HH4 Q. #

1064
INTARSTATE COMMERCE CCUWISEICH

REPCRT CF ThE DTRECTCR OF 1TFE SUREAT CF SAFETY I RE IN-
VESTIGATICN CF AN ACCIDELT WHICH GCCURRED ON TEE HGCK-
ING VALLEY RAILWAY AT LINWORTH, CHIC, OJ JUNE 24, 1S34.

August 8, 1934,

To the Commission:

On June 24, 19234, there was a rear—-end coilisicn
between t7o extra trains at Linwsorth, Ohio, wkich resuited
in tae ceath of one eamplaoyee, aaa the injury of one eaployee.

Location and method of cperation

This «tciecent occurred on the Toledo Tivision which
extenus osoveen Joluabus, and Toiedo, Ch1o, « alstance of
123 miles, +rn ta: vicinity of tae point cf accident this 1s
&« Single-track line over wnich triins &re oper-ted by time-
table, train orders ano 4 wamies. block-signel system. The
accldent oscirred at o pornt 1,370 feet norin of the station
at Linwgrth. Tae track 1s tungent for several miles in elthe
directicn from tne goiat of accident, while tne grade 1s U.39
per cent descending Tor approxigately 4,000 fect approachlng
the point of acciuent from the north. & dense fug Testricted
the ruunge of vision %o a distence of &ooul « car lengths a%
the time of the zcecident, which cccurreg ot 4.15 &a.m.

Description

Soathoounu wrecking train sxtire <35 conslgtea of one
frelgat car, a gerrick car, an 1aler, one truck car, two
Tool cars, o tie car, a relief car, anu & cabouse, 1n the
order named, nauleu by engine 255, anu was 1n Charge of
Condvctor Lafferty and Engineman Keesnan. It left Powell,

5 miles north of Linworth anc the last open office, at 3.41
&.M., according toc tna train snest, unuer o caution block
s1gral, anu While moving <t & speea o agout & miles on
hour preparwtcry to stoppisg for water at Linwotth, tas
rear 8na wfag stmuck by extre l33.

Southbounu frsight trailn extre 138 consisted of 39
lozded ore cars and o caboose, hallea by eapgine 138, wnd
¥ag 1n charge of Jona ctor Blosser anu Enginewsn Stein.
Tnis train left Walbriage, Orhio, at 3.45 peu., June &3,
passed Powell atv 3.53 a.m., June 34, 13 ginutes oshdna
extra 255, unuer « caution block signal, and walle travel-
lng at & speed of abort € wiles an hour colliced with extra
355 at Linworth,
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The 1mpact demolished the caboose of extra 255 and
slightly damaged tne two cers next tc the caoccose. The
front ena of engine 138 was alsc slightly damaged. The
employee k1lled was the brakeasan of extra 255.

Surmary of evidence

Engineman Keeshan of extra 855 said his train left
Powell under & green or caution block signal and as three
helper engines had entsrea the block ahead of his train
he proceeded at a rate of speed of about 15 miles an hour,
reducing speed to about £ or 8 miles an hour &t the nortn
swltch of the passaing wrack a% Linworth. He said he nad
informed Condvctor Lafferty that 1t would be necessary to
take water at Linworth ang <lthough he had nct sounded the
whistle signal for the flegmar to protecl tne rear of the
train at the time of the colligion, 1t was his intention
to 0o so 2s socn as ths train was brought to & stop. He
sald tne fireman was stanging in the gangway ready to
allght and turn the water spout which was just aocut op-—
posite the enpine cab when the collision occurrea. Engine-
wan Keeshan said +re fog was so aenge that at no time oe-
tiveen Powell and tne po-nt of accident was he able to see
more than a car length oistant.

The testimony of Fireman Carpenter of extra 2355
practically coproberated tnat of Englneran Keeshan.

Conductor Laflerty of extra 255 said he met Engine-
man Keeshan while 1n the office &t Powsell getting orders
and was informed that 1t would be necessary to take wsater
at Linworth. Accordingly this was hils understanding of
the reason for steam being shut off and speea being reduced
near the novth passing-track switcn ot Linvorta, tut when stean
was agaln used shortly afterwards he thought Inglnsman
Keeshan had changed his mind about taking water. He sald
steam was 2gain shut off and the traln permitted to drift
and was slowming aown when from his position in the cupola
he first ncticed an engine approaching a short distance %o
the rear. He called & warping to the brakemsn ana flagman,
went out by wsay of the rear door and had just alighted on
the ground when the collision occurred. He estimated the
speed of his train at the time of the impact uvo have been
from 3 fto 5 miles an hour. He said 1t vas his practice in
foggy weather to throw off lighted fusees when approaching
2 station at shich he knew water was to be taken butl was
cf the opinion that 2t would not have had any effect 1n
this instance as extra 138 was followlng his ftrain too
closely to have stopped or averted the collision. He said
there was no rule wnicn relievea the conductcr or flagman
from protecting tneir train notwithstanding the fact that
the following %train has been given & caution block signal.
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Flagran Bermebtt of extra 28% gand the speed of
his train was about & miles an hour at the time of passing
the north passing-track switch at Linworth, at wnich time
he was rding in the right side an¢ Concuctor Lafferty
1in the left side ¢f the cupola. Shortly afier passing
the switch and as speed was being gradually reduced
Conductor Lafferty, who had been raintaining & loockout to
the rear, called a warning, jumped down and left the caboose
by way of the rear door while he and Brakeman Sears siarted
toward the front door but for some reason the prakeman was
unable %o open the door and they were veth 1n tne caboose &%
the time of the impact. !He admitted that ne did nov afford
proper protection for his train and was of the opinion that
had he thrown off a lighted fusee when the speed of his
train was firat reduced preparatory %o stopping this
accident would have been averted. He sard he did not knoW
that his trzin was %o take water at Linworth.

Engineman Stein of extra 138 said lis train left
Powell undér a caution block signal and proceeded slowly
through the tlock. Approaching & road Crossing located
Jjust north of tne passing track switch at Linworth, he
sounded the whistle signal twice for this crossing and at
the same %ime made & brake application which burched the
slack in his train and had reduced speed to about 12 mles
an hour at the passing-track switch. He stated that the
fog was very dence on the morning of the accident and had
been the entire distance between Powell and tne point of
accident. The first intimation he had of the frain ahead was
upon hearing nhis fireman call "red block?, 2bout the same
time he sew the reflection of the headlight on the door
of a caboose about 3 or 4 car lengths distant, and he
immediately applied the atir brokes in emergency, which
reduced the speed of his train to about 8 or 9 miles an
hour at the time of the collislon, the force of the impact
shoving extra 355 forward a distance of about 5 car lengths.

Fireman Reed of extra 138 sald his train was grifting
a% the time 1% approached the road crossing Jus? noTth of the
north passing-track switch at Linworth. Engineman 3tein sound-
ed the whistle signal twice for the road crossing and about
that time made a brake application which reduced ihe speed
of the train to about 13 miles an hour. The fog had been
very dense all of the way from Powell and was especially
heavy near Linworth limiting the view of the track ahead
to & very short distance. Shortly after passing the norih
rassing-track switch he saw through the fog what he thought
to be a red signal and called "red block", to the engineman
who made a brake application, the colllsion octurrmnpg M-
mediately afterwards. w
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The testimony of the other members of the train
crew of extra 138 added nothibg of imporignce to the
evidence.

Rule 9¢ provides in part:

When a train stops or 1s delayeq,
under circumstances in which 1t may be
overtaken by another train, the flagman
mist go back immediately witn stop signals
g suffaicient distance to insure full pro-
tection . . . .

Under the r.les, conductors and enginemen are jointly
and equally responsitle for the safety of the train and the
proper use of all precautiong rejuired by the rmles.

Rule 223 15 as follows:

Engiremen of trains followling others
must approach water stations with proper care,
with the train under such control as will
prevent collision with the forward train.

Under the form of marmual block system 1n use on
this line, trains are permitted to follew a freight train
1nto a block, such movements being authorized by the dis-
play of a green or caution olock signal indication. With
reference to such movements, a special time-table rule
provides as follows:

Enginemen proceeding uander "Green
Block," as indicatea in Rule 301 (c),
w1ll be held responsible 1n case of
accident, caused by overtaxing the pre-
ceding train, however, the use of block
signals and the rules governing same do
not relieve employees 1n train service
from the duty of promptly and properly
protectaing thear trains. They will be
held strictly responsible for the ob-
servance of Rule 98.

Conclusions

The primary cause of this accident was the failure
of the conductor and the flagman of extra 255 properly to
protect tneir train and the failure of the engineman of
extra 138 to operate his train under proper control after
having received & caution pblock sigmal indication. The
underlying cause was lax operating practices and rules
which were inadequate to provide for the safe operation ]
of trains under the conditions existing at the time of this
accident.
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The investigation disclosed that Conductor Lafferty
and Flagman Bennett of extra 255 took no measures whatever
for the protection of theilr train as 1ts speed was reduced
breparatory to stopping for water at the point of accident.
Conductor lafferty had previcusly been advised of the in-
tention of the engineman te stop for water at this point,
and because of the dense fog both he and the flagman should
have been particularly diligent 1n proviaing necessary flag
protection. Had they dropped off lighted fusees approach-
ing this point, the accident would probably have been averted.

Althoigh Engineman Stein of extra 138 sald he pro-
ceeded slowly through the block, 1t appears according %o his
own statement that the speed of his train for part of the
distance exceeded 12 miles an hour and at the time of acci-
dent was 8 or 9 miles an hour. In view of the dense fog
which limited the range of vision %o a disvance of three
or four car lengths, 1t 1s evident that he did not operate
his train under control as reguired by the caution block
signal inurcation and the special time-table rule quoted
above, had he adone so he would probably have been able to
stop 1n time to prevent the accident.

While the mamual block system was nominally in
effect on this line, the 1nvestigation disclosed that in
this 1nstance five trains were admitted to the block in
succession, extra 355 being preceded by three helper engines.
Under these circumstances 1t 18 apparent that nu protection
whatever was afforded by the so-called block system. Rule
91 (a) provides that operators shall gpace passing trains
5 minutes apart during clear weather and 10 minutes apart
during foggy or stormy weather. This appears to be the only
precaution expressly provided by the rules for additional
protection when view 1s obscured by weather conditions.

It 1s a dangerous practice to @&llow trains to enter an
occupled block at short intervals of time when the view

1s Obscured by fog, storm or otherwise. Under the weather
conditions which existed at the time of this accident, 1in
order properly toc safegunard train movemenis an absolute
block for all trains should have been placed in effect.

Had an adequate block signal system or an antoratic
train control device been in use on this line, this acca-
dent would undoubtedly have been prevented.

At the time of the accident the %rain and engine
crew of extra 255 had been on duty 6 hours and 45 mimates,
after an off duty period of 14 hours or more, the train
and engine crew of extra 138 had been on duty 13 hours and
15 mimites after an off duty period of € hours or more.

Respectfully subm tted,

%. P. BORLAND,
Director.



