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Date : 

R a i l r o a d ; 

Loc-f i t icn : 

K i n d o f a c c i d e n t * 

T r a i n s i n v o l v e d : 

T r a i n numbers: 

L o c o m o t i v e namoers; 

Cons i s t s: 

p i r a t e d speeds : 

Dp era t l o n : 

T r a c e s : 

Wea the r : 

T ime: 

C a s u a l t l e s : 

Cause: 

January 25 , 1956 

New Y o r k C e n t r a l 

Wei sburg , I n d . 

C o l l i s i o n 

F r e i g h t 

S x t - a : 
3105 West 

lfeftO and 
3106 

48 c e r e , 
caboose 

8-10 m. p. h. 
!n r e v e r s e 

SlCTial i n d i c a t i o n s 

F r e i g h t : 

Ex t r a 
3401 'vest 

1967 and : 
9401 

64 c a r s , 
caboose 

S tand ing : 

F r e i g h t 

Ex t ra 
3005 Eas t 

3005 

39 c a r s , 
caboose 

16 m. p. 

Double ; t a n g e n t : x~0^ T o - r c ^ 1 ; 
c s e e d i n g g rade we* iwai d 

Snowing 

6: 34 a, n„ 

1 k i l l e d , 3 i n j u r e d 

F a i l u r e p r o p e r l y to c~>ntrc 1 reverse 
• ^ i - r > I n r - - e r r mover ent o f a f r^ ip-h t 

and TsA lixre to t e rov i v a d e q u a t e p r o t e c 
t i o n on an a d j a c e n t na ln t r a c k whlcn 
was o b s t r u c t e d a*1 n rcp- .1t o f a c o l l i s i o n 

SUMMARY 

http://rcp-.1t
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INTERSTATE COMMERCE COMMISSION 

REPORT NO. 3673 

IN THE MATTER OF MAKING- ACCIDENT INVESTIGATION REPORTS 
UNDER THE ACCIDENT REPORTS ACT OF MAY 6, 1910. 

THE NEW YORK CENTRAL RAILROAD COMPANY 

March 1, 1956 

Accident a t Weisburg, I n d . , on January 25, 1956, caused 
by f a i l u r e p r o p e r l y to con t ro l a r e v e r s e movement 
of a f r e i g h t t r a i n on a grade, and f a i l u r e to p r o v i d e 
adequate p r o t e c t i o n on an adjacent main track which 
was obstructed as a r e s u l t of a c o l l i s i o n . 

REPORT OF THE COMMISSION 

CLARKE, Coram!ssioner-

On January 25, 1956, there was a c o l l i s i o n between a 
f r e i g h t t r a in moving backward, on a descending grade and a 
standing f r e i g n t t r a i n on the New York Central Ra i l road at 
Welsburg, I n d . , and equipment d e r a i l e d as a r e s u l t of t h i s 
c o l l i s i o n was struck by a f r e i g h t t r a i n moving on an adja
cent main t rack . This acc ident r esu l t ed in the death o f 
one employee and the in jury o f three employees. The a c c i 
dent was I n v e s t i g a t e d in conjunction with a r e p r e s e n t a t i v e 
o f the Indiana Fubl ic Se rv ice Commission. 

1 
Under au tnor i ty of s ec t ion 17 ( 2 ) of the I n t e r s t a t e Com

merce Act the a b o v e - e n t i t l e d proceeding was r e f e r r e d by the 
Commission to Commissioner Clarke f o r cons idera t ion and 
d l s p o s l t l o n . 
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Loca t ion of Acc iden t and Method of Operat ion 

This acc ident occurred on that pa r t o f the Indiana 
D i v i s i o n extending between Cinc inna t i , Ohio, and Ind i anapo l i s , 
I n d . , 108.9 m i l e s . In the v i c i n i t y o f the p o i n t of acc ident 
t h i s I s a double- t rack l i n e , over which t ra ins moving wi th 
the current o f t r a f f i c are operated by s ignal I n d i c a t i o n s . 
The f i r s t c o l l i s i o n occurred on the westward main track at 
a po in t 94 f e e t east of the s t a t ion at Weisburg, 3 6 a l mi l e s 
west o f C inc inna t i . The second c o l l i s i o n occurred on the 
eastward main track oppos i t e t h i s p o i n t . From the east 
there i s a 1° curve to the r i g h t 4,233 f e e t in l eng th and 
a tangent 1,089 f e e t to the p o i n t of acc ident and 1,395 f e e t 
westward. From the west there a re , In succession, a tangent 
1.26 mi les i n length , a 2° curve to the r i g h t 2,897 f e e t , 
and the tangent on which the acc ident occurred . The grade 
v a r i e s between 1.01 and 1.05 percent ascending westward 
throughout a cons iderable d is tance on each s ide of the p o i n t 
o f acc iden t , and I t I s 1.05 percent ascending at that p o i n t . 

Automatic s igna l s 301, 321, 341, and 351, governing 
west-bound movements on the westward main track, are l o c a t e d , 
r e s p e c t i v e l y , 6.5 m i l e s , 4.4 mi l e s , 2.7 mi l e s , and 1.2 mi les 
east o f the po in t of acc iden t . Automatic s igna l 382, govern
ing east-bound movements on the eastward main track, i s 
l oca t ed 1.5 miles west of the p o i n t of acc iden t . The aspects 
a p p l i c a b l e to th i s I n v e s t i g a t i o n and the corresponding i n d i 
ca t ions are as f o l l o w s ; 

31 gnal Aspect I n d i c a t i o n 

301) Y e l l o w - o v e r - r e d , PROCEED PREPARING TO STOP 
321) s taggered AT NEXT SIGNAL. TRAIN 

EXCEEDING MEDIUM SPEED 
MUST AT ONCE REDUCE TO 
THAT SPEED. REDUCTION 
TO MEDIUM SPEED MUST 
COMMENCE BEFORE PASSING 
SIGNAL AND BE COMPLETED 
BEFORE ACCEPTING A MORE 
FAVORABLE INDICATION. 

341) 
351) 

R e d - o v e r - y e l l o w , 
s taggered 

PROCEED AT RESTRICTED 
SPEED. 

382 Green-over-red, 
s taggered 

PROCEED. 
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# * # 

The controlling circuits are so arranged that vrhen the block 
of either signal 341 or 351 Is occupied and the block to the 
rear is clear, the signal st the entrance of the block to the 
rear Indicates Proceed-preparing-to-stop-at-next-slgnal and 
the signal at the entrance of the occupied block Indicates 
Proceed-at-restrlcted-speed. 

This carrier's operating rules read in part as follows: 
7. Employes whose duties may require them to give 

signals, must provide themselves with the proper appli
ances, keep them in good order and ready for immediate 
use. 

14. Engine Whistle Signals 
Note. - The signals prescribed are illustrated by 

"o" for short sounds; " " for longer sounds. * * * 
Sound. Indication. 

* * # 

(c) . o o o Flagman protect rear 
of train. 

* * # 

(h) o o o T,Then standing, back. 
# # # 

* * # 

35. The following signals will be used by flagmen: 
* * * Night signals— A red light, 

A white light, 
Torpedoes, 
Fusees. 

84. A train must not start until the proper signal 
Is given. 

99, When a train stops under circumstances in which 
it may be overtaken by another train, the flagman must 
go back Immediately with flagman's signals a sufficient 
distance to Insure full protection, placing two torpe
does, end when necessary, in addition, displaying lighted 
fusees. * * * 
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102a. When a t r a i n i s d isabled or stopped suddenly 
by an emergency a p p l i c a t i o n o f the brakes, or by o ther 
causes, adjacent tracks * * * must at once be p ro t ec t ed 
u n t i l i t i s a sce r ta ined they are safe and c l ea r f o r the 
movement o f t r a i n s . 

Rules f o r the opera t ion of a i r brake, t r a in a i r s i g n a l , 
and steam heat equipment of locomot ives and cars read Ln 
pa r t as f o l l o w s : 

1559. With passenger and f r e i g h t t r a in s , when neces
sary to take s lack, independent brake must be app l ied 
be fo re r eve r se gear i s put i n back motion. Independent 
brake must be graduated o f f and slack changed g radua l ly . 
Only s u f f i c i e n t slack should be taken to Insure s t a r t i n g 
t r a i n . * * * 

1560. When passenger or f r e i g h t t r a ins must be 
backed to a more f a v o r a b l e p l a c e f o r s t a r t i n g , be fo re 
reaching the p o i n t where back-up stop I s to be made 
and whi l e s t i l l working steam, the automatic brake 
should be a p p l i e d , keeping the locomot ive brake r e 
l eased un t i l t r a i n i s stopped. * # * 

The maximum author ized speed f o r f r e i g h t t r a in s i s 
50 miles per hour. Locomotives of the type assigned to 
Extra 9401 West are r e s t r i c t e d to a maximum speed of 40 
mi les pe r hour. 

Descr ip t ion o f Accident 

Extra 3106 I Jest, a west-bound f r e i g h t t r a in , consis ted 
of steam locomot ive 3106, a 4-8-2 type , 48 cars, and a 
caboose. At Lawrenceburg J e t . , I n d . , 14.5 mi les east of 
Welsburg and the l a s t open o f f i c e , he lper l ocomot ive 1980, 
a steam locomot ive o f the 2-8-2 type , was coupled to the 
f ron t end to a s s i s t the t r a i n to Brow, 3.8 mi les west of 
Welsburg. This t r a i n departed from Lavrenceburg J e t . a t 
5-09 a. m. and s t a l l e d about 6:25 a. m, wi th the caboose 
approximately 1,200 f e e t west o f the s t a t ion at Welsburg. 
Soon af terward , in an attempt to s t a r t the t r a i n , a r e v e r s e 
movement was made to c l o s e the s lack. While the t r a in was 
moving eastward at a speed va r ious ly estimated as from 5 to 
10 miles per hour the r ea r end struck the f ron t end of Extra 
9401 West a t a po in t 94 f e e t east o f the s t a t i o n . 
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Extra 9401 West, a vest-bound f r e i g h t t r a i n , consis ted 
of he lper steam locomot ive 1967, a 2-8-2 type , steam locomo
t i v e 9401, a 2-8-4 type , 64 cars , and a caboose. This t r a i n 
passed Lawrenceburg J e t . at 5*35 a. m., passed s igna l s 301 
and 321, each o f which Ind ica t ed P roceed -p repa r lng - to - s top -
a t - n e x t - s i g n a l , passed s igna l s 341 and 351, each of which 
ind ica t ed P r c c e e d - a t - r e s t r i c t e d - s p e e d , and stopped in response 
to s igna l s of the flagman of Extra 3106 West wi th the f ron t 
end of the f i r s t l ocomot ive 94 f e e t east of the s t a t i o n at 
Welsburg. A few minutes l a t e r the f ron t end was struck by 
the rear end o f Extra 3106 West. Dera i led equipment obstructed 
the eastward main t rack, and soon afterward th i s eaulpment was 
struck by Extra 3005 Ess t . 

Extra 3005 East, an east-bound f r e i g h t t r a i n , cons is ted 
of steam locomot ive 3005, a 4-8-2 type , 39 cars , and a caboose. 
This t r a i n passed Brow, the l a s t open o f f i c e , a t 6:27 a. m., 
passed s i g n a l 382, which ind ica ted Proceed, and wh i l e moving 
at a speed of approximately 16 mi les per hour i t struck the 
d e r a i l e d equipment which obstructed the eastward main t rack 
as a r e s u l t of the c o l l i s i o n between the rea r end of Extra 
3106 West and the f i r s t l ocomot ive o f Extra 9401 West. 

The caboose o f Extra 3106 West was demolished, and the 
rea r two cars were d e r a i l e d . The rear car overturned and 
stopped on i t s s ide immediately north o f the westward main 
t r ack . The second rea r car stopped upright on the track 
s t ructure of the westward main track wi th the east end o f 
t h i s car and wreckage of the caboose f o u l i n g the eastward 
main track,. The rear car was des t royed , and the second rear 
car was somewhat damaged. Extra 9401 West was moved eastward 
approximately 25 f e e t by the f o r c e of the impact. Helper 
l ocomot ive 1967 and i t s tender were overturned to the north 
and stopped immediately north o f the westward main t rack and 
p a r a l l e l to i t . This locomot ive was badly damaged. Extra 
3005 East stopped wi th the f ron t end o f the locomot ive approx
imate ly 300 f e e t east o f the po in t of c o l l i s i o n . No equip
ment of t h i s t r a i n was d e r a i l e d . The north s ides of the 
locomot ive and tender were scraped, and the l e f t aide o f the 
cab was considerably damaged. The f i r s t , t h i rd , and four th 
cars were s l i g h t l y damaged. 

The conductor of Extra 3106 West was k i l l e d . The f l a g 
man of Extra 3106 West, and the engineer and the fireman of 
helper locomot ive 1967 were In ju red . 

I t was dark and snow was f a l l i n g a t the time of the 
acc iden t , which occurred about 6:34 a. m. 
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The caboose of Extra 3106 West was of steel underframe 
construction with wooden superstructure. It was equipped 
with a conductor's valve. 

Discussion 
The operating rules of this carrier require that 

employees whose duties may require them to give signals 
must provide themselves with the proper appliances and 
keep them ready for Immediate use. A train must not start 
until the proper signal is given. When a train Is disabled 
or stopped suddenly by an emergency application of the brakes 
adjacent tracks must at once be protected. Rules for the 
operation of air brakes require that when slack is taken it 
must be changed gradually. 

As Extra 3106 West was approaching Weisburg the engine-
men and the conductor assigned to helper locomotive 1980, the 
first locomotive of the train, were maintaining a lookout 
ahead from the cab. The enginemen and the front brakeman 
were In their respective positions in the cab of the road 
locomotive. The brakes of this train had been tested and 1 

had functioned properly. They were being controlled by the 
engineer of the helper locomotive. Snow was falling and 
visibility was materially restricted. The driving wheels 
of the locomotives slipped at frequent Intervals, and the 
train stalled on the curve west of the station at Welsburg. 
The engineer of the helper locomotive immediately sounded 
the whistle signal for the flagman to protect the rear of 
the train. The supply of sand on the helper locomotive was 
low, and the engineer raked the remaining sand over the 
outlet pipes of the sand box. He then conferred with the 
engineer of the road locomotive. Both engineers thought 
it feasible to start the train, and they agreed that it was 
necessary to close the slack as a preliminary to starting 
the train forward. The engineer of the helper locomotive 
then sounded the whistle signal for backward movement. He 
said that it was not possible to see the rear end of the 
train, and no signal was received before the eastward move
ment was started. He expected the members of the crew at 
the rear of the train to apply the brakes if necessary 
during the backward movement. After the movement was started 
the engineer of the helper locomotive made brake-pipe reduc
tions of 10 pounds and 15 pounds In close succession while 
the locomotive worked steam to close the slack in the train. 
He said that the train moved farther eastward than he had 
anticipated and that the brakes became applied In emergency 
immediately after the second brake-pipe reduction was made. 
The engineer of the road locomotive said that he became con
cerned about the distance of the movement, but because the 
brakes were being applied by the engineer of the helper 
locomotive he took no action to stop the movement. The 
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conductor of the helper locomotive said that he was seated 
behind the fireman at the time the brakes became applied In 
emergency and that Extra 3005 East passed before protection 
could be provided. The fireman said that the conductor had 
alighted from the helper locomotive and proceeded toward the 
rear of the train before he saw the headlight of the approach
ing east-bound train. He said that he was attempting to get 
a fusee to provide protection when the locomotive of Extra 
3005 East passed. The front brakeman said that he alighted 
from the road locomotive when the brakes became applied in 
emergency and that the locomotive of Extra 3005 East passed 
almost immediately afterward and before he could provide 
protection. 

The flagman of Extra 3106 Vest said that as the train 
was passing Weisburg he and the conductor were aware that 
It vould stall. He alighted from the moving train a short 
distance west of the station and proceeded eastward to pro
vide protection. He said that at the time he left the ca
boose the conductor was descending from the cupola. The 
flagman said that the caboose stopped about 600 feet west 
of the station. Soon afterward he saw Extra 9401 West 
approaching. He gave stop signals with a lighted fusee, and 
after the train stopped he entered the station building and 
informed the operator at Brow that his train had stalled. 
While he was talking on the telephone, the front brakeman 
of Extra 9401 West and the conductor of the helper locomo
tive which was assisting that train entered the station. 
Soon afterward these employees heard cars moving. They 
stepped outside to investigate immediately before the colli
sion occurred. The flagman of Extra 3106 West then returned 
to the telephone and Informed the operator at Brow that the 
eastward main track was obstructed. The operator told him 
that Extra 3005 East had passed Brow several minutes before. 
The conductor of the helper locomotive lighted a fusee, and 
he and the flagman ran westward giving stop signals. They 
said that the brakes of Extra 3005 East were applied before 
the front end of that train passed them. 

When Extra 9401 West stopped in response to the signals 
of the flagman of the preceding train the headlight of the 
helper locomotive was dimmed. The conductor of the helper 
locomotive and the front brakeman alighted end proceeded to 
the station, the enginemen remained on the locomotives, and 
the other members of the train crew were at the rear of the 
train. The fireman of the helper locomotive said that he 
saw the marker lights of the caboose of the preceding train. 
He said that he and the engineer h 9d left their seats and 
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were not aware that Extra 3005 West was moving eastward 
be fo re the c o l l i s i o n occurred . The engineer o f the helper 
l ocomot ive was Injured to the extent t h a t he could not be 
quest ioned during th i s i n v e s t i g a t i o n . 

As Extra 3005 East vas approaching the p o i n t where 
the acc ident occurred the speed was about 41 mi les per hour, 
as Ind ica t ed by the tape of the speed-recording d e v i c e . 
The enginemen and the f r o n t brakeman were maintaining a 
lookout ahead from t h e i r r e s p e c t i v e p o s i t i o n s i n the cab 
of the l o c o m o t i v e . The conductor and the flagman were in 
the caboose. The head l igh t was l i g h t e d b r i g h t l y . The 
brakes o f t h i s t r a in had been tes ted and had functioned 
p r o p e r l y when used en r o u t e . The engineer dimmed the head
l i g h t when he saw the t r a i n on the westward main t rack. 
He then sounded a w h i s t l e s ignal to warn two persons he 
saw In the v i c i n i t y of the eastward main t rack . Re said 
that a f t e r he passed these persons a l i g h t e d fusee was 
thrown Immediately in f ron t of h i s locomot ive and he saw 
another person g i v i n g stop s i g n a l s . He Immediately made 
an emergency a p p l i c a t i o n of the brakes. He estimated that 
the locomot ive was about 700 f e e t west of the s t a t i o n a t 
the time the brakes were appl ied i n emergency, and he 
thought the t r a in stopped wi th in a d is tance of approximately 
900 f e e t to 1,350 f e e t . 

The supervisor o f l ocomot ive performance of the c a r r i e r 
computed from the tape o f the speed-recording d e v i c e that 
Extra 3106 West moved backward a d i s tance o f 1,380 f e e t from 
the p o i n t a t which i t s t a l l e d to the p o i n t o f c o l l i s i o n wi th 
Extra 9401 West. Accord ing to h is I n t e r p r e t a t i o n of the 
tape, the backward movement reached a maximum speed of 11 
mi les per hour and a heavy s e r v i c e a p p l i c a t i o n of the brakes 
became e f f e c t i v e 396 f e e t wes t of t h V point o f c o l l i s i o n . 
The flagman of Extra 3106 West l e f t the caboose be fore the 
t r a i n s t a l l e d . The conductor was k i l l e d In the acc ident , 
and i t could not be determined why no a c t i o n was taken to 
stop the t r a i n short o f the p o i n t o f c o l l i s i o n . A f t e r t h i s 
c o l l i s i o n occurred, p r o t e c t i o n on the eastward main track 
was not p rov ided in time to ave r t the second c o l l i s i o n . 
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Cause 

This accident was caused by failure properly to control 
a reverse movement of a freight train on a grade, and failure 
to provide adequate protection on an adjacent main track wnich 
was obstructed as a result of a collision. 

Dated at Washington, D. C.. this first 
day of March, 1956, 
By the Commission, Commissioner Clarke, 

(SEAL) HAROLD D, McCOY, 
Secretary. 


