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October 10, 1940 
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Rear-end collision 

pusher engine Freight 

Ex"! 

6842 

50 cars, 
caboose 

4-10 a.g.h. 

Extra 6913 

6913 

engine 

:Freight 

:Extra 6862 

:6862 

;66 cars, 
cacoo se 

just started :20-40 m.p.h. 

Automatic block system 

Four; tangent; 0.14 percent descending 
grade westward 

Dense fog 

7:4? a.m. 

3 injured 

Failure to provide adeauate flag protec
tion for Extra 6915, and failure to ooerate 
Extra 6862 in accordance with signal indi
cations. 
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Inv-3453 
December 11, 1940 

To the Commission: 

On October 10, 1940, there was a rear-end colli si on "be
tween a. ousher engine and a freight train and in turn the 
pusher engine was shoved into the rear end of another freight 
train on the Pennsylvania Railroad at Iv.lllbrook, Ohio, which 
resulted in the injury of three employees. 

This accident occurred on that part of the Eastern Divi
sion which extends cetween Eedora.1 Street, Pittsburgh, Pa., 
and Toledo Jet., Ohio, a distance of 180.9 miles. In the 
immediate vicinity of the point of accident tills is a. four-
track line over which trains moving I rith the current of traf
fic are operated by an automatic block-signal system, the 
indications of which supersede time-table superiority. The 
main tracks from south to north are: ho. 1, eastward freight 
track; No. 2, east eard passenger track; No. 3, westward pas
senger tr~ck; and No« 4, westward freight trace. The ac
cident occurred, on tr-ck No'. 3 at a peine 5,304 feet west of 
Big P.un i.iterlockin to^er end 8,324 feat east of Millbrook 
coaling station. As the point of accidnt is approached from 
the east there are, in succession, a tangent 14,933 feet in 
length, a 1°30' curve to the right 793 feet in length, and. a 
tangent extending 1,882 feet to the point of accident and 1/2 
mile beyond. line grade is level a distance of 4,000 feet 
and then is 0.14 percent descending westward a distance of 
2,050 feet to the point of accident. 

Approach signal 137.8, the westward home interlocking 
signal at Big Run, and signal 189.3 ar: located, respectively, 
11,317, 6,401, and 504 feet east of the point of accident; 
these signals are of the position-light type. Signals 137.3 
and 139.5 are automatic and are located on signal bridges; the 
home interlocking signal is mounted on a mast to the right of 
track No. 3. Signal 157.3 anel the home signal are 2-unit and 
signal 139»3 is 1-unit. The involved indications, names, and 
corresponding rule numbers are as follows: 

Location and. Method of Operation 

Indication Name Rule No* 

Stop. St op-signal. 275. 

Stop-then proceed in 
accordance with 
rule * * * 660. 

Stop-and-proceed 
signal. 

276. 
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Indication • Name Rule No. 

A train exceeding one-half Approach-signal. 283. 
its maximum authorized 
speed here must at once 
reduce to not exceeding 
that speed. Approach next 
signal prepared to stop. 

Proceed. Clear-signal. 286. 

When signal 139.3 displays stop-and-proceed, the westward 
home signal displays approach, and signal 137.3 displays pro
ceed. 

Rules of the operating department read in whole or in 
part as follows: 

27. A train or engine finding a signal 
imperfectly displayed, or no signal at a 
place wiiere a signal Is usually shown, 
must regard it as the most restrictive 
indication that can be given by that 
signal for that train or engine, * * * 

When light failures in a position-
light signal do not prevent correct read
ing of the signal, It will not be regarded 
as an imperfectly displayed signal. 

* * * 

34. Immediately upon seeing a Fixed-signal 
affecting the movement of their train, the 
•engineman and fireman must, and when pracci-
cable the trainmen will, call its indication 
by name to each other. 

99. When a train stops under circumstances 
in which it may be overtaken by another train, 
the flagman must go cack immediately wdth 
flagman's signals a sufficient distance to 
insure full protection, placing two torpedoes, 
and when necessary, in addition, displaying 
lighted fusees. 

When signal * * * has been given to the 
flagma.n and safety to the train will permit, 
he may return. When the conditions require 
he will leave the torpedoes and a lighted fusee. 

* * * 
When a train is moving under circunrstances 

in which it may be overtaken by another train, 
the flagman must take such action as may be 
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necessary to insure full protection. By night, 
or ioy day when the view is obscured, lighted 
fusees must be thrown off at proper intervals. 

When day signals cannot be plainly seen, 
owing to weather or other conditions, night i 
signals must also be used. 

Conductors and enginemen are responsible 
for the protection of their trains. 

Flagman's signals: 

Day signals—A red flag, 
Torpedoes and 
Fusees 

Night signals—A red light, 
A white light, 
Torpedoes and 
Fusees. 

The maximum authorized speed for freight trains is 50 
miles per hour; however, freight trains using track No. 3 are 
restricted, to 45 miles per hour when they pass signal 137.3. 

There was a dense fog at the time of the accident, which 
occurred a.bout 7:47 a.m. 

De scription 

Extra 6842, symbol ST-1, a west-bound freight train, with 
Conductor LaRew and Engineman G-ochnauer in charge, consisted of 
engine 6842, 34 loaded and. 18 empty cars and a caooose. This 
train departed from Stark Yard, Canton, Ohio, 38.7 miles east 
of Big Run, at 4:57 a.m., passed Big Run at 7:18 a.m., and 
stopped on track No. 3, with the rear end. standing 5,804 feet 
west of the tower at Big Run,' to take coal. Obtaining coal, 
Extra 6842 departed at 7:45 a.m. and, while moving at a speed 
variously estimated between 4 and 10 miles per hour, was struck 
by Extra" 6913 West. 

in 
Extra 6913 West,/pusher service, co wsisted of engine 6913, 

and was in charge of Engineman Miller. This train departed 
from Smithville, 8.7 miles east of Big Run, at 7:11 a.m., 
according to the train sheet, passed Big Run at 7:29 a.m., and 
coupled to the rear of Extra 6842 to assist that train. Soon 
afterward the stoker oecame inoperative and engine 6913 was 
detached, moved backward, and stopped aoout 350 feet west of 
signal 139.3. Engine 6913 stood at that point a short time 
and had just started westward when it was struck cy Extra 6862. 
Engine 6913 was shoved forward a.nd it collided with the rear 
end of Extra 6842. 
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Extra 6662, symbol PF-3, a west-bound freight train, with 
Conductor Kennedy and Engineman Gasquolne in charge, consisted 
at the time of accident of 54 loaded and 12 empty cars and a 
caboose. This train departed from Pitcairn, Pa., 153.7 miles 
east of Big Run, at 9:32 p.m., according to the train sheet, 
stopped at M.5: C. Jet. at 6:50 a.m. "to set off cars, departed 
from that point at 7:07 a.m., passed Big Run at 7:45 a.m., 
passed the home signal which was displaying approach, passed 
signal 139.3 which was displaying stop-and-proceed, and, 
while moving at a speed, variously estimated between 20 and 40 
miles per hour, collided with the rear end of engine 6913 angL 
shoved that engine a distance of 412 feet into the rear of 
Extra 6342. 

The steel caboose of Extra 6342 was crushed and derailed 
but remained upright. Tne third and. the fourth cars ahead 
of the caboose were damaged; the seventeenth car ahead of the 
caboose was derailed and it fouled track No. 4. The frame 
of engine 6913 was broken in front of the right and left 
cylinders; the engine-truck frame and thn cab were badly 
damaged. The engi.au truck was derailed, . nd the Nos. 1, 2 
and 3 pairs of drivirg wheels were raise:1 above the rails 6 
inches, 2 inches, and 1/2 inch, respectively. The tender 
cistern was torn loose from the frame and moved forward 4 feet. 
The f rame of ei.alne 6862 was broken in front of the right and 
the left cylinc,ers. The engine truck was derailed and. its 
frame broken. The No. 1 pair of driving wheels was raised 
about 1 inch above the rails. The tender was badly damaged. " 
The first five cars in this train were derailed and stopped, 
badly damaged, across the four tracks. The sixth and the 
seventh cars were damaged but not derailed. 

The employees Injured were the conductor of Extra 6842 
and the engineman and the fireman of Extra 6913. 

Summary of Evidence 

Engineman Gochnauer, of Extra 6342, stated that at Stark 
Yard the air brakes were tested and they functioned properly en 
route. When his train was approaching the point where the 
accident occurred fog restricted vision ahead to about 3 or 4 
car lengths"; it was difficult to see signal indications. The 
three signals involved displayed proceed for his train and all 
lights were lighted. He and the fireman called the signal 
indications to each other. The engineman said that the train 
was stopped about 2 car lengths east of Millorook coaling sta
tion at 7:20 a.m.; thsn the engine was detached, coal was taken, 
and the engine was recoupled to the train. He thought a pusher 
engine was coupled to the rear of his train; therefore, an air
brake teat was made and then he sounded the whistle signal for 

http://engi.au
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the flagman to return. Receiving no proceed whistle signal 
from the rear he again sounded the signal for the flagman to 
return and heard a proceed whistle signal at the rear of his 
train. His train proceeded about 12 car lengths and the 
speed was aoout 8 or 10 miles per hour when the air Drakes 
became applied in emergency as a result of the accident, which 
occurred about 7:45 a.m. 

Fireman Yount, of Extra 6842, corroborated the statement 
of Engineman G-ochnauer. 

The statement of Front Brakeman Tant, of Extra 6842, 
added nothing of importance. 

Conductor LaRew, of Extra 6842, stated that when his 
train stopped at Millbrook his caboose stood about 600 feet 
west of signal 139.3. Because of fog, visibility was 
restricted to about 60 feet* Engine 6913 was coupled to the 
rear of the caboose, bit because of stoker trouble it was 
detached and moved backward acout 10 cr 7 i feet to the rear of 
the caboose. After engine 68^2 was receupled to the train an 
air-brake test was wade, and the whistle of engine 6913 was 
sounded for h: s tram to proceed. His train had proceeded 
about 6 or 7 car lengths and was moving at a speed of about 4 
or 5 miles per hour when the accident occurred. 

Flagman Watkins, of Extra 6842, stated that when his train 
stopped at Millbrook he proceeded to the rear to provide flag 
protection. As his train passed signal "139.3 he observed 
that it displayed stop-and-proceed and that all lights were 
lighted for that indication. Because the fog restricted 
visibility he did. not know exactly how f r he had proceeded to 
the rear of his tram; however, he did not proceed as far as 
the west end of the curve located 1,532 feet east of signal 
139.5. Ke placed one torpedo on the rail, proceeded about 1 
or 2 car lengths west of it, and. waited until he heard Extra 
6913 approaching. He flagged that tram with a lighted fusee 
and just Defore he ooarded the engine he saw its flagman 
alight. Extra 6913 continued at a ]ow rate of speed and 
stopped at signal 139.3, then proceeded west of that signal. 
He coupled it to the caboose of Extra 6342 and took down the 
markers from the caboose. About 5 minutes later engine 6913 
was detached and. moved backward a short distance. '//hen the 
whistle of engine 6842 was sounded for the flagman to return, 
the whistle of engine 6913 was sounded for Extra 6842 to pro
ceed. The flagman said that after his train had moved several 
car lengths he heard two torpedoes explode, also the noise of a 
following train, which sounded as if it was approaching ra.pidly. 
He called a warning to the conductor and jumped just a.fter , 
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• Extra 6862 struck engine 6913, which had just started to move 
westward* He said that when an engine is coupled to the rear of 
a train the flagman for that engine is required to furnish flag 
protection! 

Engineman Miller, of Extra 6913, stated that when his 
engine approached Big Run, signal 137."" displayed proceed, and 
the westward home signal displayed approach. When his engine 
was near milepost 139, located 1,625 feet east of signal 139.3, 
his flagman alighted to furnish flag protection. The engine-
man said that after his train proceeded westward a short dis
tance he was flagged by the flagman of Extra 6342. The engine-
man said that signal 139.3 was displaying stop-and-proceed, and 
all lights for that indication were lighted. He complied with 
the signal indication, then after his train moved several car 
lengths it was coupled to the caboose of Extra 6842. Soon 
afterward the stoker became inoperative and engine 6913 was 
moved backward a short distance. As his flagman had. been re
called by signal from the whistle of engine 6342 the engineman 
of engine 6913 sounded a proceed engine-vristle signal. The 
flagman returned an-' v/as standing aoout 10 feet to the rear of 
the' tender when Extra 6842 began to move. At that time tv/o 
torpedoes were exploded to the rear and the flagman lighted a 
fusee and started to run to the rear. The engineman thought 
the flagman reached a point oast of signal 139.3. The engine-
man started engine 6913 forward and the wheels had made only a 
few revolutions when it was struck by Extra 6862 and driven 
forward about 5 or 6 car lengths into the caboose of Extra 
6842. He estimated that the speed of Extra 6862 was 35 or 40 
miles per hour at the time it struck his engine. The engine-
man said that had the flagman remained at mileoost 139 the 
distance would have been sufficient in i Viich to stop a train 
moving at a speed of 40 miles per hour. He said that he did 
not depend upon signal indications to take the place of flag 
protection. He understood that when sufficient lights are 
lighted on a position-light-type signal so that its indication 
can be read correctly, it is not an imperfectly displayed 
signal. When his train passed the signals involved all lights 
necessary to display the indication were lighted. Because of 
fog his view of signals in the vicinity of Big Run was restricted 
to about 100 feet. He said that he did not sound the whistle 
signal for his flagman again to furnish flag protection after 
being recalled the first time as he expected to follow Extra 
6842 immediately. 

Fireman Laughlin, of Extra 6913, corroborated the state
ment of Engineman Miller. 
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Flagman Christie, of Extra 6913, stated that when his 
train was approaching Millbrook he dropped off a lighted 5- A 
minute fusee just after his train passed over bridge 138.88, ™ 
located 2,151 feet east of signal 139.3. He alighted from 
the engine near milepost 139, proceeded eastward toward the 
bridge, placed two torpedoes on the rail, and then proceeded 
westward toward his train. He heard the whistle signal 
sounded for him to return to his train and left a lighted 5-
minute fusee between milepost 139 and signal 139.3; 4 or 5 
fusees remained in his possession. As he passed signal 139.3 
he observed that it was displaying stop-and-proceed and all 
lights for that indication were lighted. The markers on the 
tender of engine 6913 were lighted and displayed red to the 
rear. V/hen he arrived, at his engine he observed that it was-
detached from Extra 6842, which was moving. He immediately 
started eastward again to furnish flag protection bu"c had pro
ceeded only about 3 or 4 car lengths to the rear of his engine 
when he was again recalled. Pie heard Extra 6862 approaching, 
and said *:hat steam was still being worked w h m the torpedoes 
were exploded. When Extrs? 6862 passed him, it was moving at 
a speed of aoout 40 iiill:-s per hour and ti e headlight was burn
ing. ' The flagman s id was not deperiw-.'g u ion signal indi
cations to provide .Mag protection. He thought a distance of 
20 car lengths to the rear of a train was sufficient $istance 
for a flagman m proceed in clear weather; however, during 
fog or storm a flagman should proceed a greater distance. In 
this instance he said that the fusee which he left was a suf
ficient distance to the rear to furnish adequate protection 
provided the following train was operated under control. V/hen 
told tha.t after the accident two fresh xusee butts hae been 
found, one opposite milepost 139 and the other at a point 15 
feet east of signal 139.3, ha denied art knowledge of the one 
near signal 139„3. He said that he war not instructed to 
furnish flag protection nor was a whistle signal sounded for 
hit to furnish flag protection. Since he was using 5-minute 
fusees, he thought that in this instance, because of the f.og, 
he should have left more lighted fusees as he proceeded 
toward his train. 

Engineman Gasquoine, of Extra 6862, stated that a terminal 
air-crake test was made at Pitcairn, Drakes of cars added to 
the t r a m at three points subsequent to the initial test were F 
tested, and the brakes functioned properly en route. As his 
train approached Big Run the fog was so dense that signal indi
cations could not be seen until the front of the engine was 
almost at the signal. There was nothing about the condition 
of the engine to distract his attention. He was seated in 
his usual position maintaining a lookout ahead. Signal 137.3 
displayed proceed, and he and the fireman called the indica
tion to each other. The engineman said that only one light 



-11- Inv-2453 

was burning In the top unit of the westward home signal. He 
thought it was the top light and accepted it as being a pro
ceed indication; he understood that if one light of a position-
light signal was lighted and its location with respect to one 
of the possible indications could be plainly seen, that signal 
was not imperfectly displayed. The fireman informed him that 
he did not see the signal indication and the engineman replied 
that it was displaying proceed; however, the engineman was 
confident; that he saw the signal properly, therefore he did 
not think it necessarv to reduce speed. Va- ,n the train passed 
Big Run tower the speed was aoout 10 miles per hour, a.nd just 
after the engine passed bridge 138.90 he madle a brake-pipe 
reduction of 5 or 7 pounds, preparing to stop for I/Iillbrook 
coaling station. Wear sign=l 159.3 one torpedo was exploded 
and the speed of the train evas about 5^ or 55 miles per hour; 
at the sane tine he saw the reflection from a lighted red 
fusee, located about 5 car lengths east of the signal bridge, 
the flagman of Ext "a 6913 standing jus., east of the ^ignal 
bridge, and signal 139.3 displaying stop-and-proceed. The 
fireman called a warring, and the cngiu-a-nn immediately moved 
the brake valve to . .ergency position, ocned tne sander valve 
and reversed, the O-J one, but it was then :oo late, to avert the 
accident. The erg . lerrpi estimated that the eoeed of his train 
was 20 miles nor hour when it struck engine 6913 pt a. point 
about 8 car 1n ths west of signal 139-5. Hi said that under 
the rul as adc '1~ to flag protection should have oeen provided 
by che crew of Extra 6915. He had operated over this terri
tory for a number o1 years and had never seen the westward home 
signal improperly displayed. He said t'̂ at he obtained, suf
ficient rest prior to"" rsgorting for dutv at Pitcairn at 7:35 
p. ii., October 9, th it he "as in ~ood physical condition, a.nd 
that he felt alert en route. He was las'1* examined on operating 
ru""es on July 26, 1937. His understanding of Rule 27 was that 
a signal wras not imperfectly displayed unless all lights were 
extinguished; however, he said that because of the fog he mis
read the indication displayed by tne westward home signal, and 
he attributed the cause of the accident partly to his failure 
to read the indication properly. 

Fireman G-arberlsh, if Extra 6363, stated that as his train 
approached the point where the accident occurred the speed was 
40 miles per hour. He was on the left side of the cab main
taining a lookout ahead. Distant signal 137.3 displayed, 
proceed, and he. and the engineman called the indication. Be
cause of the fog, the fireman did not see the Indication of the 
westward home signal at Big Run and ho s o informed the engine-
man; however, the engineman told hin that a proceed indication 
was displayed. The first knowledge the fireman had of anything 
being wrong was when he saw the reflection from a lighted fusee, 
located 3 or 4 car lengths east of signal 139./, and almost 
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simultaneously two torpedoes were exploded. He called a warn
ing and saw signal 139.3 displaying stop-and-proceed; the 
engineman applied the air brakes in emergency, opened the sand^fc 
valve and reversed the engine. The fireman estimated the 
speed of nis train at 35 miles per hour when his train struck 
engine 6913. He did not see the flagman. When it is in
tended to stop a train of similar tonnage at Millbrook coaling 
station, enginemen usually start braking in the immediate 
vicinity of signal 139,3. He said the engineman appeared 
normal. 

The statement of Front Brakeman Swanson, of Extra 6862, 
who was in the brakeman 1s shelter on the tender at the time of 
the accident, added nothing of importance. 

Conductor Kennedy, of Extra 6882, stated that the air 
brakes functioned properly en route. When his train approached 
Big Run he was in the caooose and the speed was about 30 or 35 
miles per hour. Re felt the Drakes being applied in service 
and then immediately in emergency; however, after the imoact 
the caboose gauge indicated 30 pounds brake-pipe pressure. 
After the accident occurred he proceeded immediately to the 
front of his train, met the flagman of Extra 5913 at a point 
about 18 car lengths east of tho point of accident, and ooserved 
that signal 139*3 was displaying stop-and-proceed. He last 
saw his engineman and fireman at Stark Yard and they appeared 
normal. 

The statement of Flagman Pierson, of Extra 6862, did not 
develop anything further of importance. 

Signal Maintainer Zimmerman stated that he last inspected 
signal 139.3 on October 3, signal 137.3 on October 5, and the 
westward home signal on October 9, and. found them to be func
tioning properly. 

Operator Hartshorne, at Big Run, stated that when Extra 
6862 passed the tower it was moving about 30 or 35 miles per 
hour. He exchanged signals with the memoerc of the crew on the 
caboose. At that time fog restricted visibility to a.bout 100 
feet. The operator said that after each train, Extras 6842, 
6913, and 6862, passed the signal he reversed the control-levea^ 
switch for the home signal; this action resulted in the signal^^ 
displaying proper indications for the block in advance instead 
of remaining at the normal stop position. 

Telegraph and Signal Inspector Laser stated that he ar
rived at the scene of the accident about 9:15 a.m. A detailed 
check of all signal equipment involved was made and the signals 
were found to De functioning properly. Observation of the 
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signals as trains passed tliem was made during a 24-hour period. 
These signals functioned properly, all bulhs lighted as 
intended, and no condition of the signal apparatus was found 
that would have contributed to the accident. 

Assistant Road Foreman of Engines Welton stated that he 
arrived, at the scene of the accident about 9 a.m. and examining 
tracic ho„ 3 he found, the end of a burned, fusee sticking by its 
spike in a tie outside the north rail ac a point 15 feet east 
of signal 139.3; another Durncd-out fusee was found opposite 
milepoot 139. These iusees were burned completely, the ashes 
remained on the ties, and the spikes were not rusted; all 
these conditions indicated that the fusees had been used 
recently. It could, not be determined where the torpedoes had 
been exploded. He examined engine 6862 and found, the throttle 
closed, the automatic crake valve in emergency position, and 
the reverse lever In position for backward notion. On engine 
6913 the throttle was closed, the brake valve In running posi
tion, and the reverse lever In position for forward motion. 
He said that a train slrrilar to Extra 6852 could be stopped on 
level track from a speed of 40 mi] e's per hour by a service 
brake aoplicacion In 2,200 feet and by an emergency application 
in 1, 200' feet. 

Superintendent Rex stated that employees are Instructed 
that a minimum of t>n lights is required, to display an indica
tion on a position-light-type signal; if only one light is 
lighted the signal must oe obeyed in its most restrictive indi
cation. He said that flagmen are required to furnish flag 
protection a ai stance sufficient to stop a following train. 
It is mandatory for a flagman to place torpedoes and, when 
necessary, to display lighted fusees. When recalled a flagman 
must leave the torpedoes a.nd., if necessary, lighted fusees. 

Observations of the Commission's Inspectors 

During the evening of October 10 and the early morning 
hours of October 11, at which time a dense fog prevailed in 
the vicinity of the point of accident, the Commission's 
inspectors ocserved that the reflection of burning fusees 
could, be seen 600 to 800 feet distant. The signals involved 
were observed as many tra.ins passed them, and. because of the 
various movements, the signals at one time or another displayed 
eacu ind.icot.cn that possibly could be displayed. In each 
instance the signals functioned properly and all lights were 
lighted. 

http://ind.icot.cn
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Discus sion 
According to the evmerc?, Extra 6842 stooped on track 

No. 0 to 'Wire coal and its, r e a r end was standing about 350 or 4 
400 feet -rest of signal 139*3. Extra 6013, a pusher engine, ™ 
then .as coupled, to the r e a r to assist E^tra 6842 westward. 
Soon afterward angina 6913 was detached eecause its stoker 
became inoperative end it novel backward about 10 or 12 feet. 
Accoidir. . to ~ e rales, after Extra 691.' coupled to the rear of 
Ext1".;. 6C-'.g, the fli-mar. o'" the pusher engine, not the flagman 
of t"e first tram, w a s required to ^urnieh rear-end piotec-
tio.i. According to hie stat'.ncnt, the flagman of the pusher 
engine dropped a lighted fusee at a point about 2,500 feet 
east of the point w . i c r e t.oe r e a r of his train stopped., then 
alighted ana. -hecod two torraloes on the rail about 8,000 
feet to tho r e m o" the i tu:t m e r e the rear end. of his train 
stopped, and _ e stood, at that 1" cation about 10 minutes until 
recalled.. ?em : j re elied ho left another lignted fusee some-
vheie DCbWeen ,oincs 1 , 975 and 3cC feet east of the point 
where the, acctd at ocrurred; oecauso the fog impaired visibility 
ho n"'' confopeo as to loemici and could not pla.ee definitely 
tne • int wr e" e tehe lamer fusee was rimed. V/hen he reached 
cngme o 2 I 5 he founl that it wa ^ detached from Extra 6842 and, 
hear .go a train epp-escging from the rear, he lighted, a fusee 
anitarted. toward tne a .eroaening tram, Out reached a point 
only 3, or 4 on-.1 lengths to the r e a r of his train when Extra 
6868 passed. h>n 1 a sgeid cf aocut 40 miles per reur. Accord-
ins tu tre eta :c meat s of the engineman and the fireman of 
trj £ 3 5 2 , tie li hated fusee was timed on track No. 3 aoout 

5 to 5 c '.r len ':, s eet of sign 1 I.""1.5. The fireman said 
that two torpehoes e r e jxploded in the vicinity of signal. 
139.3; t e amnejai re. el that onr terpei; only \as exploded. 
Aft'a1 tne accident, "he re ..sins m t e fredgly ourned fusees 
were found m ties of trae^ No. 5 oc points 1,625 and 15 feet 
east -f signal 139.3. Accord.ing to the assistant road fore
man f̂ ea_in.es, a, train sir Mir to Extra 6862 could oe stopped 
from a speed, of 40 niles e e r hour m level track by a service 
brake-ao dicatran within a distarce of 2,200 feet.' Since the 
flagnan w. s not mere than 1,275 fee: to toe rear of his train 
at .uy tine, it follows t .at p.Jepuate flag imotection was not 
being pr'i'ided. Apparently gie ierat fusee placed by the 
flaeran e> s located aboot 500 feet oast of the farthest point 
at which he fl.r;ea, are it had burned out before Extra 6̂ 62 gm 
passed te.t po..nt, Ihe road fcrcren of engines estimated that^ 
Extra 633'1 co ;1 hee been sto-0pco within a distance of 1,200 feet ry on etcTgeey rpplmatim of the bra.kes; therefore, it 
is orobejle one aceiaent would have '̂ een averted if the flagman 
had placed, burning fusees at intervals during his return to 
his train. The engineman cf engine 6913 raid that he did not 
signal his flagman GO fmrisk flag protection because he ex
pected, to follow Extra 5842 immediately. Had he signalled for 
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flag protection after his engine was detached., probably his 
fjsgnan would hive become aware that some extraordinary move
ment va s in progress and would have been more adert to furnish 
ade q uat e protect!o no 

According to the statement of the engineman of Extra. 
6662, all but one of the 11, hts of she westward home signal 
at Big Run were extinguished and he mi ft end the one light as 
indicating proceed. The fireman of Extra 6862 did not see 
The westward name- Signtl mc 1 .informed his engineman accordingly; 
however, t^e engineman implied that it indicated proceed.* The 
engmem^ I thou it tnat it onlv one light <~>f a position-light— 
type signal na.s lir.htoa °nd its location as to indication could 
be re aid, the signal was not in >orlectly displayed. The super
intendent sain that a rrinimum oi t./o lights is required to 
display an mdicati :>n, r,rid when a oosition-lisnt signal dis— 
plivs onl.v on~ light that signal must be obeyed in its most 
restrictive i intention. The preponderance of evidence indi
cator that the 'westward home signal displayed an approa.ch 
in'-Me t̂ . )n i c Extra GbC'u The, engineman of Extra 6913 
p?s r'v this s._ ;nal 16 minutes before Ext" 1! 6862 and at tnat 
time the westward, hone signal displayed, in approach indica
tion under t'-e same condition of block occupancy ahead; at 
that time all rights for that indication were lighted. Tests 
subsequent to -eke aoci&snt disclosed that the signals involved 
displayed proper indications and. there wa.s no defective light. 
Hal the engmenan of Extra 6S3 9 regarded the home signal as 
di sol a. viia its r.ost -••est nctive ind.--a.tion, which would have 
Deen stop, undoubtedly tins accident voula have been averted. 

Conclusion 

Tnis accident was caused oy failure to provide adequate 
flag protection for Extra 6913, ani oy failure to operate Extra 
6362 in accordance with signal indications. 

Respoctfully submitted, 

S. N. 1IILLS, 

Director. 
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