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INTERSTATE COMMERCE COMMISSION

REPORT OF THE DIRECTOR OF THE BUREAU OF SAFETY IN RE IN-
VESTIGATION CF AN ACOUIDENT WHICH OCCURRED ON THE CHICAGO,
INDIANAPOLIS & LOUISVILLE RAILWAY AT GUERNSEY, IND., ON =
MARCH 19, 1931.

) +

May 4, 1931.

To the Commission:

On March 19, 1831, there was a head—end collision ’
between a passenger train and a freight train on the (hiosgo, :
Indianapolis & Iouisville Rallway at Guernsey, Ind., reé-
sulting in the cdeath of two employees and the ainjury of
three employees. Thie accident wap investigated in con~

junotion with representatives of the Public $ervice Comw
mission of Ind:iana.

Location and method of operation

This accident occurred on the Second Bubdivision
0of the Northern Division, extending betwsen Monon and
Indianapolis, Ind., a distance of 95.1 miles; in the
vicinity of the point of accident this is a single-track
line over which trains are operated by time-table, train
orders, an automatic vook-signal system, and an automatic
train~etop system of the intermittent inductive type.

The mocldent occurred on the main track, at a point 231
feet gsouth of the north switch of the passing track at
Guernsey. Approaching the passing track from the north,
the track is tangent for more than 3% miles, this tangent
also extending for a considerable distance beyond. The
grade ig level for a distance of 3,100 feet, t¢ within
150 feet of the north switch, apd {hen 1t is 0.36 per cent

agoending for southpound trains for a distance of 1,100
feet.

The passing track at Guernsey is 1,800 feet in
length end parallels the malin track on the west. ° The
switohstand of the north switch is located om the sugine~
man's gide of a pouthbound engine, the eswlitch lamp being
about 8 feet above the ties; a green indicemtion ig dige
played by the lamp when the switch is lined for the main
track, as was the case in thie instance. Southbound
auvtomatic block signals B-93.7 and B-923.7, the signels
invelved, are of the three-position, upper~quadrant type
and ate located 11 feet and 5,850 feet, respectively north
0of the north switch of the paseling track;night indications
are red, yellow, and green, for stop, caution, and proceed
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respectively. The train-stop inductors for these signals
are located in the center of the track and directly
opposite the signals.

Under the heading AUTOMATIC TRAIN STOP ocontained
in time table No. 80, effective July 87, 1930, Rules for
Enginemen, it is required that:

When passing a block signal in either
the approach position or the stop position,
engineman 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.

3 ok o

Engineman must not forestall until after
slgnal indication has been observed and has been
obeyed according to the block signal rules.

LEX

The automatic train stop device must he
working properly snd sealed when leaving =z
terminal.

e e ol

Before leaving the roundhouse, the engine-
man must inspect the system to see that 1t 18 in
gervice and cut—out cock properly sealed. ***

When leaving the roundhouse, engilneman
muist operate his engine over the test inductor
located near the roundhouse to determine 1f
engine will pases a clear induckor; to determine
if an engine will receive an automatic brake
application at a stop inductor and to determine
if his engine will pase 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 n.m.

Depcription

Northhound passenger train No. 36 consisted of
three baggage care, one coach, and four Pullman sleeping
cnrs, hauled by engine 443, and was in charge of Conductor
McCullough and Engineman Miller. A4 Delphi, the last open
office, 17.3 miles south of Guernsey, the crew received,
among others, a copy of train order No. 2307, Form 19, re-
quiring their train to wait at Guernsey until 4.12 a.m.
for train No. 91. Train No. 36 left Delph:r at 3.17 a.m.,
according to the train sheet, two minutes late, and on
arrival at Guernsey was brought to a stop on the maln
track, oclear of the north switch, at about 4.08 a.m., and
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after standing at this .cin. about foor winutes 1% was
gtruck by train No. 91,

Soutubornd sccosd-clase frei. bt tiailn Jo. 2L con-
sisted of 30 loaded end 10 empis cars, 1,417 tons, wauled
b  englnes 252 and <..0, a.d was 1n clarge of Conduvctor
McConallay and Enginemen “larlo end Orith. L1t llonca, 5.4
miles north of Guerasey, tie crov received cooy of train
order No. 207, Form 1%, previonsly referred to, tozetier
V1Gta a clearance card. ITalsa To. 91 left l'oncn et 5.05 o .mu.,
according vo tne trawp s.2et, L lou. and 26 minuntes late,
passed sifnel 3-92.7, wihilcl. wao disyleying & cautiom 1ndica-
tion, rassed signal B-S3A.7, . .1cu was displaying =z stou in-
dication, passed the ncril sviich of the Dassing track, and
collided vith trein Jlo. 3o v.ile travelaing al o speed esti-
mated to have besen be.een 20 a.d 25 miles per hour. The
evidence dcoces not shov a..el.2r or nol tie engineman okerated
tlie Torestalling swicch vler _c.scgin. cver t.e inducecl
located at siamel S3-92.%

Tie force of i1le lapaclt drove train No. 36 hackuard
a distance of 140 Teet, Jboe tro traius coming .0 IeStT V1TR
the front ends ol tueir &._ 1788 separcied oy a distance of
41 Fect. Inaine 232, tac lcad ensine of lrain Ilo YL, vTas
only vertly deralled ut was Jadly damagced. Ingine <40,
ti.e second engine, V.S no. del 1led or darmsged to any ex-
tent, neither *ere an: ol %.e cais 1a the Trer nt ircin.
Engine 442, of trai i¢ Jas alsu partly derailed and
badlv damaced, wnile 1t CGT +JuBS SONSW. a. Gamared
and some ol tie otoss cars 1 Lily dameged. Tie ern.loyees
killed were tae enginema~ ol earire 222, the lead cagine of
the freio © Ttrain, and ihe cooireran ol englie <42, or the
rassencer train. ALl tl.ce lirumea vere 1njarsd.
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Swirary of aTlideace

Train Me. 91 vas made up 1n the ya.d at I[lonon, and
accordins to tuae coadred .r 11 (ousisted of cars tilc.. ndd
crrived frore the nortl i1n trein Ne. 7., togethoer wite 21
cther cars whicl. werce acdded to % & recy ol vie traia by o
rord engine.  sugineaar Jo.lcw and Conducter MeConala)y Lad
arrived at licnoa at 1L2.0% a.ii. on second-clas. srain lLo.
90 vith engine 222, wuile Jizici.acnea Sraitn Lad arrived on
second-class trara Tlo Do * 11, enrine 440, These vware the
erews 1V hich were movi.s Sowi “ard wicih trown Jo. 81 ot the
t1ne of the zccident.

Fireman i 1lbanlis, o. c:pine 258, did not know v ioetucr
a test was made of the o1 oro’ies alter .1s cnglne vas
coupled arerd o1 ensing 4.0 1n e yard at Illoaoon, but ssid
the orakes worked proreill” al e tine they vere uscd Lo
reduce gpeced ra order Lo o or t.c switch and hecd ous of
ithe yord to the wmain wrac<. s tle trein was appioachain
CGuernsey, vhere traia Jo. ob vas ve be met, the firemun
o8 workin,, on o.e left imv cbor, Viol the .ead brakeoman
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holding his electric lantern so that the fireman could see
to do this work. Signal B-92.7 was displaying a caution
1indication and the fireman called 1t to the engineman when
1t was spout 1 mile distant; the head brakemsn called it
back, but the fireman could not remember whether the
engineman called 1t back or not. Fireman Wilbanks then
gave hisg atiention to the i1njector and did not notice when
his engine passed the caution signal or whether the engine-
man operated the forestalling lever of the train astop
device, neither could he recall whether the engineman
wnhietled for the meeting point, or where the train was
when steam was shut off, although he did remember hearing
a road crossing whistle signal. The fireman thought his
train must have passed the distant signal at 1ts maximum
speed, 35 or 40 miles per hour, and later on the engineman
made a service alr brake applaication and the speed was
being reduced; the fireman stopped working on the in~
lector, looked ahead and saw the headlight of the engine
of train No. 36 dirmed, and realizing that a collision
was ilmminent he shouked a warning of danger to the engine-
man, who then applied the air brakes in emergency, Wwhen
about 1,500 or 3,000 feet from train No. 36. Fireman
Wilbanks d1d 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 veen made from the previous
service application; he stated, however, that the air
brakes were taking proper effect, and thought a stop would
have been made in 10 car-lengths additional distance.

It further appeared from the fireman's st~tements that

the engineman had appeared 0 be in normal vhysical con-
dition after arriving at Monon on train 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 functio.ued properly when the engine
Passed over the three test inductors after leaving the
roundhousc.

Head Brakeman Newton, of train No. 91, stated
that a standing test was made of the air prakes before
Leaving the west yard at Monon, s signal being received
from the rear end of the train, which was the only way
they had of knowing that the test was made. On proceeding
from the yard his traan 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
engine 253 and rode on that engine, Approaching signal
B-83.7, 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 1t. The fireman was working on the
left injector and the head brakeman stood in front of the
geat box with his back to the front window, holding his
electric lantern for the fireman. Head Brakeman Newton
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sal1d that after passing eignal B-92.7, the englneman made
two brake-pipe reductions, mlthough he could not state
the exact location of the train when these were made.

The firet was a service reduction, then probably not one
minute elapsed until the alr brakes were applied 1in
emergency, this latter application being after the fireman
had warned the engineman of conditions ahead. Head Brake-
man Newton jumped Just prior to the collision, at which
time he estimated that the gpeed had been reduced 1o
between 20 and 25 miles per hour. Hig train was about
erght car-lengths from train 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
1n sight, however, he said that the switch lamp of the
north switch of the passing track was burning and that
the headlight on his owm engine was also burning. He

did not recall whether the enpine 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. 80 Engineman Marlow made all

etops properly and he did not notice anything in regnard
to the appearance or actions of the engineman to indi-
cate that he was not in normal condition. In his opinion
the accident was caused by misjudgment of speed.

Engineman Suith, of engine 440, stated that in
moving his engine over the train-stop test inductors,
located near the roundhouse, he observed that the train-
stop apparatus and the air brakes functioned properly.
After coupling engine 440 to the train, one car near the
head end was set out on an adjoining track; engine 440
was agaln coupled to the train, after which engine 253
was coupled ahead, the air was coupled throughout the
entire train, and the brake valve on engine 440 was cut
out with thc double~heading cock. The only test made
pf the air brakes before leaving Monon, to his knowledge,
conglsted of releasing the alr brakes on the cars that
had just previously arrived on another train; he was un~
able to say whether any tcst was made by applying or Tre—
leam ng the brakes from lead engine 853 beforc departing.
On departing from the yard, however, the train 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 main track. Engineman Smith wasg
fully aware of the contents @f train order No. 307, 1in
regard to the wait until 4.13 a.m. at Guernsey, and sald
that he wap fairly well familiar with the territory on
this line, although this was his first trip over 1t for
about 81X years. After leaving Monon he looked at the
gauge in the cab of his engine and noticed that the brake—
pipe pressure wag 70 pounds; he worked steam until reach-
ing a point apout one-fourth mile north of signal B-92.7,
at which time the speed of his train was at its maxinmum,
50 miles per hour, where he shut off steanm. Signal B-93.7
was displaying a caution indigation, and while he was de-



-—7—

pending on Engineman Marlow preperly 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~92.7 and B~-93.7; a light service re—
duction was made, between 5 and 10 pounds according to the
gauge 1n his cab, and immediately thereafter, before the
speed was materially reduced, the brakes were applied in
emergency, at which time engine 352 was working steam, al-
though not a heavy throttle. Enginemen Smith then looked
out to see what the trouble was and at that time his train
was 80 cloge 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 main track; he egtimated that his train 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 train No. 38 was extinguished. He then definitely
realized that there was danger ahead and that his ftrain
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 i1mmediately north of the switch. Engine-
man Smith did not make any effort himself to bring the train
to a stop, eaying that he had nc opportunity after Engine-
man Marlow sptarted to make the stop, and he was of the
orinion that the train could have been brought to a stop
without incident had Engineman Marlow started braking soon
enough. Engineman Smith said that in the case of a freight
traln it sometimes was the practice for the train arriving
first at a waiting point to open the switch for the opposing
train, although the approaching train should be under full
control, prepared to stop, unless there was some one at the
switch and the engineman of the approaching train could
plainly see the proper indication displayed by the switch
target and also received a proveed signal from the man at
the switch, in which event the approaching train would head
right in on the siding. When hie train was about 2 or 3
miles north of the switch he saw the headlight of the engine
of train 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 disposeal i1n order to make
Guernsey for train No. 368 by the time shown in the wait
order, and on leavaing Monon he did not think that there was
sufficient time for his train to take the siding at that
pornt and clear the supsrior train not less than five
minutes, as required, although he felt thaet his train could
reach Guernsey and clear before the expiration of the time
shown in the wait order, and he thought this was the reason
why Engineman 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 nafurally
when working with another engineman, "he leaves the respon—
8ibility up to the man in charge." Statementa of Fireman
Houston, of engine 440, developed nothing additional of
importance.
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Conductor McOomahay, of train No. 91, stated that
when engines 440 and 352 coupled to the train at Monon, he
was engaged 1n checking the cars, and as he went toward the
rear of the train he observed the car inspectors walking
alongside the cars and pulling the release rods in order to
gsee whether the alr was going back through the train. On
reaching a point about 10 or 12 car-lengths from the caboose
the train started to move, ana when he entered the caboose he
noted that the brake-pipe pressure on the air gauge registered
70 pounds. Spged was reduced o that the head brakeman oould
open the switch lsading from the yard tothe main track, but
he thought the independent brake was used for this purpose.
His train started to move from the yard at 3.55 a.m., and
when 1t had reached a poirnt about one-fourth mile aouth of
Monon he looked at hig watch and 1t was then 4.08 a.m., and
he felt gatisfied that they could reach Guernsey for train No.
36, although they would not clear them five minutes a8 re-
quired, and he also realized that his train was too long to
get entirely in tae clsar on the siding. After passing signal
B-92.7 he felt the air brakes apply in service, at which time
he estimated the speed to have been between 45 and 50 miles
per hour; the speed of the train was reduced perceptibly and
shortly afterwards the collision occurred, at wvhich 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 McUonahay did not know of any test being made of the
alr brakes on his train before departing from Monon, but said
there was no doubt in his mind but that the brakes were in
good condition and had nothing to do with causing the accident.
He checked the train register when he received the orders, but
d1d 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 1t was not required that he do so. Conductor
McConahay said that his train had run on short time before,
and that in this particular case he had no hesitancy in
making the movement, although he would not have felt safe in
trying 1t with only one engine. In his opinion, the accident
was tge result of Engimeman Marlow not beginning to brake soon
enough.

Flagman Moore, of train No., 81, stated that before leav-
ing Mgpnon he asked the car inspectors whethsr the air brakaes
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 1t to the point of
accldent, The yard engine coupled to the rear of train No,
91, considerable difficulty was experienced in getting the
train started, and 1t 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
train 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 train No. 921 is late 1t is customary to meet train No,
38 at Guernsey, and that it is necessary to saw by. Train

No. 38 never had the swiich open for them at Guernssy, but

did when they met at Pitteburg, located 14.1 miles eouth of
Guernsey.

Conductor McCullough, of train No. 36, stated that
his train came to a stép on the maln track at Guernsey,
clear of the north ewitch of the passing track, at 4.06 a.m.
He wag in the coach, the fourth car, when his train came to
a stop and he looked ahead along the west side of the train,
the passing track side, but saw nothing of train No, 91,
and then went back in the cocach and sat down; after a
minute or so he got up and went out again, at which time he
could hear train No. 21 coming. He went back inside again
and sat down, and felt that hie train was going to be de-
layed longer than the %time specified 1n the walt order,

Then he got up egain, intending to go out, and was standing
with his watch in his hand when the collision ocourred; he
placed this time at 4.13 a.m. Conductor McCullough stated
that the switch lamp was burning. Flagman Bailey saild that
the passenger train came to a stop at Guernsey at 4,05 a.m.,
and he placed the time of the collision at 4.11 a.m, During
the time hie train stood waiting on the main track at
Guernsey he did not go back to flag, saying that he got back
on his train when he saw train No. 91 approaching and was
standing inside the coach when the colllision occurred.

Night Engine Hostler Faucett, on duty at Monon,
stated that on the morning of the gccident he made several
teats of the train-stop apparatus on engine 352, and 1t was
in proper working order, while the air brakes worked proper-
ly when passing over the test inductors, Night Machinisi
B8wisher stated that he inspected engines 253 and 440 and
found nothing that would interfere with their proper oper-
ation. These employees did not, however, observe the air
gauge to sew whal pressure was carried, nor did either of
them test the air-brake equipment, Hostler Faucett saying .
that such tests were made at other terminals.

Car Foreman Napier stated that he had never issued
instructions to give trains departing from Monon the re-
quired terminal air-brake test, saying that as soon as the
engine is coupled to a train, car inspectors observe whether
there is air in the auxiliary reservoire of each car, and
the brakes set, and then they permit the train to depart.
Car Inspectora Hays and Gears stated that they did not make
a terminal test of the air brakea of train No. 91 on the
morning of the accident, but that they did ascertain that
2ir was i1n the auxiliary reservoire of all the care in the
train by pulling the release rods on each car. They 4did not,
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however, observe the alr gauge 1n the caboose to see whether
the required brake-pipe presgsure was carried, nor did they
give the engineman a signal to apply the brakes or make sure
that all the brakes i1n the train were operative.

Master Mechanic English sgtated that he arrived at
the scene of the accident about 3% hours after 1ts occurrence
at which time the cars 1n train No. 91 and engine 440 had
been pulled back tc Monon, He noticed that the brake valwe
on engine 2853 was 1n the emergency position, then ke went to
the roundhouse at Monon and saw that the brake valve on
engine 440 was cut-out for double-heading purposes, All
train-stop apparatus was eirther sealed or padlocked. The
arr-brake equipment on engine 253, of the freight train, and
engine 443, of the passsnger irain, was damaged to such an
extent that 1t was quesvicnaole whether i1t could be tested.
Master Mechanlc English further stated that at Monon car
inspectors are avallable for making terminal tests, but the
practice has been that the car inspectore look over the
train i1n order to know that angle cocks are in proper posi-
tion and that brake-pipe pressure extends to the rear of the
train; this practice 1s in line with verbal instructions,
This terminal 1s not considered as an i1nitial or originating
terminal and outbound trains consist usually of cuts of
cars aesembled from several directions which have already
been given teste at originating terminals. Monon 1s not
equlpped with air on tne repair track, nor is there any yard
plant, and periodical air cleaning 1s not attempted, this
periodical cleaning and malntenance 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 ocut, except cars loaded
with perishable freight or live stock and these only when
placed to the rear of all brakes operated by engineman,

Air Brake Supervisor Gaugh stated that the air brakes
on engines 3852 and 440 had been tested and were known to be
in good condition about four or five hours prior to the
accident, while the automatic train-stop equipment also was
teated during that period, enpgine 352 being tested at Belt
Junction and engine 440 at Lafayette shops, and found to be
1n proper working order. Instructions are that at points
where cars are picked up or set out, ensginemen and trainmen
will teet the air brakes by making an application and re-
lease test. Instructions ars given to car inspectors, also
train and engine crews, how to make the prescribed terminal
test according to the A.R.A, rules, but he said that he
knew that such terminal teste were not being made at Monon,
which was not considered as an origlnating point, and
therefore required only the making of the application and
release test, Crews ars supposed to know before departing
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from a terminal that all brakes are operative, yet Mr., Gaugh
sal1d 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 Rallway Association.

Conclusgicni

This accident was caused primarily by the failure
of Engineman Marlow, of Train No. 91, properly to obey
gignal indications.

An order had been 1ssued requiring train Ko, 36 %o
wart at Guernsey until 4.18 a.m, for train No. 91, and the
evidence indicates that train Fo. 91 left Monon without
sufficient time to make the movement and regardless of the
further fact that Conductor McConahay knew his train was too
long %0 get entirely into clear on the passing track at
Guernsey. The mpeed of train No. 91 was increased en Toute
until 1t reached 50 miles per hour, as estimated by the
engineman of the second engine and also by the conducior,
and apparently the train wasg et1ll moving at about this rate
of speed when automatic signal B-92.7 was passed, This
slgnal was displaying a caution indication and 1ts indica-
tion was observed and called by the fireman and head brake-
man of the first engine and by the engineman of the second
engine. In the time-table instructions of this railroad
there 18 a provision relating to the automatic train-stop,
quoted in 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 1% 1s provided that when a
caution indication ig receirved, the train should "prepare to
stop at next signal." These ingtructions were not obeyed
by Engineman Marlow, for the evidence 1s clear that he failed
to take any action toward bringing his train under control
until comparatively close to signal B-83.7, which was dis-
playing a stop i1ndication; 1in fact, 1t appears that 1t was
not until after the fireman had called a warning to him that
he applied the air brakes in emergency, tco late to avert
the accident. No adequate test of the air brakes on this
train had been made at Monon, but they appeared to have
operated properly when used, both at Monon and when approach-
1ng Guernsey, and in view of the further fact that the en-
gineman seemed to be conscious and aware of his location, 1t
would appear that the only reasonable explanation for his
failure 1s the fact that he misjudged either the speed of
his train or the braking distance available for stopping
before reaching the passing-track switch.



~12-

Engineman 8mith, in charge of the second engine
on train No, 91, had observed the caution signal indication
before his train reached 1t and had shut off steam, It 1s
apparent, however, that he was not paying close attentlon.to
the operation of his train, as he apparently did not realige
the danger until after Engineman Marlow had applied the
brakes in emergency. Engineman Smith was aware that his
train had passed the caution signal indication at a speed of
approximately 50 miles per hour, knew that 1t was running on
short time, and when some distance away had seen the head-
light of the engine of train No. 36 standing at the meeting
point. Under these circumstances he should have bheen pre-
pared to take control of the train in time to avoid an
accident.

Under the rules 1t 18 required that at meeting
pointe between traing of different classes the inferior
train must take the siding aad clear the superior train not
less than five minutes. Enginemen Marlow and Smith and
Conductor licConahay knew before leaving Monon that their
train could not reach the waiting point without encroaching
upon the five minutes clearance time, Running on short time
did not cause this accident, but 1t may have been a factor
1n causing Engineman Marlow to delay action toward bringing
his train under control, and there 1s no doubt that 1t was
the principal factor so far ae the high rate of speed was
concerned, and the employees in charge of this train are
ocpen to censure for attempting to make such a movement.

This 18 particularly true in view of the conductor's state-
ment that he could not have gotten imto clear, but would have
had to send out a flagman and saw by the passenger train.

No terminal test was made of the air brakes on .
train No. 91 prior to 1ts departure from Monon, and 1t de-
veloped that no such test was required by the current in-
structions 1n effect at this point. The practice 1s to make
sure that the air i1s 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 1s
not considered as an initial terminal and outbound trains
usually consist of cars assembled from various directions
which have previously been given teets at initial terminals,
The result of this practice was that the crew of train No.

91 had no knowled%e concerning the condition of the brakes

in their train. his 18 not a safe condition and steps
should be taken which will result in crews being 1n posses-
sion of definite and accurate information as to the condition
of the brakes in their trains before departing from terminals
where traing are made up.

In the book of rules of this railway there 18 a
provis¥on similar to that contained in the standard coda,
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 headlaight on the engine of train Ho, 36
was burning when 1t arrived at Guernsey, and the engineman

of the second engine of train No, 91 sald he paw 1t when his
train was 2 or 3 miles distant; there 18 a conflict in the
testimony, however, as to whether this headlight subsequently
was dimmed in accordance with the rule or extinguished en-
tirely. In either event, however, this had no bearing on
the failure of Engineman Marlow to obey signal lndications,

As a result of the investigation 1t was developed
that the flagman of passenger train No, 36 did not go back
to flag during the time that his trsin stood waiting on the
main track at Guernsey, also that when Engineman Smith ar-
rived in Monon on train No. 56 on the First Sub~divisioh, he
was on the lead engine, but that the air brakes were being
operated from the second engine. This condition arose at
Reynolds, 7.4 miles from Monon; his engine had been the
second engine, but in switching out a car at Reynolds his
engine became the lead engine, but the hoese between the twe
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 of officials
toward seeing that rules are strictly enforced and obsyed,
and that unsafe practicer are sliminated.

Attention 1s further called to the fact that the
accident here under investigation adds one more example to
the list of those occurring in territory protected by sonme
form of automatic train-control device in which enginemen
have failed properly to control the speed of their trains,
resulting in an accident. This subject, and 1ts connecsion
with the general question of the necessity of starting to
control the speed of a train at the caution signal location,
18 discussed at some length in the report covering ths in-
vestigation of an accident which occurred at Camp Douglas,
Wis., on February 28, 1931, our investigation No. 1684. 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 this provision 1s that the block signal
rules do not require the taking of any affirmative action
at_the caution indication toward bringing the train under
control, .the requirement being merely to "Brepare 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 train-stop devices,
and 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 egtandard
code of block signal rules, as revised in January,
1928, the approach indication of a block signal as
shown 1n 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 adepted zTules i1n conformity with this provision
of the standard code. This principle 15 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 tlhen,
were installed by the carriers pursuant to orders of
this Commission. By the order of June 13, 1933, pre-
scribing specifications and requirements for gutomatic
train stop devices, 1t was required that the device
bring the train to a stop, after which the engineman
could restore the apparatus to normal condition and
the train 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
engineman could forestall an automatic application of
the air brakes and then control his train in the
usual manner in accordance with hand signals or under
limits fixed by train order or prescribed by the
operating rules of the company., The use of a fores
stalling device 18 not required, and the statement
was made in the concurring opinion i1n the proceag%ing
upon which the order of July 18, 1924, was based,
that "If experience shows that the permissive feature
does not fulfill 1ts purpose, we can at any time
require 1ts elimination."

On some railrocads the ruless provide that an
engineman shall not forestall an automatic brake
application until a restrictive signal has been ob-
served and 1s being obeyed., This provision, together
with the interpretation of approach and caution in-
dications referred to in the foregoing, evidences a
proper appreclation of the safety questions involved
and should be incorporated in the rules of all rail-
roads using devices of this character.

The current book of rules on the Monon became ef-
fective February 1, 1938, more than a year after the last
revision of the standard code of the American Railway
Association; however, the rule relating to the approach
s1§na1 indication was not changed to conform to the standard
code.
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A1l of the employees involved were experienced
men, and at the time of the accident none of them had been
on duty in violalion of any of the provieions of the hours
of service law,.

Respectfully submitted,
W. P. Borland,

Director.



