INTERSTATE COMMERCE COMMISSION
WASLINGTON

REPORT NO, 3333
lTHE BALTIMORE AND OHIO RAILROAD CONMPANY
IN RE ACCIDENT
NZAR WEST FARMINGTON, 0:I0, ON

MAY 25, 1950




Date:

Railroad:

Location:

Kind of accident:
Equipment involved:
Train number:
Engire numbers:
Consist:

Estimated specds:

Operction:

Track;

Weather:
Time:
Casuelties:

Cause:
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SUMIIARY

May 25, 19380
Baltimore and Ohio
Vest Farmington, Chio

Head~end collision

Freight train : Engine
Second 90 :

7159 ¢ 7206

80 cars, caboose :

10 m. p. h. ¢ Stao-ing

Timetatle and train orders, and
manusl-block system for trains
foliowing passenger trains

Single; tangent; 0.15 percont
descending grade eastward

Cloudy
3:15 a, m,
1 killed; 2 inJjurecd

Cpen switch
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INTERSTATE COMMERCE COMMISSION

REPORT NO. 3333

IN THE VATTER OF MAKING ACCIDENT INVESTIGATION REPORTS
UNCER THE ACCIDENT REPORTS ACT OF MAY 6, 1910.

THE BALTILOHRE ALD OHIO RAILROAD COMPANY

July 24, 19950

Accident near WLest Frrmington, Ohlo, on day 25, 1950,
cauged by an opcn gwiten,

1
REPORT OF THZE COMMISSION

PATTERSON, Commissioner:

On llay 25, 1950, there was « head-end collision between
a freight train and an engine on the Baltimore and Ohio Rnil-
road near West Farmington, Chio, which resulted in the dzath
of one employee, and the injury of two employces, This
accident was investigated in contunctlon with a representative
of the Public Utilities Commission of Ohio.

Under avthority of section 17 (2) of the Interstate Com=-
merce Act the above-entitled procecding was referred by the
Commission to Commissioner Patterson for consideration and
disvogition.
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Location of Accident and Method of Operation

This accldent occurred on that part of the Akron Divi-
sion extending between Falrport and Ohio Junction, Ohio,
99,1 miles., In the vicinity of the point of accident this
is a single-track line, over which treins are operatsd by
timetable and train orders, ond a manual-block system for
trains followlng passenger trains. At Failes Sour, 36.26
miles east of Falrport and 1.66 miles east of Wegt Farmington,
a spur track 364 feet in length parallels the main track on
the north, The switch is fecing-point for cost-bound trains.
The accident occurred on the spur track at a point 191 feet
cast of the switch. From the west on the main track there is
a 20 curve to the right 742 feet in length, and then & tangent
1,983 feet to the spur-track switch and a considerablc dis-
tance castward. The grade 1s 0.15 percent descending east-
ward at the point of accildent,

IZntry to the spur track is made through a No. 10 turnout.
The switch stand is of the ground-thrcw, intermediate-stand
Type, and ig located 9 feet 3 inches north of the center-line
of the main track, When the gwitch is in normal positicn,
a green banner 9 inches wide and 30 inches long is displayed
at rizht angles to the track. This banner is pointed at each
end and 1ls attached to the spindle in a diagonal position and
7 feet above the tops of the ties. When the switch 1s lined
for entry to the spur track, a red banner 14 inches Wide and
30 inches long is displayed at right angles to the track.
This banner is rounded at cach end and is attached to the
spindle in a horizontal position at the same level as the green
banner., Each banner is equipped with a reflector lens 3
inches in dlameter and of the same color as the banncr., The
switch stand 1is not equipped with a switch lamp., A padlock 1s
provided for locking the latch of a kecper when the operating
lever is in normal position, and a metal hook is provided for
securling the latch of another keeper when the switch 1s lined
for entry to the spur track.

A hand-operated derail 1s loccated on the north rail of
the spur track at a point 181 feet east of the switch. The
derail is not equipped with a varget or a switch lamp.

This carriar's operating rules read in part as follows:

104, Switches and deraills must be left properly
lined after having been used. * * ¥ when practicable,
the engineer must see that the switches and derails
nearest the engine are properly lined.
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When a train backs into a siding * * * at hand l'
operated switches, the englneer must sec thaet the
main track svitches and derails are closed,

* % @
After a traln enters a siding, * * * the pull-in

switch end derail * * * pust be secured in the normel
position uantll tne approacning train huas pasced.

¥ % * After ucing a swiltch and derall, the person
nancling it must sce i qt it is securely locked and
mugt see that the switell polnts are in proper position.

When a trodn or eng'ne 1s walting %o cross from cne
Erouck vo annlrer anc during the approach cor passaje of
# train on tracke involved, all switches and derails
conrected with the mov bvent rmuet be gecured in the
normal positicn, % ¥ * Wherc trains are requlred to
be renorted in tne clear at sidings with hand-onerated
switches, this report rust not ve made * ¥ * until the
switceh ond derall has been preperly lined and sscured
in thely noruel rosition,

¥* % W%

The maximum authorized spesd for the freight train was
30 mlles per hour,

vescription of Accidoent

Engine 7206, Leaded westward, ent.red the spur track at
Failes Spur ot 12:55 a, m., and «tOppcd with the weet »nd of
the engine 191 feet east of the switch, About 2 hours 20
minutes later 1t vas struck by Second 9C,

Second 90, an east-bound third-class freight train,
consisted of engine 7150, &0 cars nnd & caonvse. This train
passed Summit Siding, the last onin oflice, 8,16 mllcs Vvest
of Foi.es Spur, at 2:5% o, n., 7 nours 25 minutes late, .

tered the spur track at Frilles Spur, and while nmoviag ot
an estimated speed of 10 miles per hour 1t svruck engine 7206,

Eagine 7206 waos moved castward a distance of 174 feet.
Both the engine and the tender were deralled snd sbHooned
upright, east of the east end of the spur track and 1a line
Viith tiic main track. Tuhey were badly drmaged., The enfine
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truck and the front pair of Ariwing wheels of the englne of
Second 90 were deralled to the south. The engine was con-
slderably damaged. 7The first four cars and the Front truck
of the fifth car were derailed to the north, The sccond ard
third cars were badly damaged, and the other deralled cars
were slightly damaged,

The engineer of engine 7206 wag killed, and the engiaeer
of Seocond 9C and the flagman of enyine 7206 were injured.

The weather was cloudy at the time of the accident, which
ocourred about 3:15 a. m.

Discuasion

Engine 7206, hesaded weetward and in backward motion,
passed Sumnlt Slding at 12:23 a. m., and arrived at Fallesg
Spur ebout 12:55 a, m. The crew of this engine had recelved
instructione that the engine was to help Extra 7307 West, a
west-bound freight train, from Falles Spur to Chardon, 22,36
miles, When the englne atopped at the snur-track switeh,
the rlagman unlocked the swltch and lined it for entry to the
spur track, He sald that after the engine entered the sopur
track he restored the switech to normal position and hooked
the padlock in the lutch of the keeper but dld not lock the
padlock. Hec then went to a telephonc tooth near the switch
and communicated with the train dlspatcher, and then entered
the cab of tre engine, About 30 minutesg lnter he again went
to the telephone and was informed by the traln dlspatcher
that Extra 7307 West would meet Sacond 90 at North Warren,
11.34 rilles east of Falles Spur. The engineer and the fire-
man remained on the englne after it e¢ntered the spur track,
and, after the flagman returned from the telepnone the second
time, none of thece employees left the cab of the engine until
immedlately before the collision occurred. As Second 20 Was
closely approaching the spur-track swltch, the switch points
were illuminated by the headlight, and the firemen of engine
7206 observed that the switch was lined for entry to the spur
track, He called a warning to the other employees on the
engine, but did not have sufficient time to reach the switch
or to give stop signals before Sccond 90 entered the spur
track,

As Second 90 wag approaching the point where the accident
occurred, the speed wae gbout 20 miles per hour. The englneer
and the front brakeman were maintaining a lookout ahead from
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thelr positions in the cab of the engine, the fireman was

on the deck of the englne tending the fire, and the con-
ductor and the flagman werce 1n the eaboosc. The headlight .
was llghted brightly. The brakes of this train had been
tested and had functioned properly when used en route, When
the engine was about 1,200 feet west of the spur-track switch,
the engineer and the front brakeman observed the classifica-
tion lights of engine 7208. The engincer sald that when the
engine was abcut 550 {eet west of the switch, he thought he
observed the red reflector of the switch target. He imme-
dlately closed the throttle and crossed.to the left slide of
the cab to confirm his first observation. When he saw that
the switch was lined for entry to the spur track, he initiated
an emergency brake application., The engine then was about

275 feet west of the switch. The spced of the trailn was re-
duced to about 10 miles per hour when the collision occurred.

After the accident occurred, the spur-track switch was
found to be lined for entry to the spur track. The operating
lever was latched in that position, but the latch of the
keeper was not sccured by the hook which wag provided for
that purpose, The padlock was hooked in the latch of the
keeper which secures the opcrating lever 1n normal position,
but it was not locked. The derall on the spur track was in
non-deralling poeition, and it bore no mark which indicated
that it had been in derailing position when Second 90 entered
the track, The flagman of engine 7206, who so far as known
Was the last person in the viecinity of the switch prior to
the time of the accident, said that the derall was in non-
derailing position when engine 7206 arrived at the switch,

He could not remember whether he placed the derail in derail-
Ing position after the engine entered the spur track, but he
8ald he was positvive that he restored the switch to normal
position., He sald that when he lined the switch for entry to
the spur track he did not secure the latch of the keeper by
use of the hook, but when he restored the switech to normal
position he hooked the padlock in the latch., Because he ex-
pected to use the switch again in a short time, he did not
lock the padlock, He also said he observed that the switch
Was properly lined in normal positlon when he returned from
the telephone the second time.

The headlight of engine 7206 was extinguished after the .
engine entered the spur track, and, becausc the reflector
lenses of the switch target require illumination from an
exterior source to display night aspects, the position of the
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swltch could not be determined by employees on the engine,
After the accident occurred, tests were made to determine
the distance at whlch the night aspects of the switch
target were visible from an engine anoroaching from the
west., An englne of the samne type as the enzine of Second
9C was used in making these tests. It was found that vhen
thhe headlight of the engine was lighted brightly the 2zreen
and the red reflector lenses were vigible at distancss of
923 feet and 587 feet, respectively. An oil burning switeh
lamp tren was placed on the switeh stand, It was found
that both the green and the red aspects were viglblz 2%t
distances of more than 2,300 feet,

Cauge

It 1s found that tkis accident was caused by an open
svitch,

Dated at Washington, 2. C., thls twenty-fourth
day of July, 1950

By the Commission, Commissioner Patterson,

( SEAL) W, P. BARTIL,

ecretary,



