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REPORT OF THE CHIEF OF THE BUFWAT OF S4FETY IN RE INVESTIGA-
TION OF AN ACCIDENT WHICH OSCURHED ON THE GINCINNATI,
NE" ORLEANS & TEXAS PASi [0 RALLVAY, SOUTHZAN RAILVAY
‘ SYSTEM, AT SA VEVBER 14, 1932.

JUL 0§ 176 December 28, 1922,
To the Commission:
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On Novemt&u—iﬂq—g@-ﬂgw—-bhnﬂ was 4 head-end collision

betreen a freight’train and a work train on the Cancannati,

2w QOrleans & Tuxas Pacilic Railway, Southern Railway System,
at Badieville, Ky., resulting in the death of one employee
and the 1injury of tao employees,

Location and method of operation.

This accldent occurred ‘on that part of the South-
western District exteniing tetween Cincinnati, Ohio, and
Danville, Ky., 2 distance of 116.5 miles; in the vicanity
of thes point of accident this 4% & single-track line over
which trains are operated by time-table, train orders, 2and
an automatic hlock-signal ‘system.” -Eagle Creek brldge
located 2 short distange north af tne station at Sadieville,
15 832 feet in length, and approximately 50 feet in height
at the point of accident, which was on the bridge aovout 85
fezt north of its southern end. Approachning the point of
accident from the south there are 2,957 feet of tangent,
then a 4-degree curve to the left 1,198 feet in length,
followed by 1,010 fest of tansgent, the accident occurring

this tangent at a point 191 fzet from 1ts southern end.
Aptroaching from thz north thare 1s 2 curve of 30 20*' to the
left 3,039 feet in length, followed by the tangent on wshich
the accident occurred. The grade 1s 0.5 Per cent descendaing
for southbound trains for several miles %o within approxi-
mately 1,500 feet of the point of accident, from which point
1t 13 level, Owing to cuts and the curvature of tae track
the view of Eagle rreek bridge 15 lamited to a distance of
about 200 feet approaching from ths north, and to about 300
feet aprroachaing from the south.

The automatic signals are of the one-arr, two-

‘ position, lower-quadrant, hore-and-distant type. Approaching
from the north, southbound distant signal 55-2 18 located
about 32,000 feet from the point of accident, while the home
51gna1 15 south of it; apProaching fror the south, north-
bound home signal 56-6 15 located ahout 1,300 feet from the
Point of accident.
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It was raining at the Lime of the accident, which
occurred at about 11.50 a m.

Descraiption.

Work extra 6432 consisted of five cars and a : "
caboose, hauled by engine 5422, and was an charge of
Conductor Atkins and Engineman Taters. At Sadieville the
crew received a copy of train order We. 39, Form 19,
reading in part as follows:

"Work &xtras 6422 and 8159 will work six o'clock
600 am until eight o'clock 800 pm between Ludlow
and Lexington protecting themselves,.x x x At
630 am all overdue trains except No Seventy Six
76 have passed Sadieville.n

Ludlow 1s 49.1 miles north of Hinton, while

Lexington is 24.9 miles south of Sadieville. Arrangements
were rmade with work extra 6159 to protect work extra 64232
against southbound trains at Hinton, 4.8 miles north of
Sadieville, while protection agzinst northbound trains was
provided for by stationing Flagman Denham at 2 point about
4,000 feet south of signal 56+6, with instructions written
by Conductor Atkins on a pisce of plain papker, as follows:

"11/14/23.
Flagman Denham
Instructions

Drive Work Ex6422 and Work Ex 8152 in at Hinton
Atkins®

At about 11.30 a. m. work extra 6432 was working
Jjust south of Hinton, shortly after which the train pro-
ceeded toward Sadieville, rassed distant signal 55-9, whach
was displaying a caution indication, and on reaching a point
about 2,000 feet south of this signal collided with train
second No, 76 while travelaing at a speed estimated to have
been between 4 and B miles an hour.

Northbound freight train sscond No. 76 consisted
of 58 cars and a caboose, hauled by engine 6312, and was 1n
charge of Conductor Case and Engineman Henderson. On
Tece1ving signals from Flagman Denham, this traln was
brought to 2 stop south of Sadieville at 11.44 a. m.; 1t was
then about eight hours late. Engineman Henderson read the
flagging instructions, after which the train proceeded,
passed home signal 56-6, which was displaying & stop rndi~-
cation, without stopping, and on reaching 2 point about
1,000 feet north of this signal collided with sork extra
6432 while traveling at a speed estimated to have heen be-
tween 4 and 8 miles an hour.
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The force of the imgzct dr-ove ths work extra
packrard, the engines being sew.vzted = distance of about
five car lengths shen the s-a 13 came 10 1686, Both engines
were considerably damz. el, ai1dc the {third 2nd sixth cars 1ia
t1a1n second No. T8 we.e ©ally Zamaged, The employee killed

wais the enginerin of the wcik extra.
Sumnmary of evidence.

After tr2an second No. 768 had been flageed south

of Sad1evilie, Flagrman Denham boarded the engine ani showed
the flaglianl instructiors to $ee—Engineman Henderson, and
aIL>T $5in71 32 at this point for saveral minutes, the train
proceeded. tns engineman working cndy enough stean to get the
tr21n starte i, passed signal 55-68, which sas 1isplaying a
stcP indacation, zanl had attained a speed estimated by the
en510emAn Lo hive been 15 miles zn hour when the fareman

Ave him warning of the approach of thes work extra 2and he
m-de 2n cmevrge.cy Arplication of the airbrakes. Engineman
Hemdercon thoght the work extra had no rignt to return to
Sadieville u:icrs the flagzgrng instructions as sritten, ex-
cepPt under authority of 2 trawn order. or flag protecs on,
ani, together wmith Fireman Hard-.e and He=zd Brakeman Surnette,
exrressed the opiunicn that unispr time--tavwle ruls 53, wnich 18
quoted in thes conclusion of th.s report, his %rain had 32
raght to pass s:2gnal 56-6 in the step position gnd pioceed
urder control, evea though the flagman was stationed at a
rFoint estimated by the engineman to have tzen 75 car lengths
distant from tbe signal; the enz:neman thodazht this distance
was an extra precaulion 1n the slzc¢icning of the flagman,

and that had *“s been at the sigra2i .t would have been 2 case
of short flaggirg. Engikenan Heulerson 2150 saxd tne flag-
man only proiected hrs mevarnent y2rough cthe block governed
by signzal 56~5. and th=2t on reaching the succeeding siznal,
1f 1t was in the stop position, he would have had teo flag
through the bleck 1% geverned, Coniuctor Case was riding an
the cabocse, ant did not know why ki1s train had been Elagged
or woat indication had becn aisplayed by signal 56--§.

According to Conductor Atkins, of the work extra;f247
train was traveliny 2t 2 spead of about 15 males an hour,
anil as the r=11s were ve%t he ‘thought the engineman might
makes 3 heavy apvlacation of the air brakes ia case ne should
want to stop, and i1in ordsr to avoidl any possibility of throw-
ing the discher off the train when this was done, the conduc-
tor applied the 3i1r brakes lizhtly by means of the conduc-
tor's valve, and he s3id thac shortly afterwirds, as the
train was approaching distant signal 55-9, Engineman "aters
also male an air-hrake application, ths reswit bheing that
then the bradze was reaclel the sPaed had besn reduced to
about 4 or 5 m:les =2n hour. Brakeran Ransdsil said tae
conductor lest thz cupolz of the caboose after having made
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the light application of the air brakes and that soon after-
warde he saw smecke, notified the conductor, and then opensa
tn2 conducter-s valve; he Llov_bt the speed wvas about 20
miles an hour when signal 55-9 came 1in si1ghtbt and that 1t
was ahout 4 or 5 mil=zs in hour at the time of the collisaion.
He estirated the distance between the point where he cpened
the coumiuctor's valve and the point of collision as 10 or

15 c2r lenztihs. Fireman Haynes wis working on the fire
when si12n.l 55-9 was passed and 414 not see 1ts aindicataion.
and he 2311 he did not look ahead until his engine ~is on
1h2 bridge, at which time he saw train seconi No. 76 imred-
12tely south of the bridge, He did not know anything about
the brakes having been appli=d from the rear of the traain.

Conductor Atkins $2id the flagman was statoned
south of Sadieville for the purpose of permitting the work
extra to move i1n and out of Sidieville whenever 1t was de-
sired to 1o so, the reason the instructions read to drive
the work extras in at Hinton besngz that they wseres more
likaly %o be working near that station. He had not 1ssued
the flagping instructions on the prescribed form as his
supPly of forme had kesn exbausted, and he had made no ef-
fort to obtain an additional supply.

The :nvastigation fajrled to disclose the exact
condition of the air hrakes on woTk extra 6423 at the time
of the accident. Brakeman Ransdell szaid the brakes on the
caboose were work ng, while Corductor Atkins said he thought
the air was workiag properly excepPt on one car, he did nct
hewever, have any definite information on the subject.

Conclusions.,

This accident was caused by the failure of Engine--
2m Hende-son, of train second No. 76, properly to obey
automatic block-signal iniications.

Rules 46a and 53, time-table No. 31, effective
September 24, 1922, readl as follows-

48a "If the absolute home signal indicates 'stop!
before the train =nters the block, the train
must stop before entering the block, send a
flagman in advence immedaately, wait faive
minutes after flazman has star.ed, than pro-
ceed under control, foilowing flagmaa at safe
di1stance, until 1t reaches the next block

signal.
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53 "When 2 flazmen s 21 2 tiscl 2i1gnal with in-
structicas tc .. v 3 Z¢llorninz wvrain through
a block or 1th nre~or 1mZtructions on Form
5925, a train so stopped ant instructed may,
1f no other reasca sxists for holding 1%,
Pass the absolute kblock siznal in stop posSi-
tion and proceeld to the nsxt block signal
unier control, and in additvion sendinz a
fizgran anead #1th proper sighals belore pass—
ing tarough a tunnel x x x. Instructions
affecting moverent of trains beyond point
where flagman 1s stationed must be issued
on Forr 8325 to conductors and engineman
of train affected."

Enginerman Henderson consaidered ruls 33 as his
auuhority for passing signal 58-8 in the stop position.
This rule, aowaver, Would have appklied only if *the flazman
had been s tationed at the seignil, and hzad deen in possession
of instrucliicns preoperly addressed and on the prescraihed
form. As 1% was, Eagineman Haznderson should have cbeyed
the stap 1nd.cazion of the signal, z2ad thsn have proceeded
28 authorized by rule 462; had he stoppasd, sent 3 flagman
ahzai, and then lollowed after waiting five minutes, this
accildent undoubtedly would not n=ve occurred.

There was svidznce to the effect that the crew
of work extra 5433 had no Tlght to proceed tc Sadievalle,
but 1t is diffiecuvlt to undezstznd how tnis conclusion
can be Treached. The work ez'“m w28 within 1ts workaing
limits, was being prctectzd 221inst southbound trains by
the crew of another vork =xtra, 2nd had stationed 3 flagman
south of Sadieville %0 protect against northbound trains,
71th tne excepbtion o7 firot-class trains, wnich accordiag
Yo the flagman he was net to stop. Being thus protected
in each darection, this work 2xtrz2 had a right vo move bick
ard forth at will bet7tesn the two stations, having due re-
gard for the other sork =2xtra and provided 1t clearsd the
time of first-class trains, ani no train order or other
flag protect*on was necessary 1n order to bsrrmit 1t o move
soutnrard 4o Szdievalle, or to any point short of Sadaevilie,
whenever the crew so desired. Conductor Atkins is, horever,
oren to censuwre for hirs failure to couply ~ith the reguire-
rent of rulz 53 that instructions affecting tae movement
of trains neycnd the point ¥here the flagran 13 stationed
must be assusd on Forn €25 to coniuctors ani eazineman of
the traiins affected. In this case he aid not issue the in-
stTucticns on tae prescribed forr, while they were addressed
only to the flagman.
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The investigation of tnis .ccilent disclosed the
exis*tence of a condation simi’.: 1o that founa to exist
in connection With the 1nwasez:z-5.omn of 4n accident wanich
occurred on the 3%, Louis-%an Francisco Railroad near Adams-
ville, Ala., on August 3, 1819. in that case 3 bulletain,
Vo. 310, had besn i1ssued avtherizaing engineman to proceed
#ithout flag protection vhen stopped by a flagman stationed
At 2 block signal, hut apparently the hulletin had not been
Proparly posted, both ¢rews were in i1gnorance of it, and
the rule which governed was the rule requiring trains to
stop, seni a flagman in advance, and follow after waiting
five minutes. Although the provisions of the bulletin were
not tnsrefore directly involved in the cavee of the accadent.
ths 4dangerous situation created by 1its provisions was point-
el out very plainly; +the concluiing paragraph of the report
covering the investigation of that accident, which applies
equally well to the accident here under investigation, reads
a8 follows-

"™ 1le under the circumstances as they existed
in this case the crew of extra 1736 1s rssponsinls
for this accident, attention 1s c¢alled to the fact
that lisd the flagman at Alamsvilie bsen stationed
at s1gnal 72]1.4 instezi of at Adarsviile station,
the crew of extra 1736 woula have had the raight,
under Eulletain No. 310, to pass this red olock and
proceed until eather the vork ex%tra or another red
kleock was encountered. Had th1s bzen the case,
the accident undoubtzdly would have occurred,~ith-
out any violation of rulzs on the part of either
of the two crews involved, ani the rasponsibility
therefor would have rested upon thz officials who
authorized the 1ssuance of Bulletin ¥We. 310, fax
such an arrangement would have resulted in both
trains having raght to the track petween signal
731.4 and the succeeding northbound zutomatic
signal, Bulletins or rules authorizing trains
to pass red blocks on single-track line, under
any circurstances aithout full flag protection
are a serious detrirment to safety in traln opesra-
tion. Immediate st2ps should be taken by the
operating officiils of tne St.lLouis-San Francisco
R21lroad to correct the dangerous situation created
by the terms of Bulletin No. 310."

. At the time of the acciient the crew of work extrz
6422 had been on dutvy na2arly 8 hours and the crew of train
second No. 76 n=2arly 7 hours, after off-duty 2eriods vary-
ing from 8 1/2 to 11 hours.

Respectfully subritted,

v, P, BOPLAND,

Chizi, Burszu of Safety.



