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SUMMARY
§5§
 DATE October 11, 1957
RAILRQAD Chicage, Burlington & Quincy
LOCATION Ashland, Nebr.
KIND OF ACCIDENT Collision
EQUIPMENT INVOLVED Locomotive with cars Freight train
TRAIN NUMBER 83
LOCOMOTIVE NUMBERS Diesel-¢elactric unit 289 Diesel.elactric units
405 and 278
CONSISTS 18 cars 46 cors, caboose
ESTIMATED SPEEDS Standing 15 m. p. h.
OPERATION Timetable, troin orders, and manual blogkysignal system,
yard limits
TRACK Single, tangent, level
WEATHER Cloudy
TIME 6-05 p.pm.a
CASUALTIESY 1 killeklgd5 Injuredhd A 4
CAUSE Failure properly to control speed of segond-closs train

moving within yord limits
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INTERSTATE COMMERCE COMMISSION

REPORT NO 3790
IN THE MATTER OF MAKING ACCIDENT INVESTIGATON REPORTS UNDER
THE ACCIDENT REPORTS ACT OF MAY 6, 1910

CHICAGO, BURLINGTON & QUINCY RAILROAD COMPANY

June 2, 1958

Accident at Ashland, Nebr , on October 11 1957, caused by fallure properly to contrcl the
speed of a second-class train moving within yard limits

REPORT OF THE COMMISSION]

TUGGLE, Comm:ssioner

On October 11, 1957, there was g collision between a locomotive with cars and a freight
train on the Chicage, Buriington & Quincy Railroad, which resulted in the death of one train-
service employee, and the 1pnjury of five train-service employees

1
Under aulhority of section 17 {2} of the Inferstate Commerce Act the above-entitled proceeding was

referred by the Commission to Commissianer Tuagle for consideration and disposition,
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Location of Accident and Methad of Operation

This accident occurred on that part of the Omaha Division extending between Ferry and
Ashland, Nebr, 104 50 miles, a single-truck line over which trains are operated by timetable,
train orders and a manual block-signal system for following movements  Withwn yard limits at
Ashland a siding 2,386 feet 1n length parallels the main track on the west The north swilch of
the siding 1s located 1 52 miles north of the station The accldent occurred on the siding at a
point 400 feet south of the north siding-switch and 1 56 miles south of the north yard-limit slgn
The main track is tangent throughout g considerable distance north and south of the north siding-
switch In the vicimity of the point of accident the grade 1s lavel

The north end of the saiding is orovided with a No 11 turnout The switch stand is of the
high-stand type and is located 7 feet west of the west rail of the main track. [t 18 provided with
a red banner 36 inches long and B inches high, and with reflector units § inches in diameter at the
top of the spindle When the switch is lined ior movements on the main track the banner ls parallel
to the track and green reflector units ore displayed in the direction of approaching trains When
the switch 1s lined for entiy to the siding the banner 15 at right angles to the track and red reflec-
tor units are displayed in the direction of upproaching trains

A single-aspect signal, governing s~uthbeund movements on the main track, is located 113
feet north of the north siding-switch  This signal 1s of the color-light type Tt is approach lighted
and displays only a yeliow aspect inaicming Approach-next-signal-prepared-to-stop  This signal
is the advonce signal for eniry to @ ceni~alized traffic control system at Ashland which begins at
a point south of the south siding-switcr The aspect of the signal Is nol affected either by oc-
cupancy of the section of track south of tne s.gnal or by the position of the switches of the si1ding

This carrier’'s operating 1ules read :n part as follows
DLFINITIONS

REDUCEL SPEED ~-FProceed prepared to stop short of train, obetructlon, or anything
that may require the speed of a traln to be reduced

OPERATING RULES

93 * & ¥

Second class, axtia trains and enginea must move within yard limits at Redyced Spesd unless
the maln track is known to be clear

CL EAR INDICATION OF BLOCK SIGNALS DOES NOT MODIFY THE REQUIREMENTS OF THIS
RULE

* kA

The maximum quthorized speed for freight trains 1s 45 miles per hour
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Descriptior of Aceident

Fxtra 289 East an eastoound freight train hanled by diesel-electric unit 289, originated on
the- Lincomn Diviston This tram ammived at Ashlara at 4 05 p o The locorotive was detached
al that point to verform switchung operations [he locomotive, neaded south, entered the siding at
Ashiznd at the rorth switch about 550 p n 1d was coupled to a cut of cars  Several minutes
later, while the locomotive coupled to a cut ot 18 cars was standing eon the siding, the north end
of the loconotive was struck by No 83

No 83, a southbound second-class freight train, consisted of diesel-eleciric umts 405 and
278, coupled in multiple-unit control, 66 cars, and a caboose Thus train departed from Fremont,
27 78 miles north of the point of accident, the last open office, at 520 p m, 2 hours 58 minutes
late, entered the siding ot Ashland at the rorth swilch, and while moving at an estimated speed
of 15 miles per hour 1t struck thie north end of the locomotive and the cut of cars standing on the
siding

Diesel-electric umit 289 and the {irst (@ of the cut of curs were derailed The underframe
of this diesel-electric unit meounted the undettrame of the first car and demolished the super-
structure  The diesel-eleciric umt, and the firsi and second cars of the cut of cars were heavily
damaged, The first diesel-electric unit, the first to the seventh cars, inclusive, and the front
truck of the eighth car of No 82 were derailed  The fust diesel-electric unit stopped upright and
in line with the trock, and the derailed cars -topped or or near the lrack structure The first
diesel-electric urut, and the first to the sixtl car., 10 lusive, were heavily damaged The second
diesel-electric unit, and the seventh and es1ghth cars were somewhat damaged

The front brakeman of the crew of loc ooolive 288 was hilled by deratling equipment  The
engineer and the fireman of the crew of locnunotive 283 and the conducter, the front brakeman, and
the flagman of No 83 were injued

The weather was cloudy and 1t wa  Hush al the twe of the aceident, which occurred about

605p m
Diesel-electric units 289, 405, and 278 are ot the road switcher type
Discussion

When Extra 289 East airived at Astland nt 405 p i on the day of the gccident, the
conductor recetved mstructions from the ovperalor at that point regarding switching operations 1o
be perforined (n the vicinity of ‘he ctation and on the s1ding  The crew then proceeded to perform
switching operations 1n the vicimty ~f the station At 4 50 p m  the flagman inquired about the
location of Ne A2 trom the trawn dispatcher wnld was mfoimed that No B3 was expected to pass
the siding apout 6 00 p n Shortly after, the conducioa proceeded to the station to prepare re-
quired reports  After 10 cars were assembled for v ovement to the siding, the flagman informed the
operator that they were ready to move to the <idlng The operator informed the train dispatcher
who then lined the route for movement on the main track to the north himit of the centralized traffic
coniral territory  lhe conductor said that he was awme lhat No 83 was expected to pass the
siding about 6 00 p m  He said he thoug't that there wonld not he sufficient time to make the
switching movement wlthout delaying No 93 but that since the train Jdispatcher lined the route
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for the mavement he took no exception The conductor remained at the station when the locomo-
tive, headed south ond pushing 10 cars, proceeded northward on the main track The locomotive
was being operated by the fhireman under the supervision of the engineer The fireman said that
the headhight at each end of the locomotive was hghted dimly  After placing the 10 cars on the
south end o1 the siding the lococmobive proceeded northward on the main track and entered the
siding at the north siding-switch about 550 p m The flagman said that the north siding-switch
was left open to permit movements to be wnade to and from the main track The locomotive was
coupled to 14 cars standing on the siding  Tne flagman said that he coupled the air hose on these
cars and met the front brakeman about j00 fget south of the locomolive on the west side of the cut
He said that betfcre he proceeded southward he observed the headlight of No 83 approaching He
was uncertain whether or not he called this to the front brakeman’s atlention He said he expected
that the front brakeman would fine the swiich for movement of No 83 on the main track The
locomotive and 14 cars were moved southward and were coupled to other cars standing on the
siding A cut was then made at the south end of approximately the 1Bth car and the locomotive
and cut of cars were moved northiward and stopped with the north end of the locomotive 400 feet
south of the north siding-switch The firemon sawd that shorily after the movement stopped he ob-
served the headlight of No 83 approaching He called o warning to the front brakeman He said
that the front brokeman ran toward the switch aqiving stop signals  The collision occurred Lmme-
diately afterward The fireman said that neither he nor the front brakeman were aware that No 83
was expecied to poss the siding about 6 00 p m

As No 83 was approaching the point where the accident occurred the enginemen and the
front brakeman were 1n their respective positions in the control compartment of the first diesel-
electric unit, and the conductor and the flagman were 1n the caboose The brakes of this train had
been tested and hat functioned properly when vsed en route The headlight was lighted brightly
The engineer sqid that as No 83 was approaching the north yard-hmit sign at Ashland he reduced
the speed of the lroin to about 35 nales per hour He said he cbserved that the single-aspect
signal near the north siding-switch displayed «a yellow aspect When No B3 was approximately
1,200 feet north of the siding the engineer ob<erved that the north siding-switch was lined for
movement to the siding He mmmediately mnitiated an emergency application of the brokes Both
the engineer and the fireman then chserved the front brakeinan giving stop signals They said
that they did not observe a lLighted Feadlight  The engineer suid thal the train was moving at a
speed of 15 miles per hour as indicaled by the speed-indicating device when the collision oc-
curred

The engineer of No 83 said he was aware that the aspect displayed by the single-aspect
signal did not indicate the condition of track occupancy or the position of the siding switches He
said he understood that he waos required to operate the train within yard limits in such manner that
1t could be stopped short of anything requining the speed of the train to be reduced including a
switch not properly lined

Cause

This accident was caused by failure properly to control the speed of g second-class traln
moving within yard Limits
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Dated at Washington, D C, thls segond
day of June, 1958

By the Commission, Commissioner Tuggle

HAROLD D McCOY,

Secretary
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