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INTERSTATE COMMERCE COLMISSICI

REPORT CF THE DIRECTCHR OF THE BUREAU OF SAFETY CONCERNING
AN ACCIDENT OW THE CLEVELAND, CINCINNATI, CAICAGO & ST.
LOUIS RAILWAY AT DAKVILLE, IND., OIN APRIL 7, 1943,

June 12, 17233,
70 the Commission:

On April 7, 1933, there was a rear—end collision between
two passenger trains on the Clevelaad, Cincinnati, Caicago
é. 5t. Louis Railway at Danville, Ind., which resulted in
tne injury of 53 passengers, 4 mail clerks, and 5 employces,
This accident was investigated in conjuncticn witn the Public
Service Commission of Indiana.

Location and method of ovneration

Thig accident occurred on that pert of the St. Louis-—
Terre Haute Division extending between Matioon, Ill., and
Indianapolis, Ind., a distance of 138.8 miles; 1n the wicinlty
of the pcint ol accident this 18 a double-track line over
which trains are operazted by time table, train orders, and
an automatic block—-signal and train-stop system, the latter
being of the intermittent induction type. The accident
cccuried opposite the west end of lne platform of the passen—
ger depot at Danville, approaching this point from the west,
the track 1s tangent for geveral miles and then tanere 1s a
0% 45" curve to the right 1,500 feet in length, followed by
2,093 feet of tangent to +he point of COlllSlOH tuils tangent
extendlng for a considerable distoance beyond that point.
Tane grade for east—bound trains 1s 0.385 percent descending.

Nash tower 1s located about 1 mile west of Danville
and between these two points there 1s o passing track 7,315
feet 1in length which parallels the main tracks oa the south,
the east switch being located 424 feet east of the leaving
ead of tone curve, At the time of the accidenl freight cars
were stored on this passing track.for almost 1ts eatire
length,

Tne east—bound home signal at Nash 1s located 411 feet
west of the tower, while east-bourd signal 212 15 located
6,303 feet west of ihe home 81gna1 Signal 183 1s located
almost 1+ miles cast of the east—bound noue sigral, or avout
1,735 fect east of +tne passenge1 depot at Danv111c. The
1nuerlocL1ng horme signal 1s of the senanhore type, wiiile the
other signals are 3-indication color~ligat sig nals. All
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high signals are appreoach lighted., Singce August, 19338, the
interlocking at Nash tower has been disconnected, so that
all switches are hand thrown, and the semaphore blades have
been removed, with the exception of the top arms. The con-
trol circuits have been revised so that these signals are
operated automatically when the tower 1s closed, and semi-
automatically when the tower 1s open; the interlocking plant
15 open from 8 p.m. %0 5 a.m., within which period the acci-—
dent occurred.,

The view of signal 212 and alsc of tae home signal at
Nash tower is unobstructed, but the view of the rear end of
an eastbound train at the passenger depot at Danville 1s
obstructed by the south bank of o cut, approximately 25
feet 1n height, and by overhead bridges and a pole line, and
at the time of this accident by freight cars which weTe
standing on the passing track. The first view the engine—
man of an east-bound engine could get of signal 182 would
be on reaching a point near the eastern end of the curve.

The weather was cloudy at the time of the accident,
wnlch occurred about 10:285 p.m.

Description

East—bound passenger train No, 20 consisted of & baggage
cars, 1 refrigerator car, 1 cowbination passenger and baggage
car, 1 coach, 3 Pullman sleeping cars and 1 cafe-lounge car,
in the order named, hauled by engine 6609, and was i1n charge
of Conductor Bristow and Engineman Andrews. Tae fourth,
seventh, and thirteenth cars were of steel-underframe con-
elruction, while the remainder were of all-steel construction.
This trgin left Greencastle, 18,7 miles west of Nash, at
10.01 p.m., cccording to the train sheet, 11 minutes late,
passed Nash ot 10:22 p.m., 7 minutes late, stopped at Dan—
ville, 1 mile Dbeyond, to discharge a passeager, and had pro-—
ceeded about five car leagths when the rear end of the train
was struck by troain first No, 40,

East-bound passenger train first No. 40 consisted of
1 moi1il car, 1 baggange car, 1 combination passeager ond
baggage car, 1 cooch, 3 Pullmon sleeping cers, 1 dining car,
and 1 club car, in the order named, 2ll of steel construction,
houled by engine 6629, and was in charge of Conductor Powell
and Enginemon Mitchell, This train pessed Grecncastle ad
10:07 pem., according to the train sheet, 2 minutes late,
passed signal 212, which was displaying a caution 1adication,
passed the east-bound home signal, the indication of which
18 1n dispute, passed Nash at 10:24 p.m,, 1 minute ahead of
time and only 2 minutes behind train No. 20, and collided
with the rear end of that train while traveling at a speed
believed to have been at least 20 miles per hour,
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Considerablc damage was sustalned by the seventh,
eighth and thirtcentk caxs in train No. <&0; the forward
truck of the eighth car was deralled and that car was shoved
partly through the rear end of the seventh car, which was
overturned on 1ts left side, all the other cars in this .
train were glightly damaged. ZEngine 68639 wae considerably
damaged and all of the cars in train first No. 40 were
slightly damaged, although none was derailed. The employees
injurea were tne conductor, braxeman, and the baggageman
of train No. 20, and the brakeman and the baggageman of
train first No. 40,

Summary of evidence

Engineman Mitchell, of train first No. 40, stated that
after passing Greencastle the speed of his train was from
65 to 75 miles per hour until Reno was reached, 1l.2 miles
distant, where an approach signal iandication was received,
whereupon he reduced speed to about 30 or 35 miles per hour,
From that point eastward he ran on the yellow at all signal
locations up to and including the enst-bound home signal ot
Nash, and ot each signal he operated the forestanlling device
of the automatic train stop system. Engineman Mitchell
emphatically maintained that the home signal was displaying
an approach indication, saying that the yellow light vas
burning dimly and that the indication was called by the
fireman; he saw the yellow light wnen 1t was about 1/8 mile
distant, and 1t continued to display the same 1indicatlion as
his engine passed 1t, Engilneman Mitchell saying that the
reflection from the headlight shone upon the top blade of
the semaphore and that oan nearing 1% he looked up and saw
the blade 1n diagonal position. After drifting around the
curve at a speed of 30 or 35 miles per hour he observed that
the first signal east of Danville station, signol 182, was
displaying a proceed indication, and he therefore assumcd
that the train ahead of him had increased the distance be-—
tween thew sufficiently to permit the signals to clear up
behind 1t. Engineman Mitchell knew that Danville was a con-
ditional stop for trzin No. 20, but was not expecting to
find the block occupied alter seeing the proceed indication
displayed by signal 182, and for some unknown reason he did
not see the rear end of train No, 20 until 1t was only 150
or 200 feet distant, at which time he applied the air brakes
in emergency; he had not seen the markers and did not know
whether they were burning, Engineman Mitchell said ihat the .
a1r brakes had beea tested and worked properly en route, while
the headlight was burning brightly. He understood that he
was regulred to operate under control after accepting an
approach 1lndication, expecting to find the next signal dis-
playing a stop or approach indication, and he realized that
1n this instance he. was not operating hls train under abso-
lute control, although he seemed to think that the real
reason for his failure to slop was the fact that he did not
see the rear ead in time to stop.
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Fireman White gave testimony similar to that of Engine-
man Mitchell as to what transpired prior to the accident,
Fireman White olso emphatically maintained that the east-—
bound home signel at Nesa was displaying an approach indi-
cation for his train and he said toot on account of the fact
that the light was burning dimly he called the indication
twice to the engineman., Fircman White could not account for
tne yellow light being displayed with the block aheoad occupied,
unless 1t was a false indicction, and both he and Engineman
Mitchell mentioned previous occurrences when false clear
signol indications nod been received ot other locations.
Conductor Powell, Baggageman Love and Brakeman Sullivan
were unawaie of anything wrong until the air brakes were
applied 1n emergency just prior to the accident; after the
acGcident Brakeman Sullivan weat back to flag, continuing
west of the east-bouna home signal, and he observed that
1t was displaying a stop indication, while later on when
an east-bound engine approached he walked west of the signal
and cbserved that 1t lighted up properly.

Conductor Bristow, of train No. 20, knew that train
firgt No. 40 was closely following his own train, but did
not think they were within 3 or 4 miles, He was riding in
the tenth car and said the stop at Danville consumed only a
few seconds, the train Just stopping and then i1mmediately
starting again, and after 1t had proceeded about 700 feet
down grade, and was traveling at a speed of about 20 miles
per hour, the collision occurred. Flagman Payne stated ihat
he assisted the passenger off the day coach, which was the
ninth car, and then closed the door and took his lantern
into the bagzage car and at about that time the collision
occurred, Flagman Payne also knew that train first No. 40
was following clossly, but did not provide protection, as
his train had signal protection and train Iirst No, 40 was
not due by Nash, the next slation 1n ihe rear, at the time
his own train left Danville,

Engineman Andrews and Fireman Dugan, of train No, 20,
stated that the east-bound home signal at Nash was displaying
8 proceed indication when their engine passed 1t; the light
was burning dimly, but there was no difficulty in discerning
the 1ndication displayed. Engineman Andrews did net think
1t necessary to afford rear~end protection for making such
a short station stop. In thig connection, Assistant General
Manager White stated that flag protection was not required
when a 1lraln makes a brief station stop, regardless of waether
or not 1t 1s on the lire of another train, and he also stated
that there was no objection to a train running 2 or & mlnutes
ahead of fime 1n double~track territory operated entirely on
si1gnoal indication.
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Operator Huron, at Greencastle, and Operator Bales, at
Nash,stated that the markers on the rear end of train No. 20
were burning properly when that train passed their respective
stations. Operator Bales glsc stated that he went outside
on the ground to exchange signals with train No., 20 and after
1t passed he did not see the blade of the east-bound home
signal although 1t should have been i1n stop position, and
so far as he knew 1t was operating properly, He went back
upstairs and the dispatcner was calling him for an "OS", and
as he was goilng around the end of the interlocking machine
to answer the call he operated the levers to release the
east—bound home signal for train first ¥o, 40, but he said
that this would 1n no way couse the signal indication to
change so long as the block was occupiled. Operator Bales
then reporied train No. 20 to the dispatcher and while look-
ing out of the window he saw troain first No. 40 cpproaching,
he picked up a lantern and started downstalirs, but only got
half-way down when the engilne passed the tower ot a speed
of 40 or 50 miles per hour, with the brakes applied. The
track diagram 1in the tower and the ch. rt light indicated
that the bleock east of Nash was occupied, and he reported
to the dispatcher that he thought train first No. 40 had run
a red signal as train No, 20 was sti1ll in the block, and
shortly afterwards he heard them hit.

Engineman Denham and Fireman Swisher were 1astructed
to proceed with engine 6053 to the scene of the accident in
order to take the cars of train first No., 40 to Indianapolis;
they stated that as their engine approached Nash from the
west, distant signal 213 was displaying an approach indica—
tion and the home signal was displaying a stop indication,
this latter indication being distinct and visible for a
considerable distance.

Signal Maintenance Foremoan Corsmen satd the globe in
the lamp of the east-bound home signal at Nash was loose in
1ts socket, causing 1t to be out of alinement and to result
in a slight dimming of the light, 1t did not, however, inter—
fere materially with visibility; he had noticed 1t when on
train No, 280 a few nights prior to tne accident, lighting up
as soon as the engine renched the circuit 6,200 feet from the
signal. On account of the arrangement of the circuits 1t
would have been impossible for the home signal ot Nash to
display a yellow indication with troin No. 20 in the block
and the next slgnal 1in advance clear, Under these conditions
had the i1ndication changed from red a green or clear indi—
cation, instend of yellow, would have been displayed.

A thorough examination and test made of the signal
apparatus disclosed 1t to be functioning properly. There was
no evidence of replacements or adjustments, nor any indica-
tion of mechanical fouling or undue friction of parts. The
east—bound track circuits were shunted in advance of the
east—bound home signal for the approach locking, and also 1n
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the 1nside and the outside circuits in Lhe rear of this signal
for the control circuits, The operation of the signal was
observed from a position &t the mechanisn case, also on the
ground and in the tower, and 1ts performance also was ob-
served when operated by passing trains, The plaat was opened
and closed by the manipulation of the knife switches used for
that purpose, and durinz all of these operations and tests

the performance of the signal in question, as well as all
other signals, was as 1antended, The integrity of the auto-
matic train—-stop device 1s not i1nvolved, as tne engineman

of train first No, 40 stoted that he operated the forestall-
lng swilitch when passing over the 1lnductors at each approach
signal lndication, including the east-bound home signal at
Nash, and thaet the device functioned as intended.

Conclusions

This accident was caused by the fallure of Engineman
Mitchell, of train firet No. 40, properly to observe and obey
signal 1ndications, and to malntaln a proper watch of the
track ahecad of his train.

Engineman Mitchell emphatically maintained that the
east—bound home signal at Tlash was displaying an approach
indication, in which contention he was sSupported by Fireman
White. However, 1f this were the case, the signal was dis-—
playing a false indication for the block was st1ll occupied
by train No. 80 and th: sipnal should have been displaying
& stop 1ndication., Furtihermore, the circults are so arranged
that had a false indicaticn been displayed 1t would have
been green instead of yellow, Immediately after the occur-
rence of the accident the brakeman of train first No., 40
found tne signal in stop position, and 1t was st1ll 1n that
position when the relief engine arrived 1rom the west, at
which time the signal lighted up properly as socon as tae
engine entered upon the lighting circuit, Careful examina—
tion and test made by represeatatives of the signal depart—
ment shortly after tne accident and by representatives of

21s Comumission during a period of several days following the
occurrence of the accident, failed to disclose any condition
that could have caused the signal to operate improperly.

It 1s therefore believed that this signal was displaying a
stop indication at ihe tiwe train first No. 40 approacned

1t and that for some reason this 1ndicatlon was not properly
observed by the engine crew of that train.

Had the signal been displaying an approach indication
a8 he thought, Engineman Mitchell would have been authorized
under the rules to pioceed at not exceeding 20 miles per
hour prepared to stop at the next signal. He said his train
drifted around the curve beyond the signal at a speed of 30
or 55 miles per hour and that he then observed the succeeding
signal displaying a proceed indication, which led him to
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believe that train Ho. 40 had run away from them and that he
had clear track ahead. He did not see the markers on the
rear ol traain No. 8u, which the evidence indicates were
burning properly, nor did nc esee the rear end of that train
until 1% was only 150 or 200 feet distant clthough the

trnck approaching the point of asceident 13 siroight for
about 2,000 fect. Even under tnese conditrons had Engine-

_ .. man Mitchell been operating hig troin within the snecd

limit prescribed by the rules, mainiaining a Droper watch
of the track &ead, he should have been able to stop 1n iime
1o avoid an accident.
Respectfully submitted,
W. P. BORLAND,

Dairector,



