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SINMIIARY

Detroit, Toledo and Ironton

July 9, 1942

Denver, Ohlo
Rear-end collision
Freignt :

Extra 200 South :

200-807 :

44 cars, 2 cabooses :

Stending :

Freignt

Front nortion of
Extra 803 North

803-700

Two engines,
caboosge

10-25 m. p. a.

Timetable and train orders

Auout 8:15 a. m.

1 killed; 2 injured

Single; 2° rignt curve; 0.84
rcent descending arade soutiward

Accident cavsed by failure to
provide adaczquate flag protection

for preceding train



IVTZRSTATE COMIERCE COMMISSION

INVESTIGATION NO. L5696

IN THE MATTER CF MAKING ACCIDENT I V“QTIGAWION REPORTS
UUDER THE ACCIPENT REPORTS ACT OF MAY 4, 1910.

THEZ DZTRCIT, TCLEDO AVD IRONTCM RAILROAD COWPAN

August 22, 1942,

Accident near Denver, Onlo, cn July @, 1042 s2d by
failure to provide adcaunts flag prot
nreoceding train.

TErORT OF THR COMMISEIOX

RS R

PATTERSCN, Commissloner:

¢ July 9, 1942, there was a rear-2nd collislon between
freigﬂt trﬂln and the front vortion of onother freight
=in congisting of two enginesg ond 2 crbcose, ccocunlcd, on
ne Dotroit, Tolefo and Ironteon Hellrond noer Denver, Oaio,
bl

ot

- -
cn Pculfed in the deatn of one employec ~nd trne Injury

f two cmu¢oyeeo. Trnic reccident was ancsulg“ted in con-
unction with a representetive of the Public Utilitice

—
Y
]

QA& O =

ommigeion of Cnio.
1 - a - =
“Triédrnr authority of section 17 (2) of the Interstate Com-
merce Act the sbove-entitled procceding wegs referred by the
Commiselion T¢ Comrissioner Prtterscn for concider~tion and
disposition.
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Location of Accident and Method of Operation

Tanlis accident occurred on that part of the Southern
District which extends between Junction ard Jeckson, Onio, a
distance of 106 miles. In the vicianlty of the point of acci-
dent thnis is a single-track line over wnich trains are oper-
ated by timectable and traln orders. Tnere 1s no block system
in use. At Pcck, located 3.5 miles south of Denver, a siding
naving a capacity of 57 cars parallels the maln track on the
west, AL Summit, 3.8 miles nortn of Donver, a siding 3,055
feet in length parallels the main track on the east, and a
storage track 1,767 feet in length parallels the sldling on
tne east. At Denver a spur track 357 feet in lengtn par-
allels tne main track on tne east, and the swltcn, wnicn 1s
tralling-point for soutn-bound movemcnts, is 187.5 feet south
of the station. Tre accident occurred at 2 point 2,132 feet
nortn of the station at Denver. As the point of accident 1is
approacned from tne nortn there are numerousg chort curves and
tengents, whlch are followed, in succecsion, by a 4° curve to
tne left 577 fecct in lengti, e tangent 1,850 fect and a 2°
curve to the right 1,810 fect to the point of accident and 86
fect beyond. Taroughout n distance of 3.37 milecs immediantely

north of the point of accident the grade for south-bound trains

varies between 0,84 and 1.83 percent descending, and is 0.84
perccnt at the point of aceident.

O2crating rulecs resd in port »s follows:
35. Tae following signnls will be used by flagmen:

D~y Bignals - A red flrg, oo
Torpcdoes and Fusees.

91. U~leses some Torm of block eignals is used,
traing in the s~me direction must kecep not lees
than five minutes apart, * % ¥,

99. Wnen a train stops under circumstances in
wnich 1t may be overtaken by another train, the
flagman must go beck immedilately with flagman'e
signals a sufficient distence to insure full pro-
tection, placing two torpedoes, and wihen necessary,
in addition, displaying lighted fusees, * % %

% o4 %

Wrien a train ie moving under circumstances
in wnich it may be overtaken by anotner train,
tne flarman must take sucn cction as rnay be ne-
cessary %to insure full protection. By nignt,
or by day when the view is obgcured, lighted
fusees must be tarown off at proper intervels.

L L
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220. Trzin orders once in effect continue so
until fulfilled, superceded or annulled.

* 3% *.
In the vicinity of the point of accident the maximum .
authorized speed for enginss moving in backward motion 1s 30

miles per hour on tengents and 15 miles per nour on sharp
curves. :

Dceeription cf Accident

Extra 803 North, a north-bound freight train, departed
from Jockson, 31.4 mileeg soutn of Denver, at 2:07 a. nm.,
according to the dlspatcher'e record of movement of tralns.
At Jcockeon the crew received coples of train order No. 2,
Form 19, wnich read as follcws:

Eng 803 run extra Jrecksesen to Junction
nmeet Exa 200 Southh ot Summit. Exa 700
Soutn nas rignt over Exz 804 North
Junction to Glen Jzan. Ixa 305 North
will not protect areinst following trains.

After cars were added at Glen Joan, 7.5 miles soyth of Denver,
tnls train consicted of engines 803 and 700, 30 loaded and 6
enpty cars, a coboose, 26 lcnded cars and a caboose, in the
order narned. Tnls train departed from Glen Jean at 7:10 a. nm.,
and stopped on tne main track at Pzck. The rear portion was
left stending on tne main trock and tae front portion, consist-
ing of 36 cers and a ceboose, wns taken up the ascending grade
to Summit, where 1% met Extra 200 Scuth. After Extra 200 S-uth
deperted from Summit, that porticn of Extra 503 Nerth consisting
of tne caboose, engine 70C and engine 803, in the order named
and in backward motion, depnrted scuthwerd about 8:05 a. m.,
and while moving at an estimrted specd of 10 to 25 miles per
nour 1t collided withh the rear end of Extra 00 Scuth.

Extra 200 Scuth, a south-bound freight traln, departed
from Juncticn, 74.6 mliles north of Denver, ot 12:15 o, m.,
according to the dilgpatcher's record cf movement of trains.
At S-5. Cicrleston, 65 milce ncrth of Denver, the crew rcceived
coples of traoin order N-. 2, Frrm 19, previously quoted. This
train deported from Sr. Cnarleston at 2:29 a. m., and stopped
at Summit at 7:388 a. m. After tne front perticn of Extra 803
Nrrtn arrived at Summit, Extra 200 Scutn, consisting of engine
200, 2 loaded cers, engine 807, a cebcosge, 8 lcaded and 36
empty cars and a cnbocee, in tne order n-ned, departed about
7165 a. m., end stopped nbout 8:05 o, m. on tne maln track,
with the rcer end sgtanding at & point 2,132 feet nortn of the
station at Denver, tc set out twe cars cn the spur track.
Abcut 10 minutes later tne reer end of this train wes struck
by tne front porticn of Extra 603 N-rth. .

oo R
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Because of bushes adjacent to the Track and the curvature
of the track, from the lelt slde of an engine in backward mo-
tion the view of the point where the accident cccurred was
considerably restricted.

Tne caboose of Extr~ 200 South was derailed and badly
damaged, and it telegcoped the rear car, which was destroyed.
The caboose of Extra 803 Nortia was demolished. Both trucks
of the tender of engine 700 were derailled, the rear truck was
snoved to the center of the tender, and the rear end of the
cistern was punctured.

It was slightly foggy at the time of the accldent, wunich
occurrred about 8:15 a. m.

Tne employee killed wes the conductor of Extra 803 North,
and tne employees injured were the engineer of engine 700 and
tne front brakeman of Extra 803 North.

Deta

_ During the 30-day period preceding the day of the accident,
tne average daily movement in the vielnity of tne point of
accldent was 5.5 tralns.

Tne tender of cngine 700 is 10 feet 9-1/2 inches wide, 44
feet long and 14 feet high. Tae tender of engine 803 1g¢ 10
feet 11-3/8 inches wide, 33 feet 11-1/2 inches long and 14
feet hign.

Discussion

Tue operating rules on the linc involved recguire that when
a train is moving under circumstances in which it may be over-
taken, tne flagmen must throw off lighted fuseces at proper
intervals where the view is obscured. Wnen a train stops under
circumstances in wnich it may be overtaken by another train,
the flegman must go back immedintely with flagman's signals a
sufficient distance to insuvre full protecticn. Train ordors
continue in effect until fulfilled, superscded or annulled.

Tae crew of Extra 803 Nortn and tne crew of Extra 200
Soutn neld copies of a train order establisning o meeting point
between these trains at Summiv. Extra 200 South wes infericr
by direction and, therefore, wos required to enter the siding
at Summit.

Beoause of excessive tonnage, Extra 803 North stopped at
Peck ond tnen proceeded with tne front portion of its train to
tne north siding-switch at Summit. Tze conductor of Extra 803
Nortn and the conductor of Extrs 200 Scuth, acting under oral
Instructions from the dispntcher, arrived at ar understanding
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tnat, 1nstead of englnes 803-700 returning to Peck and bringing
the rear portion of Extra 803 to Sumnmit %o comply with train
order No. 2, Extra 200 would proceed to P~ck to fulfill the.
requirements of the train crder at tnat polnt. Extra 200 South
deported from Summit about 7:55 a. m. and stopped at Denver
about 8:05 a. m., with the rear end standing about 0.4 mile
nortn of the station. Aoout 8:15 a. m. the rear end of this
trein was struck by the front portion of Extra 803.

Engines 803 and 700, moving backward, with a caboose
coupled to the reer of engine 700, departed southward from
Summlt about 8:05 a. m. The brake-plpe hose were coupled, the
double-heading cock on engine 700 wag closed, and the brakes
vere being controlled from engine 803. EBreke-pipe pressure of

70 pocunds was being maintained. As thls equipment wae approach-

ing the point where the occident occurrsd the speed wes about
25 miles per hour, the front brakeman wos maintaining a lookout
frcm tne forward platform of the caboose, the conductor was
ingide the caboose, and tne crews of both englnes were on their
regpective sides of their engines. Tae flagman remained with
trie rear portion of the train at Pock. According to the state-
ment ¢f tne front brakemen, engines 803-700 were about 1,300
feet north of the point wnere tne accident occurred wnen ne
first saw tne rear cnd of Extre 200. Hc crossed tc the rignt

side of the cnaboose platform and gave stop slgnals, then crossed

to the lcft side and gave stop signals, but thnere was no re-
spons Woen engines 803-~700 were About 1,200 feet nortn of
tne p01nu of accicdent, tne front br1KCWﬂn obszrved the flagman
of Extra 200 giving stop signﬂls wlith a red flag at a 001nt
about 800 ieat to the rear of Extra 200. Tne front brakema
opened tae conductor's emcrgency valve, but tne distance was
insufficient for this train to stop cncrt of the rear of Extra
200. He Jjumped off Jjust before the collision occurred. Ho
seld the speed wag about 15 miles per nour when the collislon
occurred. According to the statements of both engineers,

neltner observed the stop signals given by their front brakeman,

because of the high tendzre, the track curvature, and the ca-
boosc being nerrcwer tnan une tenderes Tne fireman of engine
700 sald thnat os a recult of the qtowﬂ pregsure becoming low
ne was occuplied in operating the stoker and did not observe
eitner thc flagman or Extra 200. The fireman of engine 803
sald tnat because of smoke from engine 700 obscuring nis vision
ne did not observe tne flagman of Extra 200 until enginc 803
was about 350 feet distant, and that tne flagmen was giving
stop signals from a point about 800 fect to the rear of nis
train. The fireman cof engine 803 warned nis engincer wiac imme-
dintely placed the brake valve in emergency position. The
flagmen of Extra 200 said that when his train stopped at Denver
ne immediately procccded toward the rear to provide flag pro-
tection and hacd reached a point about 1,200 feet to the rear

of nils train wnen he observed engines 803-700 approaching. He

"
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immedliately gave stop signals witn a red flag but apparently
nig signals were not observed by the enginemen. He said the
front brakeman gave hand signals to stop and tnen opened the
conductor's emecrgency valve. Whnen the engines passed him the
speed was about 25 or 30 miles per nour and was not materially
recduced at the time of the collision. Becausc 1t was clear
and daylignt he did not consider 1t necessary to place torpcdoes
on tne rail or to dlsplay a lighted fusee. He said that ne
wes a sufficient distance to the rcar of nis train to provide
full protection if the employceg on the followlng enginecs had
been maintolning o propcr lookout. According to the statement
of a railroad police officer who was on thne caboose of Extra
200, tnc flagman proceeded back about 450 feet to the rear ol
nis train and stood at that point until tne following cngines
opproacihcd, and then gave stop signals. The conductor of Extra
200 said that at Summit he inTormed tne conductor of Extra 803
that Extra 200 had switghing service to perform at Denver, and
tnat the conductor of Extro 8028 saild ne would inform his en-
ginccrs concerning tnis movement; however, the englne crews
seid tne conductor of Extra 803 bonrded tne caboose at Summit
ond did not inform them thet Extra 200 wos required to stop

at Donver,

From the time Extra 200 stopped at Denver until the time
the cellision occurred the flngman nod not less than 10 minutes
in wnicn to provide flog protccticn. The superintendent said
tnat during a perioc of 10 ninutcs a person could walk o dis-
tance of 3,500 feet. Hoad tne flegnan ovrocecded approximately
tnis distance to the rear, undoubtedly ne would have been able
to provide afequate flag protection.

In the viecinity of the peint of accident, ligat engines
in backward motion zre authorized to nove at o spced of 30
rniles per nour on tangent track. The rules require that flag
protection be provided at a sufficient distonce to enable the
engineer of a followlng train to stop his train from tne maxinun
speed snort of a %trein ahcad. Wnen Extra 200 was preparing oo
stop at Denver, its spced was gradually recduced tarcugnout a
considerable distance, but no lignted fusee was drovped to pro-
vide protcction wiile the flagman was preoceeding an adequate
distance to tne rear. Under the ruleg of the carrier, the
moverient of the following train between Summit and Peck was not
restricted. If an adequate block seysten hald been in use, the
fellowling train would have been required to proceed in such
manner tnat it would be able to stop snort of the train onead.

Tre investigaticn disclosed thet train order N-. 2 nad
not been fulfilled, superscded or annullcd wnen Extra 200 S~uth
passed tre meeting point; however, the superintendent sald

that sucn movements are permitted by instructicns from tne dis-
patcner after tnere is en understanding among the members of
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tne crews involved. 1In addition, wnen traln mcvements similar
to the one under consideration are made, a light engine re-
turning to thne rear portion of its train must follow tne
cpposing train between Summit and Pcck, and nct precede 1t.

Couse

I¥ 1s found that thls accident was caused by fallure to
provide adequate flag protection for the preceding train.

Deted at Waenington, D. C
day cof August, 1942.

., thils twenty-second

By tne Crmmigsicn, Cemnissioner Prtterson.

W. P. BARTEL,
( SEAL)

Secretary.
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