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Pennsylvania
May 21, 1939
Bradford, Ohio

Rear-end colligion and third ftrain col-
lided with wreckage

Frelecht : Freight ¢ Freight
Extra 6978 Extra 6821 Extra 6999
(First NW-88) (Second WW-88) (NW-38-84)
8978~6814 6821 B999-6813
87 cars and 54 cars and 85 cars and
caboose cahoose caboosge

Timetable, ftrain orders, and manual block-
glgnal system.

Double; tangent; 0.30 percent descendlng
for eastward movements

Fogay
2:15 a.m,, and 3:05 a.m., respectively
4 killed, 4 injured

Failure to provide flag protection for

the first train; failurc to control
properly the spced of the second traln

in accordance with permissive-~block ’
indication, and failure to protecct the |
third train from the wreckage
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' July 10, 1939,

To the Cormigsion:

On May 21, 1939, there was a recr-cnd collision betwecn
two freight trains on the Pennsylvania Roilrond ab Bradford,
Chioc, the wreckage of which was struck by a third Treight
train troveling in the srme direction on an adjaccnt track,
resulting in the dceth of four cemployces ond the injury of
four employees.

Location ana liethod »f Oper-tion

This accident occurrcd on that part of the Logansport
Divigion which extends between Logansport, Ind., and Bradford,
Ohio, a Adistance of 114.4 miles. In the vicinity of the
point of accident this is a double~track line over which
trains are opcrated by timetable, train orders, and a menuol
block-signal system, The ecgtward and the westward tracks
are designated as No. 1 ond Mo, 2, regpectively. The trains
involved in the rear-end colligion were being operated
eagtward on track No. 1 and the troin which struck the
wreckege was traveling agoinst the current of traffic on
track No, 2, The rear-cnd collision occurred on the caste
ward track ot o point 5,856 fect west of the station at
Bradford., Approaching this point from thz west the track
is tengent morce than 18 miles to the peint of accident and
a congidereble distance east thercof., The grade 1s 0430
percent descending eastward a distance of 1.2 miles to the
point of accident, The tracls are 1cid on o f£ill about 10
fect in height. The nmaximun authorized gpeed for freight
trains 1s 45 nmiles per hour,

Operating rules provide in part os follows:

Rule 11. A train finding o fusee burning on or
near its track must stop and extinguish
the fusee, and then procced with ccution
prepared to stop short of train or ob-
struction,

. Rule 99. When a train stops under circumstances
in which i1t nay be overteken by another
train, the flagman nwst go back inmedi-
ately with flagnman's signels a sufficicnt
Aistance to insure full protection,
placing two tourpedoes, and when neces—
gary, in addition, digploying lighted
fusecs.,
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When a trnin is moving under circum-
stances in which 1t muy be overtaken by
another train, the flagman nust take such
. action as nay be necessary to insure full
protection. By night, or by day when the

view 1s obgcurasd, lighted fusees nust be
throwvn off &t proper intervals.,

Flagman's Signals,
St
Night Signals - A red light,
A white 1light,
Torpedocs and fusses.

Rule 101 v, When o sudden or severe applicntion of
the brakes takes place or an equipnent
frilure occcours that iny obstruct adjoine~
ing trocks, all tracks rnust be protected
imnmediately,

Rule 280 requires that froight trains recéiving a
pernissive block-signal indication nust procead with caution

prepared to stop short of traln or obstruction.

Rule 305, Block slgnals govern the usc of the
blecks, bui, unless otherwise provided
do not *¥%* dAigpense with the use or
the observance of other signals when-
ever and wherever they nay be requirede.

The block in wnich this accident occurred extends
between Union City, Inc., and 3redford, Chio, a distance of
20,7 nileq.

) Fog pockets existed in the vieinity and there was 2
densc fog at the polnt of the accildent which occurrcd at
2315 aem., and 3:05 a.r., respcctively.

Descrintion

Extra €978 East, designated as First NW-28, consisted
of 84 loaded and 3 empty cars, and a caboose, hauled Dby
engines €978 and 6814, and was in charge of Conductor
Thomag and Enginemen Powlen and Schork, This train left
Anoka, 4.9 miles east of Logansmort, at 10:40 p.m., accord-
ing to the train sheet, passed Union City, the last open
station, 19.59 miles west of the point of accident, at 1ik4
8eMs, and stopped at Bradford at 2:14 a.m., according to
the testimony, and about one minute later, while the loco-
motives were belng supplicd at the coal dock, about one-~half
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mile distant, the rear end was struck by Extra 6821 East.

Extra 6821 East, designated as Second NW-88, consisted
of 54 loaded cars and a caboose, hauled by engine 6821, and .
was in charge of Conductor Gilbert and Engineman Pinney.
This train left Anoka at 11307 p.m,, according to the train
sheet, arrived at Union City at 1:28 a.m., where it was
stopped by a red fusee, departed from that point under a
permissive block~signal indication at 1:37 a.m., and, whilc
traveling at a speed veriously estimated from 22 to 35
miles per hour, collided with the rear of Extra 6978 East.

The cabooge and the rcar car of the first train werc
desgstroyed and the next threc cars were dereiled and badly
damaged. The engine of the second train was derailed and
stopped upright on the eastward track with the rear portion
of the tender fouling the westward track; both were badly
damaged. Both main tracks were blocked by the wreckage.

Extra 6999 East, designated as NW-86-84, consisted of
85 loaded freight cers and a caboose, hauled by engines
6999 and 6813, each of which was equipned with an auxiliory
water tank. This train, in charge of Conductor Hehn and
Enginemen Tikfer and Messersmith, left Anoka at 12:25 a.ll.,
according to the train sheet, passed Union City, where it
recelved a clear block-signal indication and in order to
expedite its movement it was routed via the westward track;
it departed at 2:33 a.m., and, while traveling at a speed
variously estimated from 25 to 65 miles per hour, collided
with the wreckage of the preceding trains.

The leading enginc stopped on its right side, headed
northwest with its front end at the foot of the embankments
the tender and the auxiliary water car stopped on their
sidcs paraliel and adjacent to the locomotive, both being
immediately west thereof. The second engine stopped on its
left side, headed south, with its tender and the auxiliary
water car west of and closely adjacent to the locomotive; //
2ll werc on the roadbed at right anglecs thereto., The 4
wreckage fron the rear-cnd collision, the nine head cars of
the second train, and the fifteen head cars of the third
train wcre piled on and adjacent to the tracks within a
distance of 451 fcct, Many of these cars were destroycd.

In addition, the twenty~fifth, twenty-eighth, twenty-ninth ‘
and thirtieth cars of the third train were derailed; also,

the forty—cighth car and the following thirteen cars were
deralled to the south and they collided with the rear end

of the second train, demolishing the caboose and derailing

and badly danaging the threc resr cars., In the vicinity

of the rear end of the sccond train a total of 17 cars and

the caboose wcre piled in a mass of wreckage within a dig-



tance of 380 feet on and adjacent to the tracke; 12 of thege
cars were destroyed end the others were badly demaged.

The employees killed were the flagman of Extra 69783,
the fireman of Extra 6821 and the engineman and the fircman
0f the leading engine of Extra 6999, The employeeg injured
were the engineman of Extra 6821, the head brakeman of
Extra 6999, and the engincman and .the fireman of the second
engine of that train. )

Sunmary of Evidence

Engineman Powlen, of tre lesding engine of Extra 6978,
stated that his train stoppcd a2bout 15 minutes each at both
Kent and Woodington, 73.9, and 13.5 miles, respectively,
west of Bradford. The deley 'at Kent was to revpalr the
stoker which had failed about 15 wiies west therecof., The
weether was clear en route to Ridgeville, 33 miles west of
the polnt cf accident, but thererfter light fozg banks were
encountered intcrmittently ep route to Union City. Heevicr
fog banks were encountersd at leécker, 11.9 miles west of
Bradford, end beyond, and when Mis train passed the point
wherc the rcar-end collision later occurred the fog was
sufficient to restrict the view of the rear lights of a
caboose tp a distance of about 10 or 185 car lenaths, His
train stopped at Bradford dbout 2:13 or 2:14 a.m., and both
loconotives were at the conl docks east of the station,
getting supplice, when the accident occurred, He has worked
about 12 or 15 yeors on the porticn of the division involved
and it ig a comnon occurrence for fog banks to rise suddenly
at various pointae,

Firenan Ross, of the leading ensine of Extra 6978,
corroborated in substance the testimony of hig engineer,

Head Brakeman Niéoles, who wag on the leading engine
of Extra €978, corroborated the testimony of the engineman
ag to the densgity of the fog banks after passing Meeker and
at the point where the accidents later occurred.

Enginenen Schork, of the second engine of Extra 6978,
corroborated the testirmony ol Engineman Powlen as to fog
pockets.s He said that on previous occasions he had been
questioned about delays and when he attributed them to
foggy weszther the excuse was satisfactory.

The statement of Fireman Williams, of the second engine
of Extra 6978, added nothins of importance.



Conductor Thomas, of Extra 6978, stated that he was in
the caboose en route to Woodington and that Flagman Schaefer,
who was an efficient employee, also was in the caboose and
was normal in every respect; the flagman left a burning '
fusee when recalled at Kent., Approaching Woodington, 7.2
miles east of Union City, the conductor gsaw a blaze on the
train at a point some distance forward and told the flagman
he would apply the brakes from the caboose. The flagman
dropped a burning fusee and when the train stopped he alighted
and flagged Extra 6821. Conductor Thomas hurried forward
and discovered burning paper on a flat car, the thirty-~fourth
or thirty-fifth car in the train. When he left the caboose
the markers were burning properly, the flagman's red lantern
was lighted and there was an anple supply of torpedoes and
fusees. After extinguishing the fire he and Brakeman
Skelton rode the flat car to Bradford where he noted that
the train stopped at 2:14 a.m, The locomotives were de-
tached and moved to the coal dock, about one-half mile
distant. Immediately after the train stopped he proceeded
toward the rear., A light fog restricted the view to about
25 car lengths at his location., He had progressed about 12
car lengths when a run-in of slack occurred indicating a
rcar—-end collision; he said that this occurred at 2:17 a.m.
Arriving at the rear of the train he discovered that the
dcbris fouled both main tracks. After observing the wreckoge
and getting no response to his calls he hastened toward
Bradford to report the accident. Stopping at a telephone
en route he notified the operator of the collision, and then
flagged one of his engines which was returning from the coal
dock and rode back to the tower where he was informed of
the novement on the westward track of Extra 6999 East. He,
the road foreman of engines, and the assistant road forcman
of engines then drove an autonobile westward in en attempt
to flag the third train but it had collided with the wreckage
before they arrived.

Brakenan Skelton, of Extra 6978, stated that the flage
nan acknowledged the recall at Woodington with a proceed
signal. He and the conductor boarded the flat car and
rcmained on it until arrivel at Bradford, and then he pro-
ceeded to the head end of the train.

Engineman Pinney, of Extra 6821, stated that the air .
brakes functioned properly between Anoka Junction and the
point of accldent. A permissive block—-signal indicatlion was
received at the entrance to each block en route after
departing from Anoka. Approaching Kent he saw a burning
fusee and reduced the speed to about 15 miles per hour and
the fusee burned out before he reached it. About 8 mlles
west of Union City he saw the rear end of Extra 6978 about
1% miles distant and reduced the speed to about 18 miles per
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nour and the preceding train disappeared. Approaching

dnion City he saw another fusee which burned out before he
reached it. Just west of Meeker he was flagged and he
svopocd about 40 car lengths from the rear of Extra 6978,

He weited a sufficient interval after its departure to )
prevent overtaking it and after passing over the railrnad
crogsing at lieeker he could see about two miles and it-was-
nav in view,  About 1-3/4 miles west of the point where. the
acciient occurred the speed of his train was about 28 mileg -
per hour, Expecting to find the rear of the preceding
train standing about 14 miles distant, he closed the throttle
anc. let the train drift down the grade. After drifting about
5 mile or more he closed his windschield and removed his
csoggles, and both he and the fireman were on the alert for

a fusee or a flagmon, The sky was clear and the view seemed
%0 te unrecstricted for sufe movement about a mile but suddenly
a. bank of densc fog about 18 feet in height appeared, and
wefore they had moved one car length into the fog he and the
firemaen simultancously saw the caboose about three car
lengths distant, at wnich time the speed was about 22 miles
DCIr hour, He made an emcrgency application of the brakes
and then the cellision occurrcd, When the engine was within
about 10 feet of the caboose he thought he saw a man stond-
ing mn the south side of the platform and another man with
an electric lantern in his hand stending on the ground vwaith
nne hand on the handhold in tke act of getting on or ofi,
The man with the electric lamp ran toward the right-of-way
fence. He expccted to strike torpedoes and to see a fusee
but none were encountcered and he was not flagged by anyone
Just prior to the cellision., After the accident occurred
same timge was consum:d in reporting the accident by tele—
plwone from a farm house. After he returned to the wreckage
nc and the heed brakeman were searchiag for the flagman

of thc preceding traln when thoy hcerd Extra 6999 approach-
ing and ran from the scenc. Engineman Pinney said that he
haod encountered no fog and the view was clear until the
locomotive entered the fog at the point of accident.

Head Brekeman Schwartz, of Ixtra 6821, stated that he
wag in the cupola of the tender from which a forward.view l1s
not arforded, A% Union City he was out on the tender and
observed that thoy received & permissive block indicataon.
He observed no fog until the train arrived in the vieinity
of Woodinxton. After lcaving Woodington he was eating his
lunch in tie cupola and was not particularly observing the
movement, but his attention was attracted to a fog when
the engincman anplied the breokes and sounded severecl short
blosts of the whigtle as the collision occurred. The speed
at this time was between 30 ard 35 miles per hour. They
exploded no torpedoes prior to the accident. Immediately
after the accident. occurrad he observed that a fog existed
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2t that point which would restract the view of caboose
marizecrs to a distance of about 5 cur lengths. About 5
minutes arter the collision his conduetor instructed hinm

to curc for the injurcd rfireman. Shortly aftcrwards he was
rclacved of this duty and was gezrclhiing for the flagman owa
the firgt troin when the third train, which he estimated wa
traveling about 50 miles per hour, gtruck the wreckage. He
thousht Lbdt thc redson he did not protect the westward
trock after the rear-end collision occurred wos because of
2ig nervous condition.

Conductor Gilbert, of Extra 6821, stoted that he ond

1g flasuen were in thu C?bOOSO from Anokg Junction to the
point of accident, The maximum authorized gpced weg not
cxcecded at any tire, rnhe weether was clear and he d1d not
obgcrve any foz until they were in the vicinity of Stelvedilo,
about 7 milce west of Bredford., From thet point costward
they nassed throush pockets of fog at virious pointe, When
nenrine Brodford an cemergsency onplics.tion of the brakes
wog followed by o gevere ston, at which time he obgerved
that it was 2:15 a.m., ZHenarking to his flagmen that he
belicved they hed collided with the precedine train, he
instructed him to proceccd westwnard ond protect both tracks,.
The flagman immedictely dennrted with a rcd and a white
lantern, torpecdoes, and fusces.. As the conductor hurriecd
from the rcor to the herd end he obscrved that a dense fog
restricting the view to about five car lengths, existed ﬁt
tie caboose ond was continuous to the pnint of accident.
Arriving at the head cad he instructed the head brakeman to
care for the injured fireman and thien hurried across the
Ticlds to a farm house where he reported the accident by
telephnne to the onmerator at-Bradford and notificd him that
bosh naln tracks woere blocked. The oncrator informed hin
that Extra 6959 had alrcady passcd Union City. He was - 2
rcturnin: to the sccne of the accident and was about ten

or lenzths wegt of that noint when Extra 6999 appeoared in
the fog with the brakes applied in service application and
wos traveling ot a speed of about &0 miles per hour. He
sirneled then with his white lantern to stoo but the fire-
nan of the second enTine evidently thought *hdt ne was giving
o grecting siznal end returned 2 similoar light. He stoated
that the sccond collision occurred ot 3:05 c.m.

lagnon Denton, of Extre 6821, stated thet he was

tliorouznly [rriliny with the operoting rules. He first
obcerved fog after le-ving Mecker., Fron that point eastward
pockets of fox uere encountered at varicus DOlntS which at
tirnes rostricted the view to & dlstance of about 15 car
lengthse  The anocd of the triin in that vieinity and ot

the tiace the accident ocourred was 25 to 27 miles per hour
which he thought was excessive becruse of the weather con-
ditions and the mermisgcive block under which the train wes
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operating. During his experience prior to the time of
accident other trains were operated at much less speed under
similar conditions. When the brales beceme applied in emenr-
gency he agreed with the conductor that a collision had
occurred and proceeded wegtward to flag all eastward trains
on both tracks. Fe had in his possegsion a red and a white
lantern, three fusees, and two sets of torpedoes. The fog
in the vicinity “of the caboose restricted the view to a
distance of about five car lengths. As he went back he
observed that there.were fog pockets at intervals of about
thirty car lengths; each was so dense that 1t appeared like
a wall, At a point about 120 car lengths west of the cabooce
he placed torpedoes on the rail of the eastward track, then
walked back and stationed himself at the first clear spot
between the fog pockets. In order to know in advance on
which track a train was approaching he did not place tor-
pedoes on the wegtward track., He was expecting Extra 6999
to appear soon and he assumcd they would be on the eastward
tracke Presently he heard Extra €939 constantly sounding
the whistle as it aprroachcd. He prepared to flag them with
a lighted fusee. He saw the headlight about 22 car lengthd
distant and a whistle signal indicsting they were on the
westward track was sounded. He stepped astride the north
rail of the eastward track and waved a stop signal with the
fusec above his heod. EHe could plainly sce the enginemon

of the leading engine as it passed but his signal was not
acknowledged. The train pasced him at a speed of €60 or 65
mileg pcr hour with sufficilent fire flying from the brakes
of the entire train to indicete a moderate brake application
was belng made, simllar to that which 1s usually made at
that point.

Engineman Messersmith, of the second engine of Extra
6999, stated that a terminal ailr-brake test was made at
Logansport and the brakes functioned properly en route.

Tre troin was crossed over to the westward track at Union
City where a clear block-signal indication was received.

The headlight on the leading engine was burning brightly.
About 2% miles west of Bradford Engineman Tilifer, of the
leading engine, whistled him down znd he cloged the throttle.
Shortly thereafter Engineman Tikfer made about a 6-pound
brake-pipe reduction. The weather was slightly hazy at that
point but Engineman Messersmith could see the flagman of
Extra 6821 about 30 car lengths distant standing in the
middle of the eastward track. A lighted fusce was stuck

in a tie at the same point. Engineman Tikfer then made an
8dditionzal B-pound brake-pipe reduction and sounded one

long blast of the whistle. The flagman gave no indication
that he wanted them to stop and as they passed him he jerked
his lanterns slightly upward as a grecting signal. Because
of the flagman's position on the eastward track, the location
of the fuaee thereon, and his actions Engineman lMessersmith



thought that the flagman was protecting trains on the east-

ward trock only; it was his owminion that Enzineman Tikfer

wog Jjustified 1n thinking the seme thing. Immediately after
possing the coboose of Extra 6821, they entered a dense

foy which existed for a sghort dist-nce. When they emerged .
from the fog it was agein cleoar and he saw the wreckage

about 15 car lengths distant. The epecd at this time was

about 25 miles per hour and the engineman of the leading

cnzine did not further anply the brakes beforc they struck

the wircckeoge.

Fircumen Shaffcr, of the second cngine of Extra 6999,
gtated that inmediately before the accident occurred he saw
in a nearby field 200 or 300 fect distant o white lantern
being waved as a stop signal. As it was so far from the
tracks he attached no importance to it and mercly waved a
wnite light in rcturn. He estimated the specd of his train
as between 45 and 50 miles per hour ot the time the wreckege
wo.s struck,

Heod Brakeman Bryan, of Extre 6999, was on the cngine-
mon's side of the lvading enyine spproaching Bradford., When
they first saw Flacman Donton Engineman Tikfer shut off the
ensinc and the gpecd wag rocduced to about 25 miles per hour,
A lighted fusce was stuck in the cnd of a tie on the south
side of the castward track and the flagman was standing 4 or
5 fect east of the fusee with his lanterns in one hand, He
made no move whatever to fleg them and Brakeman Bryan
supnosed that he was protecting the train on the eastward
tracks The fog restricted the view of the markers of that
train to a distance of about 10 car lenzthes. He then
crossed to the fireman's side and was conversing with him
when the accident occurred.

Conductor Hahn, of Extra (999, statcd that Brakeman
Ayers and Flagman Duncan were in the caboose with him. The
veather wag clear and he Jdid not observe any fog until he
opencd thce rcar door when about two miles west of Bradford.
ATter the coboose passed he saw the flagman of Extra 6821
standing in the middle of the castward track end holding a
lighted fusec in one hand while the red lantern and the white
lantern were in his other hand. He was positive the flagnan
was not giving stop signals and Conductor Hahn supposed he
wag protecting a train on the eastward track only. His ‘
train was traveling abcut 40 or 45 miles per hour at the
time of the accident which occurred about 3:05 a,m.

Flagman Duncan, of Extra 6999, substantially corrobo-
rated the testimony of Conductor Honn.

he statecient of Brakeman Ayers, c¢f Zxtra 69989, con-
thino additional of importance.
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Operotor Rebertson, vho wns non duty at Bradford, stated
that a ground fcg existed in that viecinity when both accil-
dents occurred; the sky could be secn above this for, The
dispatcher!s telephone line became noigy about 2:15 a.n.
About £:40 a.m., Conductor Gilbert reported the accident;
he inmediately called the dispatcher and lecrned that Extra
6999 had passed Unicn City ot 2:37 a.m, Powermen Shafer
corroborated the statement of thc operator with respecct to
the dispatcher's tclephone line vecominz noisy at 2:15 a.m,.

Dispatcher Kroeger stated that in order for the third
train to arrive at Bradford as carly as poseible he routed
1% on the westward track from Union City to Bradford because
the second train was reported to be only a short distance
ahead, The third train 1eft Unicen City at 2:33 a.m. and
he wos not adviged »f the rear-ond collision until 2:48 a.n.
He corroborated the statement of the operator in regerd to
the telephone line beecoming noisy at 2:15 a.m.

Observations of the Commigsicn's Inspectors

The Commission's insncctors were present whoen the body
of the flegman of Extra 8978 was found vnder a car 44.5
feet south of the eastward track at n point 153 fect west
of where his caboose was standing when the resor-end collisicn
occurred. A gweater, an electric lantern, and o timetable
which was identified as Flogman Schaecfer's were found in the
wrecliage 179 fcet eagt of the point where his cnboose had
stoond,

Records submitted in this investigation established
that over the territory involved during the 30 doys preced-
inz the date of accidcent 60 ecstward passenger treoins, 288
eastward freight trains, 60 westvard passcnger tircins, and
258 westward freicht troins were opcrated, an average of
22,2 trainsg daily.

Discugsion

Accordinz fo the evidence, the first trein passed
Union City at 1:24 a.n. and stopped just west of lieeker,
11.9 niles vest of Bredfnrd, to permit the conductor to go
to the middle of his troain teo extinguish o fire of papers
on a flat car, at vhichetine the flasmcn dropred a burning
fusec, When this train stopped the caboose narkers were
burning and the flagnan flagged the sccond train, The
conductor remainecd on the flat cnr until arriving at Bradford
about 2:14 a.m., where his train stompeld for supplies.

At 1:37 a.m. the second train departed from Union
City, ot which point it received a pernissive block-gignal
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indication., It wag flagged at Meeker and, after waiting a
sufficient interval for the first train to get some distance
ahead, 1t proceeded. About 1-3/4 miles west of the point
where the accident occurred, the speed wag about 28 miles
per hour; the engineman closed the throttle and permitted .
the train to drift as he expected to find the Tirst train
about 1% miles distant. The engineman of the second ftrain
said that the view secmed tTo be unrestricted but sudcenly

a dense bank of fog was cncountered and, after moving about
onc car length into the fog, he and the fireman simultanc-
ously saw the caboose of the first train about three car
lengths distant, at which time the speed was about 22 milcs
per hour;y however, the preponderance of other evidence

was to thne effect that there were many fog pockets en route
and some witnesses estimated the specd of the gecond train
at the time of the accident as high as 35 miles per hour.
The accildent occurred about 2:15 a.m.

Under the rulcs a train rccelving a permissive block-
signal indicatlion must proceed with caution prepared to stop
short of train or obstruction. Under the weather conditions
exlisting cn route to Bradford it apovears thet the sccond
train was being operated at a rate of spced too hizh to
comply with the rules. The engineman sald that he ecxpected
elther to strike torpedocs or to sec a fusee, but he en-—
countered neither and was not flagged just prior to the
colligion., Had the engineman compliecd with the permissive
block—gignal indication thils accident would not have occurred.

The flagman of tke first train had protected his train
en route. Why he did not do so at Bredford is not known as
he wag killed in the accident, his body beinz found about
155 fect west of the point wherce the ceboose stood when
struck and about 44 feet south of the eastward track. Only
about one minute elapsed betwecn the time the first train
stopped and the time thc collision occurred. This neriod
would not enable the flagman to go back o grealt distance,
but he hnd sufficient warning of the stop to have dropped
off burning fuseces at proper intervals as rcquired by the
rules under the existing conditicns. Had he done so the
accident no doubt would have bcen averted.

The flagmon of the sccond train statcd that he surmised
that his troin hed collided with the first train, and he
proceeded wegtwerd intending to flag all ecst-bound troins .
on both tracks. Hc placed torpedoes on the castward track
only in order to know in advance on which trock a troin was
approaching, He stnted that when he gow the third ftrain
approaching about 25 car lengtng distant he waved a lighted
fusee over his head as a stop signal wkhile stonding astride
the north rail of the eastwerd track; however, both the hcad
brokemen of the third train and the engineman of the second
engine of that train said they saw the flagman about 30 car
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lengths distant ac they epproscred end o5 they passed him
the burning fusee wag astuck in a tie aear the south rail of
the eastward track and the flagman was necr Lhe fusee and
had both lanterng in onc hand. They said ne rave no indi-
cotion whatever that he was flogzing the westward trock and
they naturally supposed theft he wae protecting only the
enstward track. The conductor and the flagmon of the third
Train saw the flagnmen on the cestward track ns the caboose
pasced; they etated that he nade no move to flug them. The
rules required that the filiagnan protect both tracks in the
gane manner, Had he done gn no doubt the second accident
would nnt have occurred, ‘

Coiclueion

The rear-end collisicn w~g cauced by frilure to protect
the rear end of the firegt train, ani by Iailure to control
properly the gpeed cf the second train in coapliconce with a
pernissive manual=bhlock indicetion.

The colllision nf the third train with tho wreckage was
caused by feilure te provide prover flazg protection,
Reapeetfully cubnitted,

W. J. PATTZREON

’

Dircctor,.



