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SUMMARY 

Railroad: 

Date: 

Location: 

Kind of accident: 

Trains involved: 

Train numbers: 

Engine numbers: 

Con si s t: 

Estimated speed: 

Operation: 

Track: 

Weather: 

Time: 

Ce sualti e s: 

Cause: 

Recommendation: 

New York, Chicago & St. Louis 

August 3, 1943 

Albany, Ind. 

Head-end collision 

Freight 

Second 68 

717 

52 cars, caboose 

35 m. p. h. 

Freignt 

53 

382 

15 cars, caboo 

25 m. p. h. 

Timetable and train orders 

Single; tangent; 0.17 percent 
ascending grade eastward 

Cloudy 

About 6:45 p. m. 

2 killed; 7 injured 

Failure to obey time order 

That tne New York, Chicago & 
St. Louis Railroad Company 
establish an adequate block 
system on the line on which 
tnis accident occurred 
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INTERSTATE COMMERCE COMMISSION 

INVESTIGATION NO. 2716 

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

THE NEW YORK, CHICAGO 5- ST. LOUTS RAILROAD COMPANY 

September 3, 1943. 

Accident near Albany, Ind., on August 3, 1943, caused by 
failure to obey time order. 

1 
REPORT OF THE COMMISSION 

PATTERSON", Commissioner: 

Cm August 3, 1945, tnere was a nead-end collision be­
tween two freight trains on tne New York, Chicago & St. Louie 
Railroad near Albany, Ind., wnich resulted in the deatn of 
two ermioyees and the injury of seven employees. This acci­
dent was investigated in conjunction with a representative 
of •che Indiana Public Service Commission. 

±Under authority of section 17 (2) of the Interstate Com­
merce Act the above-entitled, proceeding was referred by the 
Commission to Commissioner Patterson for consideration and 
di spo sition. 



• 

o South Lima, Ohio 
| 55.50 mi. 
o Portland, Ind. 
| 10.90 mi. 
p Red Key 

i j 4.60 mi. 
i o Uiles 
i ! 0.73 mi. 
X Point of accident 

, | 0.47 mi. 
i o Albany 
: j 11.20 mi. 
o iluncie 

• | 2.50 mi. 
0 Vernon 
1 '58.50 mi. 
o Frankfort Yard, Ind. 
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Location of Accident and Method of Operation 

Tnis accident occurred on that part of the Sandusky Divi­
sion extending between Frankfort Yard., Ind., and South Lima, 
Ohio, 114.4 miles. In tne vicinity of the point of accident 
tnis was a single-track line over which trains were operated 
by timetable and train orders. There was no block system in 
use. At Albany a siding 1,740 feet in length paralleled the 
main track- on the nortn. The east switch of this siding was 
1,620 feet east of the station. The accident occurred 855 feet 
east of the east siding-switen. As the vicinity was approached 
from cne west tnere was a 2° curve to the right 1,433 feet in 
lengtn, followed by a tangent 2,746 feet to the point of acci­
dent. As tne vicinity was approacned from tne east there were, 
in succession, a 2°07 1 curve to the right 715 feet in length, 
a tangent 345 feet, a 4°50' curve to the left 570 feet and a 
tangent, boi feet to tne point of accident. At the point of 
accident the grade was 0.17 percent ascending eastward. 

Operating rules read in part as follows: 
14. Engine and Motor Whistle Signals. 

to to to 

SOUND. INDICATION. 
to to to 

(n) o Approaching meeting 
ooints. See E-ule S-90. 

to to to 

72. * * * 

Trains in tne eirection specified by tne 
timetable are superior to trains of the same 
class in the opposite direction. 
S-88. At meeting points between trains of the 
same class, the inferior train must clear the main 
track before the leaving time of the superior train. 

to to to 

S-90. * * * 

Trains must stop clear of tne switch used 
by the train to be met in going on the siding. 

The engineman will give signal 14 (n) at least 
one mile before reaching * * * a point wnere by 
train order tne train is to * * * wait for an op­
posing train. Snould the engineman fail to give 
signal 14 (n) as nerein prescribed, the cond.uctor 
must take immediate action to stop the train. 
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NOTE.—On trains of five or more cars, the 
conductor may delegate the need brakeman to 
take necessary action. 

FORMS OF TRAIN ORDERS. 
•K- -X-

E. 
Time Orders. 

-* Or 

(3.) No 1 wait at H until 9 59 a ra for No. 2. 
The train first named must not pass the 

designated point before the time given, un­
less tne other train has arrived. * * * 

Time-table special instructions read in port as follows: 

Eastbound trains are superior to trains of 
the same class in tne opposite direction. 
Tne maximum authorized speed for freight trains was 50 

miles per hour. 

Description of Accident 

At Vernon, 13.7 miles west of Albany, the crew of Second 
68, an east-bound second-class freight train, received a clear­
ance card and copies of train order No. 113 reading in part 
as follows: 

Second 2nd six eight 68 eng 717 
wait at Albany until six five five 
6.55 Pm for No five three 53 eng 382. 
•»* * * 

Second. 68, consisting of engine 717, 52 cars and a caboose, 
departed from Vernon at 6:03 p. m., according to the dis­
patcher's record of movement of trains, 6 hours 24 minutes late 
passed Muncie, 11.2 miles west of Albany and the last open of­
fice, at 6:20 p. m., passed, the east siding-switch at Albany 
about 5:45 p. m., wnere it was required to wait until 6:55 
p. ra. unless No. 55 was into clear, and while moving at an 
estimated speed of 35 miles per hour it collided with No. 53. 

At Portland, 16.7 miles east of Albany, the crgw of No. 
53, a w-st-bounc second-class freight train, received a 
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clearance card and, among others, conies of train order No. 
110. Tnis train, consisting of engine 582, 15 cars and a 
caboose, departed from Portland at 5:55 p. m., according to 
the dispatcher's record, of movement of trains, 5 hours 21 
minutes late, departed from Red Key, 5.8 miles east of Albany 
and tne l^st open efface, at 5:36 p. m. , and while moving; at 
an estimated speed of 25 miles per hour it collided with 
Second 68. 

The air brakes of each train nad been tested and func­
tioned properly. 

Fro'" an engine moving in eitner direction In the vicinity 
of tne point of accident, tne view of an engine approaching 
fro.': tne opposite direction w a s restricted to about 800 feet, 
because of an embankment and vegetation on the west side of 
tne t r a c k , and track curvature. 

Tne force of impact moved engine 382 backward 155 feet. 
Both engines were derailed., and stoooed upright, badly damaged. 
ar:d in line _witn the track. The first 14 cars of Second 68 
and the first 6 cars of No. 55 were derailed. Of tnese cars, 
12 were destroyed and the remainder were badly damaged. 

It was cloudy at th<= time of the accident, which occurred 
about 6:45 p. m. 

The fireman of Second. 68 and. tne swing brakeman of No. 
55 were killed.. The engineer and tne front brakeman of 
Second. 58, and the engineer, the fireman, the conductor, the 
front brakeman and the flagman of No. 53 were injured. 

During the 30-day Period ore ceding the day of the acci­
dent, the average daily movement in the vicinity of the point 
of accident was 29 trains. 

Pi scussion 

The rules governing operation on this line provide that 
at a point wnere a superior train is required to wait for an 
opoosing Grain tne superior train must stop clear of the switch 
to be used, by the inferior trai'i to enter tne siding. The 
engineer of eacn train must sound the meeting-point whistle 
signal not less tnan 1 mile before the train reacnes a waiting 
point. 

The crew of eacn train held copies of train orde*r No. 
115, which required. Second 58, an east-bound second-class 
'train, not to pass the fouling point of the east siding-switcn 
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at Albany prior tc 6:55 p. m. unless No. 55, a vest-bound 
second-class train, "as into clear on the siding. Second 68 
passed tne east siding-switcn at Albany about 6:45 p. m. and 
collided with No. 53 at a point 855 feet east of the switch. 

As No. 53 was approacning the point where the accident 
occurred trie speed vas about 40 miles per hour. The engine-
men, cne front brakeman and the swing brakeman were maintalin­
ing a lookout ahead from the engine cab. When the engine 
reached a point about 1,500 feet west of the east siding-switch, 
tne engineer made a service brake-pipe reduction to control 
tne speed of the train to enter tne siding. Soon afterward, 
tne fireman and the front brakeman, who were on the left side 
of tne engine, saw the approaching train and called a warning, 
and tne collision occurred almost immediately. 

About 45 minutes before the accident occurred tne crew 
of Second 68 received conies of train order No. 113 at Vernon, 
13.7 miles west of Albany. The conductor, the flagman, tne 
engineer and tne front brakeman said tney read the order and. 
understood, cnat their train was reouired not to pass the'foul­
ing point- of the east siding-switch at Albany orior to 6:55 
p. m., unless No. 55 was into clear on tne siding. As Second 
68 was aoproaching Albany tne speed was about 50 miles per 
hour. The enginemen and the front brakeman were maintaining 
a lookout ahead. Wnen the engine reached, a point about 1 
mile t est of Albany the engineer sounded the'meeting-point 
signal, closed the throttle -and made a service brake-pipe 
reduction. Wnen the engine was in the vicinity of the train-
order signal the speed was about 35 miles per hour and. he 
observed, that this signal displayed proceed. Then he became 
confused about tne requirements of train order No. 113, and 
momenc-arily thought the waiting ooint was Niles, the next 
station east of Albany, and he moved the brake valve to re­
lease oosicion and opened the throttle. Wnen the engine was 
ir tne vicinity of tne east siding-switch the front brakeman 
called a warning and the engineer immediately moved the brake 
valve to emergency position and closed the throttle. He 
estimated the speed of his train as 35 miles per hour when 
the collision occurred. Tne front brakeman said that he and 
tne fireman warned tne engineer of the provisions of order 
No. lib wnen tne engine was about 1 mile west of Albany and. 
again warned, him when the engine was in the vicinity of the 
west 'siding-switen. The engineer did not take action to con­
trol the speed of the train until after the engine had passed 
the east siding-switch. The conductor and tne flagman said 
tney were on the rear platform of the caboose and 'they were 
expecting the engineer to stop clear of tne east siding-switch 
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if No. 53 was not into clear on tne siding. When the caboose 
reacned a point where they could see that No. 53 was not on 
tne siding the air brakes of tneir train became aoplied in 
emergency, and the collision occurred almost immediately. 

The carrier's book of operating rules contains manual-
block rules which provide for blocking of opposing movements, 
but these rules were not in effect on the territory involved. 
In the instant case, if an adeouate block system had been in 
use, the crew of Second 68 would have received, definite in­
formation tnat tneir train was reouired to stop short of the 
clearance 'ooint of the east eid.ing-switcn, and this accident 
would, have been averted. 

Cause 

It is found, that this accident was caused by failure to 
obey a tine o rater, 

Re comm end, a 11 o n 

It is recommended that tne New York, Chicago <? St. Louis 
Railroad. Company establish an adequate block system on tne 
line on wnich this accident occurred. 

Dated at Washington, D. C , tnis third 
day of September, 1943. 

3^ the Commission, Commissioner Patterson, 

(SEAL) 
W. P. 3ARTEL, 

Secretary. 


