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Eagine number:
Consiste
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Cperation:
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Seluda, Ne Ca
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Freight
Second 150
4052

37 carg and csbhooge

Timetzrle, fTrain orders and
eutoretic Llock-glignal and
automztic train-gton system

-'nzle; tan~ent; meximum of 463

percent deccend$ng sracde on
track and 2.78 nercent
sgcencing grade con s..fety track

e

1 killed; 2 injured

Failure %o control speed of train

iS

on degcending grade
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YNovember 28, 1940

7o tne Commicsiong

On ESepserber 25, 1940, there was o dernilment of a frsight
$orin on thie Soushc:n Rellsar nzar £2alude, li.C., wrich resulted
1a the death of one eaployzes 12 uee infury of twc employees.

Location w.a Metk-d of Cperatinn

Thie accident occurred on that part or the As

Divisicn which extends betwee. 3I Tower, Asiieville, NeCs, and
Havne, SeJe, & dirtance of 66 m.lec, In the vicinity of the
point of acciaent tnis is a single-treck line over whlch
traing are operated by timesatls, train ordere an
waetic Dlecx—signal and sutometic Srain-ston ay
gananl blocel: ¢ysterm Tor all trains, excent e5s
erpines roving ligkt to follor other than Jirs

dapa e L

v

Lo 1a effect btebween Saiuda ani lielrese, Hlal., .
recnecilively, 2 ond Bl.1 miles enct of BIL... Jovere °
ccelident occurred S,001 feetv east ~f tre suctlion st 3aluda,
at the end of a stuc % 2%x krown as 3afety Track 1oe e a5
She ooint of accicent s ~povo .cnhed frox eris
siort curves and taazents is foilowzd by 2 of curve Lo th3
e

=
right 301 feet i length, then a tangent 151.5 feet To th
switech of Safet; Track No. 1 214 1,030 Tfees bevond to the =znd
of Trne cafety trock where the dersilmert sccurrede “rem a
oelat 1,185 Teet eagt of Saluda to llelroge the grades for
costb-boun? traing 18 descendiny o disztance of Z2.53 miles and
verios tetween 3088 and 5.03 mercente From tne veriical

curve =t Thz try of *“e mounta'n the .ra’= to tie switeh of
Safety Track Noa. 1 1a «limoet continunuely irn excesg of & per-
cent; thc uaximur percentasge is <£.8 1nd the miiinmum ic 3.88e
Stun rozts 1274 oo tsgcead ng redle, derisnetad ee 3alely Track
Nee 2 end goieny Trall Noe 2, ~2e Hrovildz2d to et~r srailas which
ere 2ut ol conircl sn the nel —~traclz dessorndiag grade, ond are
located av peints, 28" “ivel™, 1409 and Z,£3 miles east of
Tre By o8 tho grade.  Baletr Lrack Voe Lo.f 1,070 Teet in
lengsi, wnd 139 gra’e varics hetwean 4.70 end 2.73 parcent
as23 0l " 2ol Sarelr Yool No. 2 10 3,47« De3% in length
cn Lo orele oYLty Letreem O 47 ala 10-77 pavoerns cgcending
eess ords 2Me 0 S norizier of LUhe ol tlchier of the safety
Tracks 12 0o ¢ 1 1ce 0 theee tracrse o 1o9-1nca by 12—
ince Tinc iz £7i0 5o 0 B9 the rallis oy 7S2-1 .20 cladas, and a
mouad of ecceun 50 1o+t Lont, 5 feetv Ligh, frd 1< Ireet ride

2t e noTlon ovl 2 feet vide o7 the ton, proT.de - barricer

at vre end ol {-Ten, Traclt No. 1. Inmeliatel berond ire end
of tlis “reck ithers 1s & sliope which descends 30 feet in a
drgianze of 119 feet,. The raile o the safety track were
covered with sand 1,/2 inzh deo e
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Sicralc TL328 anl W-332, rhich govern 26ctuard moveneal
are Lozeted 0,409 and 1€8 IPPt, regr2ctivel;, wz2at of the
gwitenr of Sapfu Track Lo, 1. They are 2-irdicaticn colnr-
TATNT oignalc. Trhe a-mects, indicztinns and names are as
roilowse
Aopect Iadicadvion Name
Red st then proceed Ston and Procead

Sieonal
Yellow LA™ roger mexnt signsl Lpproach Signsl
prepered to ston

Wlen the gwitcn of Safety Track llos 1 i¢ 1lined normally, rignal
TI-322 dleclaye nn apnrosch inTlaation and sional V=532 digu
nla, 5 & stom-and~yproceed indlicatiorn, When the switch 1g 11
for tie mraup tvack, signal W-332 cdispnlays an avnroach indica.
tinn, Tue o<l faveradle 1ladi_aticn Chet can e dlisplayed

-r _ = - - b -

etveen Scluda and ¥elrose.

The autcematic tr in—stop svstem is of the intermittent-
tnduchive ype z.ad eagires are eguio rei with acgnovledsing
devicess when an avtometic-train-es®op brakoe apnlicatlior is
foregvelled by an e ..1neman, nJ ‘raLn may procceed Jnder ig
CONuro e

fules of the cpercating department read in whole or in
vert as follows:

RHULES GOVERNTIIG THE HANDLING OF TRAZINS O
WMOUNTATIIl GRADES.

Setweon *
Saluda cnd ilelrose
%o ¥

A, Beior- peginning: the desce”t, 2ll trairs
must stop a.d _ .rocet anda test ths oir praics
and nond broatgs

Be % % %

Ce Handles of all reta.ning valveg must be

turned upe

Da # % %

Zs Tre inspections and tests prescrioved in
the preceding paragranhg, vill ce mzde ny
car ingpectors vhen provided, otherwlse by
frainmen under cupervicion »f cerauctor.



* % %

RULES GOVERNING THZ USE OF SAFETY TRACK3Z 1 AND
2 O BALUDA MOUNTATZ

T
Ne

ZASTBCUND TRAINS

1s Fnginemen of Eacgt bound traing or eng'nes
must give one long scund of the vhistle ()
at dhe whistling nost ons~half mile wegt of
eacn safely switeh %o notify the cwitechteraer
of their aprrouche.

2e £t the rext wiistling post €00 feet West

or erclk ewitenhr engineren will, i thelr “roin

or engine ic unoer Tull cortrsl, c3]l [or The

malin Traci bty givin# one long one anort and

one long soundz of the wilctlse ! )

to e repeated until answered.

Ow Vonen nearine thie signal Sne gwitchtender

will set the switen for the cain track asnd give
1 ]

nrocend signgl of
which e rwet angrr
vhiatle ( )

2 r lamp bto the engineman
o by two short eounde of the

4, Switehtenders must not under any circum—
stancec set toe awitch Tor the main “reck Tor
an apnroaching ZIc.et bound Traln or enpgine un-—
legs the whistle siznal is given as preccrivede
Ce If the eaginenan does rot promptly answer
the oroceed Sl;ﬂcL Tiven o7 the svitchitender
thz awiteh russ be wmmec1atclj set for the
safety tracl 2ad rot acain set for the main
tre recgeribed whistle gipnel 1s

ri
S ad siznel fincse
or enﬂlnn is bevord control Le mus i
snort sound of the whistle (___) ard the

svitehtinder mugt immedlately set the switch for ‘
e safety Tracke

wles of the Acsoclatlon of American Railronds for laln-
tenance of Brake end Train Lir Signal uC_ulpment, vhichi have
been acdcnted by the carrier, read in vhole or in part as
follovies
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25¢(a) After the brake system on a freight train
is charged to not less than 5 1lbse. below the
standard prcssure for that train, and on a pas—
senger train when charged tc at least 70 1bse, a
fifteen pound service reduction must be made upon
requcst or proper signal, then not: the number of
pounds cf brake »nipe leakage per ninutc as rndi—
cated by tne brake pipe gauge, afser which the reduc-
tion must pe increased to a total of twenty poundse
Tren an examination of the train >rgkes rmust be made
to determine 1f orekes are applied in service ap-
nlication on each car; that the piston travel is
correct, ond that brake rigging does not bind or

(2) Vhen the exanination ne
in acczordance with rule 25 (
signal must pe ziven and eosc
gsee Tiat 1t relecses nroperl

g odeen completed
a) provner release

b prake examined to
Je

27s Piston travel less than seven inches or more
Tr.an nine inches, must pe adjucted to nominally
elght 1nchoss

2de Vhen the test is completed th3 inspector
or trornman who mede %the test will personally
inform the enginemnn ond conductor, eand advise
Tthem the number of cors in train and thce number
having inconeratvive orakes

4%s When one o> more cars are added to a train

at any proint cucsegient to s terminal vest the
corg added, when in trhe pogition taney are to be
hauled in the train, muet one tesgted as prescriped
*ox %, Before procseding, it muct be known Shat
The orake pipe pregsure 1s being restorsd ag indi-
cated by tlie capooge Jauge and that the rear brakes

KR

are releasgseds 3 ¥ ¥

44e BeInre a train i1s operated down & grade re-—
quiring toe use of retaining valves, it must oe
Lnown thet trer are 1n such condition that the
speed of the train can be safely controlled by the
enzinemale

tr
|_.1

1o

letin 1ngtructions read in whole or 1 vart as Zollows:
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Aghneville, HoCs, January 11, 1930
ALL CONCERNED:
% % %

I call your attention particuicrly to Pase
)

138, S%endard Boolt of Rules, which reguirez <hat
vefore peginning deccent all trainsg must stop and
ingpecs aal Tcet the air brakes A ¢nor with de-
fective prates gust be set outw and hanilcs of a1l
retaining valveg must be turned up. ‘Where inspectors
are a0t provided, thisg inspection must be made by <the
troinmen, under sunervision of Conduciore

* ¥ ¥

A.She“filie, VeCoa
October 5, 1953

ALL ENGINE AU'D TREIN CREWS:

*OoH %

Zifective Oztoper &, 1232, we will ctart
operatiorn of ¢ Tew trarng vith the repgular re-
talnerse. The following ruies will govern the
oneration of thise trains:

No train chall pe alloved to cdevnsrt from
Salude until the braks pine hag been charged to
one hunared (10C) nouade nrescure {for at least
three (&) minutes, this to allow time for charging
all auxilicrieg to one huadred (100) pounds pressuree

No ftrain shall exceed the speed limit of ten (10)
milas nmer nour at any time while decscending the
nountain, ac sp2cified in the 300k of Rules. This
rmeans that eilgnteen (18) minutcs or more must pe
contumed petwecn the "3TOP ZCARDY at summit of
rovntain and lelroge Telegravh Cffice.

~8 soon as nracticable after the cngine turns
the Jhmlu of the grade and without waiting for the
traian to attain e snced of ten (10) miles per hour,

A4
a creke an:lication of about ten (10) pounds ghould
be made, immediately releasing in order t» fill the
oraxe cylinders, rctainiang valve pine €0 as to force

~ = -
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the snoeg againgt the wheelss Applications
thereafter should be made as Ireqaentlr &S necesg—
in order to Yeep gpeed of the train at all
times slow enouzh trat a five (5) to eight (8)
sounds braZze pipe reduction will stop the traine

0
)
H

“3

Before deccending the zrade a1l refteining
valve handles mus% be turned up, single presgure
valve handles a2ll The way up end dcuble pressure
valve nandleg half way up.

% % %

* W %

SPECIAL BULLETIN

Lgheville, N.Ce, December 25, 1234
ALL PREIGHY TRAIN AND TGIIELEN:

Effective at orce, the vpractice of freight
traing mekine >ralre tegt while standias at statlon
Saluda will be discontinued, and the fellowing will
governs:

"When a freicht train 1s ctoppea at Saluda
for tae nurnoce »f meeting a westoound train,
or for any otker cause, the brake test LNUST

JOT BE [ADE JITIL Lh“uDer:LI BEFORZ TRLIN
BEGINS THz qucgmﬁ, and the tpqt must be made
arter train hes peen stopped at 'STCP BOARD!
LOCATED JUS” EAST COF IE&ST DASSIWu TRACIK SWITGCH."
Th

ere 1g to be no chainge 1n the manner of testing
X rekes, turning un reirlners, eSc., a3 redilred
ty the ruleg and previous inegtructionse

Lfter 1ngnection has meen mace and everything is
found C.Xe Ior departure of train, the Conauctor or
Flazman ST 2EFORE TRAIY IS STARTED, GIVZ A GO-AHEAD
SICGHAL 20 ENGIUZER IF THZ FULL LIR 2AK~ ?RESSTRE I3
ON CABCCSZ, anl Enginecer nust acknovledge such cignal
vefore he leavesg.

% % %

The Ston Board rcferred to in the above inst
located atv the summi® of Saluda Mountain, 1,496 f¢
Saluda station.

Between 3alucn rna lieirose the meximum eutrorized soeed
for Ifreignt trains 19 10 milea »Her hour.
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It wag dark and rain was falling as tac time of the ac-

cident, vhich occurred 2t 5

Secornd 15C, an east-bound second-class Treight train, with

Conductor Parris ond Enginemar Pone in charge, coneicted of

engine 4052, of tno 2-3-6-2 type, 27 loacded and 10 ernty cars,
traln dﬂparted from Agheville, 33.9 miloes

and a cavoose. Th
west of Szlude, at :
7 hours 20 m*ﬂute lazo,

ffice, at 3:58 aem., 7 hours 43 minutes late, stopred at
Saluda station to unload employees with tools and material,

“'('»Tf'j]

20 a.m., acoording to the train shcet,

and, after the retairing valves were set in cverating poklulon

and inspection oI brakes c-n 2 portion of the traln was made,
this tr‘ir denarted qum that point about 5:%0 a.he Soon
alterward the train “ecame out of control on the degcending

grede, 2nd, wvkile mcving at e gpeed estimated at 25 to 45 miles

rack Noe. 1 and was cderailed at the

)
2y
- \‘J
QD
[}

]

1
[ ]

per hour, enteresd 3¢ -
end of tre safety track.

The engine and first two cars were aeralled andéd stopped
w7ith tne front end of *the engine 119 feet beyond ancd 30 feet
pelow the end of the safety trock. The engine remained up-—
right; the running gear, rhich was buried in the ground, and
te C@D vere Ladly camaged. The engine truck was cdlsengaged

aad lodred under the frort driving wheels of the rear driving
Unite Ine ternder ctooped at an arcle of 49 degrees to the
engine ond 1te reai ead ves inclined upwcrd o an engle of 30
degrees; tie Tendcer cle~ern rinke Lcose trom “ne Irame and
the WApE culkhead ctonnea agccinst e Left ccorner of the
engline cche Tze Zirst two cevs - ere derzileda zad stonped,
slichtly damecad, tehind t Aoine. The frent truck of ths
jerailed out th e i

third car yas 4

“he emnloyee killed was the fireman and the emploveesg
injured were thie engrin~mah and the front brakemane.
Sumrary of Evidence

eren Pepe, of Second 180, steted that before hkis
train devarted fror Acheville a terminal sir-brale test was
made 0" the cer ingnectors; however, they 4did not report the
conditicn o the prakes. ince 1t 1& not customery =2t that
noint for an inzpector to observe tha*t each brake 1s released,
the engineman 4id not obscrve whether it was done in this
instance. At Hendersonville, 12.1 miles west of Saluda,
two care were added to kis train but the air brakes on tiaese
cars were ot tested. He gaid that after a terminal air-

a, departed frem BI Tower, %the last ooen
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praxe test is made it 3s not customary to test the brakes
o1 cars added to & Train en route. Zecauge it was aecassary
to unload *wc employses a% Seluda he stopned his train by a
service avnplication of the brakes and the engine stood about
5 or G car leanzths east of Saluda station; this apvlication
wag not released until the crew had examlined the pralecs EHe
then released the brakes and the crew set the reteining valves
for uses The front brekenan inrormed him that the conductor
had seid the train was ready to depart and that it was un-
necessary to stop a%t the stop poard. Brake-pipe pressure
of 70 pounds and malin-reservoir pressure of 100 pounds were
being malntainsd. The train, 2sslsted by a nelper engine,
left Ssaluda at 5:30 2.ms and *the spneed was 3 or 4 miles »er
hour vnen the engine pasced the summit of the grade. He ap-
plied the independeat brakxe to bunch the slack and av this time
turied on trhe driving-wheel eprinkling svstem; when the engine
wag about 4 or b car lenzths ecst of the top »f the grade he
made a 1lO0-pounc eraie-pive reduction, bus did not feel the
train slow domu at 11 224 after the train had gone about 2
more car lenguile, renlizing thut thia brake apnlication was
not coatrolliag the gnesa of the train, he made a further brake-
pipe reduction of 25 OOUﬁau, the two reductiong totaled 35
poundsge Ihe Train did not reduce speed but continued down
thne grade &t a molerete rete, and he did not release this ap-
plicrtion until shertly pefore the engine entered Srfety Track
Noe 1, when, zn =2a endezvor to resgtore the brale-pipe pres—
gsure, e placed the brake valve 1n release nosition a few
seconds, tren moved it %o emergency pogsition. Because of the
restrictive indications drcpleyed or signals W-222 and W=-332
he cperated the aclnowlcdcing lever of the autematic train-stop

]

device. ceotwocen tne tov oF the grade and SUT€ vy Track Noe 1
ne ooened 1ad closod the sander valve alternatelys He said
Thet Toe e¢h2ed of Lis trein wze 25 or 30 milec p r hour when

it enterecd the safetv track and 1t had : 10t be
precisdly waen tvae devarliment osce'irred.  he
engine and thie tender bdrakses were held appli ontlinuously
after Tie Traein left the summit. He s214d .t some enginemen
did and others did noi increase the orakv—blfe prescure to 100
nounds at the top of the grade involved, and he knew of no

'1d trat the
c

inegtructions to that effect. He ooersted his treain on the
deecending grade without changing from 70 »nounds brafe-pipe
and 100 poinas moin-reservolr pressures. He gald that this

was 1igs esccond trin on thoe type of engine involved and the

first trip down the =roade involved in charge of a tonnage train.

He was not familiar with the dunlex—-type compressor governor,

and he¢ did not know that it is nossible to cut out tne low—

pressure head so that the excess—pressure head-adjustment will

control the main-resc ir pressure. He s2id he had peen work-
L9]

VO
ing as 2 nostler for the agt 3 or 4 vears; prior to 1935 he
wog fireman on a Seludl

-

nz2lper engiae end had worked as an
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emerzcacy enfsineman o

arionally; he had been returred to the
enginvmcn's extra board &

bout 1-1/2 months ago but had not

c
5
a

recd tne bulletin tooke He w2s examined orally on the o’oerat-.
ing ruilen 11 Jenuary 1940, He nsa last stternded alP—D“ slre
wnatruesion claeses about 2 years nrior to the acclidecat; at
that tlme cral instruction pertaining o the 4B D”’fe only
woa 2lvelie Fe gald that h2 had never heen cxemined on the

nroyer cperation of the train alr-crake syster for descending
Saluda Lountair. Ee was familiar with the ghort-cycle

netrod of prare op~rat.on., He said that the brakes on Tthe
loccmotive were in good condition, tut at some poiants en route
from Agheville heavier Lrakiar than usunl hed been required

to contrel che trrin. ne thovght hig foilure to control the
speed ol the train veas becauce rie train convained & number

of Interstate Failrcad cers, tre orskes of wulich were ani so
effective as those »f crieg o otner linecs 1t was raining
at the vime of the =c

2 of Sccond 159, gtated tnat the
5 Asheville; nowvever, the ingnector
Jral in 1na¢ccte 1rat the inepection was

1 1o form the enginemen or the numdser of
se Tad braxemar saicd tiat thais procedure 1s

e S
e At Hendersonvillie two csrs were addad to The

were not tested. He sald thot if a termi-
i3 not customary to exaumine the
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tioning properlyve B roin dcparted from Asheville
the concuctor 1anformed incman of the numper 27 cors
in the train ond the e advised the zsngineman to
procced 7 or 8 cor lengths past the stop sign at the gsummit so
thet tic train could ve started without assictance, and,
pecause 27 17 Interstate Railroad cars ian the t: axn tc re
car=fvl waen tae traln was descending the grade. Jo cers
vvere added to the train at Eenderconville; however, the brakes
on Thease Cafs were not %tested as required by the rules; the
conductor said that vhen cars are added to a train subdse-
atent to a terminal b“a te-Test 1t is not customary to examine
ach brake to determine whether it aprlies and relsasess ¥Wnen
the train stopned at q’ihd? station he and the flasuan pro-
ceeded toward the front end cf the Tralin. Seeing thie front
breXeman nroceading towerd ths rear of th° trzin, he assumed
from The motioas of the brakeman's lante that the brekeman
wag s2iting thc retaininy velves for uigea Ag he wag doubtful
whether the enzineman would stop at the stop sign at the
gumml®t ne 1nuu*actbw tha fla:mpn to set the retaining valves
on the raar porcion ol the traine. The conductor returned to
The capocze and coupled a helper engine to the rear %o assist
in startinc. He sterted toward the front end again and met
the flagman who 1aformed him that a2ll retaining valves were
gset for uses The conductor urnderstoocd that the riales required
him tc kaow that all brakes were operative cut thought that he
cormplied with the rules oy instructing the flazman %o attend

b UL

to that dutye. About 5:30 a.le, tae engilneman uaV1ng gounded
a procesd siznal, tle conductor gave a proceed lantern~signal
and Then opoardsd the cabosze. When hisg trair. was movianz at a

gpeed of crout 5 miics per honr jugt east of Seluda station
the helvner eng.ne woo dctocned and ne want inside The cabooges
At Thigs Time iie obszsrved that the cnboose gauge 1ndicated 65
pouncs orcke-plpe plessures 1re eagine hed pTtsced the top of
the grade about 10 car lengths snd was moving at a gpeed of
anout 10 miles per hour when the caboosae o1ir--ouze indicated a
crake-pipe reduction; the bra¥s-vipe pressurs droovted slowly to
zero aad the conductor became alarmed, thinking that the train
was cult of controle. As the Train ap pr oached & point ahout
800 feet wegt cf Safety Track No. 1 the brake—plpe prgsure
was restored to €3 pounds for a short period, then ocecame

depletade Trhe ftrain entered the safet;y track zt & speed of

i

about 35 miles per houre. The accident ocourred 2% D:I14D CeMe,
at vhich time it wags darl and roin was falling. He said tnat

he hod made nurmerous trips dovn Saluda iountain and vas familiar
with Tae ingtructions requiring orake-pipe pressure to be in-
creased to 100 pounde oefcre o train descends this mountaine
Tnig wes the first instance that a train in his choarge was
operatec with brake-nine pressure less than 100 poundse He was
examined cn the rules in Jenuory 1940, end was familiar with

the rules rnertzining to operation on Saluda liountaine He
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exarined b2 train subscguent to the accident and found all

prakes applied and all retawning velves sebt for usee ke
understocd that e was responsiole for esir-prake tests atb

points vhere reguired but saicd the maancr in which his crew ;‘
teeted the nir brakes ot 3aluda was customary. He nh2ad never

peen critieized Dy tnc officials for nis perrormance at that
nolnt. He gsaid that the brakes on Interstate Railroad cars

are ant o effectve ac thosgse on cars of other lines.

Flagman Kendrick, of Seccnd 150, stated that when his
train stopped at Seludas station the conauctor instructed hi
to get up **e reteining valves on the rear portion of the train
as he thouzht the froat ovakeman wss getting them on the front
nortiore The flegman proceeded toward thz front end and
inspacted “he recar vortica of the train tn ~gcertain if the .
brokes vera applieds When he r2ached the tealh car from the

rear Tre opeles ro_\vsep and he did not know vhether She ree-
.\,‘ »

meinder of the praves wcre applled. The frent brakeman in-
rormed him “shot ths wetaininé valves were not cet for uvse;

the ITagman ther instructed him to set them. Tne flagman
proceeded tovard tne rear and sebt the retalning valves on

the rear nortion of the traine. He prharded the cebnose and
obsarved that tle Saure indicatzd only 65 pounds brake-pipe
pressure but hs thought the fauge wss defective. The conductor
g0t on the cabooge after the t“”lﬂ had started and the flagman
called nZils attention to the fact trat the gauge indicated 85
nouads onlye The conducsor remarked that 1t had indicated the
gsame rregsure en rouve from Asrneville. Snon after the caboose

passcd the cummi®t the ceonductor reomarked thaet the train was
out or conirole The train cnuered the safetv track at a
speed of abovt 3 milerc por hoirs Tre flazsmon said that on
all trips “lLen he i teen froat brakersa the sncineman hed
inereageld the nrake-pipe precsure to 100 nounds trefore the
frain degscendad Saluda oo ntain and *hat on 211 occasions when
he.waos flarman the caop

ooss ZFauge indicated braxe-plipe pressure
of anout 70 poundse He sa 11 thet he had been out of service
from 1620 wntil Aurast 1940, and when he returned to duty he
was examined orelly on rules) Lowever, he was not rnmiliar with
the special bulletins issued durinz the time he was out of
servicea !

Engrneman Hawkin
was ccupled To the
in starulpr that tr

, of Extrar 5078, stated that his engine

r of Second 130 at Saluda and assisted .
g . He said the speed of the fTtrain wes

about 5 miles ner when hig engine was uncoupled from it

at a peint about hnl{ way between the gtation and tie overhead
bridge, which is 1ookted 200t 700 Teet east of the stations

Switchtender Pacc, on duty at Safety Track No. 1, stated
that gecond 180, moving at a speed of 40 or 45 milez per hour,
entered Safety Track Noe 1 at 5:45 aeme -
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llacter llechsnic Anderson stated that he arrived at tae
scene of the accldent at 3:20 a.me and exanined engine 4052.
The throttle was closea, the zutoratic brake-valve was in
emerzency position, the independent brake-valve in anplica-
Tion Uocitwon, and the reverse gear in position for full for-
ward motlone. On each driving-wheel *tire thers was o slid-
flat Jpot varying between 3 and 6 inches in lengthe On each
tender wheel there was a glid-flat spot about 4 inches longe
Tre alr gau~eec were compared with test gauges and found to be
accurate. During the procesg of beling rereiled the brake
rizeging cf the engilane wags damagede Engine 4052 was equipped
wltq two 3-1/2- inch cross-comnound compresgors and Ltype -3
Teed=-velve. Subgenuent o the accident tesg®ts of the duplex
goverror arnd the feed-valve disclosed that tlie prake-pive
feed-valve wag adjusted 2t &0 »nounds pressurc, The lov-—
pressure nead or tne governcr at 134 pounds, and the high-
nressure nead of the governor at 150 poundse The cut-out
cock in %the maln-regervoir pine to the low-pressure nead of the
commregsor governor wasg found cut ine He explained tha?d pos-
sipbly the discrenanc:; between the tectimony gtating that broke-
pine pressure was 70 pounde and the test disclosing the feed-
valve vas adjusted for 80 pounds was accounted for py the
regulating device peing disturbed at the time of the derailment,
A test of 37 undamaged units of the traia involved discloscd
bralze-nise leakage of 1-1/2 pounds per minute.

Enginemasn Patte reon, of Dxtra 5078, stated tnat subsequent

to tre accldent his engine, hesded vest, was coupled to the
west end cf & cdrait of 16 ca;u, which was moved eastward to
Melrocses ATTer the cars were moved from Safe®y Track Hoe 1

to the melin treck he made a service anplication of the brakes
and then the retaining valves were set Tor use. Breke-nipe
pressurc of 90 poinde and main—reservoir prescure of 110 pounds
were being maintained. After thne retalrln valves were get
Tor use he releaged tne brakes and, when *he brake-pipe pres-
sure was restored o 20 rounds, he started the traine Soon
alrterward ne made a orake-pipe reduction of from 5 to 10 pounds,
anc, odlcerving that 1%t was effective nlaced the oprake valve

in release nogition and ooserved thpt the brake-pipe pressure
was resiored to 90 poundse About 1 mile west of Melrose ne
mece ancther reduction of from 5 to 10 pounds, wnich retarded
The spzed of the traia to 12 or 15 miles per hour, and he

agala placed the brake valve in release position. Soon after-
ward the speed increased and he made a 10 or 15-vound orake-—
ninc re QUCthﬂ' however, thie reduction did not seem to retard
the soeede Rualizing *“at the train wes out of control, he did
not souad the vhisgtle gignal for the switch ot Safety Track

oe 2 to 2e lined for the melin tracks The train éntered Safety
Track Noe 2 at a gpeed of 20 or 25 miles per hour and he onlaced

B)
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and kept the prake valve in service mnosition until the brake-
pilpe vrecsure was deoleteds After the train struck the sand
on the reails of Tne safety tracx it stopped in a distance of
1+ car lengihss Because the engine was not edquioped with a
dr1v1ug—xkee’ watering device he held trke engine and tize tender
DI’J{UD releagseds Ke said thet he wes familiar with omlletin

nstructions regquiring the brake-pipe pressure to be increasecd
to 100 poeounds when a train is descerding Saluda llountainj
however, he hzad adjusted the orake-pine feed-valve to 90
pounds pressure vecause he considered that vressure adequate
to control the speed of 2 Train. He stated that L.e has oper-
atcd many trains down this grade and has always used 20 pounds
brake-mipe nressires.

o) ne statement
Yat tre »ralls were dry en
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FPireman Fone, of Extra O
Enrinenan Fotterson. He sei
rovte tec lelrosces

Gonductor Senv, o1 Extra 5078, ctated thot then the 16
Interstute Railroed cors of the train of Second 1B8C were noved
from UUIPuv Tracli Il7e 1, The alr brakes were uced to nold the
carg, then the hana prrkes on about 10 cers ware ocppliced and
the rectaining valveg on ell cars were act 7O USCe Tifl—
mediately after thig Areft of cars was started the brakeman

arvliced the Lhend brokxes on the rersinder or tre cerss The
cers beceeme out o 2onatrol and entered Safesy Truck Nos 2 at
a enced ¢f 15 or 12 miles per aoure Hig cxpeoriaence with
Interatete Railrord cnrs on Saluda Mountaza vwas trat the air
prakeg & very cffective when the gpeed - g greater than 6
or 8 miles

o]

Brakenan loody, of Extra 507¢, corrcoorated the statenent
of Conducior Seay.

Conductor Vacconer ctated thot subeequent t» the accident
engine 4058 moved 34 of the 7 cars of Secerd 150 from Melroge
to Tryon, 5.5 ailes eact nf Lelrose. The a'r brakes were
tcstod et lMelrone aad ther controlled the gpeed of the train
proverly on the grade, woich zveraged 1437 percent descending
between lielvose and Iryon.

ar Ingpector Zverhart stated that he ascisted 1o making

h
a teruminal esir-brakc test on Second 150 a5 Ashevilles Tne
vard alir-line weos coupled to charge the troin air-brake system
to 70 pounis nreesurc. brake-pipe reduction of about 20

A
rouinds wag wade snd eachn ﬁrake wag exarined to deternine whether

1t applied; brake-cvlingoe r plston travel weze corrected wherever

needec. Special ins tchU ionsg require that the piston travel
on cers moving esctward from Asneville be adgqsted to tetween
& and 7 inches. Prior to the air-brake test special 40-

— ———
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pound retaining vaives were installed on 13 I
road carsgs Le said tr.ov i0-vound retazining v
gurired on thege carg neciause tne 1ight —welgnt
leso dnan on carc of other 1inez. Aflter an
minutec 2 retain_ng-~valve tegt disclosed al’
to be Tunctioning prﬂoe rlire After The enrin
to the train tns engineman meds a bralle-pipe
atout 12 pounds. Ine car inspector did not
nipe lesfege but estimated trnat it woe =bous
minutees ifter the prakes wooe relensed She
proceed lontern~signal, which 1s cugieonary ac
1 g 1 orakes are

that the tzc¢T 1is compLeted and all

Car Inspector Fox corrcborated thie gtatement of Ingnector
Everharte

Lixr Brale lMacliiniet Suoith statsd thnvy Le insgrnected engline
4052 pefore it 1eft 2gkeviila o, tz &2 of the accidents.s The
engine wvag in good conditvica aad T2 broke equipment was in
cuiteble cecnaitzon for gervice. Subsczarent to tae accident
the autna~tlc brexe~vzlve, tie scir-compressor jovernor, the
brzhe—p*v* Teed-va v 71l the cletrabatin valve of engine 4052
were attacned To another enolur end secved; Tacy functionod
pPOpcr+y.

vonesal foreman of Cur Repeirs (Glover ctated that supcre—
querl To %he eccident the alr geuge, wifq vhich: the coboosc
involved was equipned, was tected ond found ©o De ACCUr2Toe
He geid that occause of bdreke-—ips p¢eqv*re zradlent 1 mony
instences there is a variction of & nounis beitween nrossures
iadiceted oy tre dunlex rir gaucre »f the engilae and the breke-
pine alr geuze of The cabnoce. e gtzfz~ that ¢1l1 irsnoctors
under nis sunervisicon Tere oogserved peri~lic llv to deternine
wretuer they conducted alr-crake Tests _n occenirdance vitn
ingtrvections; he had not odgarved anry nan—com-_iance wita the

rulog recentlve.

for ongr=tion of tralinge on Sl
Trains ehould be stonped 17 the
broxe—pinz preasure R
voir pregsure incrazsca to 1900
fvlly crerced a red dca, n of 15
after Wbﬁah the trnin crew mus

ony braike

ake Instructor EBradpury stoted t©
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tizen relenscd a gufficient tire Lo resbore the brok ~pine
pressure; during this time triple velveg aseume rcleace posi-
tion while tre retaiaing valves retain braxe-cvlinder preg-—

sure proportionate to the brake-pipe r'eduotlor. but nov exceed—‘.
ing the adjustment of the valve. 3Brake apnlicatlon and releage
cicles should be made thereaftzsr at freaquent intervals to

contrnl the gneed of the train so that z rfurtaer brafe-pipe
reduction of 5 or 8 pounds would stop a train a$ anv roinfb on

the descending grade. ZErake-nine pregsure is increased to

100 »ounis so thet a libercl marsin oI brake-pipeé pressure

kn)

will exist during the short-crele broking. Speclal retalning
velvee used on Tnteretete hoilroed cers are ”“—Uouna serring~
type singlae-head precsure velves decisned to retein 40 pounds
pregeure in the brake cylinder after trivnle Valvec asgume
reclease pocitioie A roteining velve of tnis typc is attached

nnnbctlnﬁ the retaining-
ewiug the ninple 1nto

to & ehort nipple, =nd apnlied bty disc
- .

cs uged con Saluda Mountain
£
)

valve nine at the tripnle valve
the triple-valve eiauct, ng
™ vernors; ure low-pressure
s L vanrzagsure head to

are eculnped with duplex com
Fead is =cdjustned t5 210 nounls
150 poundse A cut-out cock =d
valve 15 »rovided 1: th2 pir
low~pregs.re nead ol Tre commra

n2e to “he aitomatic brake
twaan the braxze volve and tbp
gor wovar.aor; when this cock

o]
"
U
dD
@]
5 €

1 Y C

is closed the ilignh-nhressure head con®rols the main-reservoir
Preogures U~3 type brake-pipe foad-valves are usced end are
provided with nend-wheel regulating devicese. fe scid that 20
To =6 prale-apnlication cyelzr cre requiraed to control &an aver-
age coal tra.n desconding Saluda HMountaine The last air-
brake instruction clasrces were held .n July ]910; at this

time operation oP A3 broxes only wag diczusesods de gaid that

grnce no car wWidh oo inonerative brsie is perm;uted to leave a
terminel on tiie railroad involved a hand or lantera cignal to
proceed can ne accepted s 1nformaticn %<t the eir-brake test

ls ccmnleted sno all braites are opersitive.

General Road roreman of Engines Sink stated theot engine-
men and firemen are required to attend a class on operating
rule s once each year; however, they zre not inctructed ro gularly
on air-vrake rulece.

Trainmaster Lewis ctated that train and engianc service
employece are cxaiined orzlly on opcrasine r»ules once each
years If an employee hwss peen out of scrvice he is examined
on rules belfore he is pernitted to return to service; however,
during 2 monthc rrior to the accident thic rule was not
followed cauge of enmergency ccnditions created oy floodce
Englnvmun Popc wae last exaanined in January 124C; he wag ¢ o—
signed to service as 2n engineman durine the lood in August
1940, put was not examined at that timaee. Althouch Engineman
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Pope had a0t been periorminge cersvice s2e an envineman, since he
wss provolted, the Iralnmesler assumed that he hid racd ond
undercstood exlcting wuillsTinc. The tralnmaster said that
e observed th» periornance of Epginohan Popz on itne Aay nrior
to the accrdent ¢nd ne was certaln Tiat Thils eaglnemsan was
quallirled Tc periorua service 1a tris fterritory. The 7ire-—
man and ine flagman, aftsr boing out cf asegrvice sever~l vaeors
hed returncd o service un Lr sne samc condaitlinoas Tis
oplnion, niged on odservaiion, vige That creve Foﬁn] ec. with
rrles ead gpec.s iAst LeLinGs pertalaing To o\fation of
trains  descending 3a JQ; Llountaline Erakoc—nios rreagure of
1CO pounds i:*g‘nﬂ? cn 1l engines whlen he nad ridden

3

Cown the mourn E¢ enid that ne did not reczll aving
read cr z2x.la pulletia- conncral
Lounsain So emloyescs atb

I
(

s -

g ooperotion of Yralins
claucses on

e

on Scivda the onmerating
rulede

According to records of the rallroni, Envineran FPope
entered -crvizce o a r'irensn on July 37, "213; hie was pro-
roted to =rsiaemen ou Aoril 14, 1927, S nce the date ot
his promciion, ne woryei 1,874 days as foreman, h,bTb davys as
hostler, "nd 119 da s os enLginemnsn. Tirinzs 2040 he worked as

engﬂ”enwn 34 dsnVea

The consist of gecond 150, and the welght and theoretical
braking power ol each un:zt war: eg followa:



~20—

Total Percentage
Univs Light Gross Broking Bra'iing Power
or Weight Veizht 2orer Light ¢ Grorga
ar ('DO.I"IQS) (?ol,__n,’?) (Poun c,g) Weight: Weicht
CEF Eng AOR? 430, 007 469,000 219,000 0060 5e8 .
Teader 75,1CO 121,400 :U,VGO 7360 31le?
SAL \9““1 40,700 40,100 22,240 5C 8l Bhed
UTLX 70565 44,200 44,206 27,578 tled £lad
PFEX 97935 53,500 BO, LT 20, 700 49,8 552
IxT 5002 373,400 151,7%C0 24,444 €240 1661
INT 2430 374500 1354407 24,444 466 1840
IiT 5335 32,7C0 151,705 2%, L _61leb 1€l
INT 5338 33,200 148,000 21,444 6le2 16s5
INT £318 33,000 175,100 Do, 444 Gied 18.2
INT 2312 37,100 23, =00 2.,45d €5¢8 16e1
INT 2735 37,400 13,9700 Dor, 444 E545 1844
INT 535" 39,00 101, bl 2ot 444 5240 1641
INT £735 29,900 147,709 R 444 5le2 17.4
A INT 733 40,8502 184,170 22,433 E4eY 1761
INT 2" 35,109 152,705 o4, 444 ftel 15,9
INT 0389 35,200 140,102 Do, 444 €560 1704
INT 87 3%, %20 119,207 Qe N L Eled 1Te
INT 5507 7,400 123,00 o, A Bow 174D
INT AR 33, 600 172,470 R4, el B3a"7 1%«3
INT SERE <, 000 102,000 2L 4l clel 173
INT 7 20,000 141,000 o, ad4 61e7 17e3
UTLX 50358 2,700 50,200 Gb,112 €2 62e4
CA-‘-JL 503(-38 5‘\), BOO ux), "-/)CO gg, 615 5’3I8 68-8
SCU 112350 2,700 12%, 8G0 02,402 7560 192
S0 1114158 41,200 16,800 51,52 7562 12.1
S0U 285228 42,800 182,200 3,487 75e 2 1Ce7
SCU 109338 39, 200 152,400 D1yl 79e5 1S.7
SCU 107335 42,200 162,307 33,02 7end 19e:L
SO0U 112139 42,700 152,700 77,452 73.€ 197
Nzw 417381 48,100 105,100 29,220 50e8 2745
NX¥ 41051 48, 300 108, 000 25,280 E0e6 270
A8  FWDX 20000 56, 270 104, 400 31,177 0564 3500
ZRCY 2127 41,200 41,400 A 65e7 657
GRCX 2156 =1,100 41,100 27,004 H58e 2 66a2
AB  UILX 17771 45,700 15,700 AUSRINS 500 600
UTLX 238730 =2, 700 0,700 50,270 C0e3 0De9
w-1  SDRX  838€ 32,5800 35, 500 21,052 B80e7 €0e’7
S&A 81&9 5C, 100 o0, 100 3G, 084 570 €060
H+ Tapocse 45,000 A7, 000 24,000 DDe 8 55e8
Note: ALl brske cylinders excent thoge on the engine, the

Jki

tenqer, SDRX €6 83, cr.d tre cabnose, vere 10 inches in diameter;
the cylinders on the envine and tine tender were 14 .ncheg in
diameter and the cylinders on SDRX 6605 zad the cabonse were 8
inches in diameter. The engine and the tender were provided with
Noe B-ET UQulPMbnt' tne tapoosge with H-1 ftrinle valve; 5DRX 3686
with K-1 triple; IJT 8783, FWDX 20050, and UTLX 17771 with AB
valves; Ltone rema inder of the cars hua #—2 trivlece

F e s e

<

lrj(
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At the time of the accident, sixteen of the Interstate
Raz1lroad cars were equipped with 40-sound special retaining
valvas; one car ves equiﬂoud with a 15-pound welght refaining
velve, and th2 remaining 20 cars were eguipped with 10-20
nound Sﬁring tyne revaining valves Lfter thce accident tests
of snecial 4C-»nound reta 1n1n: va¢ves diecloged they retainecd
oraxz-cylinder presgures as folliovs: geven retained 40 pounds,
2 retained 35 pounds, & rziained 0 pounds, and 1 rgtained 15
poundse The piston Trevel on w2l cars ept the first car,
vhich wes damaged, varied betveern 6-1/2 inches and 3 inches;
16 werc legss than 7 inchése ALl air-bra ,ment hod peen
cleaned within a period of cne 7ear »rior c
The engine 2nd tender weighed 330e2 %tong, ard the traln, 2,139
tonses Tiie average number of tone nerr prake was €le7e The
average percentage oI bra&; g nover Yoy the gross we.plt of the
entire traln was 26.3; the ﬁve:a“e percentege of the braking
power of the londed cars "ag 13.1; the average percentage of
the locded Interstate Reilroad carg wero 1747,
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In connection with trile investisatinn information was
obtained concernin: sevea instances since? August 19Vu, of Trains
vhichi veged Safety T::czs Hoce 1 ard £ on Saluda liountaine From
the investizetion it ig clear that opcerating officers expcct
an enginemar o 21low his troin to erter the safely tracks
unleacs he ig certain that he has his train under full control.

Diccusgsion

According to the evidence, Second 150 stopped at Saluda

statione While the troia wase stendins a% that poinv, an air-
orake test wag made and thnen ail retairinz valvee were set for
USCe Brake-plne nressure of 70 pounds was being maintained.

AfTer leaving the station Une train negsed the summit of the
grade at a speed of apout 3 or 4 miles per hour, accordiag to
the engineman'e statement, and after the engine entered upon
the oescenglng grade, the engineman applisd the independent
brake and shortly afterward made a orskc—pipe reducticn of
apout 10 pounds; at this tire the spced was about 10 miles per
hour, according to the conducitors Theo eongineman realized at
once that the gpeed of the train was not being controlled and
mede & further brake-pipe reduction of 25 poundse The brskes
were held applied until the engine was a short distaace west of
Sefety Track Noe. 13 then in an cffort to restore thc hrake-
pipe pressure, the engineman »nlaced the breke valve in rclease
positlon momentarily and then made an emergency brake apnli-
catione This failed to control the speed of the trzin, which
entered the safety track at a speed estinated %o have veen
between 25 and 45 miles per hour, and was deralled at the end
of the sgsafety traclie
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Supsequent to the accident, tests dicclosed tJat the
nutometic breke-valvs and the air—regulatliae devices wire 1in

iy

prase equlnMent on each unit of the trcin wac operatives

The 2reking r=tio of the In*erstate Reilrona cersg 1~
volved was Irom ©lel (0 63.7 psrcent cf tnelr light weignd,
cend from 15.8 to 1343 perceat of their loaded weight; the
average vercentage ol braxin~ pover for the gross weleght was
1720 The lignt~veisht oreking-power percentagec conformed

Tto the A«AE, recvirenent of 89 nerczant or more, bu
cars the prakinst rafio bassd upon loaded weight we
18 percente

In order 5o nrovide »nvroper gocfezu
&lns

a r e operati
cecseondiaz Trhis souasain ¢ rad !

e
12 rallroad COM

pany h:d isgued certrin riles and inotin ét ns which wers
deeigned Vo iasnre that overe equinment wag in preper operating
condirtioa ~nd tiet twe resand ot onerantion on the zrade would
proneris 2ontril Trelinc,. Tn addition te Sie air-bralle tests
which ere oreesribel Zr detail, to b2 re.e et Tle initiel
terminel Zor ench torilr, at polats ea 177158 vViere cars are
added vo he train, ~aé at trhe crest of tas grade, to insure
thau brazs eciirrent on -11 carg 1s .n proper ope eratin 1 condi-
tion before etnritaiar dovn The zrace, speclal puiletin instruc—
tioas required Jhat orake—nipe nreszgure on each traila ve 1n-
reased to 100 npournds before stértlng cown the grade, To
prov1de imnroved per.crmaice and inecresased braxing pOWers In
view of tne severe overavins reguiresa.nts attending operation
on thie heevy mountain grade, all practical gafer~rds snould
be ecmployed =2nd cperztir? pracsices nbceqassy Por eafe coneration
should be rigidiv adlered +o. lieverirelinsg tne Jnfestlga~

VS <
tion of thig accidsnt clecloced that rony re

ruleg snd inetriuctions were nos com»niied with in tﬂLG in-
stance, aad thare was conslcerable =vidence whicl. 1ndicated
that 1t was not ccmmon practiﬂﬂ to comply preperly with gome
ot thease roauirb‘unt A plovp by T e evi ce, 1n making
D

= a0

- b
the terminal air—brals test at Ashevii_u orck -pilpe icokage
the *rain i1nvolved wog no% rotad, tre cnr incvactor did not
report to the c¢ngineman the condltion ol The krolkcs =nd the

numoer of cars, and the train deperted withcut tho engineman
recciving definite information concernlni shc condition of

the brakcs in nis traine o uir-brake t=2st was made on car
added to the Troin =t Fende rsonlele. Tho brake test al
Saluda wag mads at tnc gtntion inctecd of ot the tecp of the
grade ~nd the traoin was 20t gtopred nt the sumnitbe Drake—
pipe and main-reservolr pressures wers nobt incereased to the
specified nmounts beforc the train storted devn the 7radCe

UTODPP operating condition. The evidence indicates rat the

on

o~
D ’.
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Sumsequernt to the cceident, 16 of the cars in the troin
involved in *his ~ccidzont wore hoandled in EZxtre S976 from
afety Treck lice I to the foot ol the gradee Althousna these
wiere Intergtate Railroad carec loaded with coal, the eagine-
man increaged broxe-plne precsure o only 899 ¢nsJu,a >T to
100 »ounds, vrich e gteted was nis ~oumon prectice. Even
thourh hand brakee were vsed in addition to the air brokes,
3

thig trein also got o2ut of control and entered S2fety Track
1i0e 2e

The invectigation disclosed thaet the enginenan invelved
in this accideat was ung rmre of inetructions concerniayr the
method of handling easgs -bound troins on Saluda Mcuntain; he
hod not verformesd service ag an ongiacnon zxcept In smergencies
for several yeors, and rad not re~3 oiietins paertaining to
Troin oir-orsks operaticn on tne orade .avolved. e wag une
cvare that main-recervolr prigsawe coulid 2 ircersased by turning
the cut-cut ccck in tha pilos leadlirg to the Zow-dressure hend
of tam comnrecsor roverner. Wisn employed ac flreman he had
cbserved zome eaincae. lncretse trake-rne pressure pefore
deccendin s the zrsi~; iﬂm\wa, otrers c¢i’ uns increase the
pregssure Su* he fid 107 Xnow $at thisg wos reciireds Notwith-
qtandinﬁ 2ls limived expeérzence a&s an enginenan and his lack
of kaov Tedve LT alr-hreke eruipment and onercting practices
and “equP menc~, as diccloned 2y this accident ond the csupse-
quent inves t15@;¢on, tiis en&nnemgr wage permitted to operate
& tonnsge troin down this heavy mountein grade Tor the firgt
Time wiltvhout instruction or examinction to determinz definite-
1y thet hs was familiar vith the operntinzg requiremenss and
procioices in effcet and tha® k2 voe pHroperly gqualifica for
operaticn on tais *rﬁdc. According to 2 trainmacter, the
engincmeon veg nlaced in service o ghort time prilor to the
accldent bocauge of 1nore‘seﬂ traffic; trhe trainmaster wag of
tlie opinion, based on obgervation, thavu the enzineman was
proficient «nd capzpie. Had the enginemnan been cexanmined to
determine nie proficiency, undoubtedly zis T-ck of knovledge
concerning eir-brake apparaius anco oncrating requirements and
preoetices on the grade vould have bean discovereds Inu the
engineran operated the trila z2ir-rpreze fooar~tus in wcccordance
w1th instructionsg, or if tiie conductor, wno knsw crake-pine
pressure should be increased to 100 pnounds, Had srken cction
To stop the train 28 scon ae he obesevrved that the pressurs ot
the rear end was only 65 pounds vhen the tPLl“ wag lzaving

Saluds, 1t is provable that thisg cecidett —-ould have been
averteds The evidence indicated that the fireman and the
flagman hnd returned tn service but a short time prior to the
accldent after being out of service a numoer of years, and
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were not familior with existing bulletinse The facts in

this case indicate Inecdequate instruction and supervision,

and direct attention to the necessity for prompt corrective .
measurese

Conclusion

This accildent was caused by failure to control the sveed
of a troin properly on a descending gradee

Respectfully submitted,
Se N. MILLS,

Director.




