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INTERSTATE COMNERCE COIlflSSTHT 
REPORT OF THE DIRECTOR OF THE BUREAU OF SAFETY IN RE 
INVESTIGATION CF AN ACCIDENT upriCH OCCURRED ON THE 
CINCINNATI, NEW ORLEANS & TEXAS PACIFIC RAILWAY, 
SOUTHERN RANLT"AV SYSTEN, AT HIGH BRIDGE, KY. , ON 
JANUARY 20, 1930. 

February 28, 1930. 
To the Commission: 

On Jamrry 20, 1930, there ^se a head-end collision 
between a freight tram and a work traan on the Cincinnati, 
New Orleans & Texas Pacific Railip.y, Southern Railway 
System, at Hifwa Nria^e, Ky., which resultea m the in­
jury of two employees. 

Location and method of operation 
This accident occurred on the Fir'st District, which 

extends between Cincinnati, Ohio, ana Danville, Ky., a 
distance of 116.5 miles, and is a single-track line over 
wnich trains are operated by time-table, tram orders, 
and an automatic block-signal and tram-control system, 
the latter being: of the intermittent type. There are 
two siamgs m the vicmitv of High Bridge, one located 
south of the station on the west side of tne trpck, ana 
one locpted a c c i 1 derpble distance north of the station 
on the e?st aide of the track. These two siamgs, which 
will be referred to in this report as the south end north 
sidings, respectively, are separated from each other by a 
distance of 2,389 feet. The accident occurred on the m a m 
track between the switches of the north siding, at e point 
aboat 1,337 feet from tne south switch cf this siding. 
Approaching the point of accident from the south, there is 
c comoouna curve to the left, which is 1,836 feet m 
length, varying in curvature from 1° 56' to 4°, the acci­
dent occurring on the curve about 560 feet from its 
northern end, where the curvature is at its maximum. The 
grade is 1 per cent ascending for northbound trams. The 
track is laid on a shelf on the aide of a high bluff, which 
results in the view around the curve beinc restricted to 
a few opr-lengtns. There is a rock crusher located be— 
tveen the two sidings and the switch leading to this rock 
crusher, which is a facmg-point switch for southbound 
trains, is lccptea 32 feet south of tne south switch of 
the north siding. 
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The signals involvea are southbouno permissive sig­

nal 102.1 and northbound aosolute signal 103.2. Signal 
102.1 is near the north switch of the north siding, and 
its control ertencs southward to signal 103.2. Signal 
105.2 is located about 400 feet north of the north switch 
of the south siding, and its control extends to a point 
],351 feet north of signal 102.1. When a northbound 
train passes the latter point, signal 103.2 goes from the 
stop to the caution position, provided the track between 
the two points is not otherwise occupied, and when the 
tram is 3,067 feet north of signal 102.1, it permits 
sipnal 103.2 to assume the clear position. 

The weather was clear at the time of the accident, 
which occurred about 6.35 p.m. 

Description 
On the day of the accident there were eight engines 

working extra between Danville and Rogers Gax>, a. distance 
of 53.3 miles, under an order authorizing them to work 
protecting against second and third-class trains. Work 
extra 6233, one of those so engaged, was m charge of Con­
ductor Bonn and Engmeman Covington. About 5.30 p.m. 
this tram headed m at the south switch of the north 
siding and remained on the sicmg until after the passage 
of freight tram No. 58, and passenger trains Nos. 42, 
102 ana 4. As soon as tram No 4 had gone, engine 6223 
with five cars ptt ched headed cut at the north switch, 
intending to back down the m a m track and resume switching 
at the rock crusher, ana it was approaching that point at 
a speed of about 10 miles per hour when tram first No. 
52 was seen approaching. The brakes were applied at once 
ana the tram had been brought nearly to a stop nhen the 
accident occurred. 

Second-class freight tram first No. 52 consisted of 
eo cars and p caboose, aaulea by engine 6319, and was m 
charge of Conductor Atkins snd Engmeman Hutchison On 
arriving at High Bridge, the tram heeaed m on the south 
sidmg m order to clear trams Nos. 42, 102 and A. This 
was at 5 43 p.m., at which time tram first No 52 was 
about one hour late As soon as tram No. 4 had gone, 
train first No 53 started to head out on the mam track, 
tfbout 6.20 a.m., iiovmp slcwiv until signal 103,3 changed 
from the step to the caution position. After p. caution 
indication had been received, th6 tram was stopped by an 
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sutorratic application of the air brakes, du^ to the 
failure cf the engineman properly to latch the train-
contrcl lever. Thp brakes «'°re tnen released and the 
train proceedea, ana it hed attained a sne^d varicasly 
estimated tc nave been between lb and 35 miles per houi 
vhen it collided with work extra 6323 

The head end cf the leen oar cf the work extra wss 
badly damaged, while the oar which was next to the vork-
trem engine was knocked m f renter. Engine 6319 cane 
to rest with all its olivine1 wheels raised from the rails 
The rear end of the third car m this train end tho fourth, 
fifth ana sixth cars were derailed and more or less 
d anaged 

Summer" of enoerce 
Accorcmg to the statements cf Conductor Bowm, of 

worx extra, 63m, he went to the tel^^raph office while his 
tram was working on the rock crusher track, and received 
two orders, one of »uch urcvioed that train No, 43 would 
wait at Pixdarr nearly 3 miles soutn. of High Bridge, until 
5.45 o m , he also received instructions fron tn Q dis-

s pa toher to clear second-class tram No. 58 Conductor 
Bcwin then returned to his trem, had it couulea up, and 
pulled in on the north siding m r the purpose cf clearing 
the tram m cuestion. He send thev then discussed the 
morements to oe naae, and that he finally instructed 
Flagman Baker, who wss an inexperienced man that ne 
would come back down the main track as soon as the three 
passenger trams haa pesseo, meaning trains Nos. 42, 103 
and 4, and to look out for him At the time these in­
structions were issued, he wes about three or four car-
lengths distant m o •i the flagman, who was then climbing 
down fron the side of a car after having set hand brekes. 
He aid not use the word "holaM m giving these instruc­
tions to the flagman, but said the flagman seemed to under­
stand what was wanted and he supposed the flagman would go 
cut the proper distance. The engine then started for tne 
north end of tne sidmg with five cars attached, and as 
soon as tram No 58 and the three passenger trains had 
gone, engine 6333 heeded out on the m a m track and started 
backing southward. Conductor Bo^in, who said he did not 
notice the indications displayed by the signals at the 
time they moved out on the mam track, wes riding cn the 
engine, wixh Brakeman Garrett on the leading oar, and the 
first Conductor Bo^in knew of anything wrong was when he 
saw the reflection of the headlight of tram first No 
53, then about 10 cer-lengths distant, and he at cnee 
called to the engmeman, who applied the brakes, end had 
brought the tram neerlv to a stop when the accident oc­
curred. Conductor Bowm haa not seen anv stop signal 
given by Brekermn Garrett 



Conductor 3o"in ̂ as cuestionea f r ? m several days 
afterwards, and at that time he stated chat ne had in­
tended to make the beck-PD movement on the m a m track as 
soon as trains Nos. 58 ana 42 had drsseo, that he tnought 
there would he tme enough for this movement before 
tram Fo. 102 arrived, that he tola Flagman Baiter he 
would return as so ">n as tram Fo- d3 raa gone, rnd that 
he could not remember ]ust when it wes that he told the 
flagman ebout the three nessenaer tr; ins. After tram 
No. 42 had tessea , however, he found that there WE 3 not 
time enough to make tne back-up movement, and congequent-
lv remained on the siomg until trams Fos. 102 and 4 had 
passed. During the intervening time, he made no attempt 
to inform the flagman of the cnange which had been ME.de 
m his plans, alt cough tnere was time enough for him to 
have done so, and the result was that the flagman was 
out protecting the tuui after the passage of tram No. 
42, without aiv eefinite instructions and without know­
ing whet tne next movement would be. In view of the 
tact that he had told the flagman to look out for him 
after tram No. 42 had gone, Conductor Bonn was asked 
if the flarmrn should 1\ ve stopped trains Nos. 103 and 
4, and he replied that he supposed the flagman should 
have taken such action. Conductor Bowm further stated 
thet although the rules xeouired the use of written 
flagging instructions m work-tram service, it wes not 
customary to use them m M c k m g such movements as the 
one involved m this case, their use being confined to 
instances of flrg^mr- out on the line, or when requiring 
F tram to drive in or call m a nork tram. 

Flagman 3.:ker, of work extra 5223, said he had two 
conversations with Cmouctor Bowm about flag protection 
when the letter returned -"rô  the station after retting e 
line-up, the first occasion ^es ^hen coupling up the 
cars prep^:atory to heading m on the north siding, ana 
ft thet tirie Conauctor Bo^in tola him thev were herding 
m for train No. 42, and that they would cut off sore cars 
end come back down the main track as soon as th.ee train 
had gone. The second occcsmn wp? wnen Flrgman Baker 
was climbing d o m fron tha cers on the siding after hav­
ing set some hand brakes, and at that time the conojetor 
celled from a distance of a few car-lenrths and said to 
watch out for him, thet he "ould be down as soon as trem 
No. 43 hed O c S s e d . From these instructions, Flagneu Eeker 
understood that he was to hold all trans after tram Fo. 
42, but on the other hand he said it res not the practice 
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to stot> pacsenger trams, end rc the trams c?rae so cloee 
together end c a he also supposed the conductor had ob­
tained a line-up, he oia not stop trains Nos, 102 or 4, 
while tram first No. 52 started to ™ove out of the south 
siding so close behind tram No. 4 that Flagmen Baker did 
not think his own tram could make EA^ ^ove at bhr t time, 
supposing that the signals would be mtucteo by xhe 
presence of tram first No. 53. While his instructions, 
therefore, "rere to watch out for the return movement of 
his engine after tram No. 42 had gone, vet under the 
circumstances he said he aid not expect to do s-n̂  flagging 
until tram first No, 52 bed gone, and the result wes that 
when the last "mentioned ticm utr^ed him, at a point 
north of the south switch of the north siding, lie did 
not do anything other than make a s i t u to the engmeman 
to sound his whistle. Flagman Befker then started to 
bo&rd his caboose, intending to ^et his red lantern end 
go out to flag b o that Conductor Bowm could make The re­
turn movement down the m a m track. Flagman Baker further 
stated that he entered the service m June, 1939, and 
had been m s e r v i c e since that time except for five weeks' 
absence on account of an injury; his experience as a flag­
men haa been confined to one round trin m through freight 
service, one week on a work extra, F±ad three cays in local 
freight service. 

Engmeman Covington, of i-ork extra 6323, said that 
after getting m on the north siding, the conductor came 
up to the engine and said they ^ould null co the north 
end of that sidinf, and that after trains Nos. 58, 43, 102, 
and 4, had gone, they vould back dovn and finish their 
switching, and that the flagman, '-ould look out for them. 
They proceeded to the north end of the siding, and Engme­
man Covington said that he started to work steam, pre­
paratory to h e a d m Q out on the iein track, as tram No. 
4 was passing* and that h Q nulled out on the mam track 
right behind that tram, and then started the back-up 
movement,he also stated that he operated the acknowledging 
lever of the train-control device when pulling out on 
the m a m track. As the tram vap backing ao^n the m a m 
track, some one called attention to s lignt, and Engmeman 
Covington leaned out of the ceb and sa1" Brakeman Garrett 
"jump off the rear of the cut of cars and then give him a 
signal to stop, and he said he at once applied the brakes 
m emergence and called to the omers on the engine to 
rjumo. Engmeman Covmmon further stated that at no time 
was it his idea that they would make the back-up movement 
as soon as tram No. 42 had passed, saying that when the 
conductor talked witn him, all the conductor said was 
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thet es soon e<? train No 53 and the three passenger 
trams had passeo, the-" would resume work, and that 
the flagman would look out for them. Engmeman Coving­
ton knew he had i jroung flagmen enc said it was the 
practice when entering the m e m track, under the circum­
stances as they existed m this case, to whistle out a 
flag and then sound e heck-up signal. He did not do so 
m this case, however, because he aid not think of it, 
although he had no orders on train No. 53 end wes occupjr-
m g the aem track on the time of thet trem. 

Firemen Grace, of work extra 6233, seid thai the 
north switch of the siaing wee oaened when the rear of 
trem No. 4 wes only three or four car-lengths beyond 
the switch, end thet nis engine started to heed out on 
the m a m treck immediately efterwercs, he dia not, how­
ever, notice the position of the block signals located 
near the switch. As the back-up movement wes bemp mede 
down the nam track, Fireman Grace end the conductor sew 
trem first Fo. 53, at about the seme mstent, ana celled 
to tne engmeman, who epplied the brakes in emergency. 
Fireman Grace had the seme understanding es Engmeman 
Covington to the effect thet his engine woula remain m 
the clear until ell four trains prssea, and he fuither 
stated that he had not heard anything said about making 
the movement es soon as trem No. 42 hea gone. 

Brakeman G,n,rett, of work extre 6323, said he 
was instructed to ooen the north switch of the siding as 
soon es tram No. 4 had passed, end that he took this 
action es soon es the rear end of that trem had cleared 
the switch; he did not notice the indications o" the block 
signals at the time. Brakemen Garrett rode on tne heed 
end of the leading car es the back-up move lent was being 
made, and fmelly^sew the reflection ot" a liaht. At 
first he thought it came fro^ the rock crusher, but it 
greduelly became brimter, end fmallv he sew the heed-
light of the approaching" tram. It was et about this 
time thet he junoed off the car end ran towards the 
fence on the engineman's side, giving en emergence stop 
signal. Brakemen Garretc further stewed thet he hed 
not heard m y conversation eoout mekm<" the movement efter 
trem No. 42 hea none, ena it wes his understanding thet 
Flagmen Baker vies to nolo all trams after tram No. 4. 
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Enginepan Hutchison, of train first ITo. 52, caia 
tram ITo. 4 passed him at 6:18 p m. and that he startea 
to head out or the m a m track about two niiwtes after­
wards, but he did not know how long the switch had oeen 
opened before he started the lovement. At this time, 
signal 103.2 was still m the stop position, and he 
therefore moved very slowly, and it was not until he 
I T S close to the signal that he saw the arm start toward 
the caution oosition. When it started to move, he 
reached for the throttle ana did not pav any more atten­
tion to the signal. In trying to hold down the tram-
control lever, however, and at the same time open the 
throttle, the tram control lever flew up and caused 
the brakes to apply. After stepping and releasing the 
brakes, he again proceeded, ana finally saw a man giv­
ing a signal which he understood as meaning that he 
should sound the whistle, and he had reached for the 
whistle cora when he saw a nan flagging him. He then 
raised up so that he could see ahead, called to the men 
on the engine to jump, and applied the brakes m emergen­
cy, tne collision occurring immediately afterwards. The 
statements of Firemen Holland brought out nothing addi­
tional of importance. Head Brakeman Dugger sand he 
opened the switch as soon as tram No. 4 had passed, 
and gave the engmeman a proceed signal. Approaching 
the uomt of accident, Head Brakeman Dugger saw Flagman 
Baker giving ^hat he thought was a short proceea signal, 
and notified Engmeman Hutchison accordingly, but shortly 
afterwards the heed crakeman saw the white lantern of 
Brakeman Garrett, about three or four car-lengths dis­
tant, and at once called a warning to the enp-ineman. 
Flagman Grieme was on the engine as train first No. 52 
started out of the south s i d m p and corroborated the 
statements of Engmeman Hutchison to the effect that 
the block signal was m the caution position when he 
last saw It. Conductor Atkins was m the caboose of 
tram first No. 53 and knew nothing of the circumstances 
preceding the occurrence of the accident. 

Conclusions 
This accident was caused by failure to provide 

proper flag protection when making a back-up movement 
en the n a m track, for which Conductor Bowin ana Flagman 
Baker are responsible. 
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The statements of the conductor ana flagmen make 
it perfectly clear that there was no una erstemdmg 
between them as to what protection should he provided. 
To sum it all up, there were five northbound trains, 
Nos. 58, 43, 102, 4 and first 52, the first and lest 
mentioned being freight trams and the others bemg pas­
senger trams, and Flagman Baker understood tnet the 
back-up movement was to be rneae after the passage of 
tram No. 42, and according to his idee of his instruc­
tions he should not heve allowed any other train to 
pass. He said it w?g not customary, however, m this 
kind of work, to stop passenger trsins, and therefore 
allowed trams Nos. 102 end 4 to go, and when trem first 
No. 52 came along he thought it was too close to trem 
No. 4 to give his own engine any opportunity of using 
the m e m track. His statements indicated that he did 
not have the slightest idea as to whet he wes supposed 
to do. Conductor Bowm, when questioned e second time 
admitted telling the flegmen that they would make the 
be ok-up movement as soon es tram No. 43 had passed; he 
did not give tne flegmen any explicit instructions about 
"holding" ell trams after thet time, merely telling the 
flagman to look out for him. After finding out that he 
could not make the movement after trem No. 42 hed gone, 
end oefore the arrival of trem No. 102, Conductor Bowm 
made no effort to communicate wit^ the flagmen for the 
purpose of notifying the latter of the change m the 
plans. Just what he expected his inexperienced flegmen 
to do under such circumstances is not entirely clear. 
Conductor Bowm wee m charge of the movement, wes so 
situeted that he could supervise it end also supervise 
the work of the various members of his crew, and there 
is no excuse for his failure to see that the proper pre­
cautions were taken, especially as tram first No. 52 
then vas more then one hour overdue It also appears 
thet the instructions given to the flagmen were noL m 
writing as required by the rules, and Conductor Bowm 
seid it was not his practice when making movements such 
es thet involved m this particular case to issue written 
instructions, confining their use to cases of flagging 
when out on the line. The rules, however, make no ex­
ception, end es long as they ere m effect, end heve 
not been modified by any subsequent instructions, they 
should be strictly enforced and obeyed. 
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The evidence indicates that when, engine 6333 moved 
cut on the m e m track, none of the members of t^e crew 
jiaia any attention to the signal indications, eulhcugh 
fhe engmeman operated the acknowledging lever of the 
tram-control device when making tne movement. If they 
omened the north switch of the north siams as scon as 
the rear ena of tram No. 4 had passed it, then signal 
103.2 never oould have gene to the caution position, 
m view of the feet that the control circuit of that 
signal extends 1,458 feet north of the switch in ques­
tion. On the other hand, however, if the switch was not 
opened as auickly as thev thought ~*es the case, then the 
engmeman cf tram first No. 5 ? could have received a 
caution indication at signal 103.3, vnich with this tvpe 
of tram control oeuce would have required him to 
operate the tram-control acknowledging lever, as ne 
stated actual!^ was the ease, ana m this latter event, 
after the engine of tram first No. 52 haa passed ovei 
the track inductor, any subsequent opening of the switch 
at the rorth siamg vr> tne crew of extra 6233 would not 
have affected the movement of his tram. Under the cir-
cJmstanres cf the CPS^,, ,nth each engmeman operating the 
acknowledging lever on/respective engine, it is imocsaible 
to say definite]v just what aio occur in connection with 
the operation of the tram-control device. The system 
vas fcuna tc be m good working order when examined im­
mediately aiter the fcciaent. 

Flagman Baker <?nd Brakeman Garrett, cf work extra 
6333, and Head Brakeman Turgor, of tram first No. 53, 
were inexperienced men. At the time of the accident none 
cf the employees involved haa oeen on duty m violation 
cf any of the provisions of tne hours of service law. 

Respectfully submitted, 

W.P. BORLAND, 
Director. 


