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SUILIARY

Baltinnre & Ohio
Augugt 24, 1937
Cannclburg, Ind.
Derailnent
Freight

88
34 cars, caboose
20-40 m.p.n.

Tongent

Clear

2 killed; 6 injurecd

Track work inadequatcly

vy flag,
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September 30, 1937.

To the Courisgsinng

On August 24, 1937, there wee a derallment of a freight
train on the Baltimore & Ohio Rrilrond near Cannelburs, Ind
which resulted in the death of 1 emmloyee and 1 tresnasser,
rnd the injury »f 6 emplovees. This accident wos investizated
in conjunction with the Indian~ Public Service Commigsion.

A

Lncatinn and method of operation

Thig accldent occurred on the Washington Subdivigioa of
the St. Louils Divislon, exteniing btetween North Vernon and
Shops, Ind., a digtiice of ©8,2 miles; in the vicinity of the
point of accident this is a siagle-track line over which trains
arec operated by timetnblce, train ordors and a manual blosk-
signal system. The accident occurred aboat ¢ mile west of the
station 2t Cannelburs; apnroaching this point Trom eithcr di-
rection the track is tangent for a considerable distance, while
the grade is 0.49 percent asceading eastward at the voint of

accident.

The track is laid on an 18-foot fil1l1, 1,500 feet in length,
with 100~pound rail, 39 feet in Jength, with an average of 21
ties &nd 6 anti~creepers to the rail length, saingle-sniked,
tie-plated and ballasted with washel gravel to a denth of 12
incaes; the track is well malntalned. The maximum authorized
speed for fast freight trains is 45 miles per hour.

At the timec of the accildent trackmen were engaged in ree
placing a rail in coanection with the installatim of automatio
signals. Rule 20, of the instructiong governing maintenance-
of-way department, provides that any work that interferes with
the safe passage of trains at full speed must be protectel by
seniing flagmen with stop signals a sufficient distance in each
direction to insure full protection. Rule 51 provides that
foremen will know that the men gsent to flag trains theroughly
understand Pule 99, of the operating rules, and be governed
accordingly.

The weather was clear at the time of the accident, which
occurrcd about E€:!32 a.m.
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Descrintion

Train No. 88, an cast-bound fnst frcicht, consisted of
3= cors and A caboose, hauled by engine 4536, and woas in chorge
o1 Conductor Myers and Engineman Darling. Thils torin Jdencrted
frem Shops, 9.8 miles west of the point of accideat, at 8:12
feils , nccording to the train sheet, 12 minutes latc; passcd
Wontgomery, the last onen office and 2 miles west of the perat
¢l accident, at 8:1I9 o.m., 14 ninutes lonte, and was dcrrniled
on agccowmt of insgecure track hilec traveling at a epced catinat-
ed To anve been between 20 ane 40 miles per hour.

En-ine 48386 and its teader stonmed on their right sidces
at the fcot of the embankment, north of and »naraliel with the
treck, with the front end of the cngine 227 feet east ol fthe
polnt of dernrilment. The first 8 coars verc derailed and
scottercd 1n various noritionsg across tiie track ~nd down the
north cmbanliment; the fcrward truck of the ninth coar was ~lso
dereilec, The eamnlovee ki1llod was a trackman, and the cr-
nloyecs injured weoco the cngineman, fireman, head brakceman,
~8s1stant track foreman and two Trackmen.

Summary of evidence

Engineman Darling stated tha* the alr brrkes were Stceted
20 Shovs and worzed proverly. The eagineman was locking shead

through the clear-vision windcw when anproaching Crnnelburg ot
a goecedl of about 45 milecg per hour »nd saw n track flarman ecst
oT 2 public-road crossiitg locatel 2,860 feet west of the point
of deroilment,at akout the sume time the head brakeman colled
"red flag". The engineman closed the tarottle and made a serv—
1ce avplication of the bralzes, immediately followed by an emer-
gency application, the brakes responding effectively. He heard
two torpedoes explode when the encine was about opposite the
track flagman. Several of the trackmen then gave stop signals
and the fireman informed him that a rail was out of place. En-
gineman Darling remembered answering the track flagman's signal,
and he estimated that the flagman was then located not more than
45 car lengths west of where the tracknen were working. The
engineman saw the flagman standing on the track ahead before he
recelived the flag signal, but he was not aware that the man was
a. flagman until he waved his flag across the track at which
time the engine was close %to the public-road crossing. The
engiaeman estimated the speed to nave been 20 miles per hour
at- the time of the accident., Shortly thereafter, he talked to
scmeone whom he thought was the track forsman, asking him why
prover flag protection ha? not been provided, and the foreman
sald tnat the engineman could have seeon aghcad for 1% miles.
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Fireman Gerrard and Head Brakeman Kirbert gave testimony
similar to that of Engineman Parling; the engine was just a
little east of the road crossing when the fireman saw a flag- .
man standing on the track about 10 car lengths ahead and about
39 or 40 car lengths west of where section men were working;
two torpedoes exploded about the time the engine passed the
track flagman. When a few car lengths away the fireman saw an
open space between the ends of two rails in the track. He did
not think that a full-service air-brake application had taken
effect before the emergency application was made. Head Brake-
man Kirbert was on his seat box looking shead continuously; he
saw someone on the Track but said that the tTrain traveled about
7 mile before any stop signals were given; he saw the track
flagman unfurl the flag and give stop signals when the engine
wac about fifteen car lengths away, at which time the flagman was
between 25 and 30 car lengths west of the point of accident,

The fireman and hcad brakeman said that the speed was reduced
from about 45 milecs per hour to between 20 and 25 miles per hour
immediately prior to the accident. They sald that the flag-
man's signals were acknowlcdged when the engine was in the
immediate vicinity of the road crossing. There had been no
conversation between the men on the engine to distract their
attention when approaching thc point of accldent.

Concductor Myers and Flagman Murphy who were on the caboose
stated that a service application of the air brakes was imme=-
diately followed by an emergency application at which time the
speed was about 20 miles per hour; the accident occurred soon
thereafter and when the caboose stooped the track flagman was
from 3 to 5 car lengths behind it. The track flagman told them
that he was out about 16 pole lengths or about 2,400 feet from
where the men were working, but the conductor did not think he
was out that distance, saylng that the track flagman was a con-
siderable distance east of the public-road crossing, and that
the accident was due to insufficlent flag protection.,

Track Flagman Pridemcore stated that while at Cannelburg
the signal foreman arranged with the track foreman to install
a rail with an insulated Jjoint at a point about 4 mile west
thereof. On arrival at the point wherec the work was to be done,
Agsistant Track Foreman Stuckey told him to go westward and flag
east-bound trains. Another section man was sent out to fleg
west-bound trains, Flagmon Pridemore got a flag and two torw
pedoes and walked westward at a lively pace. He saw the approach-
ing train when the engine was just east of Montgomery and then
gfarted to run, but did not give stop signals as he went; he
ran westward about two and one-half rail lengths and placed two
torpedoes on the rail, then ran eastward about two or three rail
lengths so as to be between the torpedoes and track work, This
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location placed him about 1,150 feet east of the road crossing
or 1,713 feet west of the point of derailment. He then begon
to flag, at which time the train was about 50 rail lengths Jdis-
tant and about 800 fe=at west of the crossing. When the cngine
reached the crossing or Jjust east thercof the engineman answcred
his flag signals, following which the torpedoes were exploded.
The cngine passed him rt a speed of about 45 miles pcr hour and
when the caboose stopoed it was about two or two and one-~holf
roll lengths east of him, He was not aware of any informacion
regarding trains hig foreman may have had and did not know that
Train No. 88 was overdue. Track Flagman Pridemore s2id he used
a standard red flag and gave stop signals from a point 1,638 feet
west of where the roil wes being chanced, and thought thot this
was a sufficient dictance to permit the engineman to stop. The
weather was clear, sun shining, vieibilllity good and the track
wos straight for a long distrnce. He had his flag unfurled when
he placed the torpedoes and s~id that had he given stop signals
when he first saw the ~pcronching train,tne accident probably
would have been averted. While on snother gectlon he had heen
instructed to keep any torvmedces thuot he placed on the roil,
between himself and an rpproaching train, in case the engineman
dld not recognize his flag., In his onc year of service he had
not becn called upon to flag more than six times, and had never
been examined on flagging rules, although one foremen had given
him written instructions to go out twenty-five pole leangths,
about 3,300 feet, when flagging; he also sald that he knew the
rail was being changed and that he should have gone out this
distance. Hisg flag was unfurled when lle started out to flag
and, although he was not certain about the time, he estimated
that he had been gone from 5 to 8 minutes when he saw Troin No,
88 and sald that Le would have gone out farther had there becn
more time at hig disposal. He assumed that the track foreman
would walt until he got out far enough to afford protection
before opening the track, Three days after the accldent the
frack flagman, in company with others, reenacted, in part, his
movements prior tc the accident. He walked from the point where
he said he was located when he Tirst saw Train No., 838 to the
polnt where the rail was displaced, in 4 minutes 45 seconds,
His location was 1,294 feet cast of the center line of the

road crossing, wville the lead from the torpednes which he had
placed on the rails was found 46 fect farther east cr 1,822
feet west ~f the point of accident.

Assigtant Track Foreman Stuckey, in charge nf the track
work involved, stated that his crew left Cannelburg about 8
.M. with o rail prenared with an insulated joint. Cn arrival
2t the point whore the rail was to be chnanged everything wng
gntten ready tn meke the change and a flagman was scnt out
in cach direction, at about 8:20 a.m.; when they were out a suf-
ficient distance the assistant track foreman gave instructions
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to open the track and nut the other rail in place, which was a
about 8:25 a.m. However, some difficulty wag experienced due

to a tight fit, meking it necessary to pull a few spikes fron .
the adjoining rail and this was being done when Foreman Stuckey
observed the train approaciing in the vicinity of Montgomery,
which was about 15 minutes after the fiagman had departed, but
he did not nay furthzr attention to the train as he knzw that

he had o flagman vroteeting. Ths section crew was busy trying
to get the ends of the rails together when the signal foreman
shouted a warning cf danger, snd shortly afterwards the accident
occurrcd, at which time he estimated the specd of the trein %o
have been between 30 and 35 miles per hour. It was Foremen
Stuckey's opinion that the flagman had gotten back about 18 or
20 polec lengths wh.ich the foreman thougnt wns a sufficisnt disg-
tence since the track was straight, weather clear nnd visibility
goods He had received a line-u» on trorne, but had no parti-
cular informntion on Nn. 82. He knew that this train wns overdue
vhen the work of unfagtening the rril was begun. In orevious
flagging instructions he had volld Track Flagman Pridemore to ‘go
out from 18 to 25 pole lerngths, depending upon the placc and
weather conditions, but 1n any event as far as 18 pole lengths
on straight track. Heg thousht that the track flagmon fu'ly
understood how to rlag. Work of securing a rall can be per-
formed 1in about 5 minutes provided no troublec is encountcred;

it takes about 20 to 25 minutes to completely change 2 vail.

He had had about 18 yzars of track experience, the last 2 of
which were as assistant foreman,and he had becn in charge of
this scctlon crew since akout April 1, 1937.

Statements of Trackmen Borders, John Fields, William
Fields, Lindley, Hotz and Myers as to what transpired were
similar to those of the assistrnt track foreman They ectimated
the speed of Train No. 88 to have been as hich as 40 miles per
hour when the aoccident occurred.

Sighal Fereman Jearings stated that he wns encaged in sig-
bhal work near the point of derailment. The trackmen lelt Cane
nelburg about 8 a.m., and began changing the raill about 8:15
.M., having worked about 15 minutes when the accident occurred.
He did not see tne track flagman start nut, but noticed someone,
wvhom he took to be the flagman, walking westward on the track
about 14 or 15 car lengths distant at the time No. 88 was nass~
ing the flagman. .

Discussion

An automatic Dlogk-signal system was being installed in
the territory involved. Agsigtant Track Foreman Stuckey and
crew of eight men left Cannelburg about 8 a.m. with a rail and
an insulated rail Jjoint to be placed in the north silde of the
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track at 2 point about 4 milc west of Cannelburg. On arrival
at that point and after certain bolts ahd spikes wcre removed
from the track, flagmen werc sent out in cench direction at
about 8:20 a.m., at which time Train No. 883 was overdue. About
o minutes later the rest of the srikes anil holts were token out
and the old rail removed, Difficulty was expericnced, however,
in instnalling the new reil and insulated rail Joint on account
of a ticht fit. While this work was in progress Track Flocnan
Pridenore wns walking westward; he saw No. 88 coming when the
enginc was about 2 miles away and started running but ¢id not
21ve stop signals as he advanced. He nlaced two torpecdocs on
the rail and then ran eastward about 2 or 3 rall lengths nad
gave stop signals with hig flag. The engincman acknowledged
the flagman's signals when o short distance away, at which time
the train was apnroaching atv o specd of about 45 miles her nour;
the specd had been reduced to anout 20 miles per hour at the
tinme of derailment. There wos gone conflict in the testinmony
as to the exact locatlion of the tracz Tlagnan when the train
nasscd him, o2lso as to Low long it was from the time he started
out until No. 88 was scen apnroachiag, However, the engine,
tendcr, and first 9 cars continued by the point of derailment
and when the caboose stopped, the track flagman was located from
3 to o car lengths hehind it, which indicatecs that he was from
25 to 30 car lengths wegt of the point of track work. Also,
the lead fror the cxploded torpedoes wag found at & point 1,522
feet west of the poiat of 2ccident. Track Flagman Pridenorc
cetinatcd that 1t was between 5 and 8 minutcs from the time he
started westward until he snw No. 88 apnroaching; howevcr,
three days after the accident he walked from wnere he goid he
was located when he saw No. 88 coming, to the noint of acci-
dent, in 4 minutes 45 sccoands; however, regardless of his cxact
location, it awmolears from his own stntement as well as the state-
rients of those on the approaching engine, that the accident
probably would have been nrevented had the flagnan started to
give stop signals when the train was ot a greater distance fronm
nim,

Conclusion

This accident wns caused by failure to nrovide adequate
flag protection while a rnil wns becing replaced in the track,

Regpectfully submitted,

W. J. PATTERSON

Directors
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