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Q I T 9, 1919. 

January 26, 1920. 

On Deoamber 9, 1919, there wae a rear-end oollislon 

between two freight trains on the Ohioago & Erie Railroad at 

Newton, Ind. t whloh resulted in the death of one employee of 

the Vandalia Kailroad Company and Injury to two employees of 

the Vandalia Railroad Company and one Joint employee of the 

Vandalia Railroad Company and the Chicago & Erie Kallrostd Com­

pany. After investigation of this accident, the Chief of 

the Bureau of 3afety reports as follows j 

The aooident ooourred on the Second Distriot of the 

Marion Division of the Ohioago & Erie Railroad, whloh In the 

Tioinlty of Hetrton is a double-traok line. Trains are operated 

by time-table, train orders and an automatic block-signal system* 

At Newton there is an interlocking plant controlling movements 

over a grade crossing between the Ohioago & Erie and Vandalla 

Railroads; the aooident ooourred about three oar lengths west 

of this crossing. Beginning at Bolivar, Ind., and proceeding 

westward to Hewton, a distance of 1.8 miles, the traok is prac­

tically level, and straight for the entire distanos, the point 

of aooident being visible a distance of 7,600 feet. At the 

time of the aooident the weather was oold and slightly hazy, 

but not sufficiently so to interfere materially with the range 

of vision. 

Westbound freight train extra 2026, consisting of 

engines 2026 and 1756, 84 loaded oars and a caboose, left 
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Huntington, Ind., en route to Haiumond, Ind., at 4.45 a.m., 

In charge ol Conductor Ott and Enginemen Hansel and Kessler. 

i.t 5.58 ^ . m . I t passed Bolivar, at whiojj. point a hot journal 

"box wae die covered. 'i)he train was brought to a stop with 

Its rear end about Z oar lengths west of the Vandalia grade 

crossing at Beaton and the head end at Laketon, .6 miles west 

of Uewton. l u e ear with the hot journal box waa the forty-

sixth car from the head end and in setting this oar out on tne 

aiding at Laketon, a knuckle was "broken and two draw oars were 

pulled out on the eleventh and twelfth oars m the train. 

T n l 3 necessitated talcing t h e B e oars to a aiding about one-half 

mile farther ,/est. In returning to the nead portion of the 

train, which wue partly on the Laketon aiding and partly on 

the main track, further delay was encountered on aooount of 

having to out this portion of the train In two for the purpose 

of permitting milk train Ho. 229 to load milk from the Laketon 

platform, this train being operated against the current of 

t raff ic in order to pass extra 2026. After the departure of 

train Ko. £29, tha head portion of extra 2026 waa returning to 

the rear portion at Newton when the rear portion was struok by 

westbound extra 2006, the collision ooourring at 7.26 a.m. 

Westbound freight train extra 2006 was in oharge of 

Conductor ?aurot and Engineman Gorman and consisted of engine 

2006* 33 loaded oars, ^3 empty oars and a caboose. I t l e f t 

Huntington, Ind., at 5.50 a.m., took the siding at "WO", 6.8 

miles west of Huntington to clear westbound milk train No. 229, 

passed Bolivar at 7.22 a.m. and at 7.26 a.m., while traveling 
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at a speed, of about 26 miles an hour, collided with the rear 

end of extra 2086. 

The oabooee and three rear oars of extra 8026 were 

demolished and the lebris thrown to both sides of the traok, 

Engine 2006 oarae to rest on the north side of the westbound 

traok at an angle of about 45 degrees, in an upright position. 

The tender oame to rest on the south side, nearly at right 

angles to the traok and on top of the debris of the last oar 

of extra 2026. Tho head oar of extra 2006 oame to a stop 

diagonally aoross the eastbound traok, while the second and 

third oars were derailed and rested on the ties of the west­

bound main traok. The next f ive oars were not derailed or 

damaged* The ninth oar, however, was derailed and the next 

eight oars were total ly destroyed, the wreckage from these cars 

demolishing the interlocking tower; the remaining forty-nine 

oars of extra 2006 sustained no damage. Three employees of 

the Vandalia Railroad Company were In the upper part of the 

tower at the time, one of whom was caught in the debris and 

ki l led, while the other two were injured. A towerman employed 

jointly by the two companies was also injured. 

Conductor Ott, of extra 2026, stated that when pass­

ing Bolivar he noticed a hot journal box on about the forty-

sixth oar In the train and signalled the engineman to stop. 

The train oame to a stop with the rear end two or three oar 

lengths west of the crossing of the Vandalia Hallroad at Newton 

and the oar with the hot journal box wae set out, as were also 

two other cars waioh became crippled in this movement. The 
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head portion of tho train was returning to the portion l e f t 

at flewton when the caboose was struck by extra 2006. Ee 

stated that the collision occurred at about 7.26 a.m. at whieh 

time he was about 40 oar lengths from the caboose. 

Flagman Sellers, of extra 2026, stated that hie train 

was brought to a stop with the rear end 5 or 6 oar lengths west 

of the Vandalia Railroad crossing. He went back to protect 

the rear end of the train and was about one-half m5Je from his 

train when he flagged extra 2006, He stated that when extra 

2006 approached the whistle was being sounded and when the en-

gin© of that train was about one-half mile from him, he saw 

two men jump off . He oontinued giving stop signals and then 

saw the fireman hanging from the step of the engine and giving 

him signals to get out of the way. The flagaan stated that 

he then ran down the embankment and climbed over the fenoe. 

As extra 8006 passed him he did not notice any of the brakes 

applied. flagman Sellers further stated that there were two 

men on top of extra 2006, near the rear end, setting hand brakes 

and they were s t i l l sotting the brakes when they passed hinu 

He estimated the speed of extra 2006 to have been about 20 or 

25 miles tin hour* 

Englneman Gorman, of extra 2006, stated that after 

he ooupled his engine to the train at Huntington and the train 

line was ooupled up, the brake pipe pressure on the engine 

dropped to about 10 pounds. He then pumped up ai r , whioh took 

about 15 minutes, and on receiving a signal from the rear end 

to prooeed, he departed from Huntington without an air brake 
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teat being made and with the gauge indicating 70 pounds train 

line pressure and 90 pounds main reservoir pressure. He 

stated that i t is not the practice to leave without making a 

test except when in a hurry and on this particular instance 

they were in a hurry. Ho one asked him to make a test, aa 

is tiie custom, and he had no conversation whatever with the 

air brake inspeotor°, but he said that he had reason to believe 

that the air was operating throughout the train because of the 

faot that the gauge dropped to 10 pounds pressure when he f i rs t 

coupled to the train, i t was not customary to make a running 

test of the air brakes unless the train oonsisted of &0 oars or 

less- The f irst stop he made after leaving Huntington was at 

"rtO" Tower Tor the purpose of permitting train Ifo• 229 to pass. 

He stated that m taking tha aiding he did not use the automatio 

air "brake, only shutting off steam for the purpose o f allowing 

the head brakeman to run ahead and opon the switoh. When tak­

ing the siding he noticed the air pump was working as xf pump­

ing up pressure in a long train l ine . The gauge then indicated 

a pressure of 70 pounds • Ee -lid not httvo occasion to use the 

brakes at any time after coupling to the train at Huntington 

until he had reached a point about 200 feet east of the west 

passing track switoh at bolivar, or a distance of 5,100 ieet 

east of tue point of accident. ^t thiu timo the gauge indicated 

th-it he s t i l l had 70 pounds pressure, but when he applied the 

brakes, before having seen the flagman, he received such a short 

exhaust from the brake valve that he knew something was wrong 

and immediately applied the brakes in emergency. This did not 
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have any appreciable effect and ho then opened the senders, 

sounded the w&latle for hand "brakes, as well as for the Vandalia 

grade crossing at ilewton, and applied the independent "brake. 

He then Jumped off the engine, bein^ about 60 oar lengths from 

the rear of extra 202o when he did so. The reason for his 

jumping at this point was that the interlocking signals were 

against him and ho tnought his engine would turn over at the 

d e r a i l . He also stated that he saw the flagman of extra 2026 

giving stop s igna l s , the flagman bein^ about one-half mile east 

of the point of c o l l i s i o n , and wnen he jumped from his engine 

the flagman was £0 or 30 oar lengths west of him and running 

towards him. He stated that the speed of his t ra in was about 

25 miles an hour approaching ITewton and i t was not noticeably 

diminished before the co l l i s i on oocurred. Sngineman (Jorman 

\vae unable to explain why his brakes f a i l e d to workj but stated 

that a f ter the accident he, in company with his fireman, shut 

off the a i r pump, which was racing, and then disconnected the 

hose coupling between the f i r s t and second cars of the t r a m 

and found a piece of ice and some water. He said thtit the 

piece of loe was not large enough to close the opening, but 

steam from a broken injector nad been blowing d irect ly across 

the hose. He made no further inspection of his tra in and ap­

parently assumed that the brake pipe had been obstructed by 

ice at that point . 

Fireman Pegan, of extra 2006t corroborated the most 

essential statements of Snglneman Gorman. When he jumped from 

the engine f i r e was f ly ing from the engine wheels but he did 
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not notice any indication o f the "brakes being applied on the 

cars. About 26 care passed him after he got off, and immedi­

ately after the accident he examined the brakes in this part 

o f the train and did not find any o f them applied. Ee also 

stated that he noticed the air gauge approaching Servia, whiok 

iB 2.4 miles east of Bolivar, and i t then showed 70 poundu 

train line and 90 pounds main reservoir. She piece of ioe 

discovered in the hose coupling between the f irst and second 

oars was about the size of a man's l i t t l e finger and there was 

also about one-half cup of water in the hose. i'hia was about 

15 minutes after the accident and about 6 minutes after the 

engineman had shut off the Injeotor and steam had begun to blow 

across the hose. He had not noticed any dragging of the 

train I f leakage in the train line was causing the brakes 

to apply. 

Head Brakeman talker, of extra 2006, stated that when 

Engineman Gorman applied the air brakes, Just west of Bolivar, 

he notioed that they did not seen to have the desired effect; 

i t was at about this time that he turned on his seat and saw 

that the gauge showed a pressure of 70 pounds. In this con­

nection attention is oalied to the fact that Brakeman Walker 

could not see the gauge from his seat on the l e f t side of the 

boiler. He also stated that the engineman then applied the 

brakes in emergency, which application failed properly to check 

the epeedj "tiie engineman then began sounding the whistle, at 

the Bame time tel l ing the fireman and himself to jump. He did 

not know whether or not the engineman applied the brakes before 
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leaving Huntington, 

Brakeman Guy, of extra 2006, stated that he was riding 

in the caboose approaching the point of aooident, but at no time 

noticed the indication of the air gauge. He also test if ied to 

the fact that passing Bolivar the englneman whistled for hand 

brakes and that tho conductor and flagman started Betting the 

"brakes. He estimated the speed at the time of the collision 

at 20 or 25 miles an hour. 

Conductor Faurot, of extra 2006, stated that Brakeman 

Walker coupled the engine to the train» after which an inspeotor 

started to inspect the air brakes, working from the head end 

baok toward the rear end. i f ter posting a new brakeman at 

about the middle of the train for the purpose of repeating sig­

nals, he then proceeded toward the rear of the train. He noticed 

a disconnected air-brake hose between the second and third cars 

from the caboose and heard the air blowing through i t ; he 

coupled the ho&© together and started ahead, met Car Inspector 

Payne and walked baok toward the caboose with him. He as^ed 

the inspector about the condition of the train and the inspector 

replied, "Sverythlng O.K., highball." He did not know whether 

or not the oar inspeatora had made any application of the brakes, 

and a l l he knew of their oondltion was what Inspector Payne told 

him. Conductor Faurot thereupon gave a signal to proceed and 

walked toward the nead end of the train. He had gone about 26 

car lengths when his signal answered and the train deported. 

A l l he knew about the brakes w&s what the inspector told hia. 
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When he "boarded the caboose he looked at the air gauge and 

noticed that i t indloated a pressure o f between 60 and 66 pounds. 

Conductor Jaurot fur ther s ta ted what his t r a i n drifted into the 

passing track at "WO" without a bra&e application being made, 

and the train was inspected a t that point by Brakemen Jonea 

and tfuy. He also stated that approaohmg Bolivar he notioed 

that the air gauge in the caboose indicated 2Q pounds pressure 

and he thought that the gauge hand had oaught in some manner, 

but after jarring i t with his hand he decided that tho a i r was 

gone. He immediately started to set hand brakea wi th the as­

sistance of Flagman Jones, although lie had not heard tho whistle 

signalling them to do so; the speed of the train a t this time 

was 28 or 29 mi les an hour. After setting 6 or 8 brakes he 

saw Engineman Gorman on the ground and heard him urge them to 

jump, but he and the flagman remained on the train and shortly 

afterward the ocll ision ocourred. Conductor Faurot was of the 

opinion that the 6 or 8 se t hand brakes had very l i t t l e effeot 

on the speed of the train and that the train was running at a 

speed of 25 miles an hour at the time of the accident* After 

the aooident he looked over th~ angle-cooks but found none closed 

His statements were corroborated by those of Flagman Jones. 

Car Inspector Schwartz stated that when locomotive 

2006 coupled to the train at Huntington he took a record of the 

engine number and the time i t coupled to the train, and ooupled 

the air-brake hose. He then started back over the train look­

ing for leaks in the train line and met Inspeotor Payne at about 
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the middle of the train. Neither of them found any leaks 

so he gave the engineman a signal to apply the «iir brakes. 

The brakes were applied and he started toward the Lead end of 

the train while Inspector Payne started toward the rear end. 

'fhe pistons were out and the brake shoes agalnat the wheels. 

Upon reaohing about the fourteenth oar from the engine the brakes 

were released, the whistle sounded and the train departed. He 

then stood at that point watching the brakes as the train passed 

him for the purpose taf seeing i f any were sticking. There were 

two brakes out out in about the middle of the train but i t waa 

not customary to make any reoord of such cars and he did not do 

so in this case. He also said that i t was customary not to say 

anything to the orew about the brakes until they were found to 

be a l l right, when the conductor would be so advised. in this 

oase the signal for the train to depart wae given from the rear 

end, and he made no attempt to prevent ItB departure, although 

he admitted that he supposed he should have done so. He said 

that occasionally orews would take a signal to apply the air 

brakes for a signal to proceed. 

Oar Inspector Payne stated that when the engine waa 

coupled to the train at Huntington he opened the angle cook on 

the oaboose in order that he might know when the a.ir had been 

pumped up. He waited until air came through, but did not at any 

time see what the pressure was. lie then walked over the train 

looking for leaks and met Inspector Schwartz at about tho middle 

of the train. An applioation of the brakes was then made and 
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he walked hack toward the caboose to see i f a l l the brakes were 

applied, and oommuni cated this information to Inspector SehwartE. 

He stated that he then gave a signal to release the brakes, 

being then 4 or 5 oar lengths from the rear of his train, but 

the brakeman on the middle of the train took his signal for a 

proceed signal, repeated i t as suoh to the engmeman and the 

train departed. He did not t e l l any member of the train orew 

about the brakes. They were a l l working, however, and he OOH-

munioated tnis information to Inspector Schwartz. 

Conductor Grappy, in charge of the wreok train, stated 

that when he arrived at Newton he had his engine ooupled to the 

rear 49 oars of extra 2006 preparatory to taking them to the 

.Bolivar paasing track. In f i l l i ng the train l ine with a i r t 

he discovered that the air went through the entire 49 oars with 

the exception of the one at the extreme western end of the cut, 

the hose of whioh was not connected up with the car next to i t . 

In handling thi^ out of cars no trouble with tho air brakes was 

experienced. Head Brakeman Swank, of the wreok train, verif ied 

Conductor Giappy'3 statement about the air hose not being 

ooupled between tiia f i r s t two oars of the out of 49 aaaled back 

from the wreokage. 

Division Car Foreman Brubaker stated that In inspecting 

a train preparatory to its departure, while the engine is pump­

ing up the train l ine, one man starts from the head end and 

another from the rear end, working toward eaoh other, looking 

for leaks in the train l ine . when they meet, a signal is given 

to the englneman to apply the air brakes and they then work back 
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toward tiiexr respective endd o f the train, making a record of 

thjse brakes applied and those not applied. After this has 

been completed, a signal to release brakes is given and the 

two inspectors again work toward each other in order to see 

that a l l the brakes have released, No written report Is made 

exaapt to show the amount ow t ime consumed by the inspeotlon 

and also by the test. He laid i t rarely happened that a train 

le f t withoutvthe proper test, and that when this ooourred the 

matter was taken up lor correction* 

Under date of Defcemberj 16 l£r. Brubaker advised the 

master mechanic that a test o f tue air brakes on th© 54 oars of 

extra 2006 removed from the scene o f the accident, made on the 

day after the accident, developed tnat the train line was in good 

condition, only one slight L E A I L being discovered. This test of 

the brakes also showed the following results; 

& with 6" pj-ston travel 
23 " 7" " " 
10 w 6 n 11 " 
G if £ P N N 

2 * 10f» f ( n 

Of these 46 brakes, 9«fdld not o#ply with a service application. 

Of tit* remaxning 9 brakes of the 54 tested, & did not apply with 

an emergency application, while 1 waa cut out. 

The E V I D A N A E developed as a result of this Irrvestiga-
awl* 

tion is conilicti4K/as to ^ the extent of the air-brake test made 
before extra «00l|lpfirt|ft)l from Huntington. Car Inspector Payne 

who inspected %0 jre|r u«:ti©n of the train, stated that after 

the engine ooupled to the train and the air hose waa connected, 

as evidenced by air coming through an angle cook opened by him 
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on the caboose, he started forward looking for leaks and then 

returned to the rear of the train looking at the brakes to see 

that they had been applied. in the meantime, according to 

the conductor, he found an air JIOSO disconnected between the 

third and fourth oars from the caboose and personally made the 

connection, after whioh he met Inspector layne, walked baok 

with him to the rear of the train and was then told that every­

thing was a l l right. I f this statement of the conductor is 

correct, then air could not have oome through the angle cook on 

the oaboose as claimed by the inspector, and hit examination of 

the train l ine for leaks was extremely negligent and failed 

entirely of i ts purpose; the oonduotor also should have known 

that no proper inspection and test of tue brakes had been made* 

The statements of the two car inspectors are further dis oredited 

by the englneman, who said that he made no application of the 

air after coupling to the train. I t also appears that when 

the engine of the wreck train reached the scene of the accident 

and hauled baok the undamaged portion of the train of extra 

£006, the air hose was disconnected between the 18th and 19th 

oars in the train. I f this was its condition at the time the 

train lef t Huntington, i t is apparent that the train line was 

entirely inoperative so far as that part of the train inspected 

by Inspector Payne is concerned, and i t is also apparent that 

the conductor could not have heard air escaping between the 3rd 

and 4th oars from the caboose. The results of the air brake 

test conducted on the day following the accident indicated that 

the air brakes were not in proper working order, for out of a 
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t o t a l of 54 oars t e s t e d , the a i r brakes on one A c r e cut oa t , 

whi le on 17 others the brakes did not apply on a s e r v i c e 

a p p l i c a t i o n . I f th i s was t h e i r cond i t ion a t tue time T H E 

t ra in l e f t Huntington on the preceding day # and assuming thtit 

trie a i r brakes on tho balance O F tho t r a i n . / E R E in propor con­

d i t i o n , then tncre were 16 d e f e c t i v e brakes m n t r a in oons i s t ­

i n g of an engine , 0 6 card and a caboose, or ^ t o t a l OF 6S 

orake D ; the percentage O F a i r braked in proper working order 

the re fo re was about 74 por cent , wnioh would cons t i tu te a v i o l a ­

t ion o f tho requirement O.L . tho sa fe ty appl iance lavv tnat a t leasifr 

85 per OT nt of tne aars o f a t r a i n s h a l l De equipped with a i r 

crakes in working order and in ope ra t ion . 

In v iew of those c o n f l i c t i n g statements, I T J t, impos­

s i b l e to . M Y d e f i n i t e l y what the condi t ion o f the brakes was 

at the tinie extra ZOOb l e f t Huntington, out i t iu o o l i e v e d that 

tho statement ot the englneman I S more near ly c o n e c t , una that 

V I E t r a m departed vithout proppx inspec t ion and t e s t o f the 

a i r brakes having beer made, ana without any one knowing whether 

O I not there wore s u f f i c i e n t brakes M opera t ion to enable the 

Epeed o f the t r ^ i n to be p r o p e i l c o n t r o l l e d . 

This a c j i den t w^s C A U S E D by tiie f a i l u r e o f the brakes 

In extra 2 0 0 6 to be in propor working ora^r , uue to the fac t 

tnat tho t i a i n l e f t Huntington vi^hGut any adequate inspec t ion 

ano t e s t of tho brakes -avin^ been i^adc, fo r umoh Conductor 

i 'aurot, Englneman Gorman £-nd Gar Inspectors Payne and Schwartz 

A R E r e spons ib l e . 

Under the iu le£ o i th j t company, the o d I n j e c t o r s are 
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required to make the air brake test. Engineman Gorman knew 

that such a test had not been made, and in view of Conductor 

flaurot'e experience i t is diff icult to see how he oould have 

failed to know that the proper test had not been made. The 

statements of the oar inspectors do not agree with the facts 

as stated by the conductor and engineman, but the results of 

the test of the 64 cars on the following day indicate that the 

inspectors were extremely negligent in the performance of their 

duties, and their statement that the train departed before they 

had completed their work does not relieve them from responsi­

b i l i t y . 

Inspector Payne had been employed about three years 

as a box paoker and car inspector, about naif of whioh had been 

as a oar inspector. Inspeotor oohwartz had been employed about 

three years as a oar repairer, box repairer and oar inspeotor, 

about two yeara of which nad been as oar inspeotor. Ifrgineman 

Gorman was employed as a fireman in 1902 and promoted to engine-

man in 1907. At the time of the accident his record was clear. 

Conductor tfaurot entered the service as a brakeman in 1891 and 

was promoted to conductor in 1899. He had been disciplined 

at various times ±oi minor offenses. 

At the time of the accident, the crew of extra 2006 

had been on duxy about o hours, previous to which they had been 

off duty various periods in excess of 9 hours. 

DWL 


