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THE ERIF RAILRCAD COM- NY
FZPORT I RE ACCIDZEMT
NEAR WINDILAY, OHIO, ON

MARCH 16, 1941
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Railroad:

Date:

Location:

Kind of accident:
Trains involved:
Train numbers:
Engine numbers:
Consist:

Speed:

Cperation:

Tracl:

Weather:
Time:
Casualties:

Cauge:

-2 - Inv~2490

SUMMARY

Erie
March 18, 1941
Windham, Ohio

Side collision

Pasgenger ¢ Freight

Extra 1644 ¢ Extra 3400

1644 ¢ 5400

10 cars : 51 cars, caboose
6~7 m. e he ¢ 6-30 m. p. I

Automatic hiock—-signal system

Druble taament; 0.41 percent
ascenting srede eastuard

lear
Abcut 7:09 a.m,
2 killeo; 154 1injured
Accldent caured by fallure to pro-
vide adernuete flee protection

belorns nascenger train entered
cros-over
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INTERSTATE COMMERCE COMMISSION

INVESTIGATION NO, 2490

IN THE MATTZR OF MAKING ACCIDENT INVESTIGATION REPORTS

UNDZR THY ACCIDZNT REPORTS ACT OF MAY 6, 1910.
THE ERIE RAILROAD COMPANY

May &5, 1941

Accident near Windham, Ohio, on March 13, 1¢41, caused by
failure to »rovide adecuate flag pfoteotion before
pagsenger traln entered crossover,

REPORT OF THf COMMISSIONT
PATTERSON, Commissioner:

On March 18, 1941, there was a slde collision between
a passenger train and a freight train on the Erie Railroad
near andlam, Ohio, which resultoed in the death of 2
passengcers and the injury of 183 nagsengers and 1 employee,
This accident was investi_.ated in conjunction with a
representative of the Public Utilitics Commiszion cf Ohio,

Under authority of scction 17 (2) of the Interstate Com-
merce Act the above-cntitled nroceeding war referred by the
Comziesion to Comiiesioner Patterson for considerstion and
disposition.
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Locetion and MHethod of Opcraticn

This accident ncecurved on that vmert of the ¥ahoning
Divieion designated ac the Second Sub-Divieion which extends
between Kent, Chio, »~rnd HMeadville, Pa., a distance cf 89,1
miles. In toe vieinity of tne point of accident thie is a
double~treck line over whick troins arc opcrated with the
current of traffiec by eaa cutomatic block—siznal evstcom, the
indications ol which suprigeds timo-toolc sumeriority. A
crossover, designeted as A, D, Crosgcver, betweern the cast-
ward and the westward maln tracks 18 loceted 1,.© miles cost
of the stetion ot Wirndnnm; it ig 132 feet in length ond is
trailing-point for mevenent withh tuc cur-cnt of traffic. The
accident occurred on the coatword =ein trock at the fouling
point of thec crossover, 4t A. D, S.dinT tre costward siding
parallels the main track on tho gouth aat ig 4,732 feet in
length. The west sidinge-switch ig 4€,7 feet ecast of the east
switch of the crossover, A hand-throw dersil is 1oceted on
the eastward siding 210 Teet east of the west switch, Two legs
of a wye leading to the Ravenna Crdnance Plant, located about
4 miles south of the mair troacke, connect witl the eastward
siding at points 306 and 1,802 feet east of the west switch
of the siding., The gwitchstands ol the crossover are of the
hand-throw, low-stand, double-vanetrve. when the switches are
lined for movcment on the main tracre a rectasgular vhite
target 1s displayed, and when linec fop wmovement tarovgin the
crossover a red arrow-snape varget 1s displayed.

As the »oint of accident is approachcd Irom the west

there are, in succession, a 19 curve to,the right 950 fecct

in length, a tanrent 2,368 feet, a 0°0 urve to the right
587 feet, a tangent 1,173 fest, a 0203 curve to the right
587 feet, and a tangent 3,805 Tezt Lo the —oint of accildent
anc. @ considcreble Cdistance veyond, The grade for east—bound
trains varies between 0,37 oni 0,70 nercent descending more
than 4,700 feet, is level 2,330 f=:t, and then 0.4l percent
ascending 3,189 fect to the »noint of accident.

A tclephone booth is loccted 25 feot =outh of the cast-
ward track and 80 feet west of the east switch of the crossover.

Automatic siznals 585-2 and 5884-2, which govern movements
on the ezstward maln track, are mounted on masts located 8
feet south orT thao right reil of the track ot noints, respective-
ly, 7,904,3 an¢ 120 feet west of the noint .0f accident. These
signals are of t.a> one-arm, three-position, upper-quadrant, :
semaphore tyvpe, and are oil lighted, The aspects, indicatlons
and names arc as follows:?
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Aspect Indicetion Name

Green Proceed Clear

Yellow Prepere to stor af next Armroach
. signal Sraia erceedilng

medum Jeﬁq must 2t
once rszuvce Lo that speed

Red Stop then proceed in accord- Stop and
ance with rule-509-B nroceed

When troin  1s stoop.d by a Stop and

Rules 508b,
nel 1t mey proceed:

Proceed sig

LU B

(b) ©On two or more trecks &t once at
restricted speed.

DefTinitions.

Medium Specd.--One—~h-1T maximum
authorized speed st rwolnt involved,
but not t0 excecd thirty milcs per
hour unless otherwise nrovided

Regtricted Specd.--Proceed ore-—
parcd to ston short of trein, ob-
gtriction, or anytq1ﬁg thaet may

eauire thc specd of a train To be
reduced,

When either switech of the crossover at A. D. Siding or
the deraill at the west cnd of the ecstward siding is open, or
the eastward main tracl east of sicnal 524-2 is occupiled,
sigrnal 584-2 displays stop~and=nroceed and signal 585-2 dis-
nlays anvroach,

Rules of the operoting departuent read in whole or in
part as follows:

9%, Wnen a tiain stops under circumstances .
in enmich 1t may be overtsken by another train,

the flea nan md“t <o back immecdiately with

flagman'e sipnels o sufficient dislance to

ingure full protection, placing two torpedoes,

and when necessary, in addition, displuayving

lighted fusees., ¥* o
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The front of the train must be proteccted
in the sume way when necessgary by the tralnman
or Tireman.

L )

When day esigneole cannot be plainly seen,
owing to weaticr or other coud;tlonu, night
signels must wlso be used. Conductors and
enginemen are reaponsiblc for the brotection
of their trains.

D-182. When a train crosces over to, or
onstructs another track, unlcees otherwlse
provided, it must rirst be vrotecscda as
prescribed by Rule 99 in both directions on
that track,

D-263s A train must not cross ovaor, * # ¥,
without authority Irom the train di Lpatcher
or signalman,

Special Order No. 1%, dated March 10, 1941, and addrcssed
to all concerned read in part as follows:

Effective Thureday, March 13, 1941, and
daily except Sundays until further notice,
pacsenFer 2xtra will be operated on the
following schedule;

Westbound oA W
Depart - Youngstown Brlo am
Girard 3420 an
Nilss G. D5 an .
Warren B:<8 an,
Arrive A, D, Crossover 7:08 an

% %
4 % Freight troins will clear the time of
these traine,

W
Time-table erccial instructions read in part as Tollows:

CROSSOVER MOVEMENT,



When necessary to # % ¥ crogg over from
one maliln track to enother, perriseion will ‘
first be ootained * * *, This does not
relieve enginemen and trainmen from pro-
tecting the movement as per Rule 99, # # *

The maximum authorized speed for freight trains 1is
50 miles per hour,

The wind was blowing from the north and the weather was
clear at the time of the accident, which occurred about 7:00
2, M.

Description

Extra 1644 West, a west-tound wvacsenger troin, with
Conductor Welsh and Enginemen Hand in clarge, congisted of
engine 1644 and 10 cosches; all cars were of steel construc-
tion. This train departed from Youngstown, Chio, 25.9 miles

east of Windham, at 6:15 a.m., according to the statements
of the crew, entered the Second Sub~Divislon at SN, Junctiocn,
8.4 miles east of Windham, at 6:55 a. m., according to the
train shecet, and ot A, D. Siding stopped on the westward main
track just west of the crogsover about 7:05 a. m. Soon after—
ward the train started a back-up movement through the cross-
over to the eastward main track and to the eastwerd siding;
while the train was moving through the crcasover at a speed
estimated at 6 or 7 miles per hour, the fifth, sixth and
seventh cars wecre struck by Extra 3400 East.

Extra 3400 East, an east-bound frei_ht train, with Con-
ductor Hill and Engineman Stallsmith in cherge, consisted of
endin€ 3400, 47 loaded and 4 empty cars, and a caboose. This
trajn departed from K. X. Croosover, 16,7 miles west of
Windham and the last open office, at 6:00 a. m., according to
the train sheet, nassed signal 535~£, which was displaying
proceed, passed signal 534-2, which was displaying stop~and-
proceed, and, while moving 2t a speed varicusly estimated as
between 8 and 30 miles per hour, collided with Extra 1644,

The fifth car of Extra 1644 was derciled but remained
upright and crosswise of the crossover, with its rear end ‘
30 feet ecast of the west crossover switch, The left side-
sheets were roked ond torn, the left side sill and the left
gide of the rear vestibule were torn loose, the floor was
buckled, and 18 windows were broken., The sixth car was de-
railed and stopped bottom up, north of the westward mein
track and parallel to it, with its front end 25 feut cast of
the west crossover switch., The 1c¢ft side=shects ond the
bottom of the car inward to the center sill were torn out a
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distance of 14 fect, the left side of the roof was torn out
a distance of 30 feet, the front vestibule was demolished,
both trucks were detached and badly danaged, and 41 windows
were broken., The seventh car was derailed and stopped up-
right, diagonally across both main tracks and the siding,
with its rear end 450 feet east of the east crossover switch;
both couplers and 15 windows were broken. The remainder of
the cars in thls train were not derailed but sustained con-
siderable interlior damaze. On the thira, fourth and eighth
cars, one coupler was broken on eaeh car.

Engine 3400 and 1ts tender, remaining coupled, were
derailed to the 1laft, headed rnortheast, and stopped on their
left sides, diagonally across the .sidirng end both main tracks,
The front end of the cugine was 405 fect eagst of the east
crossover sultch. The engine pilot and one alr compressor
were demolished, the smoke-box was buckled, the left side of
the trailer-truck frame was cracked, the engine-truck frame
was bent, the engine cab was buckled and its roof was de-
molished. Both front corners, the right rear corner and the
right side-scheete of thc tender cistern were buckled; the
right side of the frame was crackcd and tuic rcar coupler was
broken. The first 15 cars of Extra 3400 werc derailed and
stopped in various positions across both main tracks and the
castward siding. The wreckage was contalned within a distence
of 255 feet. Of these cars, 8 wcre destroycd and the remainder
were badly damaged. The front truck of the sixtcenth car was
shoved toward the center of the car.

The employce injurcd was the conductor of Extra 1644,
Summary of Evidence

Engineman Hand, of Extra 1544, steoted that his train was
being operated on the echedule created by special order No, 19,
His train arrived at tke crossover at A, D. 8iding at 7:05 a.m.
and stopped west of the crossover on the westward main track.
He sounded the engine whistle signal for flagmen to protect
the train. About 3 minutes later, having received a signal
to back, he sounded the engine whistle in acknowledgment and
opened the throttle. When his engine started to move he
looked westward but did not see a train approaching. Before
the crossover movement was st-orted he could see signal 584-2
over the topg of the coaches and that signel was displaying
stop-and=bdreccecd, He asked the fireman i everything on the
left side of the train was all right and the fireman replied
in the affirmative; however, the fircman did not specifically
state whether the front brakeman was rroviding flag protection
against trains moving on the eastward track nor did the
engineman ask him concerning flag protection. About 35 or
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40 seconds later, when the train was moving through the cross-
over at a speed of 6 or 7 miles per hour, the fireman called
fhe attention of the engineman to-an approaching east~bound
train. The engineman glanced toward the west and observed
that the approaching train was about 4,900 feet distant and
that steam and smoke were blowing down over its engine, but
he was not alarmed that the approaching train would fail to
stop before it reached signal 584-2. ©Soon afterward he
glanced to the left and saw box cars pacsing his engine; then
the accident occurred., He said that automatic signal indi~
cations are not to be used to assist in providing flag pro-
tection., He was somewhat confused concerning the proviesions
of special order No, 19. In one statement he expressed the
opinion that_at 7:05 a. m. eastwbound freight trains should
approach A. D, Crossover under control, but in another state-
ment he said that crossover movements should be properly pro-
tected. He thought, in view of more than 1 mile of tangont
track and the sutomatic signal displaying stop—and-proceed,

a fusee displayed about 50 fest east of the signal 1s suffi~-
cient flag protecction when the weather is clear; however, if
the weather is stormy he should instruct his fireman to drop
off a fusee from the engine before the back-up movement 1is
started. Later, he sald that an east-bound freight train
moving at maximum authorized speed could not be stopped in
the distance that a fusee placed in thc vicinity of signal
584-2 could be secn. He said that supervisory officials had
instructed him not to depend upon signals in providing flag
protection. He said that it was his duty to observe if proper
flag protection is provided before a crossover movement is
started, At the time of the accldent there was a strong wind

and snow was blowing.

Fireman Legs, of Extra 1644, strtod that affer his train
stopped at A. D. brossover the orunance-plant pilot lined
the derail on the eastward siding, and the front brakeman
lined the eastward siding-switch and thc east switch of the
crossover, After the movement was sterted the fireman looked
westward, saw an east-bound train approaching about 1/2 mile
distant, and informed the engineman accordingly. At that
Time a fusee was burning on the eastward track but there was
no flagman providing protection. When about ¢ix coaches of
Extra 1644 had entered the crossover, the front brakeman ‘
started to flag the approachiny train from a poilnt about 280
feet east of the crossover., Because smoke ond steam obscured
the front end of the approaching engine, he could not deter-
mine whether 1t was a freight train, or an overdue commubting
train approaching the crossover. He was not alarmed that the
east~bound train would not stop. He understood that the rules
reguire adequate flag protection before a crossover movement
1s started; however, he knew of no previous linstance wherein
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adequate flag protection at this point had been provided by
his crew, He said that automatic signal indications are not
to be used to assist in providing flag wrotectioa, It did not
occur to him that 1in the absence of proper flag protection he
himself should have nrovided it. &He said that Extra 3400 was
moving at a speed of 20 miles per hour at the time of the
collision. He was last examined on owerating rules during
February, 1941.

Conductor Welsh, of Extra 1€44, stated that the rear end
of his train stopped on thne westwerd main track about one car
length west of A. D, Crossover. The front brakeman proceeded
to the telephone to obtain auvthority from the dispatcher for
his train to make the crossover movement from the westward main
track across tir> eastwsrd mein track to the castward siding.
The conductor alighted on the south side from the eighth car
and at this time the front br-kemen, returning from the tele-
phone, signeled tha%t the croszover movenment hed been authorized.
The ordnance-—company pilot lined the €erail on the siding for
the train to enter, wnich nositlon caussed signal 584-2 %o
dispmlay stop-and-proceed, then the flagman lined the west
crossover switch for entrance to the crogsover and tne front
brakeman lined the east crossover switch and the wesy switch
of the eastward siding for entrance to tue siding. When Extra
1644 backed into the crossover the Tlagman and the conductor
boarded the eignth car and the front brekeman lighted a fusee
and started westward. The conductor looked westward but did
not see a traln approaching, The first ne kaew of anything
being wrong was when the impact occurred. He estimated tnat
about 2 minutes were consumed from the time the derall was
opened until all the switches involved were lined for fthe cross-
over movement. He snid that it was not necessery for a flagman
to proceed westward any nreot distance to oHrovide adequate
flag protection against ecst-bound trains, as the track was
tangent; furtnermore, special ordcr l'o. 19 reauired trains at
7:05 a., m. to approach A, D, Crossover unicr control, and
automatic signal 584-2 was disnlaying stvop—and-proceed. Visi-
bility was unrestricted and it weas possitlc to cee an object
the size of a man a distence of about 1 mile., He sald that
he did not depend unon signal indications to assist 1n sro-
viding flag nrotection; however, he ¢ ssumed tnat signal 5856-2
would disnlay avproach for east-pound troing. He thought a
lighted fusee in the vicinity of the crossover could be secn
a distance of about 80 or 100 car lengths, which should be
sufficicnt distrnce for stoppiag a train. When officials rode
on his train the two brakemen provided adequate flag protection
for the crocsover movement, and the conductor obtained authority
from the dispatcher to make the crossover movement and then
lined the ewitches himself; however, in most instonces the
crosgover movement at A. D. Siding was made in the manner in
which it was Leing made at the time the accident occurred, He



was last examined on opereting rules on Februarsy 14, 194l. 1e
understood that before a crossover :ovement is started adeguate
flag protection should be provided; howecver, in this instance
the erossover movement was sterted before any flag prosection
wa. provided. There had been no uwaderstandiagz trat the Tiromen
would nrovide [lag protection for tie Tront ena ol ke trcin.

Exura 1644 was mwoving at a specd of apout 7 miles per hour when

the aceident occurred. The wenather was cloudy and wind was
blowing.

¥ront Brakemen Locmis, of Exten 1644, statce
stoppcd at A. D. Crossover at 7:05 a. m. He nroc
telephone, obtained authority frem the dispacchor
TO maKV a crocscver rmovemeat te the eastuar
the dispateher that his troin wouid be inte clear inutcs,.
He did not ask the dispatensr abeut any «ast-bound in, nor
d1d the dispatbcher inform him concerning cay such train. The
brukeman said thace he 1z nroroted ue concustor cnd usualiy ob-
tains authority for nis train to rake the crogecvey woveoment.

[

He gave a hand signal for vhe flagmon te lino thoe west switen

or his train

;u

of the crossover and he birsclf lincd the cast crogsovor swiuvch
and the siding switch. Eefore any switches worc lilpd, the

frent brakeman plaecdd a 1

NN
ic Ltcd red fuasco cn Lhc gqszwara trock
and tlie crdna PCO—p¢a1t pilot Lin

- - L. 20
wed tre ccsuvaru—s ¢ins dersil.
.
)

Ja

The front brakeman lcoxca 'veztvard but ncith.r sov nor heard any
train aporoaching. Aftcr ithe switehos were ?Wn@d the fl?omnn
bocardzu the train and gave a signal Tor the trick tc back The

movomrnt was starsed nr-ompllyv ond the firont brodemin proco edrd
stward to proviuce {lag protecticr agairnst cost-bount troing.

Ho observed an east-bound trein approuching abcuw 4,900 icot

distant and, holaing a lisnted fusco, he gave stop S .pnels.  He

9

cculd not ostimate the gpeed of toe anproeoacning lLraoin His
signa+d were not icudumlodnfu rom th.e Lppxohgh+1g Lrtin, and
vhen “he Drdhcmgn roachcd A peiant abeout 200 1ccu west of signal

264-2 hc 1urpba o tr gouth oiI" the trock to BVOiJ DCWQL struck.

Brakemon Locmis wae last coamined on operating rales in Feoruary,

siding, and informed
i a

1941. He huad been assigncu to che commubting train since Fobruary

ard the movement invoived 2t the crusacver wos ;qnflgu in the

1.

usual manner. e understool thet o croosovoer movoercent should be

prctected before the switches e lincd czainct main-trock
meverients but expresscoa tuo copindcn or.b since Tl weather wos
clcar, tne track was tangeat, and a fusce wos Jisplaycod,
sufficlent protcction woas providod. ie suilc th-t tae first
day ne was assirncd voe this scrvicee he hed agsuac @ the duby

of obtaining autrority to cwos~ ovcr, ag Lo couductur was
tusy with coth.or dubtli.e and Le assist d the conductor in order
tc avoid delay. 1f he *1ov103( clequute prebestion uiusual
delay would occcur. ¢ g2id that Lo

signals to wssist in providing flag protecticn. The usual time
consurcd during Lhe cressover rovement is 2 rpinutes. If o1«
tire is uscd tne dispatecicr ig informcd of the celay ond flig
protection is nrovided.

(@]

@id not depeud upor autcratic


http://brakoma.ii
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Flagman Thomas, of Extra 1644, stated that at A. D. Crogs-
over, after the front brakeman obtained aut'crity for the traln
to move from the westward main track to the castwurd siding,
he himself lined the west crossover switch, then sounded the
communicating signal whistle for the train to back. After his
train started the back-up movement througch the crossover, he
tossed a lighted fusee, which landaed between the rails of the
eastward main track, At that time he saw tho front brakman
proceeding westward with a lightcd fusec. The flagman could
see eastward ‘about 1-1/2 miles; thercfore, he remained on the
train and did not provicde vrotection for the rear of his train,
He said that the procedure for movemcnt at A. D, Siding was
the same each day. ©Since beinz assigned to the commuting
service in February, he had depended upon the automatic signals
to the rear of his train to assist in providing flag protection.
He understood that hls duty was to provide flas protection a
distance sufficient in which a followring train could be stopped,
and that the front brakemen was recuired to provide adequate
flag protection on the eastward track; however, both were re-
quired also to line switcheg 21d to perform other duties inci-
dental to making a crossover movement, The flagmon said thuat
the conductor was usually occupied with dutlies within the train
so that he was unable to assist in the movement. He thought
when authority for a crossover movement was graented by the dis-
patcher it indicated that no train was moving in the opposite
direction on the adjacent main track; also, under thne provisions
of special order No. 1% the crew of any east-bound frelght
train should expect to find a train operating on_tne speclal
schedule and moving through the crossover at A. D. Siding at
7:05 a, m., but he had not been so ingstructed and could not
explaln why he had formed such an opinion since that part of
the special schedule was applicable on tihe westuward maln track
only. In 1927 he was promoted to concuctor, ana he wes last
cxamined on the opercting rules in February, 1941, Visibility
was good at the time of the accident, which occurred about
7:09 a. me He said that 1f adequate flag protectlon had been
provided the accident might have been averted.

Engineman Stallsmith, of Extra 3400, stated that at Kent,
20.2 miles west of A, D, Crosscver, a terminzl alr-brake test
was made and the brakes functioned nronerly en route. As his
train was approaching Windham the speed weas gbout 50 miles per
hour, aad he made about a 10-vound brake-pipe reduction. When
the speed was reduced to about 40 miles ver hour, he released
the brakes. ©Signal 585-2 displayed clear and the fireman,
the front trekeman and he called its indication. The wind was
blowing from the north. Smoke and steam blowing down over
the right side of the engine nmoterially recstricted visibility.
He was depending mostly on the Tireman to observe and to inform
him of conditions ahead. When his train was about 1/4 mile
west of signal 584-2, the fireman soid that the signal displayed
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stop-and—-proceed and the engineman started to make a service
brake-pipe reduction. The Tireman again warned him and the
englneman moved the brake valve to emergency position and .
opened the sander valve. The engineman could not see the
signal and did not see Extra 1644 until his engine was about
580 feet distant. He estimeted that the speed of his train

had been reduced to 12 or 15 miles per hour when the accident
occurred, The engineman did not hear any torpedo exploded nor
did he see either a flagman or a lighted fusee. About 2 minutes
elapsed while his train moved between signalg 585-2 and 584-2,.
At Kent he read special order No. 19, which ke thought gave
trains ogerating on the special schzdule permission to cross
over at A, D, Crossover at 7:05 a. ms and that the crews of
east-bound trains were required to maintain a lookout for such
movement at A. D, Crossover at thst time; however, crossover
movements should be nrotected by a flagman stationed at a
distance sufficient for storving on approaching train. He
thought ir a flagman had been stationed about 900 feet west of
the crossover he would have been in view a dilstance sufficient
for stopping the train. Formerly, the rules required that,
after crossover switches between two main tracks were lined for
a crossover movement, an interval of 2 minutes should elapse
before such movement was started; however, at present the
rules do not require any time interval. He said that the road
foreman of engines had instructed train and engine employeés to
approach A, D, Crossover at 7:05 a. me. with caution and to
maintain a lookout for tane commuting special crossing over,

He was last exarined on onerating rulcs on Februvary 25, 1941.

Fireman Stevenson, of Extre 3400, stated that as his trailn
was approaching the point where the accident occurred the epeed
was about 40 miles per hour and he was maintaining a lookout
ahead. Blowing snow restricted vieibility. Wnen his train
approached signal 535-2 the eangineman an? the I'ront brekeman
called the indicetion as cleer but he covld not see 1t. He  yg
was tending the fire and did not see sigaal 584-2 until his train
about 30 car lengths west of it. At that time he obscrved that
the signal was displaying stov-and-nroceed and Extra 1644 was
backing through the crossover. He immediately called a warning
to the cngineman, wno started a service brecke-~oipe reduction,
then moved the brake valve to cmerzcncy position but the
distanrce wes not safficient for stopping his train short of
Extra 1644, The speed was 8 or 10 miles per hour and it was ‘
about 7:07 a. m. when the accident occurred. He did not observe
either a flagmen or a burring fusee. He said that a freight
train similar to Extra 3400 could not be stopped by an emergency
application of the brakes from a speed of 40 miles per hour in
less than 50 car lengths and by a cervice apolication 1n less
than 1 mile. He was last examined on operating rules on February
24, 1941, He undecrstood that before a crossover movement 1is
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sterted adequate, flag protection must bhe nrovided. In his
opinion a flegman should have been stetiched ot leost 1/2 mile
west of A, D, Croscover to insure full protcction. He hed
been instructed by the road foreman of engines that east-
bound trains must run with resvect to thc time d.own for a
west-bound train operating on the schadule authorized by
special order No., 1€. In thie instance he had forgotten that
a specisl schedule was due at A, D, Crogsover at 7:05 a. m.

Front Brakeman Dortman, of Extra 3400, stated that when
the engineman called the indication of eignal £85-2 the front
brakeman looked from thc enginemnn's “rindow and observed from
a point 500 feet weet of the signal Tttt the indicetion wes
clear., The fireman also cnlled the s.cnel. The front brake-
man dic not again look out untiil the filreman warned the
engineman that signal 584~2 displayed stop-and-proceed. The
front brakemen crosgsed to the left side and cbserved that his
train was about 3/4 mile west of &#. 2. Crossover, signal 584-2
was displaying stop-and-proceed, and Extra 1644 wee backing
through the crossover., He 614 not see elther a flegman or a
lighted fusee. He estimatod the snecd at 15 or 20 miles ver
hour when the collision occurrzd. He understood that under
apecial order No. 19, an east-bouné frcizht train should not
pass A. D, Crossover until it was determined that the passenger
extra had comnleted tke crossover movement.

Conductor Hill, of Extra 3400, stated that os his train
was approsching the moint where the accident occurred he was
in the cuvola and the speed wes about 40 or 45 miles per hour.
When the caboose was about 3,000 feet west of the crossover at
A. D. Siding the brakes were aoonlied in 2smergency, and the
train stonoed abruptly. The soced was reduced to about 25 or
o0 miles per hour waen the collislon occurred.

I
c

The statement of Flagmoan First, of Extra 3400, added
nothing of importance.

M. L. Andrews, of the Resvoenna Ordnance Compony, stated
that he pilots commuting traing from the eastward siding to
the ordnance vlant. EBExtrs 1614 Wegt arrivedé at A. D. (Crossover
at 7:05 a. m. Flag protection was provided by plecing lighted
fusces on the eestward main trock west of the crossover.

Dispatcher Mitchell, at Youngstown, stotcd that about
7105 a. m. the front brakemen of Extra 1644 requestocd euthority
for his train to move from the westward main trrck to the
eastward siding. The dispatcher granted authority for such
movement but did not inform the brakeman thot Extra 3400 East
had departcd from K.X. Crossover =t 8:30 a, m, Besed on the
usual ruaning time of 30 minutes, he asgumed that Extra 3400
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should pass A, D. Crossover about 7 a. m. or 7:10 a. m.

It is not customery to stop fast frecignt trains, such as
Extra 3400, to permit other trains to make crossover move— .
ments ahead. When hg granted authority Tfor Extrs 16844 to
cross over at A. D. Urossover, he thought Extra 3400 was
aporoaching thnt voint. Usually ne gilves informetion con-
cerning approaching troins to the person requesting permis-—
sion to maoke the crossover movement; however, it is nct
customary to grent authority for movements in advance of
approcching trains. In this instance neither he nor the
front brakeman of Extra 1644 mentioned any anproeching train.
The dispatcher seid that under the rules ond special time-
Table instruciions adequete flag protaction must be provided
before crossover switches are 1lined for a crossover movement,

Engineman Soules and Conductor Thomuson, of the Akron-
A, D, 8iding commuting trein, stotnd thint frequently cross-
over moverents are made nt A, D, Srossover under the protection
of fusees placcd ot the crossover switcenss. Conductor Thompson
sald that a lighted fusce on a tic ot the switch could be seen
in clear weather a distnnce enffiecient for stouning an anproach-
ing train.

Chief Train Master Garland stated tast smccial order Mo,
19 was 1issued for information to commubting vassergers employed
at the Ravenna Ordnance Plant and for ~receding west-bound
freight treins to clear tiie ftimes shown in order to avoild
delay to trains opmerating on the schaecule authorized by the
order. Trains moving in the opncsite direction on the ad-
Jacent main track are required to run with resnect to this
scaedule only at stations where passengers are loaded and
unloaded, A. D. 8iding le not one of these stations. The
special order doeadgghfer to trains opercting on the schedule
involved any right or authcrity over traing moving on adjecent
fracks.

e time, 7:00 a. m.,
r VMo, 19 was to

e aad for informa-
Croasover is not a

General Manager Foss
of the schedule authorize
Indicate the final terminal of th
tion to west-bound freizht trains.
station for loading and unloading »no

er
a

4

Road Foreman of Engines Hill steted trnet he had instructa.
train and engine-gervice employees that freight trains must
approach A. D. Crossover under control at the time speciried
in special créer No. 18 and expect o comauting train to be
using the crossover,

Road Foreman of Erngines Maher stoted thet nt tihe ecene of
the accident he insvected engine 3400 and found the automatic
brake valve in emcrgency positiorn, the double-heading cock
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oven, the sander valve open nnd the reverse lzver in position
for forward motion.

Leading Car Inspoctor Waltrous, at Xent, stated that,
accompanied by Csr Insvectors idiller and Ploqe, he ﬂonduﬁted
a terminal air-brake test of Ixtra 3400 East. Each breke
applied ané released proverly Brak e-nipe pressure of 80
pounds was maintained by en011c 5400,

Machinist Diverro steted that he tested the air-brake
equipment of engine 3400 before it cenarted from Xent, and
that the equipment was in safe and sultabie condition for
service.,

General Air Bresle Insrsetor Zigley steted that, after
the accident, tests disclosed that all air-rezulcting devices,
alr gauges, the brake valve, and the distribating valve

functioned vroperly.

General Signal Inspector Rober statcd that he arrived at
the scenc of the accident ot 12:30 p. m., Morch 18, At 11
p. m., March 19, the esgtwerd mrin track wog rsstored to
service and slgnals 585-2 and 584-2 functioned as intended.

Si@nﬂl Supervisor Caztor stated thnt extzrnal and in-
ternal tests and a 24-hour obscrvation tost failed to disclose
any condition that could have wrevented the signols involved
from functioning »nroperly.

Observotions of ths Commission's Ingnecctors

Insnection by the Commission's inswectors of signals
5856-2 and 534~2 dl“ClOde thet the oper~ting values werc within
the prescribed limits, the mechanisms moved frecly, there wes
no excessive wear, and a¢1 circulta were frec from grounds.

iscusslon

Accoriing to the evidence, Extra 1544 Wes n passenger
train, stopped at the crossover at A, D. Sl&_JD, received per-
mission from the digpatcher to cross over to tke castward
track and thence to the escstward siding, and was backing
through the crossover at a speed of 6 or 7 miles por hour
when its fifth, sixth and seventh cers wore struck by Extra
3400 East, which was moving at a sneced variously estimated as
from 8 to 30 miles mer hour. The weathor was clear but blowing
snow obscured vislibllity somewhat. The occident occurred on
fangent treck and in automatic block—signal Territory.



Under tne rules, the crew of the passengsr train under-
stood that they were required to furnish adeguate protection .
against trains on the eastvard main track before tanelir train
could foul that track. According to tae stotement of the

front brakeman of the pagrenger traln, he flagged Extra 3400
with a lighted fusce from a noint about 9C0 feet west of the
crossover but the engineman, fireman and front brakeman of
Extra 3400 did not see o flagmarn; however, at a considerable
distance they saw the passengsr traln proceeding tarough the
crossover, and the stop-and—oroceed indication of the signal
Just west of the crossover. ALl the members ol the crew of

the passenger train understoond thst they are not permitted to
depend uvon automatic siymel “rdications to azsist in providing
flag protection; howevor, tai.re was considerable evidence

that they were, to a great extent, depending upon signal indi-
cations for protection, and thnt the movement im guestion was
made in the seme monner ag on yprevicue daye. One member of

the crew of Extra 3400 thought the flagman of the other train
should have flagged from a voint ot least 1/2 mile west of the
croscover in order to furnisn adequate mrotection., The front
brakeman of the passenzer train said his train would be delayed
considerably if vroper flag worotection were furnished, Never-
theless, 1f adequate fla, rrotection had been furnished, it is
probable this accident would nave bcen averted.

Some of the menbers of the crews of both trains thought
a speclel order, wilch anecified a schedule for the passenger
traln for taling on passengers and provided that freight
trains should clear the time of ths passenger trein, required
Evtra 3400 to aponroach the crocsover with caution and to ex—
pect to find it occupied by the rassencer train. The passenger-
train crew were relying upon the sncci.l order for protaction
against trains on the eastword track. Prior to the accildent
the officials did not have a commoa understanding of the meaning
of this order; however, the preponferance of evidence was that
1t applied only to trains on the westward troclk.

The crew of Extra 3400 East received a »roceed indication
at the signal locatod about 1-1/2 miles west of the crossover,
-and a stop-and—proceed indication at the next cignal located
Just west of the crossover. Since the signals were operating
as intended, 1t is apparert the engine of Extra 3400 had passe
the approsca signal before the derail on the giding, which
was the Tirst unit in connection with the crossover movement
to be operated, was lined for the passenger trein to enter the
siding. Extra 3400 traversed the cdistance between thege
signals in about 2 or 2-1/2 minutes. Under the rules in effect
at the time of the accident, the crew of the passenger train
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were not required to wait ofter the process of lining the
switches and derail was stsrted; Lowever, Tihers was evidence
lntroduced that formerly an interval of 2 minutes wace required.
If the crew of the pascenzer train had waited a skort time
after the derail was lined before it started the crossover
mevement, it is probable they would rnzve knoun of the approach
of Extra 3400 and the accicent +rould heve teen averted. The
permission to cross over, grantcd by the dispatcher, did not
imply there was no train approaching closely on the esstward
track; it implied only that tne croacsover movsacnt could be
made at that time, irreswective of poseitle delay to any other
train.

The fazailure to obey one or morse oneratirg rules for a
considerable length of time, as tre investizsstion disclos=zd
had been the case in ths mo-:2aent of tra wascznrer trein
through the croseover involvad, ari lack of a common Undor—
standing among the officiales and also amorg tne employees s
to the requirements of the emaecial ordcr indicates lack of
prover supervision. Officizls of thie rallrond snould immedi-

ately teo ake neccssary steovs $to obtoin among thermrelves and the
employees a common urderstanding of z2ll operasing rules and
regulations and to enforce obediencec 9 ke rules and rezgula—
tions.
Cousae

It is found that tais acc;ﬁcnt wag caucsed Ly Tallurc to
rrovide adequate flag protecticn before the wnagsenger train
entered a croszover.

Dated at Weghington, D, C., this fifth

day of May, 1941.

By the Commission, Commicsioner Patterson.
(STAL) W. P. BARTZL,

Secretirye.



