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INTERSTATE COMMERCE COMMISSIOR

REPORT OF THE DIRECTOR OF THE BUREAU OF SAFETY IN RE
INVESTIGATION OF AN AGCIDENT WHICH OCCURRED ON THE
PENNSYLVANIA RAILROAD NEAR BARBERTON, OHIO, ON
MAY 38, 1928,

July 36 1928,
To The Commission:

On hay 28, 1828, there was a head-end collislon
between a Baltimore & Ohio freight train and a Pennsyl-
vania freight train, o joint track of the two roads, the
wreckage of which fouled a Baltimore & Qhio freight
train on an adjoining track, near Barberton, Ohio, which
Tesulted 1in the death of two trespassers and the injury
of one employee and two trespassers.

Location and method of operation

This accident occurred on that part of the Akron
Division extending between Eudson and Joyce Ave.,
Columbus, Ohipo, a distance of 143.5 miles. Between Akron
Junction and Warwick, a distance of 15.6 miles, within
which territory this accident occurred, the single-track
lines of the Baltimore & QOhio and the Pennsylvania Rail-
roads parallel each other and are opeTated Jointly as a
douple~track line under the supervision of the Penn-
sylvania Railroad, traine being moved by time-table,
train orders and a manual block-signal system. The
accldent occurred at VD Block Station, 1.9 miles north
of Barberton; approaching this point from the south
there 18 a 16 30' gurve to the right 386.1 feet in
length, followed by tangent track for a distance of
4,034.4 feet, the accident occurring on this tangent at
a poilnt approximately 2,435 feet from i1ts southern end.
The grade at the point of accident 1s level,

There 18 a crossover between the main tracks
onvosite VD Block Station, the north crossover switch
being located 101 feet north of the tower, while the
block signal governing northbound movements i1s located
on the east side of the tracks at a point 187 feet south
of the tower; there 1s also a signal governing southbound
movements located 300 feet north of the tower, both
g1gnals being controlled from the tower. A red flag ovis~
Played from the tower by day or a red flag and a red
light by night indicates there are orders on Form 31, or
else orders on Fomm 12 which restrict the rights of
trains. A clear view &f the signal south of the tower
could be had from the engine of a northbound train for
a2 distance of about 2,140 feet, while the tower could
be seen a distance of about 3,337 feet.
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A dense fog prevalled in the vicinity at the time
e

of the accident, which occurred at abeout 11.09 p.m.

Description

Southbound Pennsylvania freight train AC-1 consisted
of 24 cars and a caboose, hauled by engine 4514, and was
in cacrge of Conductor Starner and Engineman Hodell. This
train departed from South Akron yard, Bridge 16, 2.3 miles
north of VD Bleck Station, at 10.38 p.m., the crew having
1n their posseéssion a copy of train order No., 326, Fom 19,
glvling their train rights over opposing trains on the
nortkbound main track between Briage 16 and VD Block
Station. Upon 1ts arrival at VD Block Station train AC-1
was brought to a stop on the northtound main track a short
distance north of the crossover at about 10.52 p.m., and
1% was still standing at this point when 1t was struck by
northbound Baltimore & Ohio extra 42341-4173.

Yorthbound Baltimore & Ohio freight train extra 4341-
4173 consisted of 56 care of 1ron ore and a caboose, hauled
¢y engines 42341 and 4173, and was 1n charge of Conductor
Wilson and Engineman Mitz and Fairhead. Thisg train departed
from Warwick, 8.8 miles from VD Block Station, at 10.48
p.m., moving on the northbound track, passed FR Block
Stauviocn, 4.2 miles beyond and the last open office, at
10.39 p.m., passed the block signal south of VD Block
Station which was displaying a stop indication, passed the
tower, from which a red light was displayed, and collided
with Pennsylvania train AC-1 while traveling at a speed
variously estimated at from 4 to 13 miles per hour.

Southbound Baltimore & Ohio freight train extra 5182
consieted of 101 cars and a caboose, hauled by engine 8192,
gnd was 1n charge of Conductor Ellis and Engineman Frye.
This train departed from Akron Junction, 6.8 miles north
of VD Block Station, at 10.3Z5 p.,m., moving on the
southbound track, and was brought to a stop at the block
si1znal north of VD Block Station at 11.01 p.m. Upon obtain~
ing a clear sigral i1ndication, the train started to move
but had procecded a distance of only one-half 1ts lenglh
vhen 1t wes side—-swiped by the wreckage of the accident be-—
twecn train AC-1 and extra 4241-4173.
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Engine 4514, of train AC-1, was driven backward a
drstence of approxaimately 135 feet, although none of the
three enpines involved i1n the collision was derailed,

The first s1x cars 1n train AC-1 were derailed and scattesred
on both sides of the track, and one car in the trsin of
extr. 4241-4173 was derailed. The wreckage from this accl~
dent Zouled the southbound main track and resulfed 1in

da.1ev,e to the 3lst to the Z8th cars, inclusive, 1n extra
£8192; one pair of wheels of the 39th car, the 46th to the
20tn cars, 1inclusive, and one truck of the 51st car were
derailed,

Summary of evidence

Engineman Hodell, of train AC-1, stated that when his
trein was ready to depart from Akron yard the conductor
coluraunicated with the operator at MN Block Station, aosout
1 mile north of Briocge 16, the latter point being located
at ihe south end of Akron yard, and received an order to
proceed from Bridgze 16 to VD Block Station via the north-
opound main track, the conductor verbally apprising Enzine-
mwan Hodell as to the contents of the order. The train then
oroceeded to VD Block Station as directed and was brought
to a stop opposite the southbound block signal. Engineman
Hodell sald that as soon as hie train came to a stop he
procceded to the tower where the operator handed him a
trcein order and clearance card and as he was about to leave
the tower the operator informed him that a northbound train
had collided with his own train; Engineman Hodell did not
hear the northbound train pass the tower nor did he hear
the crash of the collision on account of the southbound
trcin passing on the adjoining track at the time. He fur-
ther steted that the signal governing southbound movedents
coulcd be plainly ecen as his train approached VD Block
Secrion but on arriving there he noticed that the weacher
wos Togey beyond that point,

Fireman Wagner, of train AC-1l, stated that hc was
Torking around the engine from the time his train came to
o stop at VD Block Station until the occurrence of the
accident, being 1n the engine cab at the time of the
accirdent and did not sec the opposing train at any tiwc.

Erakeman Bilderback, of train AC-1, stated that as

soon a8 his train stopped he procecded to the highway cross—
1ng located between bhais ongine and the tower and remeined
at that point until ex.ra 6192 sterted to pull by on the
gsouvhbound track, and he then continucd southward to tne
crossover for the purpose of lining the switches to ocrmat
his train to enter the southbound track as soon as cxtra
8122 had passed. He was at the crossover when he obscrved
the northbound train approaching and i1mmediately procecded
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To the northbound signal, which was displaying a stop
indicetion, and started pLvinc stop signals. These siznals
were not acknowledwed, and upon realizing that the ap»roach-
inz train could not be brought to a stop 1n time to avert
an accident he started to return to his train for the
purpose of warning the fireman but was overtaken by tne
northound train by the time he had reached the highwey
crcssang, He egtimated the speed of the train {o have oeen
10 or 12 miles per hour at the iime 1t passed him. Breke-
mean Ei1lderback sard the fog was quite dense south of VD
Block Station and that he observed the approaching train

as soon as the hecadlight shone through the fog, about &5
czr-lengths digtant. He also seid he heard no whistle
s1snels sounded as the train approached the point of acol—-
dent, nor dird he attempt to afford flag protection prior

to the time that train came into view because of the fact
that the train order under which his train operated to VO
Block Station restricted the rights of opposing trains
bevond that point.

Conductor Starner, of train AC-1, stated that before
leaving Akron yard he commuhicated with the operator
a2t MN Block Station by telephone from the booth at Bridze
16 and received the train order darecting his train to
opcrate over the northoound mawin track to VD Block Station.
This order was written by him on a pirece of c¢lip paper,
there being no prescribed forms available, after which he
reau 1t back to the operzter and then read 1t to his cn ine—
man tut did not deliver a copy of the order to the engine-—
nen. Conductor Starnmer i1ode in the caboose to VD Block
Stadiion, and was still located in the caboose at the time
of the acecrdeat. Conduector Starner further stated tnas 1t
had slways been the practice to move trains from Bridge 16
unacr orders received by telephone, as there i1s no other
1ay 0f getting them in the prescribed form until the trein
reaches the first open office, which i1n thig i1anstance was
VD Elock Station, and 1f his train were to coatinue moviag
azaingt the current of traffic he would not pass the
tover without obtaining the order in proper form, The
statements of Flagman Neville, of train AC-1, brought out
no additional facts of importance,

Engineman Mitz, of the leading engine of extra Is:l-
4173, stated that soveral stops were made en route and
that the air brakes opcrated cfficiently, and that after
lcaving Warwick he encountered fog at different points.
When approaching FR Block Station he partly closed fhe
throttle and did not change 1ts position after observing
the e1gnal at that point in the clear position. He hcard
the cxplosion of two torpedoes as his irain passed Canal
S8iding, a short distance north of FR Block Station, and
placed the throttle in the drifting position, the specd of
nis train then being about 35 miles per hour. On account
of the fog he becawe confused as to his cxact location and
was attempting to locate land marks when his train sudcenly
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eserzed from the fog and he noticed the signal south of VD
3lock Station, apperently about L0 ca:-lengths distant,
cisplaying a stop radication, and at about the same time
he noticed the headlights of two southbound trains near
the tcwer, He immediately applied the brakes i1n e€nergency
anc opened the sanders but di1d not sound a whistle siznal
for the engineman of the gecond engine to do likewise, and
he dicd not know what action was taken by thal engineman.
Enliaeman Mitz estimated the speed of the train at the tiue
the brakes were applied i1in emergency at nd more than 30
miles per hour and at the time of the accident at about
5 s1les per hour. Engineman Mitz furtiher stated that he
d1d not have a copy of the order restricting his rizhts
bcyond VD Block Station and that hed he received such an
order he would have approablkted that point more cautiously,
altlvugh 1t was his understanding that reverse movements
were permissible by btrain order and that the order given
gy be placed at the station to which such reverse move—
ment 1s made,

Fireman Barlow, of the leading engine of extra 4341~
£173, stated that fog was encountered between Warwick
anc the point of accident, and 1% appeared to be the
heatiest 1n the vicinity of Barberton. He first observed
the tlock signal at VD Block Station displaying a stop
incicetion when 1t was about 10 or 15 car-lengths distant,
naving jJust returned to his position in the cab from taoe
deck of the engine, and at the same time he also saw a
nceclight a short distance ahead of his own train; the
gaced of his train was then aocout 1% or 18 miles per hour,.
He serd his engine was not working steam as the engineqan
had closed the ithrottle upon encountering two torpedoes
near Berberton. Fireman Barlow jumped from the engirac just
2710r to the accident, at which time the speed of his trsin
had been reduced to acout 8 or 12 miles per hour.
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Brakeman Starns, of extra 42341-4173, who was riding
on ¢he lead engine, seird he observed the signal at VD
Block Station as soon as his train emerged from the Iog,
asout 25 or 30 car-lengths from the signal, moving at &
speed of about 20 miles per hour, He imnediately called the
indication of the signal to the engineman but the engincman
had already applied ithe brakes in emergency. Brakeman
Starns also Jumped from the engine at about the time the
troing collided, and he estimated the speed of lis train
at Shet time at not more than 4 miles per hour. DBraXcwan
Starns further stated that the engines had been uncoupled
froi1 the train at Warwick, and that when they were recoupled
to the trzan he had connected the air hoss.
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Engineman Fairhead, of the secoad engine of exira 4241-
417Z, stated thal at Warwick the engines Were uncoupled
Trom the train and then recoupled, and that the air brekes
vorked properly aiter leaving that point., While passing
Cenal Siding he heard the explosion of a torpedo and closed
his throttle to drifting vosition, the speed of his train
then being about 20 miles per hour. He did not sec the
block signal at VD block station until the engineman of the
lcading engaine had applied the brekes i1n emergency at
vbich time he saw the siznal, about 280 car-lengths cdigtent,
and placed the brake valve on his own engine in the euer_en—
¢y position. It further appeared from the statcments of
Engineman Fairhead that althouzh the weather was fogzy
betwecen Warwick and the point of accident yet he could
ascertain the position of his train within a distance of
approximately 300 feet, and as he felt confident the cnjine—
aat of the leading engine wes aware of the locstion of his
trcan he had supposed the train wae teing properly hondled.
Enzineman Fairhcad thought, however, that had he bcea on
the lead engine he would nat have approached Barberton qurte
as frst with the particular train thoy were handling.

Firemon Chesser, of the second ensine of extra toil-
4173, stoted that the specd of the train was 18 or 20
m1lcs per hour vhile approaching VD Block Station zac he
estimated the speed to have beern 10 or 12 mileg ver hour
al the lime 1t passed the block signal, although he could
not see the sigral fror his position on the engine on
account of fo; and smoke and was wnaware of anythiny 'riong
uatil s engineman instructed ham to get off.

The statements of Cunductor Wilson, Brakeman Xoveles,
and Flagman Butchko, of extra 4341-4173%, were to the effect
tnat after the engines were recoupled to the train at
“arwick a slight brake-pipe reduction was made and 0l] the
orakes appeared to release, otherwise no brake test wes iade,
At the time the air brakes were applied 1n emergency just
orior to the accident a lighted fusee was thrown from the
cascoge and as soon as the traan came to a stop the fusce
eppeared to be about seven or eight car-lengths frowm the
caboose and was barely visible in the dense fog.

The statements of Engineman Frye, Fireman Jones and
Brakeman Semon, of extra 5192, 'which was moving on the ad-
joining track, were to the effect that their train stopped
at the signal north of VD Block Station at about 11 p.im.,
duc to the fact that 1t was then displayinhg a stop 1adica—
tion. This signal cleared almost immedaately, however, and
thelr trein proceeded southward and the engine had reached
a point spproxamatcly 20 car—-lcngths south of Lhe tower,
traveling at a speed of about 15 miles per hour, when chey
obscived the head end of the northbound train pass their
enine on the adjoining track; none of them had proviously
nosiced the approaching train on account of the dense fog
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in tnet vicinity, although both Fireman Jones and Brakeman
Serron were stationed on the left side of their engine,
Shortly afterwards their train was brought to a sudden stop
due 1o the air brakes having appliecd i1n emergency.

Cperator Sweet, who was on diuty at VD Block Station
from 3 to 11 p.m. on the day of the accident, stated that
he received train order No. 326, addressed to all north-
sound trains at VD Block Station, and 1n accordance tnere—
with he displayed a 31 order siznal on the train-order
board ana left the northbound block signal in the stop
wocrtion. Train AC-1 arrived at 10.53 p.m., and at 10.58
p.it, Order No., 336, was annullcd by order No., 328, but the
dispatcher instructed him not to change the train-order
signal 1n view of the fact that train AC-1 had not clecared
the northbound main track.

Operator Johnson, who was on duty at VD Block Station
at the time of the accident, stated that he relieved
Opcrator Sweet at 11 p.m., and at that time he noticed
there were trains in the block but no orders were on nand
for delivery. He also noticed the north-bound block signal
sct 1n the stop position, ang he left the 31 train-—ordcer
signel displayed as a matter of vrecaution. Extra 4241-4173
catered the block at FR Block Station at 10.59 p.m., but on
account of the fog he did not see that train approaching
and did not hear 1t pass his tower due to the noise caused
by @ train passing on the adjoining track, his first know-
ledge of anything wrong was when he heard the crash of the
collision, which occurred at 11,09 p.m,

Dispatcher Witwer, who was on duty at the time of the
accident, stated that he i1ssued train order No. 326 thrcugh
the operators at VD and MN Block Stations at 10.33 and
10.34 p.m, respectively, authorizing train AC-1 to use the
northbound main track betwecn Bridge 16 and VD Block
Station, the order being addressed on Form 31 %o all north-
ward trains at VD Block Station; he did not consider it
nceessary to provide in the order that such trains rould
Teccive this order al the pornt where their rights were
Testricted, as 1s required under the rules. He also under=—
stood that the rules provide that an order must not bc sent
to a superior train at the meeting point 1f 1t can be
avolded, and said that he had ample time 1n which to nave
put out the order at one or two stations i1n advancc,alihough
tois had not becn the practice when making reverse movcments
on double track since the block-signal system was 1nstalled
20 or more years ago, 1t being the custom to 1ssue such
orders at the crossover point, which he said was donc forx
the purpose of avording delay :o trains as much as possible;
this rule is always followed, however, i1n single-—track
territory. DLispatcher Witwer further stated that he
issucd order No. 322 annuliing order No. 236 at 10.58 p.m.,
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giving as his reason for doing so the fact that he coasid-
ered that train AC-1 had fuliilled the order, although that
“raln had not cleared the northbound main track; he did,
however, instruct the operator at VD Block Statlon to con-
Tinue to display the 31 train-order signal.

Conclusions

This accident was caused nrimarily by the failure of
Eapinemen Mitz, in charge of the lead engine of extra
4241-4173%, to approach the block signal at Barberton under
oroper control, rcsulting in his failure to bring his
traein to a stop before passing the signal in the stop
position.

The evidence indicated that the block signal govern-
ing northbound movements at VD Block Station was dicplaying
a ctop i1ndication, and that the train-order board 2t the
tower was also dusplayed., It fur.her appeared that fog
was encountered at intermittenl ysints between Worvick
and the point of accident, the fog being very densc just
south of VD Block Station, and Zagineman Mrtz saird thes he
became temporarily confused as to Lis location. He ade
no attempt to bring his train under proper control, however,
until 1t emerged from the fog a short distance south oif
the szgnal, 1t then being too late to bring the train to
a ctop 1n time to avert the accident,

Engineman Fairhead, who was in charge of the second
énzine of extra 4341-4173, seid that while the weather was
foggy he could determine the position of his train at all
times within a distance of approximately 300 feet, yet he
nade no attempt to warn the lead enzgineman of the fact
that they were too close Lo the signal to stop 1in case 1t
should be displaying a stop indication. Had he sounded
the whistle the lead engineman undoubtedly would have had
aaple warning and would have had an opportunity to bring
the train under vroper control.

Train order No. 2236 cathorized train AC-1 to use the
ncrthbound main track between Bridge 16 and VD Block
Stetion and was put out to all northward trains at the
latter point; the conductor wrote 1t out on a piece of
peocr while the engineman had only verbal information
on which to make a movement against the current of traffic.
This order was annulled by order No. 328, addresszed to
the operator, while train AC-1 was st1ll occupying the
northbound main track and before extra 4341-4173 ha
passed the last open office, the crew of the latter +r31n
not having received a copy of eirther order. The 1ules,
however, provide that a train order must not be seant %o a
SUperlor train at the meeting point 1f 1t can be avoided,



whnen an order 1s so eent the fact will be stated 1n the
order and speclal precautions must be taken to insure
salfety. In tms 1nstance the dispatcher had ample tiue
to have i1ssued both orders at a station i1n advance of

VD ©olock station, but according to his own statements,
where reverse rnovements are made by train-order aushority,
this rule has not bcen complicd with for many years; the
block—-esignal and the train-order signal appareatly are
relied on to afford proteciion. Incidentally, by annulling
trrin order No. 328 beforc train AC-1 had entered the south—
bound maln track 1t created a situation whereby that train
was occupying the northbound main track without authority.
Had train order No. 336 been 1ssued Lo the crew of extra
4241-4173 at a etation in advance of VD Block Station, 1t
1s probable that the accident would have been prevented.
The dispatcher appears to have followed the usual practice
1a handling these treins; but the practice of having
dispatchers depend on the block system for protection
ajainet accidents which may involve theirr own failure

to obey the rules 15 no more desirable than the action

of a flagman in dep~nmng on the block system to prolect
tne rear of hie train from an accident which may 1avolve
1ule S8, Train order ruleg, block-signal rules, and
geacrel operating rulcs, should be enforced at all Times;
tnc fact that no previous accidents have resulted from the
Giepetehing methode followed i1n this case, as was stcted
Dy Dispatcher Witwer, docs not Justify continuance of the
pruactice.

The employecs involved were experienced men and =t the
t1.2€ of the accident none of them had been on duty in
violation of any of ihc provisions of the hours of s.rvice
law,

Respectfully submitted,
Ww. P. BORLAND,

Director.



