
ment resulting in loss of life, in order to open out the track in the condition as ascertained for
each case, some knowledge of the following points would be required. .

2, In order to opea up the fish bolts, it is necessery to use & long and heavy spanoer of
about the correct size. The length would have to be about two feet in order to obtain the neces-
sary loverage. Owing to the tight fitting of the nuts on the threads required by the usual speci-
fication, it frequently happens that the bolt tends to turn when attempts are made to loosen
the nut. The head of the bolt must then be held from turning, if there is no projection on the
fish plate, by another spanner or by a wedge, This means the possession of elementary mechani-
¢a} knowledge. : ‘ -

3. When the four fish bolta of the ordinary joint are taken out, the fish plates cannot gene- l
rally be removed without heing levered off by & bar placed behind them bearing on the rail or
unless they are knocked off by & heavy hammer. " o

4, After the fish bolts and plates have been taken off, the rail cannot be released until the
sleaper fittings are opsned out and removed, . In the case of the derailmeat on 7th June, 1938,
the flat footed rail was held, before the tampering with the tracl, to the wooden sleepers by rail
serews, o any person unscquainted with permanent way, or not possessing a knowledge of
mechanical fitting, it might not appear, from the heads of these rail screws, that these fastens
ings were sorewed into the wooden sleepers, but there is no evidence of these rail screws being
+ forced or prised out from the sleepers and it would appear that the rail serew holes were intact
with their threads in the wood in those sleepers which were hot broken by the derailment. In
order to extract these rail screws quickly and silently a propor box spanner is required or a
heavy adjustable spanner of good quality. If these sorews were thought to he plain spikes, it
would be expected that evidence would be found of attempts to force them out with claw bars
ar in some other way, but there were no such indications. Such a method would also create a
certain amount of noise, It is not necessary to withdraw the scrows on both sides of the foot in
arder to release the rail ; it would be sufficient for this to be done on one side only, but the fact
that the screws were removed on both sides would indicate the possession of mechanical know-
ledge but: some lack of technical familiarity with the details of permanent way,

5. The weight of a 36 foet rail, at 90 Ibs, per yard, is approximately half a ton. It would
require three or four men to lever it aside when freed from the track. In order to lift such a
xail manually it would be necessary to have about fifteen or sixteen men present. It is to be
noted that in the accident on 7th June, 1938, the rail was moved originally towards the out-
gide of the track on the wooden sleepers, hut in the cases which oceurred on 16th October, 1938,
and 12th January, 1939, the rails were on the inside of the track becanse in the latter two cases
it would have been necessary to lift the rails over the outer jaws of the D. and 0, plate sleepers

if they had been moved to the outside. This would indicate that only & few men, say 3 or 4,
were Involved in each cese. .

6. In order to release the rail from the 1. and (). plates, after removing the fish bolts and
plates as described in paragraph 2 above, & knowledge of the position of the cotter ends is re-
quired. Frequently thess would be covered with ballast which would have to be removed
before the cotters could be kmocked out. A particular end of each cotter would also have to be
selected for each to be driven out. It would also have to be known that the inside jaws of the

D. and O. plates are looso and can be removed only after the cotters have been released, The
rail can only be freed after the romoval of the inger jaws. o

. 7. Inall the three onses of derailment the work of tampering with the track was done dur-
ing the night, either in the darkness or, perhaps, with the sid of feeble lights of some kind.
This would indicata & knowledge of the position of the fittings and, in any case, some time would
be required to do the work silently in order to remove the rails, In each of these cases it is
siguificant that there was no moon or it was of no practical assistance. Some selection of the
nights on which the derailments were effeoted would appear to have been made with the intention
of affordiag little chance of observation and of avoiding detection. The relation between
each night, when the derailments and attempts at derailment were made, and the moon is

indicated below :—
(?) The derailment on 7th June, 1938, took place six days before full moon,
(#) The derailment on 16th October, 1038, took place seven days sfter full moon.
(##3) The derailment on 12th January, 1939, took place seven days after full moon,
(iv) The attempt on 23rd January, 1939, took place twelve days hefore full moon.
(v) The attempt on 15th February, 1939, took place eleven days after full moon,
" 8. In nearly every village scattered alo

b ag the railway lines inYIadis it is probable that
there ate some few men who have either worked on the permanent wxa.y at one ti?me or another

or ate familiar to some extent with track details. There ar i
v \ o found to be one or two men in
nearly every permanent way malntenance gang who are constantly chenging for one reason op
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_gnother, Near the larger towns thers are likel i

emp}oyed in ﬁ:rkshops of one kind ot another, tl{orghb:hg;tz:yufmlgg l}iammll)s R e
a‘rmlwaY; n of these oategories would be capable of disconnectin, tﬁvi o empoyec by
aother, if they made themselves somewhat familiar with the ﬁ#;'oin:.r.ag f:h el ot
+ The posseasion of the necessary tools would not be a difficult proble Cio et with Knwe
 The possere ! ult problem to men with knowledge

.9, In ench of the three cases of derailment th i i |
removed (on mh ocoasion). The rail was alse anzhb:cﬂ?;qﬁ:ngﬁdthgfngl?eﬁm tith““ i
so that it would seem to be expected that the train wonld plunge down tﬁat.m':d o the o
and _aWo,yl from the other line of a double line section. The methods ado t:ldq gty
ti\::uégr gr {:1111 wi::: of the removal or attempted removal of & rail on each ol::casim e
oate tha _t.e attempta were made by nlen of limited intelligence, since there : . T})\uk'l nd
mf&;i?eb? fous ways of upsetting the tra.ck' which would be kn(;wn to the er!:;ao e:' "
aul ate supervising staff and to the engineers responsible for the maintgnanc: ec?f :};:y

hwko
The 4ih April 1939. R. LEAN,
A, M, SIMS,

The 4th April 1039,



Fadle showing the number of accidents classified as * Train Wrecking * and ¢ Adempted
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APPENDIX V.

Train Wrecking” on certain class I Railways from 1931-32. (Compiled_from the

Railway Board's Annual Reporls.)
Assam Bengal Bengal and Bombay, Baroda Eastern Groat Indian Madras and .-
BRailway. North Beongal Nagpur and %‘entrai Bengal East Indian Peninsula Southern North Western South ::;ém
Western ilway. Indis Railway. Railway. Railwsy. Mahratta Railway. Rallway.
Railway. Railway. . Railway.
Yoar. ) A, © Ag, ’ ® At “ap o Ap. P AL At 'A wAt. . At-ted
Train | tempted] Trein |tempted| Train |tompted| Train |temptedd Train |tompted| Train |[tempted] Train [tempted| Train | tempted] Train |tempted T,““; wf'r'fm
Wroek-| Train | Wreck. | Train | Wreck. | Train | Wreck. ] Train | Wreok. | Train | Wreck- | Train | Wreok- | Train § Wrook- | Train | Wreck- | iFrain - Wreck- | e k-
ing. Wmcat'- ing. | Wreek- ing. | Wreok-{| ing. | Wreek-i{ ing. | Wreck- ing. |Wreok-| ing. | Wreck-{ ing. Wm&- ing. | Wreck- e ing."
: n . ing." ing.” ing. ing.” ing.” ing.” ing. ing. Sng
1931.32 . 15 .. .. .. 9 18 2 2 14 3 9 8 20 1 2t 4 11 o 2
1932-38 , . - 18 2 3 15 8 ; 11 1 18 8 2 24 4 2 .. .
1933-3¢ . . 8] .. p .. 18 4 11 12 19 11 s .. 17 1 L Y s
193".-85 . s 18 s X . 8 b: . . il ‘g 19 I ;1 . 25 i 3 1 s
» .
1085-36 . | .. 12{ .. 2] .. 12§ .. 4 1 14 18 2| .. 19 2 2 2 1
1938.37 . . 1 [ .. ’ sl .. 2 .. F . i3 2 1 16 1 4 .r .
1937-38 . .- . » . 12 .. 1 .. 1 7 1 5 a1 1 5 .. 2
7 years' e 78 s 10 .. - 151 - - 14 80 a B,
totais. 81 31 27 3 73 11 94 54 48 P 3 -
r
. 7 years' grand total—* Train Wreoking ** . . . .- . . . . . 128 R !
7 yoars’ grand total—** Attempied Train Wrecking ** . . . . . . . B97 R

An examination of the references in the Rail B s Ann i i § i .2 in t mentioned below is there any reforence
given to the sulprite being apprehonded. way Board's ual Roports of accidonts duo to train wrecking pince 1927-268 shows that only in the iwe cases mention : v

{1} In 1928-20 there were two oasea on the South Indian Railway on 21st and 23rd July, 1028, of tampering with the track causing sericus accidents. In the second ‘case a permanent-way gsng
coolie, & shunter and a goods shed porter wers eonvioted. There was s serious strike on the South Indian Railway ot this time. .

2 In:zfg‘ffn"? g‘g Bengal nnd North Wegtem Railway 57-Up was derniled on lst August, 1820, owing to tampering with the track. - }n this cese three of ithe permanent-way siaff

. -

L3
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Esplanatory note by the Railway Board on Appendix V of the Report,

Tor statistical purposes, the term * train wreoking * has been defined as “ soct d. ;
trains caused by wilful tampering with the permanent-way or by other means wit?\o:h: liln:a;o
tion of wrecking trains ”. The term “ acoident  includes all mishaps to trains from serious
disasters to cases involving perhaps ouly slight damage to engines, rolliag stock or track.

2, It should not, therefore, be assumed that the * train wrecking ” figures, which are shown

as totalling 128 in the 7-year period, all refer to actual disasters. They includ
accidents which oceurred 1 » result of what was considered to be subotaga. ® WAy ninoe

8. It has come to notice that in practice the term “ train wrecking ” has not beea uniform.

ly interpreted in the past. The actual number of cages in which traios were wrecked or derail-
ed, with or without fatalities, on Class I Railways during this period of seven years ware :m

+

AB.. . . . . . . . . . . . . pma
BENW. . o . . . .. mm
BN, . . . . .. C . Ni
B.B.&CIL . .. . . . . . . . . Kiw
EB.. .« « . .« .. . . . . . . 3

GqI.P. . Y » . . .

' . 3
M&SM. . . . . .. . . ...
NW.  « v e ey
R&E . . . . ... 1
BL . . . e e .. 5

AThese relate to o 4-year period ending 1937-38.
iN. W. Ry. records for the years 1931-32 to 1933.34 have been destroyed.

GiPD—M23 RB—20.5-30—850,



