1941
INTERSTATE COMMERCE COMMISSION

REPCRT OF THE DIRECTOR OF THE BUREAU OF SAFEITY CONCERNING AN
ACCIDENT ON THE CHICAGO, INDIANAPOLIS & LOUISVILLE RAILWAY
NEAR JORDAN, IND., ON NOVE!RER 1, 1934,

December 17, 1984,

To the Commission:

On November 1, 1934, there was a head-end ccllision between
two freight trains on the Chicago, Indianapolis & Louisville
Railway near Jordan, Ind., which resulted in the death of 1
employee and the injury of © employees.

Location and metihnd of operation

This accident occurred on that part of the Sixth Sub-
division of the Southern Division known as the I.& L. Branch,
which extends between Wallace Junction and Midland, Ind., a
distance of 43 miles, and 1s & single-track line over wiich
trains are operated by time table and train orders, no block-
signal system being in use. The accident occurred at a point
2.14 miles north of the north switch of the passing track at
Jordan; approaching this point from the south, the track is
tangent for a distance of 3,925 feet, followed by a 4° curve
to the rignt 1,400 feet in length, tangent track for a dis-
tance of 944 feet, and a 4° curve to the left 2,137 feet in
length, the accident occurring on this last-mentioned curve
at a point 906 feet from its southern end. Approaching from
tae north, the track is tangent for more than 1 milie, followed
by a 4°C curve to the left 1,481 feet in length, tangent track
for a distance of 507 feet, ond then the curve on which the
accident occuired. The grade is generally ascending for
nortah-bound traing, and is 0.70 vercent at the point of acci-
dent.

The view was materially restricted by trees and steep
bluffs on both sides of the track, the range of vision on the
inside of the curve where the accident occurred being restricted
to about 400 feet.

The weather was clesr at the time of the accident, which
occurred about 8:25 p.m.
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Description

Troin No. 112, a north-bound second-class freight, corn-
sisted of RS cars and o caboosge, hauled by engine 501, and
wezs 1n charge of Conductor Savage and Engimeman Peyton. This
train left Midlond, 29.1 wiles south of Jordan, at 6:30 p.m.,
& hourss and &0 minutes late, with an order to run 2 hours and
50 minutes late to Wallace Junction. At Cley City, 14.8 miles
southh of Jordan, the crew received a copy of train order 95,
form 31, directing them to meet Extra 533 at Jordan. Train
MNo. 112 departed from Clay City at 7:33 p.m., 2 hours and 43
minutes late, masced Jordan, where Extra 537 was cn the pass-
ing track, without stopping, and collided with Extra 533
worth of Jordan while traveling at a epeed estimated to nave
been 4 or 5 miles per hour.

Extra 533, a south-bound freight train, consisted of 11
cars and a caboose, heuled by engine 533, rnd was in cherge of
Conductor Driscol end Engineman Drake. At Wallace Junction,
12.9 miles north of Jordan, the crew received, anong others,

a copy of troin order 95, abocve referred to, on form 19, This
train left Wellace Junction at 8 p.m., according to the train

sheet, and wcs approaching Jeo.odan when i1t collided with Train

Ho. 112 while troveling at a speed estimated to have been be-

tween 8 and 1% miles per hour,

Both engines were Ledly damaged but only the ensine trucks
were derailed; the cistern rnd tender frame of the tender of
engine 501 were forced chead agrinst the boller of the engine,
wnile the tenth car i1n tnis 1lrain was buckled and derailed.
The first cer in Extra 533 wes partly derailed and the fourth
tc the eighth cars, inclusive, were derailed andsligntly
demaged.,  The employee killed was the hesd brekewrn of Train
No. 112 and those injured were the engineman, fireman eond rcar
brekemen of Train No. 112 and the engineman, Tfireman, and
head brakemnn of Extra 533.

Sur.ery of evidence

Enginemrn Peytoa, of Trnoin No. 11?2, strted that he under-
stood trein order 95, requiring nis trroin to meet ExXtra 533 ot
Jordon, and on approaching the st .tion he sounded the meeting-
point whistle siznal. He s~w a train on the passing track with
its headlight turned off; the white classification lights were
burning and there wrs an illumincted background for the engine
nuwber which appeared on each side of the hendliant, but for
some reason he failed properly to ckheck the numocr, althougn
there was nothing to obstruct his view; he thought this tr-in
was Extra 533 ond hed no 1dea tant he nod made 2 mistake in
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1dentifying 1t until after the accident. His first intimation
of anything wrong wns when the firem-=n saw the reflection of
the heedlight of an approaching train and warned him; he .
imxnediately Jjumped up =nd loocked ~ut, the firemsn called to
him again, and he shut off steem and apvlied the air breokes

in emergency, and he thoucht the train hod moved only a few
car lengths before it was struck by Extra 533. Engineman
Peyton steted thiat on pessing through Jordan the speed of his
train was between 15 &nd 20 miles per hour; he then reduced
speed in ccouvliance witih time-toable restriction of 6 miles
per hour over the bridge just north of Jordan, end he esti-
mated the speed to have been about 12 miles per hour on the
ascending grode ween he applied the alr brakes in emergency,
reducing the speed to 4 or 5 miles per hour at the time of

the impact. Engineman Peyton further stated thet there are
two regular pool crews and scue tines an extra crew operat-
1ng on this branch line, anc he lnew that there were two
troine ahead of him out of Midland, and he expected that

Extra 5237, having left Midland before Extra 533 would be

ahead of 1t on the return trip to Midland.

Firemen Brazier, of Train No., 112, stated thot on ap-
proaching Jordan he wes putting in a fire; he saw the marker
lights but did not see the number of the engine on the pass—
ing track. On approaching the curve on which the accident
occurred he was again onutting 1n a fire and when he looked
out he saw the reflecticn cof the headlight of an approaching
train, followed glmost i1mmediately by the appearance of the
train, at which time he thought it was about 12 or 15 cer
lengths distant. Tne hend brokemen was on the seat in front
of him and should have bsen the first to see the headlight;
the brakeman gave no evidence of having seen the train, how—
ever, nor did he make any effort to leave the engine up to
the time the fireman jumped off.

Conductor Savage, of Train No., 112, steted that when he
received train order 95 at Clay City he gnve the engineman's
copy to the head brukeman snd showed his own copy to the
flagman. Approaching Jordan he heard the engineman sound the
meeting-point whistle signal and on rounding the curve he
saw a train on the passing track, He was riding on the right
side of the cupola in the caboose, with the flagman on the .
left side, and the flagman got down and went to the rear
platform while the conductor tried to open his window; it
became stuck halfway open, =nd in passing the engine of the
train on the passing track he placed his face agoinst the
window but was unable to see 1ts number and he did not ask
the flagman when he returned to the cupola if 1t was Extra
533. Conductor Savage further stated that he knew they
would have to meet Extra 527 but figured that it would Dbe
at Wallace Junction,
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Flagman Beaman, of Train No. 112, stated that he read
and understood the train orders governing the opsration of
his train, In passing throupgh Jordsn he was on tue rear
platform of the caboose, looking over the train, and saw
the train on the passing track with the headlight turned out.
He thought he smelled a hot box znd stepped over to the other
side of the vlatform just as higbabocse pessed the head end
0of the engine; he then held his lantern up toward the side
of the engine cab but failed to see the ergine number and
assumed that some member cf the crew had seen 1t.

Engineman Drake, of Extra b33, stated that ne was ap-
proaching Jordan at a speed of about 15 miles per hour with
the throttle nractically closed when he saw the reflection
of 2 headlight end immedistely afterwards saw an engine four
or five car lengths disbtant; he closed the tarottle entirely
and applied the air brakes 1in emercency. Fireman Ferree did
not see the reflesction of the headlight of Train No. 113
until after the engineman had applied the air brakes; he
estimated the speed of nis train to have been 20 miles per
hour at the time the emergency application was made, the
speed being reduced to 13 or 15 miles per hour at the time
of the collision, Head Brakeman Gasoway, who was on the
engine, estimated the speed to have been 15 or 18 milies per
hour at the time of the emergency application and about 8
or 1O miies per hour st the time of the accident. The
statements of Conductor Driscol and Flagman Robertson added
rnothirg of importance,

The termiral for the subdivision on which this accident
occurred 1s at Midland and the crews irvolved in this acci-
dent were on  turn-around runs between Midland and Wallace
Junction, The statemerts of the members of both crews clearly
indicated trat it was not their practice to make terminal
elr-orake tests of trains on this subdivisior, the only test
made consisting of an application-and-release test with the
members of the trein crew observing whether the brakes ap-
plied on the first and last cars in the train; the conductor
of Trairn No. 112 said they had never l.ad any instructions to
meke tegts in thet manrer but that w2s tne way 1t was done,
This condustor also stated that he did not know a great denl
about air other than to cut it out or something of that kind,
and when asked 17 he vould ¥know when the air was working
properly on his train he replied, "Well, when the air is
applied the first time, when we slow up or something, I can

tell." One of the emnloyees said he did not understand tiae
instructions concerning the testing of air brakes end another

sald that in the absence ol a cor insmector train crews weve
required to see that the air was working through the train
but not to examine every car; if a cai inspector were pres-
ent and some cers were found with the brokes cubt out, the
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procedure would be to find out why the brakes were cut out and
then either set the cars cut or let them go, placing them
anywhere in the train orovided no two of them were together

and 21lso nrovided that none of them was next to the engine. It
also aeveloped that when tre conductcr of Train No. 112 received
troin order 95 on Form &1, he turned 1t over to the head brake-
man to deliver to the engineman instesd ol personally deliver-
ing 1t as required vy the rules,

Conclusions
This eccident wss cavused hy tue fallure of the crew of
Train No. 112 properly to i1dentify a trzin on a siding, re-—
sulting in failure to obey a mcet order governing another train,

The evidence 1ndicates that the crew of Train Mo, 112 re-
ceirved and understood train order 35 reguiring them to meet
Extra 533 at Jordan. On approrching Jordan the engineman
sounded the meeting-point whistlie signal; he saw a train on the
passing track but failed to wvrorerlyv check the numbcr, in some
way 1aentifyinzg it as extra 533 when as a matter cf fect it was
extra 537. The fircman was occupied with the fire and made no
attenpt to identify the train. The conductor, who was riding
in the cupole of the caboose on the right side, adjoining the
passing track, tried to open the window on approaching Jordan,
but 1t becurme stuck and on pessing the engine he was unable to
see 1te number, vhile the flagman, who had gone cut on the rear
platform of the caboose, also failed to check the number, giv-
ing as a reason for his failure the fact that nis attention
was diverted to tle other side of his own train. The net re-—
sult was tiint no member of this train crew properly identified
the train on the siding with the result that this train passed
the mecting point before tiae ovposing train hed arrived.

It was stated t1vt the air brakes on the trains involved
were working properly; in fact, the engineman of Train No. 113
so.id he had a good-braking trein. However, according to the
evidence 1% 1s not tne practice on this subdivision to make
terminal air-brake tests wien a car inspector is not on duty.
Tne evidence further indicated that employees were not properly
inctructed on the air-brake rules and that some employees did
not understand these rules; in fact the situation with respect
to the observence of rules as developed in toils i1nvestigation .
1s a reflection on the instruction and supervision proviaed by
this railway. Responsible officers of this railway should
promptly take such measures as may be reguired to insure that
employees first have the benefit of proper instruction on the
rules, and then see to it that the rules are enforced.

Respectfully submitted,
W. J. PATTERSON,
DIRECTCR.



