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INTERSTATE COMMERCE COMMISSION

REPORT OF THE DIRECTOR OF THE BUREAU OF SAFETY IN RE
INVESTIGATION OF AN ACCIDENT WHICH OCCURRED AT THE IN-
TERSECTION OF THE TRACKS OF THE CHICAGO, MILWAUKEE, ST,
PAUL & PACIFIC RAILROAD AND THE CHICAGOQ, ST PAUL, MINNE-
APOLIS & OMAHA RAILWAY AT CAMP DOUGLAS, WIS, ON
FEBRUARY 28, 1931

Arrin 3, 1931

To tas CodMIssION
On Febiuary 28, 1931, theie was a side collision between a pas-

senger tramn of the Clhicago, Milwaulkee, St Paul & Pacific Railroad

and a passenger tramm of the Chicago, St Paul, Minneapohs &

Omaha Ralway at the imtersection of the tiacks of the two rail-

10ads at Camp Douglas, Wis, which 1esulted m the death of 1

employee and the mnjury of 17 passengers, 2 employees, 6 mail cletks,

and 1 Pullman employee The investigation of tlus accident was
made m conjunction with 1epresentatives of the Railioad Commis-
sion of Wisconsin

LOCATION AND METHOD OF OPERATION

The accdent oceurred at the inter<eetion of the tiacks of the La
Crosse and Poitage subdivision of the La Crosse-River division of
the Chicago, Milwaukee, St Paul & Pacific Railioad, and the Wye-
ville subdivision of the Eastein Division of the Chicago, St Paul,
Munneapolis & Omaha Railway The La Crosse and Poitage sub-
division extends between La Crosse and Portage, Wis, a distance of
102 9 nules, and n the vicimity of the point of accident 15 a double-
t1acl hine over which tiams are operated by time-table, train o1ders,
an automatic block-signal system, and an auntomatic tian-stop and
cab-signal system of the contrnuous inductive type Tiramm move-
ments on the Chicago, St Paul, Minneapohs & Omaha Railway,
which 1s a single-tiack line, are governed by time-table, train o1ders,
and an automatic block-signal system  The movements of the trams
of both 1ailroads over the e1ossing are controlled by means of an
electiic interlocling plant  The crossing 1s located at a point about
110 feet west of the station, which 1s situated 1n the angle between
the tracks of the two railioads, these tracks mteasect at an angle
of 27° 56

Approaching from the west on the Chicago, Milwaukee, St Paul
& Pacifie, the track 1s tangent for a distance of 4,108 feet, followed

38749811



2 INTLRSTATE COMMLECE COMMISSION

by a 2° cuive to the night T40 feet 1n length, and then 971 feet ot
tangept track to the crossing  The giade 1s shphtly descending,
the maximum bemg 044 per cent for a cistance of approximately
500 feet west of the crossime

Trans approaching the ciossing on the Chicago, Milwaukee, St
Paul & Pacific eastbound main t1ack are goveined by nterlockimg
distant signal 141-8, o 1-aim «gnal which 1s also used as an auto-
matbic block signal and 1s located 4,956 feet west of home <1gnal 2-T3,
which 15 a 2-a1m signal and 1s located 721 feet west of the crossing
LExcept for the bottom a1m of signal 3-R, winch 1s hized, these s1ignals
are of the 3-position, uppei-quadiant type, displaying whate, green,
and 1ed indications, for proceed, caution, and slop, respectively
The view of distant <ipnal 141-8 15 unobstiucted for a distance of
more than 1 mle, wlile a view of home signal 3-R, from the engine-
man’s side of an approaching traiu, can not be obtaimed unt1l a point
900 feet west of the signal 15 1eached, due to the ntelvening curve
and also a pole line located on the south side of the t1acks

A split-pomt derail operated i conjunction with the signals 135
located 1 the south rail of the Chicapgo, Milwaukee, St Paul &
Pacific easthound tiack Letween the home signal and the crossing
the point of (he derail being 546 feet weot of the er1ossing

The weather was clondy at the time of the acaident, which oceur-
ied about 347 a m

DELCRIPTION

Westhound Chicago, St Paul, Minneapolis & Omaha passenger
tiamn No 5135 consisted of 3 expiess cals, 2 mails car~, 2 deadhead
sleeping cais, 1 combimation baggage car and coach, 5 sleeping cais,

and 1 Iounge car, i the order named, hauled by engine 601, and
was 1n charge of Conductor Ihlzer and Engineman Coleman  The

first car was of wooden constiuction with a steel undeifiame and
the temaining cars were of all-steel constinetion  This tamn arnved
at Camp Douglas at 343 a 1, according to the train sheet, three
minutes ahead of 1ts scheduled depating tune, and was standing
with the tender of the engine on the crossing when 1t was stiuck
by Chicago, Milwaukee, 8L Paul & Pacific bhrain No 16

Fastbound Chicago, Milwaukee St Paul & Pawfic passenger t1ain
No 16 consisted of 2 mail ¢a1s, 1 eapress car, 1 baggage car, 1 coach,
1 tourss{ sleeping cay, 1 dimng ca1, 5 sleeping cars, and 1 observa-
tion car, in the order named, hauled by engme 6409, and was m
chaige of Conductor Gniggs and Engmeman Taylon  All of the
cars weire of steel construction with the exception of the second car,
which had a steel underframe This train departed fiom La Crosse
at 230 a w , on tune, passed Tomah, the last open office, 12 8 miles
west of Camp Douglas, at 336 4 m, acconding to the t1n cheet, 16
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4 INTERSTATE COMMERCL COMMISSION

minutes late, passed distant signal 141-8 displayimg a caution indi-
cation passed home signal 3-R displaymg a stop indication, passed
over the open deiail, and collided with tiain No 515 while iraveling
at a speed estimated to have been fiom 30 to 40 males per howm

Chicago, Milwaukee, St Paul & Pacific engine 6409 collided with
the left sides of the tender and the first cax of Chicago, St Paul,
Minneapolis & Omaha tiain No 515, passed over the cLossing, and
came to 1est deiailed and leamng to the right at an angle of 45°,
neal the west end of the station, m a badly damaged condition,
the tender was also derailed but 1emained uptight behind the engine
The first car of train No 16 stopped 1n an upright position 1 line
with the Chicago, 5t Paul, Minneapohs & Omaha tiack and on top
of the first ca1 of framn No 515 The second ca1 of the Chicago,
Milwaukee, St Paul & Paafic tiamn stopped on the crossing, de-
1ailed and badly damaged, the fiont tiuck of the thud car and
one panr of wheels of the rem tiuck of the fifth car were also de-
1a1led, wlnle the 1emaming egupment in this tiamn was not
derailed or damaged Chicago, SI Paul, Minneapohis & Omaha
engine 601 was partly derailed and considerably damaged, and the
tender and the first car of that train weie derailed and badly dam-
aged The employee killed was the fiieman of Chicago, Milwaukee,
St Paunl & Pacific f1am No 16, and the employees mjuied wele
the conductor and engineman of that train, the 1njured mail clerks,
the Pullman employee and the passengels mnjmed weie also on
Chicago, Malwaukee, St Paul & Pacihe train No 16

SUMMARY OF EVIDENCE

Engmeman Tayloil, of Clicago, Milwaukee, St Paul & Pacific
tiamm No 16, stated that approaching distant signal 141-8 he could
see the indication for a distance of 1 or 114 mles, 1t was displaying
a caution indication and when about one-half mile fiom the signal
he shut off steam and made a 12-pound brake-pipe 1eduction, and as
he passed the signal a gieen hight o1 caution indication was dis-
played by the cab signal, accompanied by the cab whistle indicator
He operated the acknowledging lever of the automatic train-stop
device, and as goon as the cab whistle ceased sounding, this whstle
continung for seven seconds, he made a second brake-pipe reduction
ot 10 or 12 pounds Tue to smoke from his engine drifting back
along the right side of the cab, he was unable to asceitain s loca-
tion or determine whether o1 not the speed of his tiain had been
materially 1educed, and after 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 brakes m emergency and told hig fiieman that he
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ACCIDENT AT CAMP DOUGLAS, WIS 7

would be unable to stop the tiain before 1eaching the deraill He
stated that he did not 1elease the an iakes at any time after he
made the fi1st 1eduction come distance west of the glistant signal, and
he did not think the brakes held propeily when he apphed them in
emergency Engmeman Taylol stated, however, that an an-brake
test had Dbeenr made at La Crosse, a 1unmng test was made after
departure from that poimnt, and a stop was made at Spaita, 29 2 miles
west of Camp Douglas, and each time the brakes functioned as
mbended Engineman Taylor was thoroughly familiai with this
territory as well as with the type of engine mnvolved 11 the aceident,
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which was of the 464 type, with 79-mch ditvers  In this connee-
tion he made the further statement that when the wind was from
the 11ght direction the smoke fiom these engines, when steam was
shut off, would event an engmeman tfrom seemng anything En-
gieman Taylor was unable to estimate the speed of s tramn at the
tune he made the first bralke-pipe 1eduction west of the distant signal,
no1 was he able to estimate the speed when he made the second 1edue-
t1on, because of the fact that he could not see anything on account of
the smoke diifting down on lus side of the engine, and while he sawd
that he could not give any 1dea of how fast his train was traveling



8 INTERSTATE COMMERCE COMMISSION

when he applied the Irakes in emeigency, at o1 after passing the
<tockyards, he thought the speed must have been 30 o1 35 mules at that
time It 15 to be noted 1n this connection that Engimeman Tayloi’s
statments indicated he was much concerned about making the tune on
tiaan No 16, for ab one pomnt when questioned as to whether he was
malking noimal speed at the time of applymg the biakes, he 1eplied
that this was hus flist trip on this tiain and that he was losing time
all the way, at another point he said he 1emaiked to the fireman, at
the time of making the st 1eduction west of the distant signal, that
“ Here 15 wheie we a1e gomng to get hung up again for five or sia
muutes 7', and at another pomnt, when asled 1f he used the brakes at
the time of passing through Tomah so as to facilitate the dispatching
of the mail, he repled that he Just let the tiamn draft, that he was
losing time, and that an engineman could not be 1educing speed heie
and there and make the time of tiain No 16

Conductor Gniggs, of Chicago, Milwaukee, St Paul & Pacific
tram No 16, siated that he was 11ding 1n the {ront end of the fifth
ca1, at a pomt more than 1 mile from Camp Douglas he noticed
an application of the air biakes, which weie held apphed fou
several seconds and then were 1eleased  He kknew when he passed the
distant signal and then a heavy application of the biakes was made,
il appeated to him that the biakes wete only paitly 1eleased aftei
this second application, {ollowed almost mmmechately by a very
heavy application, and at that time the tiamn had passed the home
signal  He estimated the speed of the train to have been 65 miles
per hour when the fiist application was made, that 1t had been
reduced to 43 o1 50 mules per howr when the final appheation was
made, and that 1t was about 40 miles per hom ai the tune of the
aceldent  Conductor Griggs stated that the birakes had been prop-
erly tested, and functioned satisfactonly en ioute e further
staled that when he talked with Engineman Taylor at La Crosse the
engineman appeated to be 1 normal physieal condition  Conductol
Griggs felt that the engineman was considerably concerned about
malking the time on tiamn No 16, however, and cantioned him to
1educe speed at Tomah to tacilitate the dispatching of the mail, and
also called his attention to the fact that the Omaha t1ain always held
them at the crossimg at Camp Douglas abont <1x o1 seven minutes
Engmeman Tavlor, however denied that anything along this hine was
gaid to him by the conductor

Head Biakeman Bartlett of Clhicago, Milwaukee, St Paul &
Pacific train No 16, who was also 11ding 1n the fifth car, stated that
he felt an applcation of the air biakes befoie 1eaching distant
signal 141-8, followed by iwo other applications, but he was unable
to make any definite statements conceining these applications—
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ACCIDENT AT CAMP DOUGLAS, WIS 9

whether o1 not the brales had been 1eleased at any time, o1 al what
points the hrakes had been applhed He estimated the speed of the
trawn to have heen 30 o1 35 miles per how at the time of the aceident
The statements of Remn Brakeman MeQueeney and Baggageman
Waterman biought out no additional information of rmpoitance,
except that the rear brakeman felt only the fiist appheation of the
brakes, west of the distant signal, and the baggageman noticed two
apphications but did not know just when they wete made

The members of the ciew of Chicago, St Paul, Minneapohs &
Omaha train No 515 weie not able to give any information of
impo1tance relative to the occuirence of this accident

Operator Gilmoie, on duty at Camp Douglas, stated that the
mterloclking plant was hned tor the Clucago, 8t Paul, Minneapohs
& Omalia train at 340 a m, the tramn airiving at 343 a m, and
that 1t was 345 a m when Chicago, Milwaukee, St Paul & Pacific
t1ain No 16 eame upon the annunciator cirewt on that road Shortly
afterwards the home signal mdicator diopped and he then reahzed
that train No 16 was passing the home signal and started for the
door, but by the tume he reached 1t the accadent had oceurred

Car Foreman Moian stated that he made an mspection of the
equipment of tramn No 18 about one howr after the cccuirence of
the accident and found that the brales were set on all the cais with
the exception of the fiist and second cars, which weie so badly dam-
aged that he was unable to mspect them There was no excessive
paston fravel on any of these cars  The eight 1ea1 cais weie later
assembled 1n a traim on the Chicago, St Paul, Mmneapolis & Omaha,
preparatory to detowring and an an-biake test was made befoie
their departure from Camp Douglas, all of the brakes weie found
to be operating properly and theie was no excessive piston tiavel
Ca1 Foreman Moran also stated that he found a-bioken itruck ped-
estal and a brass, between the derall and the crossing, and 1t was
his opimon that 1t was car wheels, and not the engine-truck wheels,
that made the marks which were found on the track alongside the
1auls, east of the derail

Traveling Engineer Iattle, who airived at the scene of the acci-
dent shortly after its occurience, stated that he mspected engine
6409 and found the thioftle closed, the reveise lever in the full
forward gear, the automatic brake valve i the energency posi-
tron, and the lever of the acknowledging valve in the acknowledg-
g position  He also mspected the 1ear nine cais 1 company with
Car Foreman Moian, and found that the brakes weie set on these
cats  Mr Lattle further stated that instructions to the engimemen
were that they should forestall an automatic appheation of the
hakes, and 1t wa< Ins opimon that i this particular case, 1f the

A3789—31 2




10 INTERSTATE COMMERCE COMMISSION

train approached the distant signal at a speed of 60 mules per how,
1t would be necessary to stait bralnng immechately after acknowl-
edging the signal mdication, to this extent Engmeman Taylor fol-
lowed mstructions It also appeared from his statements that there
had been considerable tiouble on engines of this type, due to smoke
obsculing the view of enginemen , 1t had been 1eported to his superioy
officers and had been biought up at several meetings The engines
were long, and the blower was not adequate to take care of the
smoke, and the result was that they meleased the ornifices m the
blowel so 1t would take care of the smoke
Roadmaster McMahon stated that he arived at Camp Douglas
about thiee houis aiter the occurience of the acerdent and on inspect-
mmg the tiack and derail, he found the detail open and the 22-foot
point still connected  The derail was not bioken, but the heel-yoint
casting and bolts were biolen, and the mam firack 1a1l at the heel
joint also was bioken at a pomnt 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 o1 5 inches, leaving the receiving end
of the mam track rail at gage, which peimutted all the wheels except
the engime-tiuck wheels to be 1erailed at that point, and 1t was his
opimon that the flange marks found on the ties and tie-plates on the
south side of each main rail between the deraal and the crossing,
beginning 15 feet cast of the point of de1ail, weie caused by the wheels
of the engine tiuck
Seven of the cais m tiamn No 16 wele equipped with UC brake
equipment and s1x with LN eqmpment Geneial Air Brake Super-
visor Elder stated that in his opimion an emeigency application
following a heavy service application mght o1 might net have been
effective on the ems having LN eguipment, 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 1t wonld stop a tiain 1n a little less than 3,000 feet; fiom a speed
of 60 miles per houi, on a shipghtly descending grade
Signal Maintainer Stowell, located at Camp Douglas, stated that
very soon after the occuttence of the accident he 1nspected the inter-
locking plant, mcluding signals and deiail, and found 1t to be operat-
g perfectly
CONCLURIONS

This accadent was caused by the fallme of Engineman Taylor, of
Chicago, Milwaukee, St Paul & Pacific frain No 16, piopeily to
contiol hus train 10 accordance with the 1ules and signal mndications
when approaching a ciossing upon which a tramn of the ofher line

was standing
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ACCIDENT AT CAMP DOUGLAS, WIS 11

On both of the Iines, which cross at Camp Douglas, movements of
t1ains are governed by automatic block signals, the crossing 1tself
15 protected by a modein electric interlocking plant, and on the
Chicago, Milwaukee, St Paul & Pacific Ratlroad 1n this teiritory
an automatic tram-stop and cab-signal systenm 1s m service All
of these apphances were 1n proper operating condition  According
{o Engineman Taylor’s statement, all the signals were against him
He receirved an approach indication at signal 141-8, which under
the rules required him to “ approach next signal prepaied to stop ,
when his engine passed that signal, a cantion mdication of the cab
signal was displayed, which requned hiun to “ proceed with caution—
prepared to stop at next signal,” and he received a stop indication at
s1ignal 3-R  Engineman Taylor stated that he shut off steam and
made a brake-pipe reduction of about 12 pounds when approximately
half a mle west of the distant signal, that he made a second redue-
t1on after operating the acknowledging valve of the aulomatic train-
stop device at the distant signal so as to prevent its operation to
cause an automatic appheation of the brakes, and that his view
was so obscmied by smoke f1om his own engine that he was unable
to determine whether the speed of his tram was being properly
1educed or to be certain at all trmes of his exact location When he
1ecogmized a landmark, however, he realized that he was appioach-
g the derail and crossing at exééssive speed, and he made an
emergency application of the brales, but 1t was then too late to
avold overrunmng the stop signal and derail, and to avoid striking
the tramm on the crossing Engimeman Taylor said he thought the
brakes did not hold properly, however, tests and operation both
prion to and after the accident established the fact that the bralke
equipment on thig tramn was 1n good eperating condition Tn view
of the estimated speed of thus tram at the time of the collision, and
the damage and destruction 1esulting therefiom, 1t 1s clearly appar-
ent that Engimeman Taylor very greatly underestimated the speed
at which s train was approaching this crossing His statement
mdicates, howevei, that his mind was intent upon making schedule
time and that he felt considerable concein because this was his first
tup on that f1amn and he was 1unmng late and losing time Theie
15 some disciepancy 1n the evidence as to the manner of brake opera-
tion when appiroaching the point of accident, but the testimony of
all witnesses was that the brakes were applied befoie reaching the
chstant stgnal and that a second reduction was made 1mmediately
after acknowledging at the distant stgnal The evidence shows that
Engimeman Taylol saw and coirectly undeistood the restiictive sig-
nal indications, and that the biakes on his tram were m good opera-
{1ve condition, the results of the accident cleaily show that he ap-

s



12 INTERSTATE COMMERCE COMMISSION

proached the powni of accident at a rate of speed materially m
excess of the requuements of safety The deiail at this pont was
damaged, apparently duc to the severe stiain 1esulting from the high
rate of speed when train No 16 passed ovelr 1t, and failed to accom-
phish 1 mtended {function

In operating the acknowledging device at the distant signal and
thereby forestalling an automatic appheation ot the biakes by means
of the automatic t1ain-stop device, Engineman Taylor was acting mn
confoumity with the rules and instinctions in effect  His state-
ment that his view became obscuied by smoke does not constitute
an excuse, when that occuired he should at once have taken the necess-
a1y steps to bring his train under proper control

In this connection, 1t 1s believed the 1ules of the raihoad company
are not wholly adequale to guard against an accident of this chaiacter
In the “ Catechisin for the Instiuction and Examimation of ¥ngine-
men on the U S and 8 Co’s Auwlomatic Tiaw Stop Equipment,’
1ssued by General An Bialke Supervisor Elder of this 10ad, the follow-
g appeals

p 105 T This momediately causes the “ Gieen” eaulion hight to
e dwisplaved, and Lhe warmng whistle to be sounded, and 1equnes the engine
man Lo operate the aclknowledgmg valve to ayoud an aulomatic brake application

The 1ules of this company are noi, as definite and eapheit as they
should be concerning the action which should be taken by the engine-
man after 1ecelving a 1estiiclive indication and forestalling an
automatic brake apphcation The appioach mndication of an auto-
matic block signal means “approach next signal prepaied to stop”,
the caution indication of the eab signal means “ proceed with caution ”
In 1eports of this burean and of the commission 1t has heen repeatedly
pownted out that the approach o1 caution ndication should 1equne
come definite action at once on the pait of the engineman, and not
leave 1t wholly to his judgment te take some action at a pomnl n
advance o1 a time 1n future

This question has been discussed m many 1eports dealing with acer-
dents which have occutied 1n territory protected by automatic bloclk
sigpals  One of the earliest was the repoirt covering the aceident
which ocemired on the New Yok, New Haven & Haitford Railroad
nealr Miltord Conn, on February 22, 1916, whetem the following
statement was made

The 1econd 1n this case, together with a careful consideration of the ha-
gram, biings foicibly to mind that the 1unles pexmmt the distant signal mdica-
fion to be observed with less exactness than 1s the home signal indicalion
Distant signal mdicalions aire as positive as home signal indications  Undex
the piesent practice of the New Havren Railroad, lhe distant signal at cau-
tion mdicates to the engineman that he should piepaic Lo stop at ithe next

signal This 15 practically the same as the standaid code of the Ameiican
Railway Association for thiee-position signaling Thns 1 not as definite anid
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clear cut 2 1ule as that given four the mdication for the home signal, which says
* gtop,” leaving 1n the latter case nothing to the discietion of the engimeman
Without such n positive i1ule, especlally with men feeling the pressuie to make
tume, theie 18 a great chance fou ellol m 1ending, o1 fordlooseness 1n ohserv-
ance of, the distant signal T'o Dbe consistent with other signal 1ules which 1e
quiie a positive defintte action on the pait of the engineman, 12 oider to provida
proper <afety 1n the opeintion of 1ls tiamns exighing 1ules shkould be so modified
that at the distant signal 1n the caution position a tinin shall be brought under
contiol as quickly as possible by the engineman and mamtammed in such a state
until the indication of the next suceceeding signal 18 accepted Suach an obselv-
ance of the caution mndication would not mean delay at evely distant signal,
but with proper signal localions, aftel the second tiamm had slowed down fol
the first caution signal encountered, 1t should 1ecerve clear signals theieaffer,
unless 1t were overtaining the pieceding fiam  Such a practice may occaslon
ghight delnys in automatic signal teilitory with long blocks, neveitheless, speed
must alwayvs be subordinate to safe operation

The subject was again discussed in the thntieth annual report
of the commussion to Congiess, covering the fiscal year 1916, as
Tollows

The mmestigafion of collisions occuiling 1 automatic block signol teiritiory
dming the past year hasg demonstiated the mmperative need of a 1evis on of
Lhe 1ules and a change in the praciices peLtaming to the observance ot cau-
tion signnl mdications Under existing i1ules when n distont signal displays
a caut on indicafion an engieman 1s not positively i1equuied to r1educe speed
at once, the only 1equuement being that he shall approdch the next signal wilh
hig tinin under contiol and piepaled to slop Tiequently no i1eduction of
speed 15 made when a caution signal mndicaton 1z displayed, the nvesbiga-
tion ot one seirlous 1eii-end collision duiring gfhe past year disclosed that the
tollowing tiain had been 1unmng under caufion signal mdications for a con-
siderable disiance without any teductlon in speed, the preceding tian had
stopped only a shoit distance 1 advonce of o home sagnal, and when the danzer
mdication of that sigual was 1ecognized by the engineman of the followmg
tiam he was too close fo the signal to biing lns tiain to a stop betoie passiug
1t o1 10 time to avert the cellision

The mdieation of a distant signal should convey an ordelr to the engine-
man J48 positave and definrte as the incheation of Lhe home signal  The home
signal at danger means “stop ’, this 18 a positive oirdel, 1equlllng an engne-
man to aect immediately It 15 extiemely desuuble fiom the standpoint of
safety that the caubion mdication of a distant signal should 18qune an engime-
man to 1educe speed @t once and approach the next signal with caution pre
paied to stop

Inmediate 1eduction ot speed at o caution signal would e luce the danger
of collisions simmlar to the one desciibed, ns well as the danger of shodk and
njuly to passengers 1esulting fiom emeigency applications of the binkes 1t
15 also desiinble fiom the slandpomi of economy wlhich would follow fiom
smoother handling of tining angd conseguent i1educed weal and teaxr on t1awn
equipment The enfoicement of such 2 1equuiement would also create a diifel
ent lhiabit of {houghl on the paig of the engineman, 1ehieving certnin neivous
tension and nswing that the liain conld be stopped safely 1f Lhe next signal
wag 1 danger posibion  In additlon, such a practice would give the flagman
mole tume and bettel oppoitunity to protect s tiain wheneier 1f was un-
expectedly stopped Only by 1equung the engmmeman to talke positive action
ab the peint of mcheation can safely be assured
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This matter has also been discussed 1 several acoident mvestiga-
tion 1cports since that time In the repoit coverng the accident
which occurred on the Boston & Maime Railioad at Dummeiston,
Vi, on September 10, 1918, attention was called to the fact that
the 1ule poverning the ohservance of the caution mdication provided
only that the tiain should proceed prepaied to stop at the next home
signal, and 1 connection with this 1ule the following statement was
made

Tins 1ule peinmats the engineman Lo nse s Judgment as to when he shall
begin to 1educe speed m anticipation of a possible sitop at the next signal
The danger m this mteipretation ot the ciufion indication has been pomted
out 1 previous 1eports of acadents imyveshgated by thns Buueau  The intelests
of safety demand such modification of 1his 1ule as will cause the caulion
mdication to De 1ecognmred as bewng ns positne 1 18 mdication and 1equiilng
as defnite acbwn on the pait of the engieman as does the stop 1ndication

In the 1eport coverng the accident which ocemied on the Boston
& Albany Ratlioad near Woucester, Mass, on June 15, 1920, refer-
ence was made to previcus comments 1n connection with the necessity
{o1 the taking of definite action at the distant signal location and
after quoting fiom the commssion’s sixteenth annual 1eport, 1t was
stated that “ Had such an inteipietation ot the cistant signal in-
dication been 1n effect on this railicad, this acerdent would probably
have been prevented ” The matter was agam 1eferred to 1n the
report covering the aceident which occuired on the Noithern Pa-
cific Ralway at Lake Paik, Minn , on November 20, 1926, wheiemn
the following statement was made

Tn plevious nceident-1mmsestigation 1eports attention has been called to the
Tailoie of engimemen to begin bialking when passing a signal i the caution
pes tron, and te day the 1ules of some 1mlioads 1equuie the taking of posifine
uction at the distant <ignal  'Tling 15 believed to be a much better machee,
and the enfoicement of a 1ule of th1s kind should easily i1esult mm a tiam
liemg brought under contiol 18 to make 1t a sumple matiel fo stop 1f necessairy
bhefolc passimng the succeedmg signal

The matter was again discussed 1n the report coverng the acci-
dent which occmiied on the New Youk Cential Railioad at Savan-
nah, N Y, on Jannary 9, 1927, involving sections of the Twentieth
Century Limited In this case theire had been a somewhat simila:
weident on the same 1aihoad at Foisyth, N Y, on December 9,
1923, also wvolving sections of the Twentieth Century Lamuted,
and 1t was pomted out that 1 the case of each of these two acei-
dents the engimeman of the following tramn saw the caution ndica-
tion of the distant signal but failed (o take adequate steps towaird
bimging lus tiain to a stop at the home signal, and the Savannah
report then went on to state as follows

Seveial months aitel the ocewrlence of the Foisvih accident ihe New Yoik
Cential 1ules were mofhfied to the extent of 1equuung that when an engimeman
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obselves a signal digplaying a caution mdication he 18 to proceed at a speed not
1m excess of one-half the authorized maximum speed The acewlent heie under
mvestigation smmply lends fuither emplasis to what has been ponted oul on
many plevious occasions, wiich 18 that the tune to hegin bringmg a high speed
tram under congiol 18 at the digtant signal location

Attention 15 also called to owr 1eport covering the accident which
occurted on the Atchison, Topeka & Santa Fe Railway near Flag-
staff, A11z, on May 23, 1927 In that case the engineman said he
had passed two signals displaying caution indications, one of which
changed fiom caution to proceed before lus engine 1eached 1t, and
that he then had passed thiee moie cantion signal indications before
encountering the stop mdication govermng the block 1 which the
accident oceuired The rule on that 1ailway r1equired the tiain 1e-
cerving a caution indication to proceed under control, and under
“control ” was defined as the ability to stop a tiain within the dis-
tance the tracle 1s seen to be clear Im this case the 1ule was ade-
quate, as distinguished f1om some of the instances 1efeired to above,
but as 1n all of the above cases the engimeman failed to talke proper
action at the distant signal location and to contrel his speed properly
while moving through the block The 1eport then went on to state
that the matter of trains following each othel so clogelv as to 1esult
m 1ecerving caution indications at successive signal locations had
been previously discussed, and a quotation was made fiom the 1eport
coveling the accident on the New Haven Railroad near Milford,
Conn , which gquotation 1s mneiuded above in the piresent 1eport

In the American Railway Association’s standard code of block
wignal 1ules, as revised i January, 1928, the approach indication of
a block signal as shown 1 rule 285 15 “ Prepale to stop at mext
signal  Tramn exceeding medium speed must at once 1educe to thai
epeed ¥ A number of 1a1lioad companies have adopted 1ules 10 con-
formity with this provision of the standard code This prineiple
13 1ecommended

The foregoing statements apply with even added force where
automatic traimn-stop devices are i seivice These devices, o1 the
meater portion of them, weie nstalled by the catriers pursuant to
orders of this commission By the order of June 13, 1922, presciib-
mg spectfication and 1equuements for antomatic train-stop devices,
1t was 1equared that the deviee biing the train to a stop, after which
the engineman could 1estore the appaiatus to normal condition and
the train be permitted to proceed At the sohcitation of the car-
re1s, howevel, this 1equirement was modified by the order of July
18, 1924, by pernmtting the use of a forestalling device by means of
which the engimeman could foiestall an automatic application of the
anl brakes and then “ contiol his train 1n the nsual manner 1 accord-
ance with hand signals or under hmits fixed by tram order o1 pie-
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sc1ibed by the operating 1ules of the company ” The use of a fore-
stalling device 1s not 1equned, and the statement was made 1m the
concuiring opinion 1 the proceeding upon wlich the oider of J uly
18, 1924, was based, that “ If experience shows that the permissive
featmie does not fulfill 1ts puipose we can at any time 1equure its
elinination ”

On some 1ailroads the rules provide that an engimeman shall not
forestall an automatic biake application until a 1estrictive signal
has been obseived and “1s being obeyed ” This provision, together
with the inteipretation of appioach and caution immdications referred
to in the foregoing, evidences a proper appreciation of the safety
questions involved and should be incotporated in the iules of all
railioads using devices of this character

Automatic tram-control and tian-stop devices mstalled puisuant
to o1deis of the commuission have been 1n service for periods of f1om
five to seven years o1 longer  During this time a number of acei-
dents have occuried where these devices wele 1n seivice, and the
following 15 a summary conceining those which have been mvesti-
gated by this bmeau



Persons—

Date Ralroad Location Kind of acaident  |— 1 ype of device Notes
Hilled |Injured
Dee 4, 1924 Koy System Trens:t Co | Oskland, Calif Collis10m, recr ond 2] 28 | Mechamen) t1ip stop, | Tram step s instadled did not provide suffcent
overhead type braking distance
Nov 18, 1626 New York, Clucago & | Woest Fort Wayne | Collision, side 0 3 | Intermittentinduction| Enmnpernan forestalled at caution signal and pro
St Lows and Pennsv] Ind stop ceedpd at 60 miles per hour rule reguired him
Tania to procesd &t 25 mmles per hour His fmlure
properly to control speod was ditoct canse of
accident
Nov 10, 1927 Sou hern London, Tenn Derzilment 1 5 %] Malhcious fempering, recaiving end of Taxl moved
mward 4 or o 1nches, not encugh to break bond
wIire
Feb 15, 1928 do Flippen, Ga . Helper crushed ca 1 2 do .| Passenger train helping [reight train, laiter broke
booze m two and passenger engine crushed caboose,
air oot cut through
Mer 16, 1928 Fennsylvapia Marsh Run, Pa Collision, rear-end, 1 21 | Passenger tracks had | Wreckage [rom [reight train fouled passenger tracks
and 2 d ralments continlos stop witt when passenger train was only few car lepgths
cab signals distant
Apr 10, 1828 Southern (Cincinnet:, | Danville, Ky Ccolhision 1 21 | Intermittent 1nduc | Engineman forestalled af caution signal, switch 557
New Orleans & Tevas tion stop feet hevond signal opened at shcut this time,
Pacific ) engine crew did not know 1t until engine enered
open switeh
May 2, 1928 Chicago, Indienapalis . St John, Ind Derailment 2 i} da Trailer of motor truck stalled om highway grade
& Lowmsville CTDSSINE
July 18, 1928_ Southern Shannon, Ga de _ . 1 23 do Rroken rail
Jap 7 1928 do - - Landis, N C Collision, bead ead 0 1 do Train backed throngh crossover without aderuate
flag protection, movement started eiter oppoSINg
train passed last signal, 9,637 [eet [rom crossover,
rule to wait 2 minutes, with loog distance be
. {.ween signals, does not provide adeguate protee
100
May 14, 1929 Michigan Central Dowaglac, Mich | Deralment 1 5 do - Motor triuck driven on highway grade crossing 1n
| {ront of appresching train
May 15, 1929 Southern Dallas_Ga do 1 1 do - Failure of truck bolster N
Taly 2, 1929 Chicago, Roch Island | Metz, Iowa do 0 18 ' Intermitlent contact, | Loose wheel 3
& Pacific 2 speed control
July 10, 1829 _ | Atlanfic Coest Line Enfield, N C do - 0 50 | Intermittent 1ndue | Trach stripped for ballasting and ends of ties not
tion stop properly supported
July 11,1820 - | Ene - - Cormng, N Y 2 derailments 4 56 do - Braken rail, no cpportunity to feg passenger
train appreoaching on adjeining track
Taly 15, 1929 Chicago, Miwaunkee, | Tomah, W 1s Derallment a 6 ¢ Conhmuous stop with | Engmeman had order not to proceed beyond tem

bt Paul & Pacutic

cab signels

porary crassover without further orders assumed
first order would be annulled end when aperatar
opened crossover switch, alter tramn hed passed
Iast signal, cab signal displajyed ted but distance
was too Short to stop
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Location

Notes

Date } Railroad (
|

Oct 29, 1929 Southern (Alabama

Great Sguthern)

Nov 11, 1929 Southern (Cincinnaeti
New Orleans & Texas
Facific)

Dec 1, 1929 \ Lehigh Vallex

Jan 20, 1930 Southern (Cincinnaty, l
New Orleans, & Teias
Pacific) ]

Jan 22, 1930 New York Central 1

Mar 2, 1930 Southern -

Mey 18, 1930 Lehigh Valley

|
I

July 19, 1940 Penusylvenla

Dec 2, 1930 __.] Pere Marguette N

Jan 24, 1931 Southern (Cincinnati,
New Orleans & Texes

| Paafle)

Feb 28, 1931 Chicago, Malwaukes, St
Paul & Pacific (Chica
go, 3t Peu!, Mnne
apolis & Omeha)

Mer 8, 1831 | Michigan Central - -

Mer 16, 1931 Pennsylsania

Mar 19, 1931 Chicago, Indianapolis &
Lowsville

New England
Ga

Glen Mary Tenn

Mauch Chunk
Pa

High Bridge Xy

Berea, Chio

Rome, Ga

Bear Creek June
tion Pa

Sonth Elizebeth,
NI

Ann Pere, Mich

Helenwood, Tenn
Camp Douglas,
Wis

Dearborn, Mich

Brnstol, Pa
Guernsey Ind

do
Collision head end Intermittent 1nduc

|
1 Contimuous cab signals
! t1on stop

/ Persons—
Kind of accident Type of device
\ Killed (Injured
Dergilment | 1 5 | Intermittent induc
/ tian stop
|
do 4 81 { do
Collision, head end ! 0 2 ad
do 1] 2 - do
Collision 10 1,. dao
Collision, rear end ] 33 do
-do 0 3 do
Deraillment 1 ‘ 6¢ | Continnouscabsignals
do 0 3 | Intermuttent 1ndue
tipn stop
do 5 10 do
Collision, side 1 26 | Continnous stop with
eab signals
Drerailment ] 3 | Intermittent 1nduec
J tion sbop

Defzctive switch set automatic signals ab stop or
der 1ssued to pass signels without stopping, look
1ng out for cbstructions ete engimeman round
mg curve thooght swiich pornts properly closed

Excessive speed on curve

Fadure to provide sdequate fiag protechien for
movement against current of traffic engineman
forestalled at caution signal and struck opposing
trpan 4,110 [eet beyond and 1,170 feet short of sne
ceeding signal

Falure to provide adequate Aag protection [or back
up movement, each engiheman operated [ore
stalling lever belore entering block In question

Mator bus driven op highway grade crossimg 1n
irent of approaching train

Engineman forestalled at caution end ealling on
signals end thea faled to control speed properly
when enterlug station

Engineman [orestalled at caution signal and then
failed to control speed properly on long descend
ng grade cantien signal nearly 10,000 feet from
stop signal

Automoblle on track at polnt where there was no
highway grade crossing

Engineman forestalled at caution signal and then
failed to control speed praperly

Excessive speed on curve

Engineman [ailed to control speed Droperly ap
proaching crossing
TUnder movestigalion

Do
Do

8T
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At the time of prepaiation of this 1eport, investigation of the last
thiee aceidents histed hiad not beent completed  Of the other 26 acct
dents, 4 were due to stiiking motor vehucles, 2 to excessive speed on
curves, 2 to defective equupment, 2 to bioken 1dils, 1 to malicious
tampering, 1 to a bieak-n-two, 1 to tiack stripped preparatory to
hallasting, and 1 to débuis from a fieight wieck fouling an adjoin-
mg tiack dnectly in fiont of an approaching tiam  All ol the
other 12 acadents were of a type which tiain-contiol devices should
have pievented, 1n 1 case the hain-stop device as mstalled did not
provide adequate braking cistance, in 1 case there was a defective
switch and the signals displayed the proper indiealions, but the
engineman had 1ecerved 1nstructions that the signals weie not woik-
g and did not notice the condition of the switeh uniil the accident
occuried, and 1 5 cases the condition of the block was changed
cither by another train o1 an open switch after the approaching
tian had passed the last signal  In founr of these last-mentioned
cases the type of installation on the particular 10ad wmvolved did
not afford the engineman any warmng of the changed condition,
while 1n the other case such a waimng was given but the ristance
was too short to enable the engineman to stop In each of the 1emain-
mg five mnstances the engineman forestalled the automatic applica-
t1on of the an-biakes and then tailed properly to contiel the speed
ot his iain  Fow of these have occuired within the past yea

Engimeman Taylor, who had had neaily 30 veals’ experience as
an engineman, hiad been on duty less than 2 houis at the tune of the
accident, priot to which he had been off dutv 20 howms and 27
minutes, all of the other employees involved weie experienced men
and at the tune of the accadent none of them had been on duty mn
violation of any of the provisions of the houis of service law

Respectfully submitted
W I Boruaxn, Dwrecto
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