INTERSTATE COMMERCE COMMISSION

WASHINGTOX

REPORT HO, 3415
WABASH PATLROAD COMPANY
THE NEW YORK, CH%ggGO AND ST. LOUIS
RATLROAD COMPANY
IN RE ACCIDENT
AT NEW HAVEN, IND., ON

JULY 16, 1951




Date;

Rallroads:

Locatlon:

Kind of accident:

Trains ianvolved:
Train numbers:
Engine numbers:

Consists:

Estimsted speeds:

Operation:

Tracks:

Weather:
Time:
Casualtles:

Cause:

- 2 - Report No, 3415

July 16, 1951

Wabash : New York, Chlcago
and St, Louls

New Haven, Ind,

Side collision

Passenger : Frelght

13 : 81

1678 : 767

4 cars : B3 cars, caboose

5 m. p. h. : 45 m. p. h,

Interlocking

Single; tanzent; i Slngle; tangent;

level 0.12 rnercent
ascending grade
wes tward

Clear

0:22 pe m.

4 killed; 13 inJured

Failure to operate Wabash train 1in
accordance with signal 1ndicatlon
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INTERSTATE COMILERCE COMMISSION

REPORT NO. 3415

IN TEE MATTER OF MAKING ACCIDENT INVESTIZATION REPORTS
UNDER THE ACCIDENT REPOARTS ACT OF MAY €, 1910,

WABASH RAILIOAD COMPANY
AND
THE NEW YORK, CHICAGO ASD ST, LOULS RAILKOAD COMPANY

September 26, 19581

Accident at New Haven, Ind,, on July 16, 1951, caused by

failure to operate the Wabash train in accordance wlth
a signal indlcatlon,

1
REFORT OF THE COMMISSION

PATTERSON, Commlgsioner:

On July 16, 1951, there was a side colllslon between
a passcnger train on the Wabash Rallroand and a freight trailn
on the New York, Chicago and St. Louis Railroad at New
Haven, Ind., which resulted Iin the death of two passengers,
one traln-service employee, and one employee not on duty,
and the inJury of flve pcssengevs, slx traln-scrvice
employees, one sleeping-car porter, and one employce not
on duty.

1
Under autherlty of gectlon 17 (2) of the Interstate Cown-
merce Act the abole-cntitled proceeding was referred LDy the

Commigsion to Commissloner Patbterson for consideratlon and
dlspositlon,
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Locaticn of Aceident and Method of Operatlon

This accldent ocourred at the intersecticn of the Wabash
Railroad and the New York, Ci:lcago ard 8t. Louls Rallread,
hereinafter referred to as the N.K.F., at Nev Haven, Ind.

An Interlocking station at thec croeasing 1s designated as

New Haven by the Wabash, and as NE Tower by the N.X.P, The
deslgnation New Haven is usad 1n this repovt. The crossing

1s located on that part of the Montpelier, Division of the
Wabash exteadling between Wanicx Jet,, Ohlg, =and Hew Haven,
79.9 mlles, and on that pert of the Fort Wayne Divislon ol

the N,K.P. extending botween Eellevue Yurd, OChlo, and West
Wayne Yard, Ind,, 125.1 miles, New Haven 1g 118.6 miics west
of Bellevue Yerd. Between palnts approxirzately 1.83 milee

and 2,145 fecet east ¢f the croesing, the Wabash track
parallels the N.X.F, ftrack on the ncrth at a distance of 29
feet, The tracks cross ot an angle of 30 derrces. ERastwrd
from New Haven the Wabash is a single-track lins, over whlch
trains are operatcd by timelable, train orders and a manual
block system, From the eas? there are, in successlon, a tangent
1.42 mlles 4in length, a 4° curve to the right 524 fcet, a
tangent 541 feet, a 4° curve to tue lerft 76C feet, and a tangent
251 f'~ct to the crossing and 450 reat westward., The grade for
west-bound traias 1s, successively, . .botween 0,01 percent and
0.29 percent desccrnding a distance of 2,500 feet, betwecen C,02
percent and 0,22 percent ascending 840 feet, and iefvel 60

feet tc the crossing and 300 fezt weatward, Ia the viclaily
of the point of accident the N.K.P. 18 ~ sinple-track llne,
over which trains are cperated by eignal indlcationa., From
the east there are, 1n succession, a tangeat 1.82 miles In
length, a 1° curve to the vight 1,525 fect, and & tangent

612 fect to the croesing and 1,985 feet weatward, The grade
for west~bounld trains is approximately 0,15 percent desocendling
a distance of 2,200 fcet, and then approximately 0,12 percent
ascending 1,000 feet to the crossinz., A s%atlon Millding

used by both lines is located between the tracks and 1,525
Teet cast of the crossing.

Movemente over the crossing are governed by lnterliocklng
Slgnals. Autoamntle signal 880 and semi-nutomatic signal 10R,
governing west-bound movements on the Wabash, are locateq,
respectively, 4,544 Teet and 278 feet east of the crossing,
These signals are of the scarcnlight type end are appreach
lighted, 8ignal &80 cleplays three ospects, and sizgnal 10R
dlsplays four aspects, Thcesc signole form part of an automatlc
blockwsignal system wiilch extends westward from New Haven.
Automatic signal 363.3 and semi-zutomatic sicnal 2R, governing
west-bound movements on the N.K,I., are located, respectively,
2,17 niles and 467 fert eust ol the crossing. These signals
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arc of the color-li~ht type and are continuously licshted,
Sirmal &83,0 displays five asp=acts, and signal &R displays

four aspccts., These signals form pavt of a traffic-control
systein vnlch extends betwen FS Tower, £4,3% milcs east of

New Haven, and rfour Mile Read, 1.6 wtles west of New Haven.
spects applicable to thls investisation and thc correspondinz

indications and names arc ac follows:

Signal Aspect Indication Name
880 Yellow Proceecd preparing do APPHRDACH

atop at next sienal;
troin exceeding
mediun speed must
ot once rcduce to
that spced,

10R Red-over- Stop., % * * STOF
red

10R Green-over- Proceed. CLEAR
rd

363.3 Green-over-— Proceed, Clear.
red

3R Yellow-over- Proceed appreoaching Apnivcach
~reen-over-— next slenal at mcdliun,
rod mcdium speed,

ZR Red-over-red Stop, Stov.,

The contrel clrcults arc so arranced that vhen the block of
elgnnl ©30 13 unoccupisd and signal 1OR 1ndicates Proceed,
sirnal 8&0 indicates Proceed. Yhen the block of siwnal 320

is unoccupicd and signal 10R indicetcs Stop, signal 880
indicates Approach, When the hlock of slgnal 36%.3 is
unoccupli~d and siinal 3R displays an aspoct to procecd, signal
263.3 indicatcs Procced.

The interlockings station 1s loceted in the southeast
angle of the croesing, Mechanleel, time, route, and
indication lockine arec nrovided, The mechanical locking
and the control circults are so arrang-d that a controlled
signal can display an aspact to procred only when conflicting
routes tirouzh the interlocking are unoccupicd 2nd all sionals
Fovernlng mevenents trhrouph conflicting routcs are dlsplaying
aspects to stop. If a controlled signal dlsplays an aspcct
to pioceed, the route cannot te lined for a confllcting
movencat until the traln for which the signal was displaye
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has passed through the interlocking limits or until a
predetermined time Interval has elapsed after the signal has
been couscd to display an aspect to stop. The predetermined
time interval for signal 10R is 4 minutes £ seconds, and for
signal 3R it 1s 4 minutes 44 gseconds. Visgual indlcators are
provided in the interlocking statlon which indlcate track
occupancy of the approsch circuits and of the routes of the
interlocking, the position of controlled swltches, and whether
controlled signals digplay ssvects to proceed, West-bound
Wabash trains enter the approach circult at a point 1.48

milecs east of the crossing, and west-bound N,K,P. tralns

enter the approach circuit at a polnt 4.47 miles east of the
crossing,

The control machine of the traffic-control system of the
N.K.P. 1s located at Fort Wayne, 5.3 miles west of New Haven.
The controlling circults are so arranged that before a
controlled signal at NMew Haven can display an aspect to proceed,
the route must be lined by the operator at New Haven and the
corresgponding control codc must also be tronsmitted from the
control machine of the traffic-—control system, The control
machine 1s provided with visual indicators which indicate
track occupancy of the N,K.P, tracks within interlocking
linits at New Haven, track occupancy of the approach circults,
and whethcecr the controlled signals of the N,XK.P. displey
espcets to proceed.

A train-order signal governing Wabash tralns 1s located
betwecen the 1Interlocking station at New Haven and the Wabash
track. This signal 1s of the two-positlon semaphore typc., The
normal indication of the signal 1s Stop. The signal indicates
Proceerd for a movement in either direction only when the
controlling lever 1s in the proper position and, in addltion,
when the interlocking esignal governing movements 1in that
direction digsplays an aspect to proceed or the track within
interlociing 1imits over whkich the siznal governs 1s occupied,

Operatinz rules of the Wabash read in part as follows:
DEFINITIONS.

Medium Speed.-—-A speed not exceeding one-half the
authorized speecd, but not exceeding 30 mlles an hour.

.
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34, All members of traln and englne crews must,
when practicable, communlicate to each other by 1fs name
the indication of each signal affectlng the mov:ment .
of thelr train or e¢ngine.

725. Flremen must be 1n position to see governlng
signal at each rallroad crossing, 1lnterlocking, * ¥
trailn order signal, * * * and must call to the englineman
the position as he (the flreman) secs signal * ¥
# # % the engineman must, in turn, see the slgnal and
repeat aloud after the fireman * % % anad be governed
accordingly,

L

Operating rules of the N.K.P. recad in part as follows:

34, All members of englne and train crews must, when
practicable, communlcatc to cach other by 1ts name the
indication of each signal affecting the movement of thelir
train or englne.

The maximum authorlzed speed for the Wabash train was 50
miles per hour, but it was restricted to 15 miles per hour on
the curve lmmediately east of the point of aceident, The
maximum avthorized speed for the N.K.P, train was 60 miles per
hour,

Degcription of Accildent

No. 13, a west-bound first-clazss Wabash passenger traln,
conslsted of engine 167&, onc mall car, one baggage car, one
coach, and one sleepling car, in the order named, All cars
were of all-stcel construction, This traln departed from
Cecll, 55,2 miles west of Wanick Jct. and the last open
officec east of New Haven, at 8:42 p. m., 13 mlnutes late,
passed signal 880, which indicated Approach, passed signal
10R, which 1lndicated Stop, and whille moving over the crosslng
at New Haven at an estimated speed of 5 mlles per hour the
third car was struck by No, 51,

No. 51, a west-bound third-class N,K.P. frelight train, .
consisted of enelne 767, 63 cars and a caboose. This traln
passed Latty, 94.6 miles west of Bellevue Yard and the last
open offlce east of New Haven, at 8:58 p. m., passed signal
363.3, which indicated Proc-cd, passed signal 3R, which
indicated Stop, and while moving at an cstimated speed of 45
miles per hour it struck the third car of No, 13.
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The second car of No, 13 was slightly damaged. The third
car was moved westward along the N.K.P. track and stopped
uprisht, about 10 feet north of the N.K.,P. track and parallel to
1t, with its west end 17¢ feet west of the crossing, It was
demolished. The fourth car was overturned to the right and
stopped in the northwest angle of the lntersection. It was
badly dameged. The engine and the tender of No, 51 overturned
to the left. The engine stopped across the N,K.P., track, with
1ts front end agalnst the third car of No, 13. The tender
remained coupled to the engine and stopped south of the N.K.P.
track and approximately parallel to it. Both the engine and
the tender were badly damaged, The first 10 cars and the
front truck of the eleventh car of llo, 51 were derailed, The
first 10 cars stopped in various positions on or near the track,
They were badly damaged, The eleventh car stopped upright and
in line with the track, It was not damaged,

The conductor of No. 13 was killed, The flagman of No,
13 and the engineer, the fireman, the front braekeman, the
conductor, and the flsgman of No. 51 were lnjJured.

The weather was clear at the time of the-accident, which
occurred at 9:22 p. m,

Discussion

As No, 13 wae approaching signal 880 the speed was tetween
30 and 40 miles per hour. The enginemen werc malntelnling a
lookout ahcad from thelr resnective positlons on the englne,
The headlight was lighted brightly. The brakes of the
traln had been tested and had functioned properly when used
en route. Signal 880 indicated Avproach, and the indication
was called by the enginemen, As the train anproached the
curve to the right immedlately east of New Haven, the speed
was reduced to about 15 miles per hour, Because of curvature
of the track and buildings adjacent to the track, signal 10R
was not visible to the enginemen untill the englne reachcd a
point several hundred feet cast of the statlon, The englneer
sald that as the =ngine was approaching the statlon the
fireman called the indlcation of the signal as "All clear,'
About the same time, the englneer observcd that the signal
indlcated Proceed. He also glanced at signal 3R on the N.K,P.,
but he did not notice the aspect displayed by that slgnal,
After the engine entered the curve to the right, the front of
the engine obstructed the engineer's view of signal 10R until
the train was closely approaching the signal, which was located
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on a curve to the left. The cnglnercr sald that he momentarlly
saw the signal immediatcly belore the engine passed it, and
that the slgnal indicated Proceed, The fll eman sald that .
when the cngine entered the curve to the right he observed
that signal 10R indicated Proceed, FHc called the 1ndication
to the engineer and the erigineer answered him, He also
glanced at S1ﬁnal 3R, but he did not notice the aspect
displayed by that si*nal During this timc he was expericecncing
difficulty in starting the injector, and after lLe obtalned
his first view of signal 10R he devoted hls attentlon to the
injJector and did not acaln look at the slgnal, As the engine
was closely approaching the traln-order 81gnal the flreman
observed that the signal Iindicated Stop. He called the
indication to the engineer, who lmmedlately made a brake
application, After the engine had passed over the crossing
the filreman observed the approach of No, 51, Eoth the
englneer and the fireman thought that the speed of their
traln had been reduced to about 5 miles per hour when the
accldent occurred, The flagman sald that as the train was
approaching New Haven he was in the rear vestlbule of the third
car and the conductor was in the front vestibule of the fourth
car, The vestibule door on the south side of the fourth car
was open, He also saild that, when the train was a short
distance west of the statlon, the conductor, who was looklng
ahead from the open vestibule door, cglled "All clear" and
then proceeded into the third car, A short time later the
flagman proceeded to the open vestibule door and looked ahead,
but at that time hls view of signal 10R wus obstructed by
the front of the train. He did nont notice thie indication
of signal 3R. He thought that the speed of the traln was
about 10 miles per hour when the collision occurred.

As No, ©1 was approaching the point where the accident
occurred the speed was 60 miles per hour. The enginemcn and
the front brakeman were maintaining a lookout ahead from thelr
posltions in the cab of the engline, and the conductor and the
flagman were in the caboose, The headlight was lighted brightly.
The brakes of the train had been tested and had functioned
properly when used en route. Signal 363,3 indicated Proceed,
and the indication was called by the employees on the englne,
The englneer sald that when signal 3R flrst became visible to
hilm he observed that the slgnal indicated Stop. He lmmediately
placed the brake valve in emergency posltion, opened the sander ’
valve, and closed the throttle, The englnecr and the front
brakeman thought that No., 13 was not moving when 1t was
struck by their train, They thought that the speed of their
trailn had been reduced to 45 or uO miles per hour when the
collislon occurred, The fireman did not see No, 13 before the
collislon occurred,
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About 5 mlnutes before the accildent occurred, the train
dispatcher at Fort Wayne instructed the operator at New Haven
to line the route for No., 51 through the interlocking. When
No. 51 entered the approach circuit, the operator lined the
route for the movement of that train. The indicator of both
the traffic—control machine at Ft. Wayne and of the lnterlocking
machine at New Haven then indicated that signal 3R displayed
an aspect to proceed. About 1 minute after the route was
lined for the movement of No. 51, No. 13 entered the approach
clrcuit of the Wabash, As No, 13 was closely approaching
slgnal 10R, 1t appeared to the operator that the train would
not stop short of the signal, He lmmediately checked the
indicators and the positions of the levers of the interlocklng
machine, and he sald that the levers were 1n the proper
position for the movement of No., 51 and the indicators showecd
that slgnal 3R displayed an aspect to procerd and that signal
10R indicated Stop. Ilo., 13 passed signal 10R and proceeded
upon the crossling. The operator thought that the traln was
stopped before the collision occurred., The traln dispatcher
at Fort Wayne sald that the indlcators of the traffic-control
machine lndicated that signal 3R displayed an aspect to
proceed for several minutes after No, 51 entered the approach
circult and then displayed an aspect to stop for several
seconds before this train passed the signal,

The signal maintainer of the N.K.P. arrived at the
Interlocking station about 10 minutes after the accldent
occurred, The signal maintainer of the Wabash arrived
about 10 minutes later. They sald they found the
levers of the lnterlocking machine in proper position for
the movement of No. 51, and the interlocking machine, the
time recleases, and the’ relay cascs all proverly locked in
such a manner that they could not be tampered with. They
then inspected signals 10R and 3R and found that each signal
indicated Stop. A short time later, the interlocking machilne
and all instrument cases, signals, and Junction boxes of the
interlocking were sealed 1ln order to preserve the condltions
which existed immedlately before the accldent occurred,
Inspections and tests of the undamaged signal equipment were
bezun by signal forces of both carriers about 14 hours after
the accident occurred. No condition was found which would
have caused an improper operation of the signal system, The
train-order signal and one cable terminal box of the Wabash
and one swltch operating mechanlism together with Junction box
and controlling cable and several gingle conductor track
cables of the N.K.P, were destroyed in the accident. After
the dsmaged equipment was replaced, complete tests of the
Interlocking were made. None of the tests revealed any
conditlon whilch could have caused slgnal 3R and signal 10R %o
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dlsplay aspects to proceed simultaneously or would have .
permitted a route to be changed in less than the prescribed

time interval after a signal governing movements through

the interlocking had been caused to display an aspect to

stop.

Ag a west-bound Wabash traln gpproaches New Haven,
signals 3R and 1OR are visible at intervals from the cab of
the engine. On the night of July 19, 1951, wlth weather
conditions similar to those which prevailed at the tlme of
the accident, tests were made to determine locatlons from
which these signals were vislble, Englne 1678, the engine
which was used on llo, 13 on the day of the accldent, was
used in meking these tests. From the engineer's usval
position on the englne, N.K.P. signal &R was visible while
the engine was moving between points 1,735 feet and 1,543
feet east of signal 10R, Wabash signal 10R was vlsible while
the engine was moving between points 1,517 feet and 1,305 feet
east of the signal. ©Nelther signal then was visible until the
engine was 245 fect immediately east or signal 10R, which
then was vigible until the englne passed 1t. From the fireman's
usual position on the engine, slgnal 10R flrst wes visible
at a polnt 1,408 feet cast of the slgnal. Signal 3R first
was visible when the engine was 1,348 feet east of signal 10R,
Both signals remalned in view until the engilne was 162 feet
east of signal 10R, at which point the view of that signal
was obstructed by the front of the engine., Tests also were
made to determine the distance from which signal 2R 1is
visible to the enginemen of a west-tound N.K.P, train. From
the engineer's usual position on an engine of the same type
as the engine of No, 51 on the day of the accldent, signal
SR was visible between points 1,945 fecet and 1,772 fect east
of the signal, and also throughout a distance of 1,461 feet
immediately east of the signal. Because of curvature of the
track, the slgnal was not visible at any time from the
fireman's positlon on the engine,

Immediately after No, 51 entered the approach circuit
on the N,K.P., the traffic control machine at Ft, Wayne and
the interlocking machine at New Haven werc operated to line ‘
the route through the interlocking for No, 51 and each {
indicated that signal 3R displayed an aspect to proceed. In
addition, approach sisnal 363,3 indicated Proceed when No,
51 passed it, After No. 13 entered the Wabash apprroach
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circult, fthe operator at ilew Haven observed that the indlcator
light on the coutrol machine indicated that Wabash signal 10R
was not displaylng an aspect to proceed. The Wabash spnroach
signal indicated Approach when No, 13 passed 1t, and thils

le the proper indlcation 1f the block 18 uncccupled and

signal 10H 1ndicatss Stop, About 20 minutes after the
accldent occurred the slonal malntainer for each line observed
that the levers of the interlocking machine were in positlcn
for a wogat-=bound movement on the N.,X.P, and that the interlocikling
machine, time releases, and other controlllng apparatus were
locked, Immediately afterwasrd, they obascrved that slgnals

10R and 7R each lndicat=d Stop, Tests of the interlocking
disclosed no condition wnich would have caused Wabagh signal
10R to i1andicate Proceed under the conditlons which obtalned
Immedlately before the accldent occurred, The englneer of

No, 13 had not made » westward trip between Wanleck Jet, and
New Haven during a period of about 11 months prior to the

day of the accident, The fireman entered the service of the
Wabash Rallroad as a flreman on May 26, 1951, snd had made
three wegtward trips between Wanlck Jet. and New Haven, He
had no previous experience as a fireman, The flagman was
regularly assigned to frelght service on another dlstrict of
the rallroad, The conductor, the only member of the crew

who was regularly assigned to No, 1&, was killed 1in the
accldent, In view of the inexperience of the fireman and

the fact that the ingineer had not made a westward trip
through the interlocking at lew Haven during a perlod of

11 months before the accldent occurred it may have been that
in the vicinity of the statlon at New Haven they mistook

the Proceed aspect dlsplayed by N.K.P, signal 3R for an

aspect dlsplayed by signal 10R, Then the flreman became
engaged in other dutlces and &id not again observe either signal,
and the cnglneerts view of both signals wes obscured until

the englne wus a short dlstance cast of signal 10R,

Cause
It is found that this accldent was cansed by fallurc to
operate the Wabash train in accordance vith a signal
indlcation,

Dated at Washlngton, D, C., thils twenty-sizth
day of Sept-mber, 1951,

By the Commigsion, Commlssioner Patterson.,

( SEAL) W. P. BARTEL,

Secretary,



