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INTERETATE CCMMIRCE COMEIGSSION

RIPORT OF T¥T DIRTOTOR OF TIT BURELY OF SATTTY CONCZANING AN
AQCTDENT ON THZ CHISAPTaKT AND OHID RAILT.Y JEaR WATNE,
IND., ON NV 13T 23, 1923,

January 30, 1934.
To ths Commiseion:

On November 22, 1933, there was a rear-end collision bstween
two freight trains on the Cherapeake and Ohio Railway near Vayne,
Ind., which resulted 1n the 1niurv of one ermployee.
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Location ani method of operation

This 2ccident occnrrad on the Miami Suo-division of the
Chicazo Division, exterding betwseern Cheviot, Ohio, and Peru, Ind.,
a distance of 155.1 milas. In the vicinity of ths point of accident
this is a single-track line over which train~ ars operated by time
tabls, train orders, and a ~anual block-signal syctem. The acci-
dent occurred at a point 2,154 fzet west of mile post 66 or 1.33
milss cast of Wayne; approacphing this point from the east, there
is a 194%5' curve to the rizht 280 feet in lenrth and 1,575 feet
of taarent treck followed by a 20 curve to the lzrt 2,011 fect in
lengta, the accident occurring on this curve at a point aoout
1,085 feet from its eactern c¢nd. The grade for west-oound trains
18 0.39 percent ascending for approximately I mile approaching
the point of acci'ent. The speed for freipnt troins is rescricted
by spezd btorrds to 15 miles per hour frem Richrond to a point
1,715 feet east of mile post €5, where the limit 18 incrsased to
20 miles per hour; the resume-spzed oosrd for the resular speed of
35 miles per hour for freight trains is loecnted near mile post 6€.
An 8-foot cut 222 feest 1n langth, with a wire fence along the top

of 1t, 1s locnted on thz 2nstern cnd of the curve, the western
end of the cut bzing acout 750 fext 215t of the point of accicent;
this cus ~nd fence restrict the range of vision of the fireman of
a w33t-pound train. Dus to the zurve to ths left the 2nginsmnan's
vicw 15 very limited.
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The Wcafh“r wag cloudv at the time of the accident, which
occurred acout 7:50 a.n.

Descrintion

Yest-bound thiri-class frzisht train no. 92 consicted of
68 carz and a cabooss, hauled by engines 1135 and 1178, and was
in ch~rge of Condnuctor Pence nnd Engineman Fuqun ~nd Moore. This
trrin left Richmond, the 113t op2n telegraph office, 3.17 miles
278t of the point of ~ccideat, at 7:03 a.m., 3 hours and 58
minutes 1ote, and wns oppronching Wrvne 1t a spsed estimased
to have keen E or 8 miles per hour when its renr end was struck
by triin no. £3.
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West-bound fifth-class freight train no. 53 consisted of two
cars and a caboose, hauled by engine 978, and was in ¢chorgs of
Conducsor Moscehrnmmer and Engincman Meszarve. At Richmond, the
1nitial terminnrl, the crew received their orders, together vith a
clearance card, Form B, giving them authority to pass the stop
si1gnal and proceed at rectricted speed, @rd also advising then
that train no. 93 entered the btlock at 7:03 a.m. Train no. 53
1=2ft Rzchmond at 7:30 a.m. 20 minutes late, and collided with the
rear end of train no. 93 while traveling at a speed variously
estinated to have been from 5 to 30 miles per hour.

The catoose 1in train no. 23 was telescoped hy the car ahead
of 1t approximatsly tvo-thirds its length, end by engine 978 at
1ts rear end for a short distance, rssulting in the caboose bsdng
dzstroyec. Engine 2978 was nartially derailed but was not
ratarrally cdamaged. The employes i1njured wvas the head brakeman
of trii1n no. ¢3.

Summary of evidence

in¢g inerman Tugua, cf the lead engine of train no. 93, stated

that hi1s train was traveling at a spsed of 6 or 8 milas per hour
on the ascenrding grnde known as Richrmond Hill wvhzn the train
stopnad as ¢ result of an ecmergency anplication of the brikes,
His train his passed ovt of the low-speed territory, but he soid
he thousht his speed had een from 4 to 12 miles per hour 21l the
vay from Richmond to the point of accident, saying thnt tae
weathar e risty and the ruil wis bad, mizing 1t nmecessary to
uce sand, vhile the scecend engine had clipved a little, alshough
it wis not c¢lipring nt the time of the accicent. The staterments
of Fireman Fleher of the lerd engine nnd Znginsman doore and

Firsnan Deniels of the second engine, practicnlly corroborated

those of Enrinemnan Fuqua; they nlco sintaed thnt the train ceemed

¥

t0o pull herder thon usual.

Conductor Pence, of train no. 93, stated that they ware waking
ordinary speed for a tonnage train, the tonnmage being 4182 tons,
and that the spesed did not exceed 10 1miles per hour after leaving
Richmond and was atout 8 milss ner hour at the vime of the
accident. He was ricding in the cuvola of thes caboore, looking
back occacionally, the last time being just bafore Hzad 3rakeman
Land;rave éropped back and beorded the cacoose nsar mile post 66
vhils talking to th2 brak.rman he heard ths whistle of a following
train and on looking back ngain he scw tihs approcching trai
several cny lengths back travaling at o spsed ot ~bout 35 niles
per hour; he realized o collision was imminent, crlled 1 waraing
to the otuers in the caboose, ~nd got off. The visibility vas
good nnd ne thought he could hrve seen thck a dirtonce of “bout
85 car lengths at the point of nceidant. Cordusior Pencs frirther
stitad thrt he did not thirnk it —ns iecescary %o provide nrotac—
tion for the rerr of his trhin, 0s 1t wos mikiane the ordinnry
spsad for that types of troin, nlthough he ¥Ynew 1t wag on the time
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of train no. B2 and he had szcn the enfsine of that train at

Richuond; suvsecquently he adnitted that a fasee should have been
throm off on thz straicht track pr.ccding the curve on wnich the

accideat occurred. Conductor Pence vas unacle to explain the
oreszace of a dog in th2 caboose but said therz was not any .

on: playirg —ith the dog at the tine of the accident.

N

of traxn no. €3, stat:d that vhen Brakcoman
Landrrave boarded the caboose the brakeman told $thoem he dropped
off to look the train over for sticking brak-=s and that he found
a counle of the ora%es sticzing slightly, and acout that tiae they
heard the rocd croscing vhistle signal of the following train.

Flarman Rennett said thict ~whan he saw the train 1t was $ravaeling
at a speed of avout & xlles per hour and hae had 1ust tine sauough
to gat off vefore the collision; he had look:zd pack oco aciomally
but n2d not looked rack for 3 or 4 minutes prior to the accideonte.
Hzs kaszw trein no. 58 was Jdu: to lanve Richzoad hon his ovn troin
passzd trat polnt but oxpeciad 1t to s following on a crution
cord and therefore did not think it was necescary for him to
provide rerr—-cnd prot:ction and consegua=ntly did not throw off
any fusees, leaving the resegoonsibility uap to the folloving sraing
hs also said thnt in the past under similar circunet~aces, vith
tonnaje trains over azavy graces, he and naver ased fuupeo. At
the sane time, however, vhilce hes said 1t 2nd znot veen cusvonnry
to throw off fusces, s odmitted thnt bz cnondd anve donz 30.

Flagman Bennets

~

Conductor Cl~rk, ~ho wos dendheading in the caboose, heoard a
whistle and on looking prek heo siow train no. 3 aocout five or six
crr longths cistant, tr-veliwg Nt a spaed b:tresn &5 1nd 30 .ailes
v2r 2oure He did not wnow wiiet steps nnd ‘ce aken to provide
protecition but said tu~t nhe o0uld not hove th ot 1t nscescary
to tarow off & fucee.

)
was 215ty and cloudy but the visibility was good and a1e opsrated
his train in accordance vwith the restrictive card, not exce=ding
a speed of 2F riles per hour at any tine. Hz was soundinz the
whistle si;,nal for the road croscing located avout 00 fa2t east
of the point of nccident ~hzan tha firenan notiflﬁd him of tae
traia aixead and he irmmecdiately applied the air prakes 1in exsrgency,
shut off tis enmgine and onened the °°qd9““, and erti ved the
spazd of his train at the time of tha accident to have bezn 10
milas por hour. The Tireman had heen working ~ith the coil
on coling around the curve nad cotten on M1t seat box ang he taen .
h1
N
a

Engineran Meserve, of train no. 3%, stated that the vzasaer
&) ’

sa~w tac trein ahead. when actksd if the trazec on h train Zad
bean Applied tefore he opsrited the brike valve, Za

Mszarve se1¢ he felg *he axhaust and that it the kr
aprnlizd the full effact had not heon obtained.

rec aad been
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Fireren Clickard, of train no. 53, stated th-t he read the
restriciive cerd and knew that train no. 983 was in the block. He
was sxperiencing trouble with the coal and found it necessary to
break tae lumps, and whille not doing this he would watch the
curvas on his sicde. As they reached the curve on which the acci-
dznt occurred he got on his seat box and at first was unable 10
see any cdistance ahead on accouat of the side of the cut at the
eastera end of the curve. When he first saw the train ahsad 1%
wns 10 car’'lengths distant and he inmmecdintely warned the easineman,
who applied the orakes i1n esmergency, andéd he said the spezd had
bean recdrced to 5 or more miles per nour at the time of the acci-
d=nt.

Concu

c
cuoola on th
2 feat highe

tor lLiosshammer, of train no. 53, was riding in the
& laft side but cue to the box car ahead being about
>r than ths caroose he was unaosle to see out of the
front wincow, but on coming around the curve on wnich the acci-
dznt occurred he loo%kad across and sn™ the head end of train no.
93, and saic "there 1s ©2 right anhead of uvs.™ Flagman Johnson
cama over to 1look anc then ovened ths conductor's value; ’
Conductor lMosshammer hsard the exhaust, but did not knov whether
the brakes hacd also been applied from the engine. The avarage
spz22d of his train was about 25 milcs per hour from Richmond to
the point of accident And 1t had bveen reduced to 12 or 15 miles
paT hour at the time of thes accident. Conductor losshammer fur—
thar stated that he did not feel any alarm at the spesd of his
train even though they were traveling on a restrictive card;
howsver, he acmitted that thelr speed was not in compliancs "-ith
ths restricted-speed signs.

! .

Flagmen Johnson, of train no. 53, stated that the spzaad of
their trrin approaching the point of accident was about 30 miles
psr hour. He was riding on the right side in the cupocla and when
the condvctor said there was a train anzad hs immediatzly reached
for the concductor's valve and ~pplied the br-kes, but the speed
had »zan recducced only slightly at the time of the accident; the
bratss hod not been applied by thz eniiineman or hse would not have
had a response when he opeaned the conductor's valve.

Head Erakeman DeWys, of train no. £&, stated that hs was
ridinz i1in the caboose and that the averare speed wvas about 30
milz:s wor hour, and at the time of the collision about 20 miles
par hour. The visibility wac not very good and he said that he
could not see for riorz than 10 or 12 car lzngths.

Conclusions

This accident was caused by the failurs of Enginceman fsserve
of train no. 5&, to operate his train at restricted spced while
runniag 1n an occupled block, and by the failure of Conductor
Pencs ancd Flagman Bennstt, of train no. 93, to provide proper
flag protection.
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Engineman Mzservz was 1in possession of a clsarance card vhich
required him to run at restricted speed when following a train in
a block. He knew he was following train no. 93 and undar such
circumstances should have complizd with the rule defining
"restricted spesd"; this rule reads as follows: .

"Proceed prepared to stop short of train,
obstruction, or anything that may require
the speed of a train to be reduced".

Practical observance of this rule would have required Engineman
Meserve to be prepared to stop within his range of vision, but

the evidence indicates that the average speed of train no. 53 was
between 25 and 30 miles per hour from Richmond to the point of
accident and that no attempt was made to reduce the speed on round-
ing the curve on which the accident occurred where the engine-
man's view was very materially restricted. The view had by the
fireman was also limited, due to an cmbankment on the inside of
the curve; he had been working on the fire but was on his seat box
when they reached the curve, and had the train been operated at a
lower rate of spe=sd his warning would have enabled the engineman
to stope. It further appears that the speed was not maintained 1n
accordance with the restricted-spsed boards limiting the speed to
15 miles per hour for freight trains from Richmond to a point
about one-fourth mile zast of mile post 65.

The rules further provide that when a train i1s moving under
circumstances in which it may be overtaken by another train, the
flagman must take such action as ray be necessary to insure full
protection. By night, or by day when the view is obscured,
lighted fusees must be thrown off at proper intervals. (Conductor
Pancz and Flagman Bennestt were fully aware that they were on the
time of train no. 53 and could expect that train at any tine, and
they should have thrown off fusees in view of the low rate of
spsad at which their train was traveling, it having averaged less
than 8 miles per hour from Richmond depot to the point of accident.
No attempt was made by Flagman Bennett to provide any protection,
however, nor'did Conductor Pcnce instruct him to do so or think
any protection was necessary; 1n fact, the statements of these
employees rade it clear they were depending on the engineman of the
following train. Attention is called to the fact that Flagman
Bennztt said it was not the custom to throw off fusees with ton-
nages trains on heavy grades and hs did not think that it was neces-
sary, Conductors Pence and Clark being of the same opinion. The
statements of these cmployezs indicate a lack of proper instruc-—
tion as to the requirements of the flagging rule.

Respectfully submitted,
W. P. BORLAND,

Diresctor.



