
INTERSTATE COMMERCE COMMISSIOK 

REPORT OF THE DIRECTOR OF THE BUREAU OF SAFETY IN RE I N 
VESTIGATION OF AN" ACCIDENT S K I OH OCCURRED OH THE CHICAGO.. 
I K D U N A P O & I S & LOUISVILLE RAILWAY AT GUERNSEY, D T D . , ON -
MARCH 1 9 , 1 9 3 1 . 

May 4 , 1 9 3 1 . 

To t h e C o m m i s s i o n : 

On March 1 9 , 1 9 3 1 , t h e r e w a s a h e a d - e n d c o l l i s i o n , 
b e t w e e n a p a s s e n g e r t r a m a n d a f r e i g h t t r a i n on t h e C h i c a g o 
I n d i a n a p o l i B & l o r n s v i l l e R a i l w a y a t G u e r n s e y , I n d . , r e 
s u l t i n g m t h e d e a t h o f t w o e m p l o y e e s and t h e i n j u r y o f 
t h r e e e m p l o y e e s . T h i s a c c i d e n t waa i n v e s t i g a t e d i n c o n 
j u n c t i o n w i t h r e p r e s e n t a t i v e s o f t h e P u b l i c i e r v l o e Com
m i s s i o n o f I n d i a n a . 

L o c a t i o n and m e t h o d o f o p e r a t i o n 

T h i s a c c i d e n t o c c u r r e d on t h e S e o o n d S u b d i v i s i o n 
o f t h e N o r t h e r n D i v i s i o n , e x t e n d i n g b e t w e e n Monon a n d 
I n d i a n a p o l i s , I n d . , a d i s t a n c e o f 9 5 . 1 m i l e s ; i n t h e 
v i c i n i t y of t h e p o i n t o f a c c i d e n t t h i s i s a s i n g l e - t r a c k 
l i n e o v e r w h i c h t r a i n s a r e o p e r a t e d b y t i m e - t a b l e , t r a i n 
o r d e r s , a n a u t o m a t i c b T o o k - e i g n a l s y s t e m , a n d a n a u t o m a t i c 
t r a i n - s t o p s y s t e m o f t h e i n t e r m i t t e n t i n d u c t i v e t y p e . 
T h e a c c i d e n t o c c u r r e d on t h e m a i n t r a c k , a t a p o i n t 2 3 1 
f e e t s o u t h o f t h e n o r t h s w i t c h o f t h e p a s s i n g t r a c k a t 
G u e r n s e y . A p p r o a c h i n g t h e p a B s i n g t r a c k f r o m t h e n o r t h , 
t h e t r a c k i s t a n g e n t f o r more t h a n 3^- m i l e s , t h i s t a n g e n t 
a l s o e x t e n d i n g f o r a c o n s i d e r a b l e d i s t a n c e b e y o n d . The 
g r a d e i s l e v e l f o r a d i s t a n c e o f 3 . 1 0 0 f e e t , t o w i t h i n 
1 5 0 f e e t o f t h e n o r t h s w i t c h , sftd t h e n i t i s 0 . 3 6 pet c e n t 
a s o e n d i n g f o r s o u t h b o u n d t r a m s f o r a d i s t a n c e o f 1 , 1 0 0 
f e e t * 

T h e p a s s i n g t r a c k a t G u e r n s e y i s 1 , 6 0 0 f e e t i n 
l e n g t h a n d p a r a l l e l s t h e m a i n t r a c k on t h e w e s t . ' The 
switch s t a n d o f the n o r t h s w i t c h i s l o c a t e d on t h e w a g i n e -
m a n 1e s i d e o f a s o u t h b o u n d e n g i n e , t h e s w i t c h l a m p b e i n g 
a b o u t B f e e t a b o v e t h e t i e s ; a g r e e n i n d i c a t i o n i s d i s 
p l a y e d b y t h e l a m p when t h e s w i t c h i s l i n e d f o r t h e m a i n 
t r a c k , a s w a s t h e c a s e i n t h i s i n s t a n c e . S o u t h b o u n d 
a u t o m a t i c b l o c k - s i g n a l s B - 9 3 . 7 and 3 - 9 2 . 7 , t h e s i g n a l s 
i n v o l v e d , a r e o f t h e t h r e e - p o s i t i o n , u p p e r - q u a d r a n t t y p e > 
a n d a t e l o c a t e d 1 1 f e e t and 5 , 8 5 0 f e e t , r e s p e c t i v e l y n o r t h 
o f t h e n o r t h s w i t c h o f t h e p a s s i n g t r a c k j n i g h t i n d i c a t i o n s 
a r e r e d , y e l l o w , and g r e e n , f o r s t o p , c a u t i o n , and p r o c e e d 
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respectively• The train-stop inductors for these signals 
are located m the center of the track and directly 
opposite the signals. 

Under the heading AUTOMATIC TRAIN STOP oontamed 
m time table No. 60, effective July 27, 1930, Rules for 
Engineraen, it is required tnat: 

When passing a block signal in either 
the approach position or the stop position, 
engmeman must operate the lever of the fore
stalling switch to prevent an automatic brake 
application. This forestalling switch has a 
time limit of 15 seconds. 

* ** 
Engineman must not forestall until after 

signal indication has been observed and has been 
obeyed according to the block signal rules. 

* ** 
The automatic train stop device must be 

working properly and sealed when leaving a 
terminal. 

Before leaving the roundhouse, the engine-
man must inspect the system to see that it is in 
service and cut-out cock properly sealed. *** 

When leaving the roundhouse, engineman 
must operate his engine over the t e B t inductor 
located near the roundhouse to determine if 
engine will pass a clear inductor; to determine 
if an engine will receive an automatic brake 
application at a stop inductor and to determine 
if his engine will pass a stop inductor when 
operating the forestalling switch. *** 

The view approaching Guernsey from either direction 
is unobstructed. The weather was cloudy at the time of 
the accident, which occurred about 4.10 a.m. 

Deacription 

Northbound passenger t r a m No. 36 consisted of 
three baggage cars, one coach, and four Pull&an sleeping 
cars, hauled by engine 443, and was m charge of Conductor 
McCullough and Engmeman Miller. At Delphi, the last open 
office, 17.3 miles south of Guernsey, the crew received, 
among others, a copy of t r a m order No. 307, Form 19, re
quiring their t r a m to wait at Guernsey until 4.13 a.m* 
for train No. 91. Train No. 36 left Delphi at 3.17 a.m., 
according to the tram sheet, two minutes late, and on 
arrival at Guernsey was brought to a stop on the main 
track, clear of the north switch, at about 4.06 a.m., and 



after standing at this joiri", about four minutes it \.as 
struck by t r a m No. 91. 

Southbound socorid-clas0 fret^t t±ain 17o. 01 con
sisted of 30 loaded and 10 cri.Jt- cars, 1,4.-17 tons, n toiled 
b engines 252 and <.'-0, a.id was m charge of Conductor 
McConahay and Engineries Mario 7 and G n t h . j.t Ilonon, 5.-1 
miles north of Guernsey, the crev received copy of t r a m 
ordei No. 207, Form 1?, previously referred to, together 
vita a clearance card. Irain n o . 91 left ITonon st~o.55 o..m., 
according to tne tram s.e&t, 1 lout and 26 minutes late, 
passed signal 3-92.7, T.<hich ^a- displaying a caution indica
tion, passed signal B-C!3!.?, . ncij. was displaying a stoj in
dication, passed the north G vixch of the passing track, and 
collided vith t r a m Ho. 3o v„ lie traveling at a speed esti
mated to have been be uv eon 30 a^d 25 miles per hour. The 
evidence does not show tv.xtx.sr or not tne enginemai operated 
the forestalling switch \ LeL t UKEIII,_ over tne mducoei 
located at signal B-92.7 

Tne force of the lii.psci drove t r a m Mo. 36 lack^ard 
a distance of 14.0 feet, ul'o tjo trains cording ^o rest \ lth 
the front ends oi tneir en_ites separcted oy a distance of 
41 feet. Engine 252, tne lead engine of t i a m No 91, r as 
only partly derailed hut \»as :adly damagea. Engine '-^0, 
the second engine, u t £ no, Get tied or damaged to an;> ex
tent, neither 1 ere an: of t. e c m s in the freimt I r a n . 
Engine 442, of trai 1 Nc . 3o, JUS also partly derailed and 
badly damaged, pnile tie f_ r 3 t car */as soneF..ao damaged 
and sone of tne otver cars slightly df^eced. The employees 
killed were tne engineman of engine 252, the lead engine of 
the freig1 t tram, and the oagmei^an of engine <=42, of the 
passenger t r a m . Ail tk,ec lirumen rere mjared. 

Sumr ary c f e v I de nc e 

T r a m ^To. 91 vas mede up m the yaj.d at Ilonon, and 
according to tne conduct >r it .onsisted of cars l-ac. n^d 
arrived fron the north in train No. 71, together v̂ iti- 21 
ether cars which vrere added to t e rerx of the t r a m by _ 
^erd engine. -Cngiiie'lar IIEUICT/ and Conductoi jlcCona-uy had 
arrived at Lionon at 12.05 a.n. on second-clas- train ho. 
90 n t h engine 252, V M I O rin- lneroan Sr±itn had arrived on 
second-class t r a m ITO 5u 1 it\ m a n e 440. These tore tho 
crews i Inch were movii/ cn-ui vrd v.ith tiain No. 91 a.t the 
tiite of the accident. 

Fireman tilbanks, o. o igme 252, did not know \ netner 
a test was made of the air ^rc'coE. after i.i& engine vns 
coupled ahecd of engine 4v0 in t-.e yard at Ilonon, but said 
the ortikes worked propeil"' at the time they vere usod to 
reduce speed in order to en the switch and h e d ouc of 
the yard to the main urack. i.s tho trcm was uppioachmg 
Guernsey, where train lo. 06 vn.s to bo met, the fireman 
1 os v o r k m ^ on che loft in-"' cbor, the ^ead brakeman 
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h o l d m g h i s electric lantern so that the fireman could see 
to do this work. Signal B-92.7 was displaying a caution 
indication and the fireman called it to the engineman when 
it was about 1 mile distant; the head brakeman called it 
back, but the fireman could not remember whether the 
engineman called it back or not. Fireman Wilbanks then 
gave his attention to the injector and did not notice when 
his engine passed the caution signal or whether the engine-
man operated the forestalling lever of the t r a m stop 
device, neither could he recall whether the engineman 
whiBtled for the meeting point, or where the t r a m was 
when steam was shut off, although he did remember hearing 
a road crossing whistle B i g n a l . The fireman thought his 
t r a m must have passed the distant signal at its maximum 
speed, 35 or 40 miles per hour, and later on the engineman 
made a service air brake application and the speed was 
being reduced; the fireman stopped working on the in
jector, looked ahead and saw the headlight of the engine 
of t r a m No, 36 dimmed, and realizing that a collision 
was imminent he shouted a warning of danger to the engine-
man, who then applied the air brakes in emergency, when 
about 1,500 or 3,000 feet from train No. 36. Fireman 
Wilbanks did not know how much the speed had been reduced 
prior to the emergency application, at which time he 
estimated the speed to have been between 35 and 40 miles 
per hour, no release having been made from the previous 
service application; he stated, however, that the air 
brakes wore taking proper effect, and thought a stop would 
have been made m 10 car-lengths additional distance. 
It further appeared from the fireman's st-vtements that 
the engmeman had appeared to be in normal physical con
dition after arriving at Monon on t r a m No. 90; that the 
engineman handled the engine when leaving the roundhouse 
preparatory to going out on train No. 91, and that the 
train stop device functioned properly when the engine 
passed over the three test inductors after leaving the 
roundhouse. 

Head Brakeman Newton, of train No. 91, stated 
that a standing test was made of the lir brakes before 
leaving the west yard at Monon, a signal being received 
from the rear end of the train, which waB the only way 
they had of knowing that the test was made. On proceeding 
from the yard his train was slowed down almost to a stop 
by means of the automatio brake, and he opened the switch 
leading to the main track, after which he boarded lead 
engme 253 and rode on that engine. Approaching signal 
B-92.7, which was displaying a caution indication, the 
speed was between 40 and 45 miles per hour, and he and the 
fireman called the indication, but he did not hear the 
enginemen repeat it. The fireman was working on the 
left injector and the head brakeman stood in front of the 
seat box with his back to the front window, holding his 
electric lantern for the fireman* Head Brakeman Newton 
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said that after passing signal B-93.7, the engmeman made 
two brake-pipe reductions, although he could not state 
the exact location of tHe t r a m when these were made. 
The first was a service reduction, then probably not one 
minute elapsed until the air brakes were applied m 
emergency, this latter application being after the fireman 
had warned the engmeman of conditions ahead. Head Brake-
man Newton jumped just prior to the collision, at which 
time he estimated that the speed had been reduced to 
between 30 and 25 miles per hour. His train was about 
eight car-lengths from t r a m No. 36 when he first saw it, 
and the headlight on the engine of that train was not 
burning, having been turned out after his own train came 
m sight, however, he said that the switch lamp of the 
north switch of the passing track was burning and that 
the headlight on his own engine was also burning. He 
did not recall whether the engine whistle was sounded 
approaching Guernsey, or at any point after leaving Monon, 
as he was helping the fireman work on the injector. 
Head Brakeman Newton further stated that on the north
bound trip on train No. 90 Engineman Marlow made all 
stops properly and he did not notice anything m regard 
to the appearance or actions of the engineman to indi
cate that he was not m normal condition. In his opinion 
the accident was caused by mis judgment of speed. 

Engineman Smith, of engine 440, stated that m 
moving his engine over the tram-stop test inductors, 
located near the roundhouse, he observed that the train-
stop apparatus and the air brakes functioned properly. 
After coupling engine 44.0 to the train, one car near the 
head end was set out on an adjoining track; engine 440 
was again coupled to the train, after which engine 253 
was coupled ahead, the air was coupled throughout the 
entire tram, and the br^ke valve on engine 440 was cut 
out with the double-heading cock. The only test made 
of the air brakes before leaving Monon, to his knowledge, 
consisted of releasing the air brakes on the cars that 
had just previously arrived on another tram; he was un
able to say whether any test was made by applying or re
leasing the brakes from lead engine 352 before departing* 
On departing from the yard, however, the t r a m was brought 
almost to a stop, speed being reduced to about 1 mile 
per hour, in order to permit the brakeman to open the 
switch leading to the m a m track. Engineman Smith was 
fully aware of the contents Qf train order No. 307, m 
regard to the wait until 4.13 a.m. at Guernsey, and said 
that he waB fairly well familiar with the territory on 
this line, although this was his first trip over it for 
about six years. After leaving Monon he looked at the 
gauge in the cab of his engine and noticed that the brake-
pipe pressure was 70 pounds; he worked steam until reach
ing a point about one-fourth mile north of signal B-92.7, 
at which time the speed of his train was at its maximum, 
50 miles per hour, where he shut off steam. Signal B-92.7 
was displaying a caution indication, and while he was de-



pending on Engineman Marlow properly to handle the train 
and did not notice the exact location at the time the air 
brakes were applied, he thought this took place about half
way between signals B-93.7 and B-93.7; a light service re
duction was made, between 5 and 10 pounds according to the 
gauge in his cab, and immediately thereafter, before the 
speed was materially reduced, the brakes were applied in 
emergency, at which time engine 253 was working steam, al
though not a heavy throttle. Engineman Smith then looked 
out to see what the trouble was and at that time his train 
was so close to the north switch that he could distinguish 
the switch banner by the reflection from the headlight of 
the lead engine, and could see the engine of train No. 36 
standing on the m a m track; he estimated that his t r a m was 
then not more than one-fourth mile from the switch and said 
that the switch lamp was out and that the headlight of the 
engine of t r a m No. 36 was extinguished. He then definitely 
realized that there was danger ahead and that his t r a m 
could not be brought to a stop, estimating the speed to have 
been about 35 miles per hour on passing over Range Line road 
crossing, located immediately north of the switch. Engine-
man Smith did not make any effort himself to bring the tram 
to a stop, saying that he had no opportunity after Engine-
man Marlow started to make the stop, and he was of the 
opinion that the train could have been brought to a stop 
without incident had Engmeman Marlow started braking soon 
enough. Engineman Smith sftid that in the case of a freight 
train it sometimes was the practice for the t r a m arriving 
first at a waiting point to open the switch for the opposing 
train, although the approaching t r a m should be under full 
control, prepared to stop, unless there was some one at the 
switch and the engmeman of the approaching t r a m could 
plainly B e e the proper indication displayed by the switch 
target and also received a proceed signal from the man at 
the switch, m which event the approaching train would head 
right in on the siding. When his train was about 2 or 3 
miles north of the switch he saw the headlight of the engine 
of t r a m No. 36 extinguished, cut out entirely, the dimmer 
not being turned on, nor was the headlight of that engine 
blinked as his train approached the waiting point. Engine-
man Smith knew that his train would have to hurry on account 
of the short time at their disposal m order to make 
Guernsey for t r a m No. 36 by the time shown in the wait 
order, and on leaving Monon he did not think that there was 
sufficient time for his t r a m to take the siding at that 
point and clear the superior train not less than five 
minutes, as required, although he felt that his train could 
reach Guernsey and clear before the expiration of the time 
shown m the wait order, and he thought this was the reason 
why Engmeman Marlow approached the waiting point at such a 
high rate of speed. Engineman Smith stated that he probably 
should have been more on the alert approaching Guernsey in 
order to see that Engineman Marlow took proper precaution 
to have the train under control, but said that naturally 
when working with another engineman, Hhe leaves the respon
sibility up to the man in charge." Statements of Fireman 
Houston, of engine 440, developed nothing additional of 
importance. 
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Conductor MeGonahay, of train No. 91, stated that 
when engines 440 and 352 coupled to the train at Monon, he 
was engaged m checking the cars, and as he went toward the 
rear of the tram he observed the car inspectors walking 
alongside the cars and pulling the release rods m order to 
see whether m e air was going back through the t r a m . On 
reaching a point about 10 or 12 car-lengths from the caboose 
the train started zo move, ana when he entered the caboose he 
noted that the brake-pipe pressure on the air gauge registered 
70 pounds. Speed was reduced B O that the head brakeman could 
open the switch leading from the yard to the main track, but 
he thought the independent brake was used for this purpose. 
His t r a m started to move from the yard at 3.55 a.m., and 
when it had reached a point about one-fourth mile south of 
Monon he looked ax his watch and it was then 4.02 a.m., and 
he felt satisfied that they could reach Guernsey for train No. 
36, although they would not clear them five minutes as re
quired, and he also realized that his train was too long to 
get entirely m tne clear on the siding. After passing signal 
B-93.7 he felt the air brakes apply m service, at which time 
he estimated the speed to have been between 45 and 50 miles 
per hour; the speed of the t r a m was reduced perceptibly and 
shortly afterwards the collision occurred, at which time he 
estimated the speed to have been about 20 miles per hour, he 
had not noticed any further application of the brakes. Con
ductor McDonahay did not know of any test being made of the 
air brakes on his train before departing from Monon, but said 
there was no doubt m his mind but that the brakes were in 
good condition and had nothing to do with causing the acoident. 
He checked the train register when he received the orders, but 
did not make report of this check to the enginemen, saying 
that he saw Engineman Marlow personally check the register; 
when he delivered the orders to the enginemen they were not 
read to him as it was not required thab he do B O . Conductor 
McConahay said that his train had run on short time before, 
and that m thiB particular case he had no hesitancy m 
making the movement, although he would not have felt safe m 
trying it with only one engme. In his opinion, the aocident 
was the result of Engineman Marlow not beginning to brake soon 
enough. 

Flagman Moore, of train No, 91, stated that before leav
ing M 0non he asked the car inspectors whether the air brakes 
were all right and they replied that they were. About 30 or 
40 minutes after the collision he flagged the yard engine 
that came from Monon and then rode on it to the point of 
accident. The yard engine coupled to the rear of train No. 
91, considerable difficulty was experienced in getting the 
t r a m started, and it was necessary to release the brakes 
before the train was moved. Flagman Moore had been concerned 
as to whether his train was going to reach Guernsey to clear 
t r a m No. 36; he said he called the attention of the conduct
or to the short time, but that the conductor replied that 
there was plenty of time. Flagman Moore also stated that 
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when t r a i n N o . 9 1 i s l a t * I t i a c u s t o m a r y t o m e e t t r a i n N o . 
3 6 a t G u e r n s e y , a n d t h a t i t i s n e c e s s a r y t o saw b y . T r a i n 
N o . 36 n e v e r h a d t h e s w i t c h o p e n f o r them a t G u e r n s e y , b u t 
d i d when t h e y met a t P i t t s b u r g , l o c a t e d 1 4 . 1 m i l e s s o u t h o f 
G u e r n s e y . 

C o n d u c t o r M c C u l l o u g h , o f t r a m N o . 3 6 , s t a t e d t h a t 
h i s t r a i n came t o a s t o p o n t h e m a i n t r a c k a t G u e r n s e y , 
c l e a r o f t h e n o r t h s w i t c h o f t h e p a s s i n g t r a c k , a t 4 , 0 6 a . m . 
He w a s i n t h e c o a c h , t h e f o u r t h c a r , when h i s t r a i n came t o 
a s t o p a n d h e l o o k e d a h e a d a l o n g t h e w e s t s i d e o f t h e t r a i n , 
t h e p a s s i n g t r a c k s i d e , b u t s aw n o t h i n g o f t r a m N o . 9 1 , 
a n d t h e n w e n t b a c k i n t h e c o a c h a n d s a t down; a f t e r a 
m i n u t e o r s o h e g o t u p a n d w e n t o u t a g a i n , a t w h i c h t i m e h e 
c o u l d h e a r t r a i n N o . 9 1 c o m i n g . He wen t b a c k m a i d e a g a i n 
a n d s a t d o w n , a n d f e l t t h a t h i s t r a m w a s g o i n g t o b e d e 
l a y e d l o n g e r t h a n t h e t i m e s p e c i f i e d i n t h e w a i t o r d e r . 
T h e n h e g o t up a g a i n , i n t e n d i n g t o g o o u t , a n d w a s s t a n d i n g 
w i t h h i s w a t c h i n h i s h a n d when t h e c o l l i s i o n o c c u r r e d ; h e 
p l a c e d t h i s t i m e a t 4 . 1 3 a . m . C o n d u c t o r M c C u l l o u g h s t a t e d 
t h a t t h e s w i t c h l a m p w a s b u r n i n g . F l a g m a n B a i l e y s a i d t h a t 
t h e p a s s e n g e r t r a m came t o a s t o p a t G u e r n s e y a t 4 . 0 5 a . m . , 
a n d h e p l a c e d t h e t i m e o f t h e c o l l i s i o n a t 4 . 1 1 a . m . D u r i n g 
t h e t i m e h i s t r a i n s t o o d w a i t i n g on t h e m a m t r a c k a t 
G u e r n s e y h e d i d n o t g o b a c k t o f l a g , s a y i n g t h a t h e g o t b a c k 
on h i s t r a i n when h e saw t r a i n N o . 9 1 a p p r o a c h i n g a n d w a s 
s t a n d i n g m s i d e t h e c o a c h w h e n t h e c o l l i s i o n o c c u r r e d . 

N i g h t E n g i n e H o s t l e r F a u c e t t , on d u t y a t Monon , 
s t a t e d t h a t on t h e m o r n i n g o f t h e a c c i d e n t h e made s e v e r a l 
t e s t e o f t h e t r a i n - s t o p a p p a r a t u s o n e n g i n e 3 5 3 , a n d i t w a s 
i n p r o p e r w o r k i n g o r d e r , w h i l e t h e a i r b r a k e s w o r k e d p r o p e r 
l y when p a s s i n g o v e r t h e t e s t i n d u c t o r s . N i g h t M a c h i n i s t 
S w i s h e r s t a t e d t h a t h e i n s p e c t e d e n g i n e s 3 5 3 a n d 440 a n d 
f o u n d n o t h i n g t h a t w o u l d i n t e r f e r e w i t h t h e i r p r o p e r o p e r 
a t i o n . T h e s e e m p l o y e e s d i d n o t , h o w e v e r , o b s e r v e t h e a i r 
g a u g e t o s e ^ w h a t p r e s s u r e w a s c a r r i e d , n o r d i d e i t h e r o f 
t hem t e s t t h e a i r - b r a k e e q u i p m e n t , H o s t l e r F a u c e t t s a y i n g . 
t h a t s u c h t e s t s w e r e made a t o t h e r t e r m i n a l s . 

C a r F o r e m a n N a p i e r s t a t e d t h a t h e h a d n e v e r i s s u e d 
i n s t r u c t i o n s t o g i v e t r a m s d e p a r t i n g f r o m Monon t h e r e 
q u i r e d t e r m i n a l a i r - b r a k e t e s t , s a y m g t h a t a s s o o n a s t h e 
e n g i n e i s c o u p l e d t o a t r a m , c a r i n s p e c t o r s o b s e r v e w h e t h e r 
t h e r e i s a i r i n t h e a u x i l i a r y r e s e r v o i r s o f e a c h c a r , a n d 
t h e b r a k e s s e t , a n d t h e n t h e y p e r m i t t h e t r a i n t o d e p a r t . 
C a r I n s p e c t o r s H a y s a n d G e a r s s t a t e d t h a t t h e y d i d n o t make 
a t e r m i n a l t e s t o f t h e a i r b r a k e s o f t r a i n N o . 9 1 o n t h e 
m o r n i n g o f t h e a c c i d e n t , b u t t h a t t h e y d i d a s c e r t a i n t h a t 
a i r w a s m t h e a u x i l i a r y r e s e r v o i r s o f a l l t h e c a r s i n t h e 
t r a i n b y p u l l i n g t h e r e l e a s e r o d s o n e a o h c a r . T h e y d i d n o t , 
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however, observe the air gauge in the caboose to see whether 
the required brake-pipe pressure was carried, nor did they 
give the engineman a signal to apply the brakes or make sure 
that all the brakes m the train were operative. 

Master Mechanic English stated that he arrived at 
the scene of the accident about 3^ hours after its occurrence 
at which time the cars in train Ho. 91 and engine 440 had 
been pulled back to Monon. He noticed that the brake valve 
on engine 353 was m the emergency position, then he went to 
the roundhouse at Monon and saw that the brake valve on 
engine 440 was cut-out for double-heading purposes. All 
tram-stop apparatus was either sealed or padlocked. The 
air-brake equipment on engme 353, of the freight tram, and 
engine 442, of the passenger tram, was damaged to such an 
extent that it was ques^icnaole whether it could be tested. 
Master Mechanic English further stated that at Monon car 
inspectors are available for making terminal test3, but the 
practice has been that the car inspectors look over the 
t r a m m order to know that angle cocks are m proper posi
tion and that brake-pipe pressure extends to the rear of the 
train; this practice is m line with verbal instructions. 
This terminal is not considered as an initial or originating 
terminal and outbound trams consist usually of cuts of 
cars assembled from several directions which have already 
been given tests at originating terminals. Monon is not 
equipped with air on tne repair track, nor is there any yard 
plant, and periodical air cleaning is not attempted, this 
periodical cleaning and maintenance being done at Indian 
apolis and South Hammond only. Instructions have been is
sued that cars must noc be permitted to leave originating 
terminals with the air brakes cut out, except cars loaded 
with perishable freight or live stock and these only when 
placed to the rear of all brakes operated by engmeman. 

Air Brake Supervisor Gaugh stated that the air brakes 
on engines 353 and 440 had been tested and were known to be 
m good condition about four or five hours prior bo the 
accident, while the automatic train-stop equipment also was 
tested during that period, engine 352 being tested at Belt 
Junction and engme 440 at Lafayette shops, and found to be 
m proper working order. Instructions are that at points 
where cars are picked up or set O U T , enginemen and trainmen 
will test the air brakes by making an application and re
lease test. Instructions are given to car inspectors, also 
t r a m and engme crews, how to make the prescribed terminal 
test according to the A.R.A. rules, but he said that he 
knew that such terminal tests were not being made at Monon, 
which was not considered as an originating point, and 
therefore required only the making of the application and 
release test. Crews are supposed to know before departing 
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from a terminal that all brakes are operative, yet Mr. Gaugh 
said this was not actually the case, since tney could not 
tell unless a terminal test was made. He admitted that the 
practice followed at Monon was contrary to the recommended 
practices and rules of the American Railway Association. 

Conclusions 
This accident was caused primarily by the failure 

of Engineman Harlow, of T r a m Ho. 91, properly to obey 
signal indications. 

An order had been issued requiring t r a m No . 36 to 
wait at Guernsey until 4.12 a.m. for train No. 91, and the 
evidence indicates that t r a m No. 91 left Monon without 
sufficient time to make the movement and regardless of the 
further fact that Conductor McConahay knew his t r a m was too 
long to get entirely into clear on the passing track at 
Guernsey. The speed of t r a m No. 91 was increased en route 
until it reached 50 miles per hour, as estimated by the 
engineman of the second engine and also by the conductor, 
and apparently the t r a m was still moving at about this rate 
of speed when automatic signal B-92.7 was passed. This 
signal was displaying a caution indication and its indica
tion was observed and called by the fireman and head brake-
man of the first engine and by the engmeman of the second 
engine. In the time-table instructions of this railroad 
there is a provision relating to the automatic tram-stop, 
quoted m the first part of this report, which states that 
enginemen must not forestall until after the signal indica
tion has been obeyed according to the block-signal rules, 
and in the block-signal rules it is provided that when a 
caution indication is received, the t r a m should "prepare to 
stop at next signal." These instructions were not obeyed 
by Engmeman Marlow, for the evidence is clear that he failed 
to take any action toward bringing his train under control 
until comparatively close to signal B-93.7, which was dis
playing a stop indication; in fact, it appears that it was 
not until after the fireman had called a warning to him that 
he applied the air brakes m emergency, too late to avert 
the accident. No adequate test of the air brakes on this 
t r a m had been made at Monon, but they appeared to have 
operated properly when used, both at Monon and when approach
ing Guernsey, and in view of the further fact that the en
gineman seemed to be conscious and aware of his location, it 
would appear that the only reasonable explanation for his 
failure is the fact that he misjudged either the speed of 
his t r a m or the braking distance available for stopping 
before reaching the passing-track switch. 
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Engineman Smith, in charge of the second engine 
on t r a m Ho. 91, had observed the caution signal indication 
before his train reached it and had shut off steam. It is 
apparent, however, tnat he was not paying close attention to 
the operation of his tram, as ne apparently did not realise 
the danger until after Engineman Marlow had applied the 
brakes in emergency. Engmeman Smith was aware that his 
t r a m had passed the caution signal indication at a speed of 
approximately 50 miles per hour, knew that it was running on 
short time, and when some distance away had seen the head
light of the engine of tram No. 36 standing at the meeting 
point. Under these circumstances he should have been pre
pared to take control of the t r a m m time to avoid an 
accident. 

Under the rules it is required that at meeting 
points between trains ol different classes the inferior 
t r a m must take the siding and clear the superior train not 
less than five minutes. Enginemen Marlow and Smith and 
Conductor McConahay knew before leaving Monon that their 
t r a m could not reach the waiting point without encroaching 
upon the five minutes clearance time. Running on short time 
did not cause this accident, but it may have been a factor 
in causing Engineman Marlow to delay action toward bringing 
his t r a m under control, and there is no doubt that it was 
the principal factor so far as the high rate of speed was 
concerned, and the employees m charge of this tram are 
open to censure for attempting to make such a movement. 
This is particularly true m view of the conductor's state
ment that he could not have gotten into clear, but would have 
had to send out a flagman and saw by the passenger train. 

No terminal test was made oi the air brakes on . 
t r a m No. 91 prior to its departure from Monon, and i t de
veloped that no such test was required by the current in
structions m effect a t this point. The practice is to make 
sure that the air is cut through to the caboose, this being 
done by means of an application and release test, but not 
to make a terminal test because of the fact that Monon is 
not considered as an initial terminal and outbound trams 
usually consist of cars assembled from various directions 
which have previously been given tests at initial terminals. 
The result of this practice was that the crew of t r a m No. 
91 had no knowledge concerning the condition of the brakes 
m their tram. This is not a safe condition and steps 
should be taken which will result in crews being in posses
sion of definite and accurate information as to the condition 
of the b r a k e B in their trams before departing from terminals 
where trains are made up. 

In the book of rules of this railway there is a 
provision similar to that contained m the standard cod©, 
to the effect that a headlight "must be dimmed * * while 
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standing on main track at meeting points. " The evidence 
indicated that the headlight on the engine of t r a m Ho, 36 
was burning when it arrived at Guernsey, and the engineman 
of the second engine of t r a m No, 91 said he saw it when hie 
t r a m was 3 or 3 miles distant; there is a conflict in the 
testimony, however, as to whether this headlight subsequently 
was dimmed m accordance with the rule or extinguished en
tirely. In either event, however, this had no bearing on 
the failure of Engmeman Marlow to obey signal indications. 

As a result of the investigation it was developed 
that the flagman o f passenger t r a m No. 36 did not go back 
to flag during the time that his t r a m stood waiting on the 
m a m track at Guernsey, also that when Engineman Smith ar
rived m Monon on t r a m No. 56 on the First Sub-division, he 
was on t h e lead engme, but that the air brakes were being 
operated from the second engine. This condition arose at 
Reynolds, 7.4 miles from Monon; his engme had been the 
second engine, but in switching out a car at Reynolds his 
engme b e c a m e the lead engine, but the h o B e between the two 
engines was not coupled before leaving that point. These 
conditions, coupled with others previously mentioned, point 
to the need for energetic action on the part o f officials 
toward seeing that rules are strictly enforced and obeyed, 
and that unsafe practices are eliminated. 

Attention is further called to the fact that the 
accident here under investigation adds one more example to 
the list of those occurring m territory protected by some 
form of automatic tram-control device m which enginemen 
have failed properly to control the speed of their trains, 
resulting in an accident. ThiB subject, and its connection 
with the general question of the necessity of starting to 
control the speed of a t r a m at t h e caution signal location, 
is discussed at some length i n the report covering the in
vestigation of an accident which occurred at Camp Douglas, 
Wis., on February 38, 1931, our investigation No. 1694. In 
the present instance, the instructions direct enginemen not 
to forestall until after the signal indication has been ob
served and has been obeyed according to block signal rules, 
but the weakness in t h i s provision is that the block signal 
r u l e B do not require the taking of any affirmative action 
at the caution indication toward bringing the train under 
control^,the requirement b e i n g merely to "prepare to stop 
at next signal." The following statements were made in the 
Camp Douglas report concerning the interpretations to be 
placed on caution or approach signal indications, and the 
operation of the forestalling feature of tram-stop devices, 
a n d they apply with equal force to the circumstances sur
rounding the occurrence of the present accident: 
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In the American Railway Association's standard 
code of block signal rules, as revised m January, 
1928, the approach indication of a block signal as 
shown in rule 285 is "Prepare to stop at next sig
nal. Train exceeding medium speed must at once re-, 
duce to that speed." A number of railroad companies 
have adopted rules m conformity with this provision 
of the standard code. This principle is recommended. 

The foregoing statements apply with even added 
force where automatic train-stop devices are in ser
vice. These devices, or the greater portion of them, 
were installed by the carriers pursuant to orders of 
this Commission. By the order of June 13, 1922, pre
scribing specifications and requirements for automatic 
train stop devices, it was required that the device 
bring the t r a m to a stop, after which the engmeman 
could restore the apparatus to normal condition and 
the t r a m be permitted to proceed. At the solicitation 
of the carriers, however, this requirement was modi
fied by the order of July 18, 1924, by permitting the 
use of a forestalling device by means of which the 
engmeman could forestall an automatic application of 
the air brakes and then control his train m the 
usual manner in accordance with hand signals or under 
limits fixed by t r a m order or prescribed by the 
operating rules of the company. The use of a foret-
stalling device is not required, and the statement 
was made m the concurring opinion m the processing 
upon which the order of July 18, 1924, was based, 
that "If experience shows that the permissive feature 
does not fulfill its purpose, we can at any time 
require its elimination." 

On some railroads the rules provide that an 
engmeman shall not forestall an automatic brake 
application until a restrictive signal has been ob
served and is being obeyed. This provision, together 
with the interpretation of approach and caution in
dications referred to m the foregoing, evidences a 
proper appreciation of the safety questions involved 
and should be incorporated m the rules of all rail
roads using devices of this character. 

The current book of rules on the Monon became ef
fective F ebruary 1, 1929, more than a year after the last 
revision of the standard code of the American Railway 
Association; however, the rule relating to the approach 
signal indication was not changed to conform to the standard 
code. 
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Aii of the employees involved were experienced 
men, and at the time of the accident none of them had been 
on duty m violation of any of the provisions of the hours 
of service law. 

Respectfully submitted, 

W. P . Borland, 

Director. 


