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INTZRSTATE COMIIEZRCE COMMISSION

REPORT OF THT DIRECTOR OF THZ BUREAU OF SAFETY COWCERNING AN
ACCIDEWT O THE INDI..IAPOLIS UNION RAILVAY AT INDIAN-
APOLIS, INT., ON OCTOBER 31, 1934.

December 13, 1934.

To the Commission:

On October 31, 1834, there was a head—end collisioa between
a Cleveland, Cincinnati, Chicago & St. Louls freight train and
a Baltimore and Ohio traansfer train on the tracks of the Belt
Railroad, leased and operated by the Indianapolis Union Railroad,
at Indianapolis, It ., which resulted in the death of 1 erployee
and the injury of 1 employee. The investigation of this acci-
dent was held in conjunction with a representative of the
Public Service Commission of Indiana.

Location and method of operation

The Belt Rallrond extends between North Indianapolis, and
Nickel Plate Junction, a distance of 13.49 miles, and connects
with several railroads at various points. This line is
entirely within yard limits and trains are onerated by ook
of rules and general orders, no time table or train orders be-—
ing in use, all trains beine considered as ecxtras and required
to run under control at all times. Retween Pan Handle Junction
and 13th Street station, a distance of 1 mile, within which
territory this accident occurred, there are four tracks desig-
nated, from north to south, as the west-bound nassing track,
west—-bound main track, east-bound main track and east-bound
passing track; the accident occurred on the west—-bound main
track at a point approximately 3,630 feet east of Pan Handle
Junction. There is an interlocking plant at Pan Handle
Junction which controls the movement of trains through cross-—
overs at that point. Trains approaching these cross—overs in
egither direction are governed My 3—indication color-light
dwarf signals which displey red, yellow and green, for stop,
proceed with caution, and proceed, respectively; a train re—
ceiving either a yellow or a zreen indication is authorized to
proceed on the route lined for it, regardless of track or
direction. Operators may allow reverse movements only after
communicating witn the station in advance. Agproachlng the
point of accident from the west, there is a 3%¥8' curve to the
right 1,837 feet in length and then the track is tangent for
a distance of about 150 fcet, followed by a 310! curve to the
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left 1,510 feet in length, the adcident occurring on this latter
curve at a point about 120 feet from 1tc western end. Approach-
ing from the east, the track is tangent for a distance of 970
feet to the curve on which the accident occurred. The grade at
the point of accident is 0.37 percent ascending for east-bound
trains.

In the immediate vicinity of the nmoint of accident the
view is somewhat obstructed by a water tank and bulldings on
the north side of the track, and in aduaition, the curvature
of the track prevents crews of opposing trains at night from
determininy which track another train is using until they are
within a short distance of each other.

The weather was clear at the time of the accident, which
occurred about 8:48 P.M.

Description

Extra 6348, an east—-bound freight train of the Cleveland,
Cincinnati, Chicago & St. Louls Railway, hereinafter called the
Big Four, consisted of 41 cars and a cahoose, hauled by engine
6348, and was in charge of Conductor Hubbard and Engineman
Webster. This train entered the tracks of the Belt Railroad
at Vandalia Junction at 8:08 p.m., and after setting off 17
carse at two points en route it approached Pan Handle Junction
on the east—-bound passing track at 8:46 p.m. A yellow indica-—
tion was received and the train moved through the cross-—overs
to the west—bound main track, and was proceeding against the
current of traffic when it collided with the transfer train
while traveling at a speed estimated to have been between 2 and
5 miles per hour.

The transfer train, west—bound, was a train of the Baltimore

& Ohio Railroad, hereinafter referred to as the B&0, and con-
sigted of five cars and a caboose, hauled by engine 342; it was
in charge of Conductor Burton and Engineman Gritton. Tais

train left Nickel Plate Junction at 8:32 p.m., passed 13th
Street station at 8:47 p.m., under a clear signal indication,

and shortly afterwards collided with the Big Four train while
traveling at an estimated speed of 10 or 12 miles per hour.

The Big Four engine was not derailec and only slightly
damaged; the first car in its train was derailed and demolished
and the next two carg were slightly damaged. The B&0O engine
was derailed and considerably damaged, and the first car was
slightly damaged. The employee killed was the engineman and
the employee injured was the fireman of the B&O transfer
train.
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Summary of evidence

Engineman Webster, of Extra 62348, stated that as the train
approached Pan Handle Junction on the east—-bound passing track
the signal changed from red to green and then to yellow and was
displaying this latter indication when his train passed it. The
train moved through the cross—overs and entered the west-bound
main track at a speed of about 10 miles pcr hour and did not
attain a speed of more than 15 miles per hour after passing
that point. While rounding the curve east of Pan Handle Junction
he saw the reflecdtion of a headlight and assumed that it was
a train on the west—bound passing track. On account of his
view being restricted, however, he asked the fireman and head
brakeman to watch the headlight and when the two trains were
about 8 or 10 rail lengths apart the fireman told him that it
was on the same track and he i1mmediately applied the brakes in
emergency and sounded the whistle; he did not think the speed
was more than 5 miles per hour at the time of the accident.

Fireman Meeker, of Extra 6348, stated that after entering
the curve east of Pan Handle Junction the engineman remarked
that he saw the headlight of an approaching train, but due to
the fireman's nosition on the outside of the curve he could
not see it at that time. As soon as his train cntered the
tangent track he saw that the approaching train was on the
west—-bound track and immediately notified the engineman; he
estimated the speed of his train at 6 or 8 miles per hour when
the brakes were applied and about 4 miles mer hour at the time
of the accident. The statements of Hgad Brakeman Rodgers
corroborated those of Fireman Meeker.

Conductor Hubbard, of Extra 6348, stated that the train
was traveling at a speed of about 8 miles per hour when it
passed through the cross—overs at Pan Handle Junction and did not
increase speed to any extent after passing that point; he was
working at the desk in the caboose and did not see or hear
anyone trying to attract his attention. Afterwards he went
up in the cupola but did not see a train approaching, his first
intimation of anything wrong being when thc brakes were applied |
in emcrgency. He looked 2t his watch immediately after the
accident and noted that it occurred about 8:47 p.m.

Fireman Sprankle, of engine 342, stated that his transfer
train approached 13th Street station at a cspeed of between 12
and 18 miles per hour and the engineman called a green signal
indication which he acknowledged; be did not see the indication
on account of the curvaturc of the track. He was on his seat-
box looking ahead but did not see the opposing train approaching
around the curve and the engineman did not say anything until
Just before the collision occurred; the engineman then shut off
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steam and shouted to him to jurp, wiich they moth did a»out tle
tine the trains collidell; the Tiroarn thousht the cngineman
aprlied the indepeindent \rak, Just rior to tlie accicdant but
could not state whether Z¢ 2apnlied trce automatic breakes.

Coaductor Burton, oI Tatres 343, ated thot the train
Dassed 13th Street station, vi.re a Clua; signal iundication
was displayed, at a gpecd oi atout 15 miles »ncr nour and vas
gtill travelii, at coout the szuae rate of spceud when the col-
ligien occurred, no dralc application hoing uede prior to
tust tinve. as he wos not 1n the cupola of the caboosc he had
not cteen the avproaching train.

Operator Landrignn, on cuty at Paxn Handle Juaction, stated
that a Belt Railroad eagine arrived at his station on the west-
bound passing track aand while svitcling care to some yard
tracks ths dispatcher ingtructed him to send this enzine to
Prospcet Junction, 1.38 niles west of ais station. He called
Hwmilton Junction, which 1s “etween Pan Handle Junction and
Progcpecct Juaotlon anC arranged to send the Belt cnrine on
the castvard main against the current of traffic. In the mean—
time the operator at 13th Strcot station re ported a Big Four
rclief engine apnroachin. on the west-Lound nmain track and
Onerator Landrlgan then called the operator at Famnilton Junction
anG arranged to route this engine ahcad of the Bslt enmine over
the east-bound main track; the operator 2t Hamilton Junction
at the same tinme inforae hinl that Extra 6348 was approaching on
tnc cast-bound passing tracik. i¢ lined the aoss—over switches
for the Big Four relief cuzinc to move from the west-bound iain
to the east-bound main, m™ut Zutra 6248 arrived “cfosre the Belt
en_.ine left and he lined the switchus leading from tlie east-
bound pasgsing track to the east—bound nain track and disnlayed
a vellow signal indication, intending to routc this train
gastward over the latter track, but forgot to close the cross-—
over switch leading from the cast—bound main to the west-bound
main track. He discovered hie error while Extra 6248 was
pascinz and immediately ran inside, called thce operator at 13th
Strect station, and asked him 1f there wasg any train on the
west—hound main track, that operator telling him that a 3&0
transfer train was then goin by on that track. Operator
Landrigan made no effort to stop tne Big Four train while 1%
was passing his station as he saild it was traveling too fast, 24
or 85 miles per hour, for him to get on the caboosc, nor could
he have shouted a warning to the crew in the czboosc for the
reason that the train was making too nuch noisc for hima to he
heard, neither dil he give any stop signals as tle Belt engine
was then on the west—-bound pessing track and obscured the view;
at the time he had thousht the best way to prevent an accident
was to instruct thc operator at 13th Street to stop any opposing
movement. Operator Landrigan further stated that he had worked
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at Pan Handle Junction about 15 days during the past year and
wag familiar with the rule requirins switches to be restored

to normal wosition irmmecdintely after heiln: uscd, Hut said he

failed to do so in tris instance althouzh the west-bHound

Bi, Four relief engine had passed ahout 2 minutes hefore the

Biz Four freigzht train arrived from the opposite direction.

Operator Shea, on duty at 13th Street station, stated
that after Nickel Plate Junction renorted the B&O transfer
train to him he called the onerator at Pan Handle Junction
four times but was unabrle to communicate with him. When the
train arrived he didplayed a clear signal indication and the
train proceeded on the west-bound main track. Ahout 2
ninutes later Operator Landri -nn at Pan Handle Junction called
to inquire if there was anythin. conming west and he told him
that the B&0 transfer was on the west—-bound maln; Operator
Landrizan then said that a Big Four train was juct heading
into the same track and asked him to stop the B&0 traw n, but
he rglied that it was then too late. Onerator Shea said tuat
1t was not unusual to run trains against thce current of traffic,
but before allowing a movement of this kina an onerator author-
1zing the movemcnt first calls the next station in advance
and gets authority for it, a red siznal indication then being
displayed to protect against opposing movements.

Engincman Watz, of Belt engine 1, stated that at the time
the Big Four freight train was passing Pan Handle Junction his
own engine was couplecd to two cars and was woving west on the
west—bound pascing track, between the office and the Big Four
train. He had seen the opcrator, with a white lantcrn, nass
in front of his cnginc and then return behind the cut of cars,
and thought he was trying to check the number of thc caboose
of the freight train. He did not pay particular attcention to
the speed of thnat train, but bcelieved that had it been excessive
he would have noticed 1t. The operator did not tell him until
later that the freizht train had been given a wronz line up
and had he known it in time he would have sounded the whistle of
his engine in order to attract the attention of thc crew of
that train.

Fireman Gray, of Belt engine 1, estimated the speed of the
Big Four freight train at 235 miles per hour while it was passing
Pan Handle Junction. He saw the operator run across the track
in front of his cnzine with a white lantern and hold it up but
said the operator did not wive any sicnals. Conductor Weigle,
of engine 1, said that he was in the office talkimr with the
dispatcher by telephone and engaged in other duties while the
freight train was passing and did not learn that it was using
the wrong route until he went outside and was told by the
operator; at that time the entire train had passed the office.
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Conclusions

This accident was csused Tty the failurc of Operator
Landrigan, at Pan Handle Junction, to restore a cross—over
switch to normal position, resulting in Extra 6348 being operated
against the current of traffic without protection.

Operator Landrigan arran~ed for the movement of two west-
bound light engines against the current of traffic on the easti-
bound main track and accordingly lined the cross—over switches
connecting the two main tracks; after the first of the two
light engines had departed, however, he failed to restore the
switches. ZExtra&48 then arrived on the east—bound passing
track and the operacor lincd the switches so as to have that
extra cross—over %o the enst-bound main track and proceed east—
ward on that track, but forcot that the switches of the cross-—
over between the two moin tracks were still open, with the re-
sult that Extra 6248 crossed over first to the east—-vound main
track and thence to the west~bound main track and proceeded east-
ward on the latter track. “When Operator Landrigan discovered
his error he did not try to stop Extra 6248 but ran inside and
communicated with the operator at the block station in advance
for the purvose of ascertaining whcecther there was anything
coming with the current of traffic on the west—bound track, but
the B&O transfer already was passing that point. The rules
require switches to be left in proper position after having been
used, and in addition a hulletin had been issued as late as
June 30 of this year calling atteation to the fact that
operators were to keep their switches in normal position except
when being used for cross—over movements; Operator Landrigan
should have restored the switches of the cross—over between the
two main tracks before giving attention to his other duties.

No record 1s kept of the number of movenents against the
current of traffic althouzh 1t 15 understood that they are of
more or less frequent occurrence. The number of movements
both with and against the current of traffic during the first
30 days of October totaled 3190, an average of 73 per day.
Greater safety would surround these movements, particularly
where many are made against tie current of traffic, 1f a block-—
signal system were in cffect.

Regpectfully submitted,
J. W. PATTERSON,

Director.



