
I N T E R S T A T E C O M M E R C E C O M M I S S I O N 

REPORT OF THE DIRECTOR OF THE BUREAU OF SAFETY IN RE 
INVESTIGATION OF AN ACCIDENT W H I C H OCCURRED AT THE IN
TERSECTION OF THE TRACKS OF THE CHICAGO, MILWAUKEE, ST, 
PAUL & PACIFIC RAILROAD A N D THE CHICAGO, ST PAUL, MINNE
APOLIS & O M A H A RAILWAY AT CAMP DOUGLAS, WIS, O N 
FEBRUARY 28, 1931 

A F I H L 3, 1931 
TO T H E COMMISSION 

O N FEBIUARY 28, 1931, THEIE WAS A SIDE COLLISION BETWEEN A PAS-
SENGEI TRAM OF THE CHICAGO, MILWAUKEE, ST PAUL & PACIFIC RAILROAD 
AND A PASSENGER TRAM OF THE CHICAGO, ST PAUL, MINNEAPOLIS & 
O M A H A RAILWAY AT THE INTERSECTION OF THE TIACKS OF THE TWO RAIL-
LOADS AT C A M P DOUGLAS, WIS, WHICH LESULTED IN THE DEATH OF 1 
EMPLOYEE AND THE INJURY OF 17 PASSENGERS, 2 EMPLOYEES, G MAIL CLEIKS, 
AND 1 PULLMAN EMPLOYEE THE INVESTIGATION OF THIS ACCIDENT WAS 
MADE IN CONJUNCTION WITH REPRESENTATIVES OF THE RAILIOAD COMMIS
SION OF WISCONSIN 

LOCATION AND METHOD 01 OPERATION 

THE ACCIDENT OCCURRED AT THE INTEISECTION OF THE TIACKS OF THE LA 
CIOSSE AND POITAGE SUBDIVISION OF THE LA CIOSSE-RIVER DIVISION OF 
THE CHICAGO, MILWAUKEE, ST PAUL & PACIFIC RAILROAD, AND THE W Y E -
VILLE SUBDIVISION OF THE EASTERN DIVISION OF THE CHICAGO, ST PAUL, 
MINNEAPOLIS & O M A H A RAILWAY THE LA CIOSSE AND POITAGE SUB
DIVISION EXTENDS BETWEEN LA CROSSE AND PORTAGE, W I S , A DISTANCE OF 
102 9 MILES, AND IN THE VICINITY OF THE POINT OF ACCIDENT IS A DOUBLE-
TIAEK LINE OVEI WHICH TIAMS ARE OPERATED BY TIME-TABLE, TRAIN OIDERS, 
AN AUTOMATIC BLOCK-SIGNAL SYSTEM, AND AN AUTOMATIC TIAIN-STOP AND 
CAB-SIGNAL SYSTEM OF THE CONTINUOUS INDUCTIVE TYPE TIAIN MOVE
MENTS ON THO CHICAGO, ST PAUL, MINNEAPOLIS & O M A H A RAILWAY, 
WHICH IS A SINGLE-TIACK LINE, AIE GOVERNED BY TIME-TABLE, TRAIN OIDEIS, 
AND AN AUTOMATIC BLOCK-SIGNAL SYSTEM THE MOVEMENTS OF THE TRAMS 
OF BOTH LAILROADS OVER THE CIOSSMG AIE CONTROLLED BY MEANS OF AN 
ELECTNC INTEI LOCKING PLANT THE CIOSSMG IS LOCATED AT A POINT ABOUT 
110 FEET WEST OF THE STATION, WHICH IS SITUATED IN THE ANGLE BETWEEN 
THE TRACKS OF THE TWO RAIHOADS, THESE TRACKS MTCISECT AT AN ANGLE 
OF 27° 56' 

APPROACHING FROM THE WEST ON THE CHICAGO, MILWAUKEE, ST PAUL 
& PACIFIC, THE TRACK IS TANGENT FOI A DISTANCE OF 4,103 FEET, FOLLOWED 
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by a 2° cuive to the light 740 feet m length, and then 971 feet ot 
tangent tiack to the cio&sing The giade is slightly descending, 
the maximum being 0 44 pei cent toi a distance of approximately 
800 feet west of the ciossinp 

Tiains approaching the ciossing on the Chicago, Milwaukee, St 
Paul & Pacific eastbound mam tiack aie governed by interlocking 
distant signal 141-8, a 1-aim signal which is also used as an auto
matic block signal and is located 4,956 feet west of home signal 3-11, 
which is a 2-ann signal and is located 721 feet west ot the crossing 
Except for the bottom aim of signal 3-It, which is fixed, these signals 
are of the 3-position, uppei-quadiant type, displaying white, green, 
and led indications, foi pioceed, caution, and stop, respectively 
The view of distant signal 141-8 is unobstiucted foi a distance of 
more than 1 mile, while a view of home signal =1—11, from the engine-
man's side of an appi oaching ti am, can not be obtained until a point 
900 feet west of the signal is reached, due to the mteiveiling curve 
and also a pole line located on the south side of the tiacks 

A split-point dei ail opeiated in conjunction with the signals is 
located in the south lail of the Chicago, Milwaukee, St Paul & 
Pacific eastbound tiack between the home signal and the ciossmg 
the point of Lhe deiail being 546 feet west of the ciossmg 

The weather ius cloudy at the time ot the accident, which occur-
led about 3 47 a m 

D E S C R I P T I O N 

Westbound Chicago, St Paul, Minneapolis & Omaha passenger 
tiam No 515 consisted of 3 expiess cais, 2 mails cai% 2 deadhead 
sleeping cais, 1 combination baggage car and coach, 5 sleeping cais, 
and 1 lounge cai, in the oidei named, hauled by engine 601, and 
was m charge of Conductoi Dilzei and Engineman Coleman The 
first car was of wooden constiuction with a steel undeifiame and 
the lemaming cais wTeic of all-steel constiuction Tins nam anived 
at Camp Douglas at 3 43 a m , accoiding to the tram sheet, three 
minutes ahead of its scheduled departing time, and was standing 
with the tendei of the engine on the crossing when it was stiuck 
by Chicago, Milwaukee, SL Paul & Pacific tiam No 16 

Eastbound Chicago, Milwaukee St Paul & Pacific passengei tiam 
No 16 consisted of 2 mail cais, 1 expiess cai, 1 baggage cai, 1 coach, 
1 tourist sleeping cai, 1 dining cai, 5 sleeping cars, and 1 observa
tion cai, in the oidei named, hauled by engine 6409, and was in 
chaige of Conductoi Guggs and Engmeman Tayloi Al l of the 
cais weie of steel constiuction with the exception of the second car, 
which had a steel undei frame This tram depaited fiom La Crosse 
at, 2 30 a m , on time, passed Toinah, the last open office, 12 8 miles 
wrest of Camp Douglas, at 3 36 a m , aecoidmg to the t m n sheet, 16 
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minutes late, passed distant signal 141-8 displaying a caution indi
cation passed home signal 3-R displaying a stop indication, passed 
over the open deiail, and collided with tram No 515 while traveling 
at ,i speed estimated to have been fioin 30 to 40 miles pei houi 
Chicago, Milwaukee, St Paul & Pacific engine 6409 collided with 

the left sides of the tendei and the first cai of Chicago, St Paul, 
Minneapolis & Omaha tiam No 515, passed ovei the ciossing, and 
came to lest deiailed and leaning to the light at an angle of 45p 
neai the west end of the station, m a badly damaged condition, 
(he tendei was also derailed but lemamcd upnglit behind the engine 
The first car of train No 16 stopped in an upnght position m lme 
with the Chicago, St Paul, Minneapolis & Omaha tiack and on top 
of the first cai of tiain No 515 The second cai of the Chicago, 
Milwaukee, St Paul & Pacific tiain stopped on the ciossing, de
iailed and badly damaged, the fiont truck of the thud cai and 
one pan of wheels of the reai tiuck of the fifth cai v\ere also de
iailed, while the lemaming equipment m this tiam was not 
deiailed or damaged Chicago, St Paul, Minneapolis & Omaha 
engine 601 was partly deiailed and consideiably damaged, and the 
tendei and the fiist cai of that tiam weie detailed and badly dam
aged The employee killed was the fiieman of Chicago, Milwaukee, 
St Paul & Pacific tiam No 16, and the employees mmied weie 
the conductoi and engineman of that tiam, the injuied mail clerks, 
the Pullman employee and the passengeis mjined weie also on 
Chicago, Milwaukee, St Paul & Pacific tram No 16 

S U M M A R Y OF EVIDENCE 

Engmeman Tayloi, of Chicago, Milwaukee, St Paul & Pacific 
tiam. No 16, stated that appioachmg distant signal 141-8 he could 
see the indication f oi a distance of 1 oi iy2 miles, it was displaying 
a caution indication ancl when about one-half mile fiom the signal 
he shut off steam and made a 12-pound brake-pipe Ieduction, and as 
lie passed the signal a gieen light oi caution indication was dis
played by the cab signal, accompanied by the cab whistle indicator 
He operated the acknowledging level of the automatic tram-stop 
device, and as soon as the cab whistle ceased sounding, this whistle 
continuing foi seven seconds, he made a second biake-pipe reduction 
ot 10 or 12 pounds Due to smoke fiom his engine drifting back 
along the right side of the cab, he was unable to asceitam his loca
tion or deteimme whethei oi not the speed of his tiain had been 
materially reduced, and aftei passing the distant signal he did not 
determine his location again until he was passing the stockyards, 
which are located approximately 1,700 feet west of the crossing, he at 
once applied the air biakes in emergency and told his fiieman that he 
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HIADITI 4—OMALIN MGINE WITH MILNIUKEE TRAIN ON HRLIT 
WHICH WAS OF THE 4-6—1 TYPE, WITH 79-INCH DRIVEIS IN THIS CONNEC
TION HE MADE THE FURTHEI STATEMENT THAT WHEN THE WIND WAS FROM 
THE LIGHT DIRECTION THE SMOKE FIOM THESE ENGINES, WHEN STEAM WAS 
SHUT oil, WOULD PI EVENT AN ENGINEMAN FROM SEEING ANYTHING EN
GMEMAN TAYLOI WAS UNABLE TO ESTIMATE THE SPEED OF HIS TRAM AT THE 
TIME HE MADE THE FHST BIAKE-PIPE iEDUCTION WTEST OF THE DISTANT SIGNAL, 
NOI WAS HE ABLE TO ESTIMATE THE SPEED WHEN HE MADE THE SECOND REDUC
TION, BECAUSE OF THE FACT THAT HE COULD NOT SEE ANYTHING ON ACCOUNT OF 
THE SMOKE DI IF TING DOWN ON HIS SIDE OF THE ENGINE, AND WHILE HE SAID 
THAT HE COULD NOT GIVE ANY IDEA OF HOW FAST HIS TRAIN WIS TRAVELING 

WOULD BE UNABLE TO STOP THE TIAM BEFOIC 1 CACHING THE DEIAIL H E 
STATED THAT HE DID NOT LELEASE THE AN BIAKES AT ANY TIME AFTEI HE 
MADE THE FIIST LEDUCTION SOME DISTANCE WEST OF THE,DISTANT SIGNAL, AND 
HE DID NOT THINK THE BRAKES HELD PIOPEILY WHEN HE APPLIED THEM IN 
EMEIGONCY E N G M E M A N TAYLOI STATED, HOWEVEI, THAT AN AN-BRAKE 
TEST HAD BEEN MADE AT LA CIOSSE, A 1 MINING TEST WAS MADE AFTEI 
DEPARTURE FIOM THAT POINT, AND A STOP WAS MADE AT SPAITA, 29 2 MILES 
WEST OF C A M P DOUGLAS, AND EACH TIME THE BIAKES FUNCTIONED AS 
INTENDED ENGINEMAN TAYLOI WAS THOIOUGHLY FAIMHAI WITH THIS 
TEMTORY AS WELL AS WITH THE TYPE OF ENGINE INVOLVED IN THE ACCIDENT, 
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when he applied the biakes m enieigency, at 01 aftei passing the 
' tockyards, he thought the speed must have been 30 01 35 miles at that 
Lime It is to be noted m this connection that Engineman Tayloi'& 
statments indicated he was much concerned about making the time on 
tiam No 16, foi at one point when questioned as to whether he was 
making noimal speed at the time of applying the biakes, he lephed 
that this was his fiist trip on this tiam and that he was losing time 
all the way, at anothei point he said he lemaiked to the fireman, at 
the time of making the hist Ieduction west of the distant signal, that 
"Here is wheie we aic going to get hung up again foi five or six 
minutes ", and at anothei point, when asked if he used the brakes at 
the time of passing thiough Toniah so as to facilitate the dispatching 
of the mail, he leplied that he just let the tiam drift, that he was 
losing time, and that an engmeman could not be Ieducing speed heie 
and there and make the time of tiam No 16 
Conductoi Guggs, of Chicago, Milwaukee, St Paul & Pacific 

tiam No 16, stated that he was udmg in the front end of the fifth 
cai, at a point moie than 1 mile fiom Camp Douglas he noticed 
an application of the air biakes, -which weie held applied foi 
bcveial seconds and then weie leleased He knew when he passed the 
distant signal and then a heavy application of the biakes was made, 
it appealed to him that the biakes weie only paitly leleased aftei 
this second application, followed almost immediately by a very 
heavy application, and at that time the tiam had passed the home 
signal He estimated the speed of the tiain to have been 65 miles 
pei hour when the fiist application was made, that it had been 
l educed to 45 oi "50 miles pei houi when the final application was 
made, and that it was about 40 miles per houi at the time of the 
accident Conductoi Griggs stated that the biakes had been prop
erly tested, and functioned satisfactonly en loute He further 
stated that when he talked with Engmeman Tayloi at La Crosse the 
engineman appealed to be m noimal physical condition Conductoi 
Griggs felt that the engmeman was consideiably concerned about 
making the time on tiam No 16, howcvei, and cautioned him to 
I educe speed at Tom ah to facilitate the dispatching of the mail, and 
also called his attention to the fact that the Omaha tiain always held , 
them at the ciossing at Camp Douglas about six oi set en minutes 
Engmeman Tayloi, howevei denied that anything along this line was 
said to him by the conductoi 
Head Biakeman Baitlett of Chicago, Milwaukee, St Paul & 

Pacific tram No 16, who was also udmg m the fifth car, stated that 
he felt an application of the an biakes bcfoie leaching distant 
signal 141-8, followed by two othei applications, but he was unable 
to make any definite statements concerning these applications— 
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whethei 01 not the brakes had been leleased at any time, 01 at what 
points the brakes had been applied He estimated the speed of the 
train to have been 30 01 35 miles per hour at the time of the accident 
The statements of Eeai Brakeman McQueeney and Baggageman 
Waterman biought out no additional information of mipoitance, 
except that the re sir brakeman felt only the fiist application of the 
brakes, west of the distant signal, and the baggageman noticed two 
applications but did not know just when they weie made 
The members of the ciew of Chicago, St Paul, Minneapolis & 

Omaha tram No 515 weie not able to give any information of 
impoitance relative to the occuirence of this accident 
Operator Gilmoie, on duty at Camp Douglas, stated that the 

interlocking plant was lined lor the Chicago, St Paul, Minneapolis 
& Omaha tiam at 3 40 a m , the tram airivmg at 3 43 a m , and 
that it was 3 45 a m w hen Chicago, Milwaukee, St Paul & Pacific 
tiam No 16 came upon the anmmciatoi cncuit on that road Shortly 
afterwards the home signal mdicatoi diopped and he then realized 
that tram No 16 was passing the home signal and stalled for the 
door, but by the time he reached it the accident had occmred 
Cai Foreman Moian stated that he made an inspection of the 

equipment of train No 16 about one houi aftei the occuirence of 
the accident and found that the biakes were set on all the cars with 
the exception of the hist and second cais, which weie so badly dam
aged that he was unable to inspect them There was no excessive 
piston tiavel on any of these cais The eight leai cais weie latei 
assembled in a tiam on the Chicago, St Paul, Minneapolis & Omaha 
piopaiatory to detommg and an aii-biake test was made befoie 
their departure from Camp Douglas, all of the brakes weie found 
to be opeiatmg pioperly and theie was no excessive piston tiavel 
Cai Foieman Moian also stated that he found a-bioken truck ped
estal and a brass, between the deiail anA the crossing, and it was 
his opinion that it was cai wheels, and not the engine-truck wheels, 
that made the marks which weie found on the track alongside the 
lails, east of the derail 
Tiavelmg Engmeei Little, who ai rived at the scene of the acci

dent shortly after its occuriencc, stated that he inspected engine 
6409 and found the thiottle closed, the reveise lever in the full 
foiwaid gear, the automatic brake valve m the emergency posi
tion, and the lever of the acknowledging valve in the acknowledg
ing position He also inspected the leai nine cais in company with 
Cai Foieman Moian, and found that the brakes wrere set on these 
cais Mr Little further stated that instructions to the engmemen 
weie that they should foiestall an automatic application of the 
biakes, and it was his opinion that in this particular case, if the 
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tram approached the distant signal at a speed of 60 miles per houi 
it would be necessary to stait bi along immediately after acknowl
edging the signal indication, to this extent Engineman Taylor fol
lowed instructions I t also appeared fiom his statements that there 
had been considerable tiouble on engines of this type, due to smoke 
obscuung the view of engmemcn, it had been leported to his supenoi 
officeis and had been bi ought uj) at several meetings The engines 
weie long, and the blower was not adequate to take care of the 
smoke, and the result was that the}' inci eased the ounces in the 
blowei so it would take care of the smoke 

Roadmastei McMahon stated that he arrived at Camp Douglas 
about thiee houis aitei the occurience of the accident and on inspect
ing the tiack and deiail, he found the derail open and the 22-foot 
point still connected The deiail was not bioken, but the heel-joint 
casting and bolts weie bioken, and the main tiack lail at the heel 
]omt also was bioken at a point about 14 inches from its receiving 
end and its end badly battered The heel of the split-point derail 
was displaced to the noith 4 oi 5 inches, leaving the receiving end 
of the main track rail at gage, which peimitted all the wheels except 
the engine-tiuck wheels to be lerailed at that point, and it was his 
opinion that the flange marks found on the ties and tie-plates on the 
south side of each mam rail between the derail and the crossing, 
beginning 15 feet east of the point of deiail, weie caused by the wheels 
of the engme ti uck 

Seven of the cais in tiain No 16 weie equipped with UC brake 
equipment and six with L N equipment Geneial Air Brake Super
visor Elder stated that m Ins opinion an emeigency application 
following a heavy service application might oi might not have been 
effective on the cais having L N equipment, but that full emergency 
effect was obtained on all the cars having UC equipment Mr Eldei 
also stated that a test had been made of the tiam-stop device and they 
found it would stop a tiam m a little less than 3,000 feet fiom a speed 
of 60 miles per houi, on a slightly descending giade 

Signal Maintamei Stowell, located at Camp Douglas, stated that 
veiy soon aftei the oecunencc of the accident he inspected the inter
locking plant, including signals and deiail, and found it to be operat
ing perfectly 

CONCIJOSIONS 

This accident was caused by the failuie of Engmeman Taylor, of 
Chicago, Milwaukee, St Paul & Pacific tiain No 16, piopeily to 
contiol his tram m accordance with the niles and signal indications 
when approaching a ciossing upon which a tram of the other line 
was standing 
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O N BOTH OF THE LINES, WHICH CROSS AT C A M P DOUGLAS, MOVEMENTS OF 

TIAINS ARE GOVERNED BY AUTOMATIC BLOCK SIGNALS, THE CROSSING ITSELF 
IS PROTECTED BY A M O D E M ELECTRIC INTERLOCKING PLANT, AND ON THE 
CHICAGO, MILWAUKEE, ST PAUL & PACIFIC RAILROAD IN THIS TEIRITOIY 
AN AUTOMATIC TRAM-STOP AND CAB-SIGNAL SYSTEM IS M SERVICE ALL 
OF THESE APPLIANCES WERE M PROPER OPERATING CONDITION ACCORDING 
TO ENGINEMAN TAYLOR'S STATEMENT, ALL THE SIGNALS WERE AGAINST HIM 
H E RECEIVED AN APPIOACH INDICATION AT SIGNAL 141-8, WHICH UNDER 
THE RULES REQUIRED HIM TO " APPROACH NEXT SIGNAL PREPARED TO STOP 
WHEN INS ENGINE PASSED THAT SIGNAL, A CAUTION INDICATION OF THE CAB 
SIGNAL WAS DISPLAYED, WHICH LEQUNED HIM TO "PIOCEED WITH CAUTION— 
PIEPARED TO STOP AT NEXT SIGNAL," AND HE RECEIVED A STOP INDICATION AT 
SIGNAL 3-R ENGINEMAN TAYLOR STATED THAT HE SHUT OFF STEAM AND 
MADE A BIAKE-PIPE REDUCTION OF ABOUT 12 POUNDS WHEN APPROXIMATELY 
HALF A MILE WEST OF THE DISTANT SIGNAL, THAT HE MADE A SECOND REDUC
TION AFTEI OPEIATMG THE ACKNOWLEDGING VALVE OF THE AUTOMATIC TRAIN-
STOP DEVICE AT THE DISTANT SIGNAL SO AS TO PREVENT ITS OPERATION TO 
CAUSE AN AUTOMATIC APPLICATION OF THE BRAKES, AND THAT HIS VIEW 
WAS SO OBSCUIED BY SMOKE FIOM HIS OWN ENGINE THAT HE WAS UNABLE 
TO CLETEIMME WHETHEI THE SPEED OF HIS TRAM WAS BEING PROPERLY 
IEDUCED OR TO BE CERTAIN AT ALL TIMES OF HIS EXACT LOCATION W H E N HE 
LECOGMZED A LANDMARK, HOWEVER, IIÊ  REALIZED THAT HE WAS APPIOAEH-
M G THE DERAIL AND CROSSING AT EXCESSIVE SPEED, AND HE MADE AN 
EMEIGENCY APPLICATION OF THE BRAKES, BUT RT WAS THEN TOO LATE TO 
AVOID OVEIIUNNING THE STOP SIGNAL AND DERAIL, AND TO AVOID STRIKING 
THE TRAM ON THE CROSSING E N G M E M A N TAYLOR SAID HE THOUGHT THE 
BIAKES DID NOT HOLD PROPERLY, HOWEVER, TESTS AND OPERATION BOTH 
PRIOI TO AND AFTER THE ACCIDENT ESTABLISHED THE FACT THAT THE BRAKE 
EQUIPMENT ON THIS TIAM WAS IN GOOD OPERATING CONDITION IN VIEW 
OF THE ESTIMATED SPEED OF THIS TRAM AT THE TIME OF THE COLLISION, AND 
THO DAMAGE AND DESTRUCTION LESULTMG THEIEFIOM, IT IS CLEARLY APPAR
ENT THAT ENGINEMAN TAYLOR VERY GREATLY UNDERESTIMATED THE SPEED 
AT WHICH HIS TRAIN WAS APPROACHING THIS CROSSING HIS STATEMENT 
INDICATES, HOWEVEI, THAT HIS MIND WAS INTENT UPON MAKING SCHEDULE 
TIME AND THAT HE FELT CONSIDERABLE CONCERN BECAUSE THIS WAS HIS FIRST 
TUP ON THAT TRAIN AND HE WAS IMINING LATE AND LOSING TIME THEIE 
IS SOME DISCIEPAIWRYM THE EVIDENCE AS TO THE MANNER OF BRAKE OPERA
TION WHEN APPIOACHMG THE POINT OF ACCIDENT, BUT THE TESTIMONY OF 
ALL WITNESSES WAS THAT THE BRAKES WERE APPLIED BEFOIE REACHMG THE 
DISTANT SIGNAL AND THAT A SECOND REDUCTION WAS MADE IMMEDIATELY 
AFTEI ACKNOWLEDGING AT THE DISTANT SIGNAL THE EVIDENCE SHOWS THAT 
E N G M E M A N TAYLOI SAW AND CONECTLY MIDEI STOOD THE RESTUCTIVE SIG
NAL INDICATIONS, AND THAT THE BIAKES ON HIS TRAM WERE M GOOD OPERA
TIVE CONDITION, THE RESULTS OF THE ACCIDENT CLEAILY SHOW THAT HE AP-
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proached the point of accident at a rate of speed matenally m 
excess of the requnements of safety The deiail at this point was 
damaged, apparently dnc to the sevcic strain resulting from the high 
rate of speed when tiam No 16 passed ovei it, and. failed to accom
plish its intended function 
In opeiating the acknowledging device at the distant signal1 and 

thereby forestalling an automatic application oi the biakes by means 
of the automatic tiain-stop device, Engineman Tayloi was acting in 
fonfoinnty with the lules and instructions m effect His state
ment that his view became obscuied by smoke does not constitute 
an excuse, when that occuired he should at once hn\ e taken the necess-
aiy steps to bring his tram under propei control 
In this connection, it is believed the lules of tho railioad company 

,a c not wholly adequate to guard against an accident of this chaiacter 
In the " Catechism foi the Instiuction and Examination of Engine-
men on the TJ S and S Co's Automatic Tiam Stop Equipment,' 
issued by General An Biake Supei visoi Eldei of this load, the follow
ing appeals 

li 105 ' This immediately causes the " G i e e n " caution light to 
be displaced, and Lhe warning whistle to be sounded, and l e m m e s the engine 
m a n to opeiate the acknowledging I alve to a-\oid an automatic biake application 

The niles of this company are not as definite and explicit as they 
should be concerning the action which should be taken by the engme
man aftei leceivmg a lestricLive indication and forestalling an 
automatic biake application The appioach indication of an auto
matic block signal means " approach next signal prepaied to stop ", 
the caution indication of tho cab signal means " pi oceed with caution " 
In leports of this bureau and of the commission it has been repeatedly 
pointed out that the approach or caution indication should leqnne 
'•ome definite action at once on the pait ot the engineman, and not 
leaie it wholly to his judgment to take some action at a point m 
pdvance oi a time m future 
This question has been discussed in many leports dealing with acci

dents which have occuricd in terntoiy piotected by automatic block 
signals One of the earliest was the repoib covering the accident 
ulnch occuired on the New Yoik, New Haven & Haitford Railroad 
near Milford Conn , on February 22, 1916, wheiem the following 
statement was made 

T h e lecoid in this case, togethci with A caieful consideration of the dia
gram, b u n g s foicibly to m i n d that the lules peimit the distant signal indica
tion to he obsei\ed with less exactness than is the h o m e signal indicniioii 
Di&tant signal indications aie as positive as h o m e signal indications TJndei 
the piefcent piactice oi" the N e w H a i e n Railroad, Lhe distant signal at cau
tion indicates to the engineman that lie should piepaic lo stop at the next 
signal This is piaetically the s a m e as the standaid code of the A m e n c a n 
Railway Association for thiee-position signaling Tins is not as definite ind 
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CLEAI CUT A NILE AS THAT GIVEN FOI THE INDICATION FOI THE HOME SIGNAL, WHICH SA>& ' STOP," LEAVING IN THE LATTEI CASE NOTHING TO THE DISCIETION OF THE ENGINEMAN AVITHOUT SUCH A POSITIVE NILE, ESPECIALLY WITH MEN FEELING THE PRESSUIE TO MAKE TIME, THEIE IS A GREAT CHANCE FOL ENOI M LEADING, 01 FOTF LOOSENESS IN OBSERVANCE OF, THE DISTANT SIGNAL TO HE CONSISTENT WITH OTHEI SIGNAL LULES WHICH IE QUNE A POSITIVE DEFINITE ACTION ON THE PAIT OF THE ENGINEMAN, IN OLDER TO PIOVIDE PIOPEI '.AFETY IN THE OPEIATION OF LLS TIAMS EXISTING LULES SHOULD BE SO MODRFIED THAT AT THE DISTANT SIGNAL IN THE CAUTION POSITION A TIAIN SHALL BE BROUGHT UNDER CONTIOL AS QUICKLY AS POSSIBLE BY THE ENGMEMAN AND MAINTAINED IN SUCH A STATE UNTIL THE INDICATION OF THE NEXT SUCCEEDING SIGNAL IS ACCEPTED SUCH AN OBSERVANCE OF THE CAUTION MDRCATION WOULD NOT MEAN DELAY AT EVEIY DISTANT SIGNAL, BUT WITH PIOPEI SIGNAL LOCATIONS, AFTEI THE SECOND TIAIN HAD SLOWED DOWN TOR THE FIIST CAUTION SIGNAL ENCOUNTEIED, IT SHOULD RECEIVE CLEAI SRGNALS THEREAFTER, UNLESS RT WERE OVERTAKING THE PRECEDING TRAM SUCH A PIAETRCE MAY OCCASRON SLRGHT DELAYS M AUTOMATIC SIGNAL TEMTOIY WITH LONG BLOCKS, NEVERTHELESS, SPEED MUST ALWAYS BE SUBORDMATE TO SAFE OPEIATION 

The subject was again discussed in the tlmtieth annual repoit 
cf the commission to Congiess, coveung the fiscal year 1916, as 
follows THE MI ESTRGATRON OF COLLISIONS OCCMNNG IN AUTOMATIC BLOCK SIGNAL TEMTOIY DURING THE PAST YCAI HAS DEMONSTRATED THE IMPEIATI\E NEED OF A LEVIS ON OF LHE LULES AND A CHANGE IN THE PRACTICES PERTAMRNG TO THE OBSEIVANCE OT CAUTION SIGNAL INDICATIONS TJNDEI EXISTING MLES WHEN A DRSTIRNT SIGNAL DISPLAYS A CAUT ON RNDICATION AN ENGINEMAN IS NOT POSITIVELY LEQUNED TO LEDUCE SPEED AT ONCE, THE ONLY LEQUIIENRENT BEING THAT HE SHALL APPROACH THE NEXT SIGNAL WITH HIS TIAM URRDEI CONTROL AND PREPARED TO SLOP FREQUENTLY NO REDUCTION OI SPEED RS MADE WHEN A CAUTRON SIGNAL RNDICALION IS DISPLAYED, THE INVESTIGATION OT ONE SENOUS LEAI-END COLLISION DURING THE PAST YEAR DISCLOSED THAT THE TOLLOWRNG TRARN BAD BEEN RUNNING UNDER CAUTION SIGNIL INDICATIONS FOR A CON-SIDEIABLE DRSTANCE WITHOUT ANY REDUCTION IN SPEED, THE PIECEDING TIAM HAD STOPPED ONLY A SHOIT DRSTANCE IN ADVANCE OT A HOME SIGNAL, AND WHEN THE DANGEI INDICATION OF THAT SIGNAL WAS RECOGNIZED BY THE ENGMEMAN OT THE FOLLOWING TRAM HE WAS TOO CLOSE TO THE SIGNAL TO BRING HIS, TRAM TO A STOP BETORO PASSING IT OR IN TIME TO AVEIT THE COLLISION THE INDICATION OF A DISTANT SIGNAL SHOULD CONVEY AN OLDER TO THE ENGMEMAN AS POSITIVE AND DEFINITE AS THE INDICATION OF LHE HOME SIGNAL THE HOME SIGNAL AT DANGEI MEANS "STOP ', THRS IS A POSITIVE OIDER, LEQURUNG AN ENGMEMAN TO ACT IMMEDIATELY IT IS EXTREMELY DEFERRABLE FROM THE STANDPOINT OF SAFETY THAT THE CAUTRON INDICATION OF A DISTANT SIGNAL SHOULD LEQRNRE AN ENGINE-MAN TO REDUCE SPEED AT ONCE AND APPIOACH THE NEXT SIGNAL TILTH CAUTION PIE PAIED TO STOP IMMEDIATE LEDUCTION OT SPEED AT A CAUTION SIGNAL WOULD LELUCE THE DANGEI OF COLLISIONS SIMILAI TO THE ONE DESCIRBED, AS WELL AS THE DANGER OF SHOCK AND INJURY TO PASSENGERS RESULTING FROM EMERGENCY APPLICATIONS OF THE BIAKES IT IS ALSO DESIRABLE FROM THE STANDPOINT OF ECONOMY WINCH WOULD FOLLOW LIOM SMOOTHER HANDLING OF TRAINS AND CONSEQUENT REDUCED WEAR AND TEAR ON TRAIN EQUIPMENT THE ENFORCEMENT OF SUCH I REQUIREMENT WOULD ALSO CIEATE A DRLFER ENT HABIT OF IHOUGHL ON THE PAIT OF THE ENGINEMAN, RELIEVING CEITNRRR NERVOUS TENSION AND RNSUNNG THAT THE LRAM COULD BE STOPPED SAFELY IF THE NEXT SRGNAL WAS M DANGEI POSITION IN ADDITION, SUCH A PIACTRCE WOULD GNE THE FLAGMAN MOIE TIME AND HETTEI OPPORTUNRT) TO PROTECT LUS TRAIN YILIENCREI IT WAS UNEXPECTEDLY STOPPED ONH BY LEQMIMG THE ENGMEMAN TO TAKE POSRTRVE ACTION AT THE POINT OF INDICATION CAN SAFETY HE ASSURED 
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This mattei has also heen discussed in sevei al accident investiga
tion lcpoits since that time In the lepoit coveiing the accident 
which occuned on the Boston & Maine Raihoad at Dummeiston, 
V t , on Septembei 10, 1918, attention was called to the fact that 
the lule governing the obseivance of the caution indication piovided 
only that the tiam should pioceed piepaied to stop at the next home 
signal, and m connection •with tins nile the following statement was 
made 

Tins mle peimits the enginenmn Lo use his judgment as to when he shall 
begin to I educe speed m anticipation of si possible stop at the next signal 
The dangei m tins intei pi etation ol the ciution indication Ins been pointed 
out in plosions lepoits of accidents investigated by this Buieau The mteiests 
of safety demand such modification ot 11ns mle as will cause the caution 
indication to be lecogni/ed as being as positi\e m its indication and lequnlng 
as definite action on the pait of the engineman as does the stop indication 

In the iej)oit coveiing the accident which occuned on the Boston 
& Albany Eailioad neai Woice&tei, Mass , on June 15, 1920, refei-
ence was made to previous comments in connection with the necessity 
foi the taking of definite action at the distant signal location and 
aftei quoting fiom the commission's sixteenth annual lepoit, it was 
stated that " Had such an intei pi etation of the distant signal in
dication been in effect on this railioad, this accident would piobably 
have been pi evented " The mattei was again lcfeued to in the 
repoit coveiing the accident -which occuned on the Noithern Pa
cific Railway at Lake Paik, Minn , on Novembei 20, 1926, wheiem 
the following statement was made 

In pievious aceident-imestimation lepoits attention has been called to the 
failnie of engmemen to begin biahing when passing a signal m the caution 
pos tion, and today the lules ot some lailioads lequne the talcing ot positn e 
action at the distant signal This is believed to be a much bettei piactice, 
and the enfoicement ot a mle ot this kind should easily lesult m a tiam 
being biought undei contiol is to make it a simple mattei to stop if necessaiy 
liefoic passing Lhe succeeding signal 

The mattei was again discussed in the lepoit coveiing the acci
dent which occuned on the New Yoik Cential Raihoad at Savan
nah, N Y , on Januaiy 9, 1927, involving sections of the Twentieth 
Centuiy Limited In this case theie had been a somewhat similai 
lccident on the same lailioad at Foisyth, N Y , on Decembci 9, 
1923, also involving sections of the Twentieth Century Limited, 
and it was pointed out that m the case of each of these two acci
dents the engineman of the following tiain saw the caution indica
tion of the distant signal but -failed to take adequate steps towaid 
bunging his tiain to a stop at the home signal, and the Savannah 
report then went on to state as follows 

Seveial months altei the occmience of the Foisvth accident the New Yoilc 
Cential niles «eie modified to the extent of lequinng that when an engineimn 



ACCIDENT AT CAMP DOUGLAS, WIS 15 OBSEÎES A SIGNAL DISPLAYING A CAUTION INDICATION LIE IS TO PIOCEED FIT A SPEED NOT IN EXCESS OF ONE-LITILF THE AUTHOUZED MAXIMUM SPEED THO ACCIDENT HEIE UNDEI INVESTIGATION SIMPLY LENDS FUITHER EMPHASIS TO WHAT HAS BEEN POINTED OUL 011 MANY PIEVIOUS OCCASIONS, WHICH IS THAT THE TIME TO BEGIN BRINGING A HIGH SPEED TIAM UNDEI CONTIOL IS AT THE DISTANT SIGNAL LOCATION 
Attention is also called to oui lepoit covering the accident which 

occuned on the Atchison, Topeka & Santa Fe Railway neai Flag
staff, A n z , on M a y 23, 1927 In that case the engmeman said he 
had passed two signals displaying caution indications, one of which 
changed fiom caution to pioceed befoie his engine leached it, and 
that he then had passed thiee moie caution signal indications befoie 
encounteimg the stop indication governing the block in which the 
accident occuned The mle on that lailway lequired the tiam ic-
ceivmg a caution indication to pioceed undei control, and undei 
" contiol" was defined as the ability to stop a tiam within the dis
tance the tiack is seen to be clear In this case the mle was ade
quate, as distinguished fiom some of the instances lefeired to above, 
but as in all of the above cases the engineman failed to take piopei 
action at the distant signal location and to control his speed propeily 
while moving through the block The lepoit then went on to state 
that the mattei of tiams following each othei so closelv as to lesult 
in leceivmg caution indications at successive signal locations had 
been pieviously discussed, and a quotation was made fiom the leport 
coveimg the accident on the N e w Haven Railroad near Milford,. 
Conn , which quotation is included above m the piesent lepoit 

In the A m e n c a n Railway Association's standaid code of block 
signal niles, as revised in January, 1928, the appioach indication of 
a block signal as shown in rule 285 is "Piepaie to stop at next 
signal T i a m exceeding medium speed must at once 1 educe to that 
&peed " A numbei of lailioad companies have adopted niles in con-
foiniity with this piovision of the standaid code This punciple 
is lecommended 

The foiegoing statements apply with even added foice where 
automatic tiam-stop devices aie in seivice These devices, 01 the 
gieatei poition of them, weie installed by the cameis puisuant to 
oideis of this commission B y the oidei of June 13, 1922, piescub-
m g specification and lequnements foi automatic tiain-stop devices, 
it was lequned that the device bung the tiain to a stop, aftei which 
the engineman could restore the appaiatus to normal condition and 
the ti .1111 be pei nutted to proceed At the solicitation of the car-
rieis, howevei, this lequirement was modified by the order of July 
18, 1924, by permitting the use of a foiestalling device by means of 
which the engineman could foiestall an automatic ayjphcation of the 
an biakes and then " contiol his train in the usual mannei m accoid-
ance with hand signals oi undei limits fixed by tram oidei oi pie-
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scubed by the opeiating lules of the company " The use of a fore
stalling device is not lequned, and the statement was made m the 
concuiring opinion in the pioceedmg upon which the older of July 
18, 1924, was based, that " If experience shows that the permissive 
featuie does not fulfill its puipose we can at any time leqime its 
elimination " 

O n some lailioads the rules provide that an engineman shall not 
forestall an automatic biake application until a lestrictive signal 
has been obseived and " is being obeyed " This jDiovision, together 
with the mteipietation of appioach and caution indications lefeired 
to in the foregoing, evidences a proper appreciation of the safety 
questions involved and should be incoiporated in the niles of all 
lailioads using devices of this chaiactei 

Automatic tiain-contiol and tiain-stop devices installed puisuant 
to oideis of the commission have been in service for penods of fiom 
five to seven yeais oi longei During this time a number of acci
dents have occuned where these devices weie in seivice, and the 
following is a summary concerning those which have been investi
gated by this buieau 



PERSONS— DATE RAILROAD LOCATION KIND OF ACCIDENT LYPE OF DEVICE KILLED INJURED DEC *, 1924 KEY SYSTEM TRANSIT CP OAKLAND, CALIF COLLISION, RECR ON! 9 28 MECHANICAL TRIP SLOP, DEC *, 1924 KEY SYSTEM TRANSIT CP OVERHEAD TYPE NO\ 16, 1626 NEW YORK, CHICAGO & •WEST FORT V AJ NE COLLISION, SIDE 0 3 INTERMITTENT INDUCTION NO\ 16, 1626 ST LOUIS AND PENNSV] IND STOP VANIA NOV 10, 1927 SOU HERN LONDON, TENN DERAILMENT 1 5 wo 

FEB 15, 1928 DO FLRPPEN, GA . HELPER CRUSHED EA 1 2 DO FLRPPEN, GA . BOOSE MSR 16. 1928 PENNSJLVAMA MARSH RUN, PA COLLISION, REAR-END, 1 21 PASSENGER TRACKS HAD MSR 16. 1928 PENNSJLVAMA AND 2 D RATLMENTS CONTINUOUS STOP MTL CAB SIGNALS APR 10, 192S SOUTHERN (CINCINNATI, DANVILLE, KY COLLISION 1 23 INTERMITTENT INDUE APR 10, 192S NEW ORLEANS &. TEXAS TION STOP PACIFIC J MAY 2T, 1928 CHICAGO, INDIANAPOLIS ST JOHN, IND DERAILMENT 2 0 DO MAY 2T, 1928 & LOUISVILLE JULY 18, 1928. SOUTHERN SHANNON, GA. DO _ 1 23 DO JAN 21 1929 DO - . LANDIS, N C COLLISION, BEAD ENS 0 1 DO 
MAY 14, 1929 MICHIGAN CENTRAL DOWAGIAE, MICH DERAILMENT 1 5 DO 
MAY 15, 1929 SOUTHERN DALLAS GA DO 1 1 DO JULY 2, 1929 CHICAGO, ROCK ISLAND METZ, IOWA DO 0 IB INTERMITTENT CONTACT, JULY 2, 1929 & PACIFIC 2 SPEED CONTROL JULY 10, 1929 . \TLANTIC COAST LINE ENFIELD, N C DO . 0 50 INTERMITTENT INDUE JULY 10, 1929 . TION STOP JUL} 11, 1929 . ERIE - COMING, N Y 2 DERAILMENTS 6 66 DO JULY 15, 1929 CHICAGO, MILWAUKEE, TOMAH, \\ II DERAILMENT 2 6 CONTINUOUS STOP I\ITH JULY 15, 1929 FAT PAUL & PACIFIC CAB SIGNALS 

NOTES TRAM STOP SIS INSTALLED DID NOT PROVIDE SUFFICIENT BRAKING DISTANCE ENGINEMAN FORESTALLED AT CAUTION SIGNAL AND PRO EEEDED AT 60 MILES PER HOUR RULE REQUIRED HIM TO PROCEED AT 25 MILES PER HOUR HIS FAILURE PROPERLY TO CONTROL SPEOD WAS DIRECT CAUSE OF ACCIDENT MALICIOUS TAMPERING, RECEIVING END OF RAIL MOVED INWARD 4 OR O INCHES, NOT ENOUGH TO BREAK BOND WIRE PASSENGER TRAIN HELPING FREIGHT TRAIN, LATTER BROKE M two AND PASSENGER ENGINE CRUSHED CABOOSE, AIR NOT CUT THROUGH \\ REEKAGE FROM FREIGHT TRAIN FOULED PASSENGER TRACKS WHEN PASSENGER tTam WAS ONLY LEW CAR LENGTHS DISTANT ENGMEMAN FORESTALLED AT CAUTION SIGNAL, SWITCH 557 FEET BEYOND SIGNAL OPENED AT ABCUT this TIME, ENGINE CREW DID NOT KNOW IT UNTIL ENGINE EN'ERED OPEN SWITCH TRAILER OT MOTOR TRUCK STALLED ON HIGHWAY GRADE CROSSING BROKEN RAIL TRAM BACKED THROUGH CROSSOVER WITHOUT ADEQUATE FLAG PROTECTION, MOVEMENT STARTED AFTER OPPOSMG TRAM PASSED LAST SIGNAL, 9,637 FEET FROM CROSSOVER, RULE TO WAIT 2 MINUTES, WITH LONG DISTANCE BE TWEEN SIGNALS, DOES NOT PROVIDE ADEQUATE PROTEE TION MOTOR TRUCK DRIVEN ON HIGHWAY GRADE CROSSING IN FRONT OF APPROACHING TRAIN FAILURE OF TRUCK BOLSTER „ LOOSE WHEEL *» TRACK STRIPPED FOR BALLASTING AND ENDS OF TIES NOT PROPERLY SUPPORTED BROKEN RAIL, NO OPPORTUNITY TO NAG PASSENGER TRAM APPROACHING ON ADJOINING TRACK ENGMEMAN BAD ORDER NOT TO PROCEED BEYOND TERN PORARY CROSSOVER WITHOUT FURTHER ORDERS ASSUMED FIRST ORDER WOULD BE ANNULLED AND WHEN OPERATOR OPENED CROSSOVER SWITCH, AFTER TRAM HAD PASSED LAST SIGNAL, CAB SIGNAL DISPLAYED RED BUT DISTANCE WAS TOO SHORT TO STOP 
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OCT 29, 1829 

NOV 11, 1929 

DOC 1, 1929 

JAN 20, 1930 

JAN 22, 1930 

MAR 2, 1930 

MAY 18, 1930 

JULY 19, 1930 

DEC 2,1930 . 
JAN 24, 1931 

FEB 28, 1931 

MAR 6, 1931 

MAR 16, 1931 
MAR 19, 1931 

RAILROAD LOCATION 

SOUTHERN (ALABAMA NEW ENGLAND 
GREAT SOUTHERN) | QA 

SOUTHERN (CINCINNATI | GLEN MARJ TENN 
NEW ORLEANS A. TE^AS 
PACIFIC) 

LEHIGH \ ALLEI I MAUEH CHUNK 
PA 

SOUTHERN (CINCINNATI, HIGH BRIDGE K Y 
NEW ORLEANS, & TE\AS 
PACIFIC) 

NEW YORK CENTRAL BEREA, OHIO 

SOUTHERN __- ROME, QA 

LEHIGH VALLEY 

PENNSYLVANIA 

PERE MARQUETTE 

SOUTHERN (CINCINNATI, 
NEW ORLEANS & TEXAS 
PACIFIC) 

CHICAGO, MILWAUKEE, ST 
PAUL & PACIFIC (CHICA 
GO, ST PAUL, MMNE 
APOLIS & OMAHA) 

MICHIGAN CENTRAL . . 

PENNSYH ANIA 
CHICAGO, INDIANAPOLIS 4 

LOUISVILLE 

BEAR CREEK JUNE 
TION PA 

SOUTH ELIZAHETH, 
N J 

A M I P6RE, MICH 

HELENWOOD, TENN 

CAMP DOUGLAS, 
WIS 

DEARBORN, MIEN. 

BRISTOL, PA 
GUERNSEY IND 

KIND OF ACCIDENT 

DERAILMENT 

DO 

COLLISION, HEAD END 

DO 

COLLISION 
COLLISION, REAR END 

DERAILMENT 

DO 

DO 

COLLISION, SIDE 

DERAILMENT 

DO 
COLLISION HEAD END 

PERSONS— 

DIED INJURED 

TJPE OF DEVICE 

n INTERMITTENT INDUE 
TION STDP 

DO 

DO 

DO 

DO 

DO 

CONTINUOUS CAB SIGNALS 

INTERMITTENT INDUE 
(ION stop 

DD 

CONTINUOUS STOP WITH 
CAB SIGNALS 

INTERMITTENT INDUE 
TION STOP 

C ONTMUOUS CAB SIGNALS 
INTERMITTENT INDUE 

TION STOP 

NOTES 

DEFECTIVE SWITCH SET AUTOMATIC SIGNALS AT STOP OR 
DER ISSUED TO PASS SIGNALS W ITHOUT STOPPING, LOOK, 
MG OUT FOR OBSTRUCTIONS ETC ENGMEMAN ROUND 
LUG CURVE THOUGHT SWITCH POINTS PROPER!} CLOSED 

EXCESSIVE SPEED ON CURV B 

FAILURE TO PROVIDE ADEQUATE fiag PROTECTION FOR 
MOVEMENT AGAINST CURRENT OF TRAFHC ENGINEMAN 
FORESTALLED AT CAUTION SIGNAL AND STRUCK OPPOSING 
TRAM 4,110 FEET BEYOND AND 1,170 FEET SHORT OF SUE eeedmg SIGNAL 

FAILURE TO PROVIDE ADEQUATE FLAG PROTECTION FOR BACK 
UP MOVEMENT, EACH ENGMEMAN OPERATED FORE 
STALLING LEVER BEFORE ENTERING BLOCK IN QUESTION 

MOTOR BUS D M EN ON HIGBWAV GRADE CROSSING IN 
FRONT O[ APPROACHING TRAM 

ENGMEMAN FORESTALLED AT CAUTION AND CALLING ON 
SIGNALS END THEN FAILED TO CONTROL SPEED PROPERLY 
WHEN ENTERING STATION 

ENGMEMAN FORESTALLED AT CAUTION SIGNAL AND THEN 
FAILED TO CONTROL SPEED PROPERLY ON LONG DESCEND 
IHG GRADE CAUTION SIGNAL NEARLY 10,000 FEET FROM 
'TOP SIGNAL 

AUTOMOBILE ON TRACK AT POINT WHERE THERE WAS NO 
HIGHWAY GRADE CROSSING 

ENGMEMAN FORESTALLED AT CAUTION SIGNAL AND THEN 
FAILED TO CONTROL SPEED PROPER]! 

E\CESSIVE SPEED ON CURVE 

ENGMEMAN FAILED TO CONTROL SPEED PROPERLY AP 
PREACHING CROSSING 

LNDER INVESTIGATION 

DO 
DO 

1-9 
M 
« 

> 
HI 
BJ 
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o 
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At the time of piepaiation of this lepoit, investigation of the last 

thiee accidents listed had not been completed Of the othei 26 acti 
dents, 4 were due to stnking motor vehicles, 2 to excessive speed on 
cuives, 2 to defective equipment, 2 to bioken lftlls, f to malicious 
tampering, 1 to a bieak-in-two, 1 to tiack stripped piepaiatory to 
ballasting, and 1 to debus from a fieight wieck fouling an adjoin
ing tiack dnectly m fiont of an aiipioachmg tiam All of the 
other 12 accidents weie of a type which tiain-contiol devices should 
have pi evented, in 1 case the tiain-stop device as installed did not 
provide adequate biaknig distance, in 1 case there was a defective 
switch and the srgnals displayed the pioper indications, but the 
engmeman had leceived instructions that the signals weie not woik-
ing and did not notice the condition of the switch until the accident 
occuned, and m 5 cases the condition of the block was changed 
eithei by another ham oi an open switch aftei the approaching 
tiain had passed the last signal In fom of these last-mentioned 
cases the type of installation on the paiticulai load involved did 
not affoid the engmeman any warning of the changed condition, 
while m the othei case such a warning was given but the distance 
was too shoit to enable the engineman to stop In each of the lemain-
mg five instances the engineman foiestalled the automatic applica
tion of the an-biakes and then tailed piopeily to contiol the speed 
ot his tiam Fom of these have occuned within the past yeai 
Engmeman Tayloi, who had had neaily 30 yeais' expenence as 

an engmeman, had been on duty less than 2 houis at the time of the 
accident, pnoi to which he had been off clutv 20 houis and 27 
minutes, all of the othei employees involved weie expenenced men 
and at the time of the accident none of them had been on duty in 
\iolation of any of the piovisions of the houis of seivice law 
Respectfully submitted 

W P BoiiLAxo, Dnectoi 

U S GOVERNMENT PNIHTIHG OFFICE 1931 
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