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INTERSTATE CCMII-RCE COMMISSION

REPCRT OF THE DIRICTOR OF THZ BUREAU OF SAFITY
CONCERNING AF ACCIDENT WHICH OCCURRZD ON THE
CHE3APEAKE & OHIO RAILWAY AT UPPER SANDUSKY,
OHIO, ON MARCH 11, 1932.

May 31, 1232,
To the Coarission:

On March 11, 1932, there was a rear—end collision
between two freight trains on the Chesaneake & Ohid Rail-
way at Upper 3andusky, Ohio, which resulted in the injury
of three employees. This accident was investizated 1n
conjunction with a represcntative of the Public Utilities
Cowmission of Chio.

Location and nethod of operation

This accident occurred on the Toledo Supdivision of
the Hocking Valley Division, extending between Mosel,
near Columtus, and Toledc, Ohilo, a distance of 129.8
miles; 1n che 1mmcdiate viciniiy of the point oI acci-
dent tnis 1s a douvle-track line over which trains are
operatced oy fime-~tocle, Srein orders, and an autoumatic
block-s1-nal system. At Upper Saadusky there 1s a
center sining, about 1.4 miles 1n length; the accident
occurred on iae westoound msein track at a point 800
teet west of the cast switch 'eadinr to tac center
siaing. Approachiny fro the east theres 18 a 0° 14t
curve to the ri~ht .o1e than 2L miles 1n lensth and the
accident occurred on this curve at a poiat 2,906 feet
from 1ts western end. The grade 1s slizntly undulating,
being 0.231 per cent descendinr for westhound trains at
tne point of accident. TFreigat traine are lirmited to a
speed of 40 miles per hour.

Signals T-623 and T-609 are located 957 feet and
7,318 fect, respectively, east of the point of accicent;
are of the three-indication, color-light type, display-
1n: red, yellow, anc green, for stop, approach, and pro-
ceed, respecitively. The view 1s practically unoostiucted.
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The weather was changeable around the time of tae
accident, which occurred about 12.33 a.m., varyinz from
broken clouds, with stars shiaing through, to li; nt
srnow flurcsies, while ilre temperature was about ]7
above zero,

Description

Westhound ireight train extra 3CB6 consisted o
125 cars and a cabouse, hauled by engine 3026, and was
1n cherge of Conductor Xelly and Engineman Emick. This
train depeartsd froa Parsong, 1.4 miles west of Mosel,
at 8.02 p.m., Hercn 10, accorzang to the train sheet,
and after setting out 30 cars en route was stopped on
the westbound main track atl Uprer Sandusky at 11.35
p.m., following wnich %.0 cars were picked up. In
attempting to start ihe train, however, a knuckle wvas
broken near tae midile of the irain. After standiag
at this pnint aboat 2 to 28 wlnutns due {0 the
break-1n-twe, the caboose was s.ruck by trein Ne. D1,

Westbound thira-clase freigcht train No. 91 coa-
sisted of £3 cars and a caboose, aauled oy engine 3005,
and was 1n cnarge of Conductor Weldon and Entineman
Congrove, This train depertsd from Parsons at 9,40
Pew., March 10, accordin, to the train sheet, set out
2a cars and orcked up & cars en route, passed Morral,
the last open office, 10.8 miles east of Upper Sandusky,
at 12.32 a.w., ¥evc¢h 11, acout 40 minutes late, passed
automatic sipnals —609 and T-623 vithout the lndlCd—
tione displayed being observed by Lhe enine crew, passed
the flagman of extra 3036, aad collided with the rear
end of extra 3038 while itraveling at a speed estimated
to have been betvesn 25 and 40 miles per hour.

The cabocse and the rear seven cars i1n extra 3028
were derailed, as were algo enginz 3005, the first meven
carg, and also the th1rtv~secord car 1n train No, 21;
eéngine JS00E stopped on 1ts riont side nortnh of the
uIaCkS, with 1tes head end 335 feet beyond the point
of impact. The 14 cderarled cars 1n ihe two trains
were gcattered about witain tnis distance, while the
thirty-second car 'rae crushed. Tae employess injured
geregihe englnenan, fircnan and head brakeman of train
0. .
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Summary of evidence

Coiductor Kellw, of extra 2028, stated tnat he
rode on the engincman's sice of tre cab frowm Marion
to Upper Sandusky, a distance of 13.3 miles. DSome
difficul$y was exnerienccd 1n obscrving 8icnal i1ndi-
cations on account of tie lignt snow and a strong
wind, while suoke from the ztacu also obscured the
view sovehat; nevertholess all siznal i1ncications
wetre observed, siznil T-50¢ displayed 2 Zicen indi-
cation, mhile signal T-223 displayed a vellow indi-
cation., After pickine up the vwo cars at Upper
Bandusky the (lagman was recalled and an ettempt
was riadc to ssers the tirin, but 1n so doinz a knaclle
broke on the ror.v-ninit car. Condictor Xelly replaced
the knuckle and wnzn arout rcady to couple uo the
train awain 1t was siruck by trsin Mo, 21. Conductor
Kelly saxd that he caveht sizht of the reflection rfrom
the headlight of train ¥o. 91 rhen that train was snae—
where betwecn Harpster, locatzd 6.5 miles east of Upner
Sandusky, and tre curve 1nvolved, also that just prior
to the accideat he rav tnc reflection from a lighted
fusce at the rear or his trein, bat he counld not say
ho far back his flagman wes located.

Flagman Carlson, of exira 3026, stated that he
w1s alone 171 the cavcosc and alter his train stopoed at
per Sanducky ne imvediately went back to flagz, following
which ne was recallea., Just as he returned to the
caboose, at about 13.05 a.w., his train brokz in two,
80 he azain went brck to flar, at about 12.08 a.m.,
taking with him a red lantera and a vhite laantern,
a red fusee, ond four torpedoes, and going back to a
point which afterrard measured approxipately 1,117
faet fro. the caboose, or about tnree and one-half
car-len shs east of signal T-323, and he still was at
this point wien he ckeserved ti.e reilection from tae
neadlicnt of the follosing train, 'aich was chen in
the vicinity of Harpeter. Flroran Carlson stated lhat
ne held botn lanterns 1n his hend, lignted the red
fusee, avout 123.35 a.m., and started to flas sath 1%
about the tine train No. 91 rceached a point abcocut 1
mile away, aad continued to wave stop sipa-ls with the
lighted fusee until the engraec wvas almost to him, vhen
ne stepped ofi tne south rarl of the wesebouad track to
the fireman's side and ren over to the righi-of-way
fence, he st11ll had the fusee in his hand hcn the
éngine passed hil, at wnich time he estirated the

Up~-



speed of that train to have been between 40 and 45

miles per nour., Flesgman Carlson could not say how

much of the fusee had turned whea the engine passed

hir,, sayinz that he was very excited, and he did aot
hear the whistle of tra'n No. 91 sounded 1n answer to
his flag signcls. He had observed sigaals T-602 and
T-623 when hvg own cabooge passed them and they were
displaying the prover siop i1ndication, tne caboose
markers on nis train were burring, and on his way ©Zack
to flag, and also after the accident, he observed that
signal T-633 vas displaying a stop indication. Flap-—
man Carlson further stated tnat he did not use torpedoes,
ag under Phe rales ther are not to be used i1n automatic
block-signal territorv excepi in emergency; i1n this
particular case he at first thought tnal train No., 91
was being brought to s ston and waen ne definitely
realized tnal such was not tne case he did not have

time to cross over the Llrack end step off on the
eapinenan's sids with the fusee. On the otner nand,
hovever, he said ke had thought sometning was wrong
when the engineman did rot whistle for the road crossing
east of where he was located. Statements ol Enzineman
Emick, Firewan Otvten and Head Brakewan Shipman, all of
extra 3028, brought out nothing additional of 1mportance.

Engineman Congrove, of train No. 21, stated that he
obeerved automatic signal indicationz as far as Acton
Hi1ll, located about 134 miles east of signal T-533, but
from there on he was unacle to sce even as much as a
signal mast, due to condensation from the engine stack,
60 he told Fireman Graves to call siznal indications
across the cab. On reaching a point souwewhere 1n the
vicinity of signal T-€0%, however, tne fireman informed
him he could not see siznal i1ndications ei1ther, con-
eequently that signsl was passasd without 1ts i1ndication
having bzen otserved, and the engineman perritted the
train to continue at a speed of akout 35 or 40 miles
per hour., The enzineman then crosssd over to the fire-
men's side of the ca» and inguired as to iheir lecation,
baving become lost so far as lancmarks werc concerned,
and immediately went back to his own side of the CaD,
when somewhere in the vicinity of signal T-623, and
made about an 8-pound breke-pipe reduction, sisnal
T-633 also was paseed without 1ts i1ndication having
been observed, and shorily aftcrwards the collision
occurred, at which time he estimated the speed to nave
been reduced to about 25 wiles per hour as a rcsult of
the light air-brake application that had just previously
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been made. Eaginewan Congrove said he did not see Ihe
caboose at any time priocr to the acciaent and that he
d1d not see the flagman ol sxtra 3036. This was thc
worst night he had cver experienced, on account of coa-
densation, the engineman gaying 1t was so bad that he
could not see the ground; the blower was on fully, but
1t did not raiee the coandensation. Engineman Conzrove
sa1d he had obtained ample rect at home before starting
on this trip, that he felt well, was wide awalkc, ana
did not have any conversation with the fireman or hcad
brekeman after lesaving ¥arion except as to signal 1in-
dications, and he Iurther stated chat the only way he
could have observed sirnal indications would have been
to stop at every signal location, tut i1nstead of so
doing when he was lost and unable to see on account

of condensation, he jJust took a chance and h11s train
proceeded farther along the road than he thought -ras
the case., While he did not consider anvone but hin-
self to blame for the accident, saying that he should
have definitely ascertained juet what indications were
displaved before pessing the signals involved, yet in
his opinion mcrz nrotection would have been axforded
hau a torpedo been used,or had the flagman of extira
3026 stepped off the tiack to tne engincman's side witha
the fusee, where the engineman might have seen hium. In
connection vath tho use of a torpedo, however, he said
that was something for the 1lagman to decide, adding
that the night was clear and that had everytaing been
all right hce coculd have ssen shead for s distance of
one and one-half miles,

Fireman Graves, of train No. 91, stated that the
éngineman tcld nim to watca for signal i1adications from
nis side, which he did, until he saw a green indicaotion
on the signal east of Tyandotte, located about 2 miles
east of tne east end of tae center siding at Upper
Sandusky. He then closed the window on his side of
the cab, snut off the stoker, aand again operned the
window, following wnich he told the engineman that he
could no longer see signal indications from his side.
The head brakeman then went over to the rigrnt side of
the cab and the firsman understood him to say thot the
block was "OK", although the head brakeman mignt have
referred to the train, after which the head brakeman
crossed back to the left side and sat down. The speed
was about 40 to 45 milcs per hour, and when in the
vicinity of the east end of the center siding at
Upper Sandusky the engineman care over to his side of
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the cab and inouired as to the location and the fiTeman
said he informed tne engineman where they were, wiere-
upon the engineman returned to his own side of tne cab
and made a light application of the 2ir brakes, the
collision occurting shortly afterwards, at waich time
the fireman was still sitting on his seat DoOx. Fireman
Graves did nol see the flagman of ex.ra 3026, a fusee,
or the markers on the caboose ahead vrior to the acci-
dent, he was not lost, being fully aware of his loca~
tion at all times, and knew thet sienals T-609 and T-523
had been passed without their indicatione having been
observed, and he said that the reason he did not go
over to the engineman's side of the cab for the purpose
of trying to observe signal indications was because the
head brakeman had gone over there,

Head Brakeman Davis, of train No. 91, gave tesiimony
similar to that of Fireman Graves as to what transoired,
they noticed nothing unusual about the engineman's con-
dition, he appeared normal and was apparently maintalnlng
a lookout ahead through the open window., Head Brakeman
Davis stated that when he crossed over to the rigant side
of the cab 1t was for the purpose of looking back over
the train while rounding the curve and when he said
"OK" he had refereance to the train, not to signal indi-
cations, he had looked ahead also, but was unable to see
si1gnal indicaticns on account of the smoke rolling down
and trailing close to the side of the cab. Head Brake-
man Davis then went back to the left side of the cab and
sat on his own seat box, tehinc the fireman; he also was
aware of his lccation and estimated the speed to have
been between 30 and 35 miles per hour winen the engine
passed over the east switch of the center siding at
Upper Sandusky, in which vicinity the engineman asked
and was informed as to the location. Head Brakeman
Davis did not see anything of the flagman of extra
3026, the fusee, or the markers on the caboose ahcad,
and had no intimation of impending danger prior to the
accident. Neither the fireman nor the head brakeman
thought that 1t was possible forkheir engine to have
passed a fusee on the fireman's side of the train with-
out their having seen 1ts refleotion. After the accident
the head brakeman saw the flagman of extra 3028 coming
ahead on the left side of the train with a lighted
fusee, but the head brakeman did not know how much of
the fusee had been burned at that time.
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Conductor Weldon and Flagman Ruehrmund, of tTain
No., 91, were riding in the caboose at the time of the
accident. Just after 1ts occurrence they say the Ilag-
manr of extra 3086 standing on the left side of their .
train, about four or five car-lengthsg west of their
caboose; the flagman then had two lanterns, red and
white, but no fusee, nor did they see the glare from
any fusee that might have been thrown to the ground.
Conductor Weldon and Flagman Ruehrmund observed signal
T-633 after the accident and 1t was then displaying a
red 1ndication.

Towerman Mueller, at Upper Sandusky, stated that
he saw the reflection from the headlight of train No.
91 when 1t came 1nto view about 2 miles east of the
tower, the tower being located at the west end of the
center siding, he then looked toward the rear end of
extra 3026 and saw the glare from a red fusese, at
about the east switch of the center siding, or farther
east, but he was unable to tell whether or not 1t was
being waved. He watched it until the headlight of
train No. 91 was close to 1t and then continued to
watch to see 1f anyone opened the east switch of tae
center sidinz, as 1t was intended to let train No. 91
run around extra 3036, provided 1t headed 1n at that
point, but shortly afterwards report of the accident
was made to him.

Careful inspection and test made of all signal
apparatus after the accident disclosed 1t to be in
proper working order.

Conclusions

This accident was caused by failure to observe and
obey signal indications, for which Engineman Congrove,
Fireman Graves and Head Brakeman Davls are responsible.

Engineman Congrove said 1t became impossible to see
signal indications, duc to steam and smoke from the stack
trailing close to the cab and obscuring the view, even
with the blower on, and he then instructed the fireman
to call signal indications from the left side of the cab. i.
Finally the fireman could no longer see signal indica-
tions and so informed the engineman. Instead of reducing
speed sufiiciently to observe signal indications, how-
sver, Engineman Congrove allowed his irain to continue
at speed, and 1t was not until he had passed signals
T-609 and T-633, without observing their 1nd1gﬁflons
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and without even seeing any landmarks, that he crosscd
over to the fireman's side and ascer.gined his location.
The brake application the enzineman then made was ef-
fective, but he did not sce the train just aheaa, or
the flagman, and therefore made no emnergency applica-
tion of the brakes prior to the accident. Fireman
Graves and Head Brakeman Davis said they knew their
location, and also kner two si~nals had been passed
without being seen by them, and they also knew ine
engineran could not ses signals; under tnese circum-
stances there as little rveason for itheir fairlare to
keep the engineman informed.

Flagman Carlson saird he lighted a red fusee and
started Lo give stop signals with 1c when train No. 91
was about 1 wmile distanv, and contiaued to pive such
slznals until the enzine had almost reached him, when
he stepped off the track on tane fireman's side and :zan
over to the fence, the burning fusec still being 1a =
hand when the ergine passed him. Al]l of those on the
engine of train No. 91 said they dia not see either the
flagman or a fusee. The concducior of extra 3035, how-
ever, saw the fusee while at the pornt where his train
broke in twoj 1t also was seen frow the engine of vthat
train, 95 car-lengtns from the rear end, ag wcll as oy
the towerman, who was more than 7,000 feet west of tne
rear of the train. After the acciient the fusece vas
seen by the head brakemaa of train No. 21, and tne
flagman, witaout a fusee, was seen ty the conductor
and flagman of train No. Slwithin a2 fcw car-lcngths ol
their caboose, and a burned-out fusce was afterwards
Tound between the $twe main tracks aoout at the point
where the flagman had been using 1:. Under these
circumstances 1t seems apparent tha®t the flagman was
using a fusee and that neitner the fusee nor the flag-
man was obscrved oy any of those on the engine of
train No. 91. No good reason 1s apparent as to why
the fireman and the head brakoman should not have
seen the fusee unless they turned their heads to
speak to the engineman when he crossed over to their
slde in order to ascertain his location.

The flagging rule of this railroad reads in part
that "Except 1n emergency, fusees onéd torpedoes will
not be used by traimren in automatic block sirnal ter—
ritory." Such a provision, wnen consideration 18 given
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to the impracticability of defining what constituies
an "emergency", results in leaving the matter entirely
to the judgment of the flagman, aad in chis particular

case he decided to flag with the fusee which he had .
lighted when he firet saw the approaching.train,

several miles distant. It is difficult to say how

this flagman could have determined that an energency

exlsted until the tresin was close to him, at that

time, hovrever, the absence of any acknovledgm-ont of

his stop signals and his 1a1lure to hear any road cross-

ing winislle signals sounded should Leve been adeguate
information thet an "emergency" had arlsen -1thin the
meaning of the rulss, and the uss oxr a torpedo would

have given tne approaching engineasan opportunity of

reducing speed very materially becioze the accident

occurred.

All of the employees involved were experiencsd men,
although 1t 1s noted tnat Enginemaan Congrove sald he was
maxing ai1s firsd brip as an enginenon Since September,
1931, and Firceran jraves was makin~ a1s first trip since
Janvery 1, noane of these men bad baen on dutv 1n viola~
flon of any o1 the provisions of the houvrs of service
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Respectinully suonmitted,

W. P. ZORLAND,

Director.



