~

Se—

1061
INTERSTATE COMMERCE COMMISSION.

REPORT OF THE DIRECTOR OF THE BURTAU OF SAFETY IN RE
INVESTIGATION OF AN ACCIDENT WHICH QCCURRED ON
THE CESTRAL VERMONT RAILWAY NWEAR SHAROW, VT.,

ON JUNE 2Cc, 1924,

July 8, 1924,
To the Commission:

On June 20, 1924%, there was a head-end collislon
between a passenger train and a freight train on the Centrel
Vermont Reilway near Sharon, Vi., which resulted in the
death of one employee, and the injury of seven paSsengers,
five employees and one Pullman porter.

Location and method of operation.

- This accident occurred on that part of the Northern
“ivision exsending oetween White River Junction, Vt., and
St. Jchns, P.Q., a distance of 158.32 miles. In the vicin-
1ty of tne poinl of accident this 1s & single-~track line
over which trains are operated by time-~table and train
orders, no block-signal syster being in use. The point of
accident was about 250 feet south of the south passing-
track switch at Sharon; approaching this point from the
norih there are about 1,200 fset of tengent, followed oy a
compound curve to the right about 4,900 feet in length,
the accident occurring on the curve about 3,000 feet Irom
1ts northern end at a point where the curvature 1s 3° 307,
The passing track 1s on the left side of the main track, or
on the outside of the curve. Approaching from the south
there 15 a curve of 3° to the right nearly 1,000 feet in
length and a tangent avout 100 feet in length, followed by
& curve on which the accident occurred. The grade is
astendinz fer northbound trains for more than 1 mile beiny
O.7% per cent at the point of accident. dohe View aCTOss
the inside of the curve 1s restricted by a sloping embank-
ment, on which there are trees and shrubbery, to about 10
car lengthe at practically all points. The weather was
clear at the vime of the accident, which oceurred between
3.20 and 3,23 a.m.

Description.

Northoound passenger train No. 21, en route from Wash-
ington, D, C., to Montreal, P.Q., consisted of one combina-
tion baggage car and coach, one coach, five Pullman sleep-
ing cars, and one private car, all of steel construction,
hauled by Canadisn National engine 5078, and vas in charge
of Conductor Fitzgerald and Engineman Chapman. It left

White River Junction at 2-?7 a.m., four minutes late, gasseé
West Hartford, 7.27 miles from White River Junction an
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5«55 miles from Sharon, at 3.13 a.m., eight minutes late,
without any orders relating to extra 473, and collided with
that train near Saoaron while tragveling at a speed thought
tc have been abcut 30 or 35 miles an hour.

Southbound freight train extra 473 consisted of 36 cars
and a cabooge, hauled by engine 473, and was in charge of
Conductor Allen and Engineman Toof. Extra 473 left South
Royalton, 4.&6 miles from Shabon and the last open office,
at 2.40 a.m., headed 1n on the passing track at Sharon for
the purpose 0f clearing the time-table schedule of train
No. 21, and at 2.55 a.m., 18 minutes before train No. 21 was
due to pass, stepped with the head end of the train near the
south passing-track switch. At about 3.2l a.m. Engineman
Toof began to work steam for the purpose of heading out on
the main track, and was moving at a speed of about 3 miles
an hour, with the engine and several cars socuth of the
switch, when train No. 21 was seen approaching, and extra
473 had been brought practically to a stop when the colli-
s1on occurred.

Both engines were derailled and had their front ends
badly damaged, while ths tender of engine 5079 badly damaged
the head end of the combination car for a distance of about
20 feet, none of the other equipmert in train Wo. 21 was
damsged. Engine 473 was driven backward a distance of two
or three car lengths and the first three cars in its train
were demolished. The employes killed was the fireman of
train Neo. 21.

Summary of evidence

There were three men on the engine of extra 473 when that
train was brought to a stop on the passing track at Sharon at
2.55 a.m., the engineman, fireman, and the head brakeman.
After stopping, there was some discussion as to where they
would be able to go for train No. 17 after train No. 21 had
passed, and Engineman Toof said that fipally he and the fire-
man fell asleep; hb was not -positive about the head brakeman.
On waking up he was of the impression that he had been
awakened by the noise of train No. 21 as 1t passed his engine
and remarked to the others on the engine that 1t had passed,
and he said the fireman agreed vith him and said he had heard
1t. Engineman Toof then looked at his time-table to see
Where he could go for train No, 17 and after some discussion,
in which he sald the head brakeman Joined, 1t was decided to
g0 to West Hartford. Engineman Toof was not positive about
whistling off, but turned on the headlight and began to work
8team, wnile the head brakeman went ahead to open the switch,
this being at 3.21 a.m. On reaching a point about five car
lengths beyond the switch he saw the reflection of the head-
light of the engine of trair No, 21, about & or 10 car lengths
distant, callsd to the other men on the engine to Jump, and
at the same time applied the alr brakes, bringlhg his train
Practically %o a stop. Engineman Toof was unable to explain
what 1t was that awakened him while on the passing track,
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unless it was the sound made by train No. 21 as 1t passed
over a bridge located about 1 1/4 miles south of the point
of accident, and he said, i1n effect, that the fact that
train No. 21 was then several minutes late also was a factor
an causing him to conclude that 1% had passed. It further
appeared from the statements of Engineman Toof that he had
spent the night of June 18 at homes, getting up at about & am.
June 19, and that he had not had any sleep from that time up
to the time of the accident, a period of about 1€ 1/2 hours.

Fireman Tuttle said that after pulling in on the passing
track at Sharon the head brakeman swept the running board on
the engineman's side of the cab and then sat down on 1t,
with the engineman on his own seat box and Fireman Tuttle on
the fireman's seat box. Fireman Tuttle sald khat after some
conversation he dozed off, but was not fully asleep, and that
in an instant he was wide awake and thought he heard train
No. 21, vut on crossing over to the engineman's side and
looking north he did not see the markers of train No. 21 and
decided 1t had passed around the curve and was out of sight.
He noted that the train was overdue, remarked that it must
have been train No.Z,with which opinion the engineman agreed,
and then they began to figure on where to meet traan No. 17,
Fireman Tuttle di1d not know whether or not the head brakeman
had been asleep, but said the engineman had been sleeping.

Head Brakeman Sullivan said that after stopping on the
Passing track at Sharon there was no discussion ¢oncerning
where they would be able to go for train No. 17, and that
after sitting there several minutes he fell asleep, was
awakened by the engineman's foot touching him on the back,
and on hearing the engineman say they had time to go to West
Hardford and on seeing the englneman place the engine in
forward motion and begin to work steam, he got off the engine
and went forward to open the switch, without instructions to
do so. As he was getting off the engine he heard the fireman
say he was sure train No. 21 had gone, while the engineman
said he was positive about 1t. Head Brakeman Sullivan ad-
mitted he had been sound asleep, that he had heard nothing,| -~
and that he was acting entirely on the idea that the engine-

man knew what he was doing.

Conductor Allen said he thought the head end of bis train
was clear of the south switch by or 10 car lengths,that he
was working at his desk all the time the train was on the
passing track, and that when i1t began to move slowly ahead,
at a speed of about 3 miles an hour, he concluded that the
engineman either was moving ahead a little so as t0 work on
the engine, or that train No. 21 was coming and that they were
moving ahead in readiness t0 head out on the main track as
soon as train No. 21 had passed. Flagman Brooks went out on
the rear platform of the caboose and then told him he could
not hear train No. 21 coming, Conductor Allen said he jumped
to his feet and for a moment was unable to move, and that he

then started for the conductor's valve but before reaching 1%
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the brakes were applied from the head end of the train.
Conductor Allen es“imated that his train had moved ahead a
distance of about eight car lengths at the time of the
collision, and said he had not realized that 1t moved so
great a distance. Conductor Allen further stated that in
conversation witn the engineman, fireman, and head brake-~
man, shortly after the occurrence of the accident, all of
then admitted having been asleep.

Flagman Brooks, of extra 473, saird hbs caboose stopped
about at the switch leading from the passing track to the
spur of the copper company, whiach 1s 2,028 feet from the
south passing-track switch, and from that he judged that
the engine must have been five or six car lengths nerth of
the south switch. He left the caboose for a few minutes on
account of 1liness, and shortly after he returned the train
began to move Bhead. He remarked that traan No. 21 must be
coming, thinking that the engineman kad seen 1t and was
getting the train under way preparatcry tc departing after
train No. 21 had cleared the switch, ani then went out on
the rear platform of the caboose. Not seeing or Aearing
train Fo. 21 coming, he so notified Conductor Allen, this
being when the train had moved ahead about two car lengtbs.
Flagman Brooke said Conductor 4llen a2t once jumped to his
feet and stood thsre for a minute or so before starting to
come out orn ghe rear platform, 1t being at about this time
that the brakss were applied from the head end of the traan.

Engineman Chapman, of train No. 21, said his train
started around the curve at a speed of about 375 miles an--
hour, and tbat the first thing he noticed was the reflec-
tion of a headlight on the rail, he said he then stood up,
with his hand on the brake valve, and on looking around
the front end of the boiler saw engine 473 not more than
two engine lengths distant. He at once placed the brake
Valve 1n the emergency position and called to the fireman,
but did not have time to jump before the collisicn occurred.
Engineman Chapman did not know whéther the fireman was look-
ing out on the left side of the cab or whether he was woTrk-
ing on the fire, but the position in which his body was
found indicated that thes latter was the case.

Conductor Fitzgerald, of train No. 21, said the first 1n
timation he had of anytbing wrong was when he felt an applic-
ation of the air brakes, folluowed almost immediately by the
shock of the collision. He estimated the speed at the time
to have been about U0 n2les an hour. The statements of
Flagman Culley brought out no additional facts of importance,
he estimated the spsed to have been about 45 miles an hour.
No detailed statement was obtained from Baggageman McKennaey
on account of the injuries he sustained; he sald, however,
that he knew of nothing wrong until he was thrown to one
end of the car.
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Conciusions

This accident was caused by extra 473 heading out on the
main track before the arrival of train No. 21, an opposing
supzsrior train, due to the fact that the engineman, fireman
and nead brzkeman fell asleep and thought train No. 21 had
Passed.

According to the staterents of Head Braksman Sullivan,
he fell sound aslesp and did not hear anything, but when he
Wwas awakened by the engineman he judged from the words and
actions of the engineman that train No. 21 had passed, and
therefore went forward and opsned the switck so bis train
could depart. Acoording to the statements of Engineman
Toof and Fireman Tuttle, they dozed off and ~ers awakened by
what they thought was the noisz made by train No. 21 as 1t
passed them, they noted from their tirme-tables that 1t was
after the time at whick train No. 21 was due, felt sure in
their uwn minds that 1t had passed, and began to discuss wher:
they would meet the next opposing train, after which the tral
headed cut on the main track.

The evidence indicatad thzt extra W73 was operated in
accordance with the rules en route from St. Albans to Sharon,
and the fact that th2 train headed 1n on the passing track
at Sharon for tne particular purpose of meeting train No. 21
on 1ts time-table schedule 1s evidsnce that the employees on
the head end of the train had not forgetten train No. 21.

No reascnable explanation has been advanced, hovever, to ex-
Plain their actions from the time their train stopped on the
passing track until 1t was in colilision with trein No. 21,
nor was 1%t determinsd what 1t was, 1f anything, that awakened
the enginsman and fireman and caused them +o0 think train MNo.
2l had passed. The engineman afterwards thought 1t might
have been the sound of train No. 21 as it passed over a bridge
about 1 1/4 miles south of the south switch, but 1t 1s doubt-
ful 1f ke would have had time then to consult his time-table,
release the brakes and move the train as far as he dad, prior
to tae arrival of train No. 21.

The evidence 1s somevwhat conflicting as to Just where
extra H?} stopped on the passing track. The distance from tke
clearance pest to the point of accident 1s about 10 car lengtc
and the statemants of those on the engine would indicate that

the engine stopped within 2 or car lengths of this post
while the statbments of Lhs Sonduator ond flagman would ifidi-

cate that this distance must have been at least 5 or 10 car
lengths. If the statements of those on the head end are
correct, the train moved about 12 or 13 car lengths, whils 1if
the conductor and flagmen are correct 1t must have moved 15
or 20 car liengths, altbough the conductor in his testlmony

sa1d his train had moved about & car lengths. Regardless o=
which of tne estimates are correct, however, it seems clear

that had the conductor and flagman paid close attention as
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500N a8 thear train began to move, they would bave known that
it was moving far enough to foul the main track, although
there 1s no certainty that had the condustor or flagmnan
applied the air brakes the engineman would have been able
elther to relzase the brakes and bakk the train into clear,
or to provide the necessary flag protection, 1n time to

avert the accident.

£11 the employees involved were experienced men. At
the time of the accident the crew of extra 473 had been on
duty nearly 8 1/2 hours, after periods off duty ranging frorn
about 16 hours to several days, the orew of train No. 21 hac
been on duty about 1 hour, after nmearly 25 hours off duty.

Respectfully submitied,
V. P. BORLAWD,

Director



