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INTERSTATE COMMFHRCE COMLISSION

REPORT OF THE DIRECTOR OF THE BUREAU OF 3AFETY IN RE INVES-
TIGATION OF AW ACCIDENT WHICH OCCURRED ON THE WABASH
RAILWAY AT ATPICA, IND., ON NOVEMBER 12, 1923.

March 6, 1924.
To the Commigsion-

On November 12, 1933, there was a head-end collision
between two freight trains on tne Wabash Railway at Attica,
Ind., which resulted in the death of 2 employees and the
injury of 16 employees.

Location and method of operation.

This accident occurred on the Second District of the
Peru Division, a single-track line extending between Peru,
Ind., and Tilton, I1l.,, a distance of 101.3 miles; in the
vicinity of the point of accident trains are operated by
tire-table, train orders, and an automatic block-signal sys-
tem. The accident occurred about 3,654 feet east of the sta-
tion at Attica; approaching this point from the west there
1s @& 5C curve to the left 718 feet in length, and the track
15 then tangent for 1,466 feet, followed by a 2° curve to the
right 874 feet 1n length, the accident occurring on tangent
track at & point 536 feet east of the leawving end of thils
curve. The grade from the west is prac*ically level or slight
ly ascending for about 2,000 feet, and is then slightly de-
scending, being 0,30 per cent descending at the point of ac-
cident.

Eastbound automatic signals 376.9 and 376.1 located 316
and 3,654 ieet east of the station, respectively, are of the
three-position, upper-quadrant type. The view of sagnal 276.1
1s obstructed by an orchard on the south side of the track un-
t1l within approximately 800 feet of it, A cross-over is lo-
cated between the signals, about 1,361 feet east of signal
276.9, connecting with a passing track parallel to and north
of the main track.

The weather was clear and i1t was dark at the time of the
acciaent, whicn occurred about 6 p.m.

Descraption.

Eagtbound freight train No., 76, hauled by engaine 842, in
charge of Conductor Brinley and Engineman Lesley, while en-
gaged in swatching east of Attica station, had just started
to back westward on the main track, the engine headed east,
hauling 8 cars, when 1t was sbruck by extra 417.
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Eastbound freight train ext»a %17 conznrted of 1 car
and a cabcoose, hawled by engine .7, the enz.ne headed west,
anc was i1n caarge of Conductor 3er.y ard Enguneman Miller,
This train left Aitica at 5.58 p.r., and collided with train
Ne, 76 wrile running at a speed eatimaied to have been be-
tween 12 and 30 miles an hour.

The tender cisterans of the engines were jammed agzainst
the poiler heads and the tender %trucks derailed. The em-
Pployees killed weie the firemen.

Bummary of evidence.

Conductca trinley,of train No. 73, said his train ar-
rived a% Atg-ca at about il a.m., and had bheen engaged 1in
switching since that time. At acout 3,50 p.m. the engine
Procesded thiough the cross-over from *he passing track to
uhe main track with ssveral cars to go to the east end of the
yard to switch a track at the brick works, leaving their ca-
boose on the passing track. FHe said he tnen walked westward
to the freigh%t nouse to obtain « bi1ll tor & car and while he
was 1n the f.eighl house he heard & %rain gass and assumed
that 1t was &« westbound train which he had noticed being made
up east of tne statioa, Conductor Brinley stated that al-
though trere were torpedoes and fusees ia the caboose, he had
not provided himself with eisher and acritied that he failed
Properly to preiect his train.

Heuo Brakeman Fair szid he was stending rear the brick
yard switen, just east c¢f the point of accident, as his en-
gine backed west on the main track and saw extra 417 ap-
proaching from the west, a2t avout the point of the curve, at
a speed of about 20 miles an hour, and ke ran toward that
train on the fireman's side, swinging his lantern, and then
crcssed to the eagineman's side, but was unable to see any
one on the engine nor did he receive any signals in acknowl-
edgrent or his 8top sigrals. He said he did not know hoW far
he ran towards the train before he turned and ran eastiward
and swvung hrs lantern to stop his own train, which had nearly
come to a stop before the collision occurred., Brakeman Faar
said that the indication of signal 276.1 was red as extra 417
approached He aiso sa1d that while he was unaple to see the
markers on the tender of engine 417 owing to the smoke, he
coulc see a white light displayea on the rear of the tender,

Nidcle Brakerman Weakley said he was 5 or 6 car lengths
east or the brick yard switch, on the engiaerman's side, when
the collision occurred and had not seen extra 417 before the
accident, He further said that he understood that Conductor
Brinley vas protecting their train while 1% was using the mai-
track, as was the custom Rear SDrakeman dullins s21d he was
Protecting the train to the east ard dad not ses the approac.
1ng extra. Engineman Lesley said they had not completed the
work and were pulling west on the mrain track to again go invsc
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the brack yard switch and he supposed &s had been the custom
that the conductor was protecting them while they were work-
ing on this tracgk. He said he wvas looking to the east for
signals and did not see extra 417 before the collision oc-

curred

Concductor Berry, of extra 417, saia a stcp was made for
water at Atiyca, just wegt of the station, and as the train-
order board was displaved he went to the station and obtained
a train order, moz involved in the acaident, at which taime
the operator told him to be on the lookout for extra 2431,
#hich was in the yard. He did not notice the indication of
s1gnal 276.9, east of the station, but as his engine passed
him on 1ts way eastward he handed a copy of the order to the
fareman and communicaved the inmstructions he had received to
be on the lookout for the extra andé boarded the caboose., e
sald he saw extra 2431 standing on the rassing track, togetre
with & caboose wyi1th no markers displayed, which he concludec
was no part of a train. He furtier sar1d tnat after seeing
the caboose 1t d2d not occar to him that the local freight
train was sti1ll in the yard as no markers were displayed and
also as that train had been at Attica six hours previously
when his train was going west., ye had just entered the ca-
boose when the collision occurred, while the train was movirg
at 3 speed of apouv 10 or 12 miles an hour. Brakemsn Dempsey
and Dicken said they were riding on *he rear platform of the
caboosge until the train passed the cross-over switch, and es-
timated tne speed of the train at the taime of the aocident
to have been about 12 or 15 miles an hour. They felt no air-
brake application prior to the collis:zon, although Brakeman
Dempsey said the air vas cut i1n on the caboose,

Engineman Miller, of extra 417, said that when the train
crder was handed on at Attica he was told to look out for
extra ©431 1n the yard and that nothing was said about train
No. 76. #He said the signal east of the station, 276.9, was
displaying & stop indication, which he assumed was caused by
the train tor waich ne was told to be on the lookout, and he
broceedsad slowly to the cross-over switcn, which was set for
the cross-over, and whken the switcn was lined {or the main
track by & memper of the crew of extre 2451, which was on the
passing track, he received & ovack-up signal ana increased
speed. He also saxd tnat there were two red and two white
lights displayed on she rear of the teander. Engineman Miller
admitted that he did not 100k for the indication of signal
276.1 and said he did not ask the fireman conceérning 1ts in-
dication and had no intimation c¢f an accident impending untal

the cellision occurred.

The inwvestigation also developed that at the time of the
accident the crew of extra 2431 was in possession of a copy
of train crder No. 81, reading an part as follows:

"Eng 2431 run extra Attice to Tilton
and meet extra 417 east at Attica."
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In view of the fact that esstbound tz2ins are supsric.
ov direction, thrs crder requirsd extea 2431 to rerain at
At o, the peant at wnsch 1t w3s crsated, until extra 417
arrizved. A copy of the order was ncl issvrd to the crew of
exuia «+J7 when that train reached sttirce, bat ILng neman
Miller had peen co”d st that train was there and warned to
look ou* for »t. Hile »15 provides that at meeting poaints,
1t a signal 1s displaying a stov wrnazcatloa, & train may pro-
ceed under fu’l corirel. and Lrnginewan laller therefore
shovld have o procsaded efter pussiag sigril) 276.9; he
saoild also neve hrouzht his tra.: 1o o stop at signal 2876.1,
which is an outbound s gnal, -2th a round %nd, and rave ob-
tiined a clearance from iz dispirtcher, fail'ng co obtain
which he could procsed orly under flag protection.

Condvctor Klaire of ertra 2431, said his train was
standing on tre pasei i trzek wesht of <he cross-over and wher
he saw extlra 217 lcav:ing a2 £Ta*ion, nf instructed a brake-
man to lins sae ma r. L-ack cross-cver svitca for that train.
Brakemarn Ca»*er saia his %rain was ready to head out of the
Passing iracs and that the cross—cver sgwitch Lad beea lined
for that movement, but 8s exira 477 aprrecacred he cleosed the
switch and gaie a rroreed signal to the erv-nenan of that
train to indicate thab the switch ras propsyly lined, at
which time n. sa.d the spsed of the itrain wae about 10 or 12
miles an hour #g the engine pagsed him he noiiced & white
light on the rear of the tender but was not positive abous
seeing a red light.

Operator Schwarm, at a+ttica, szaid bhe receivwved a train
order 101 extra «17% and deliivered 1t to ctne conductor of
that trein and told him to be on the lockouat for extra 3434,
wnach was irn the yard, and diad not reation traian Lo. 76 as
e did not VYnow where 1t was located He pintther said that
about 20 minutsg after ke earnzd of the ocourrence of the
accident, Corducceozr Brainley came 1nto *he sitation and he told
the conducsor Jhal nis tra.n had beesa involved in aan accldent
Track Super vicor Harter said he was vading .o the caboose of
extra 417 with 18 track laporers arnd that the speed of the
trein was aboul 1€ or 230 miies an hoayr wh2n the collrsion
occurrea. He sa-d that after the accicent he noticed the in-
digcation 9 sxignal 276€.1, located nearly opposite the poant
cf accident, and 1t wag at stop

Conclusionsa.

This accident was caused by the failure of Conductor
Brinley, or trair No. 76, to provide propar protection for
his train, and by the failare of Enzineman Miller, of extra
417, to observe and cwuey hlock signal ipdications



The action of Conductor sSrirley in going to the freught
house when he should have been protecting his train while it
Was uslr g the main t rack denotes eltber a naisconcevtion bf
hiz duties or a laxity in the:r performance. It further =mq-
bedred fron bhe tesiimony tnat he had nov taken steps to pro-
vide himself with flagging egairment. An imperative duty
Tested upon him to protect his train, and had he provaided
this protection tnis zccident undounhtedly would not have
occurred,

Engireman Miller should have operated his train with caution
after passing signal 276.9, instead of doing thie he proceeded
at 2 speed of 15 or 2C milles an hour, and although approaching
a curve vhere the view from his side of the engine was obscured
ke did not bring nis train under proper control or require
the firewan, whe was on the ingide of the curve, to malhtain
a proyper lookout. Enginewan Yiller also failed to ascertaln
the indicavion of signal <76.1, when as a matter of fact his
train could not p.ass this signal, which was display:ng a stop
indication, without stopping and getting ir. communication witil
the dispratcher,

This accident again seives to direct attention to the
necessity ror the use of an automataic v rain-conirol devige
which wili intervene to stop a “rain whenever for any reasoun
an engineman faills to see or heed a stop signal. Had such a
device teern in use, tnis accident would have been averted,

Brakeman Feair had been in service about B weeks, tut all
the other erp_oyees were experienced men. At the time of the
accidernt tne crew of extra 417 had been ¢n duty 13 hours and
10 minutes, and the crew of train No. 76 from 10 hours and oG
minutes $0 1e hours, previous to which both crews had been
off duty for pericds ranging frou 17 to 62% hours.

Respectfully submitted,

W, P. BORLAND,

Darector.



