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STATE COMMERCE COMMISSION

INVESTICGATION NO. 2478
I THE ATTSR CF MAKING ACCIDE I TUVESTIGATION REPORTS
UNDZR THz ACCIDENT REPLO.S ACT OF MaY 3, 1910.

THE PTUNSYLVAN.A DJATLROAD CCMPAIY

Accicdent at Mismi Jrc

ssing, Chio, on Januey 7, 1941,
cansed by failure pror-orl; to control spe~d of train
in compliance with in.erlecking zignel in.lcatlons.

ROPORT OF THR CoMMISsIOnT

PATTERSON, Commissionsr:

On January 7, 1941, there was a dera.lment of a passen-
b\,r train on the Pennsylvar:a 3=..woad at Miaml Crossing,
Jolumbus, Ohilo, which wesu” ved in ihe dea a of one empioyes
ané the injury oF one emplc; e. .als accicent was investi-
onted in conjunction with o »spre~:ntative of the Public
Utilicies Commisaion of O-ie.

Uncer authority of sectinn l? (2) of the Iater-tate Commerce:
Act the above-entitled procecding was referved Hy the Com~
nlskion tn Commissionzr Pattera-n for cons:dera-ion and
disposition. i
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Location and Method of Operation

This accident occurred on that part of the Columbus
Division which extends between Xenia and Columbus, Ohio, a
distance of 54.8 miles. In the vicinity of the point of acci-
dent this is a double-track line over which trains are operated
by an automatic block-signal system, the indications of which
supersede time-table superiority. At Miami Crossing, a double-
track line of the Cleveland, Cincinnati, Chicago & St. Louls
Railway, hereinafter referred 5o as the C. C. T. & St. L. Ry.,
crosses the trecks of the Pennsylvania Railroasi at an angle of
27°47!', This érossing is protected b an intsrlocking which 1is
controlled from MI Tower, locried in the northrrast angle of the
crossing. The interlocking is maintained and operated by the
C. C. Co & S*. L. Ry. 1he accident occurred within interlock-
ing 1imits on the eastward main %tracl: at a split switch-point
derail, 500 feet west of the crossing. As the »oint of accident
is approached from the west there are, in successiocn, a tangent
about 3 miles in length, a compound zurve to thes right consist-
ing of a spirel 186 feet in lencth, a 0041' curve 837 feet, a
spiral 155 feet, a 1° curve 1,736 feet and a spiral 217 feet,
and a tangent 527 feet to the point of accident and come
distance beyond. The grade for cast-bound trains varies from
0.51 to 0.79 percent descending a distance of 9,500 feet to
the poin% of accident, at which point it 1s 0.51 percents

The interlocking machine is of the electro-mechanical type.
The mechanical machine consists of 21 working levers in a 40—
lever frame, and the electrical portion consists of 8 working
levers. The mechancial levers operate 8 deralls, Z Crossovers,
and 6 facing-point locks, and also control 6 signals on the
Pennsylvania; the electric levers control the home signals on
the 2. C. Cu & St. L. Ry. and opcrate in connection with the
electric switch-locking and the indication locsking of the
mechanical switch and lock movements operatinm the derails and
switches on the Pennsylvania. Approach locki:.g and electric
switch-locking are provided througiout the interlocking. Time
releases in connectlon with apvroach lecking are provided; the
time release for the approach locking on the Pennsylvania
eastward track 1s set for 4 minutes 48 seconds.

Approach signal 46 and home signal 2 governing east—bound
movements on the eastward main track of the Pennsylvania are
located, respectively, 6,376 feet and 63 feet west of the point
of accidente. Deraill 13-a, a split switch-point derail, 1s
located 63 feet east of home signal 2. Signal 46 iz of the
automatic, single-arm, upper quadrant, semaphore type; 1its
normal indication is approach. Siznal 2 is of the semi-
automatic, 2-arm, upper quadrant, semaphore type; its normal



indicacion is stop. The involved aspects, indications, and

naues of these signals, and numbers of corresphonding rules are
as follows: .
Day
Sifrmal Aspect Indication Name Rule
46 45 degree A train exceeding one- Anproach 283
half its razximum Signal mocified
authorizec speed here
must at once ireduce to
not exceecing that speed.
Approach nzoxt sigral pre-
vared TO STID.
2 Both arms Stop Stop 275
horizontal Signal

An audible approach—incdicator, located in MI Tower, gives
intormation of the approach of a Pennsylvania train on the east-
ward main track from a point 18,858 feet west of home signal Z.
A visual approach-indicator is i1lluminated when a traln enters
the approach section 9,418 feet west of home signal 2.

Rules of the operating ¢epartment read as follows:
34. Immediately upon seeing a Fixed—signal
ffecting the movement of their train, the
engineman and fireman must, and when practi-
cable the trainmen will, call 1ts indication
by name to each ouvner.

Snecial time-table instructions read as follows:

D1102 Rule 34— In calling signals, the name
as it appears in the 32ook of Rules shall be
useé, omitting the —word "sIgnal," except
Rule 275.

The maximum authorized speed for east-bound passenger
trains passing signal No. 46 is 30 miles per hour.

The winé was blowing from the north and the weather was ‘
clear at the time of the accident, which occurred at 11:24 a. M.

Descrintion
No. 6, an cast-bound firs.-class passenger train, with

Conductor Bailey end Enginemen Van Cleaf and Cooper in charge,
consistcd of engines 5494 and 5487, both of the 4-6-2 type,



cers, three mail cars, one rassenger-baggagze car,

four bhaggage T3

one coach, one Pullman sleeping car, and one dining car, in

the corder named; all cars were of steel construction. This
Train departed from Indianapolis, Ind., 177.2 miles west of
(ierl Srossing, at 6:55 a. n., according to the train sheet,

15 r.inutees late, left Loncdon, 21.5 miles west of Miami Crossing

anﬂ the last open office, a%t 11:04 a. m., on time, passed

o

signal <6, which wae displaying an approach indication, at a

sneec estimated »etween 40 and 50 milss ver hour, passed signal
2, which wags displaying a stop indication, and, while moving at
a epeed estimated to have been bzitween 3¢ and 40 miles per hour,

wes dernlled at dereil 1&—a
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four cars were deralled to the
ith the front end aboutv 77
gsing; this engine and tender
and the cecond eng were on the tiee. The tender of
the second engine &and the fir three cars stopped off the
roacbed, rarallel tTo Uha track, and leaned to the right at
angies of 20 %to 25 cegreecs. The front truck of the fourth car
was deralled to the right and the rear truck stopped on the
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The employee killcd was the Tireman of the first engine
and the employee injured was the engineman of the first engine.

Summary of Evidence

Enginenan Van Clsa®, o7 the first engine, stated that at
Indianavolis a terminal air-brake test was made and the brakes
fractioned properly et all points where used en route. Brake-—
rive pressure of 110 pouncs was malintained. The weather was
clear, but wind from the north blew smoke and exhaust steam
ainng cthe rigiat side of the cab and obscured his view ahead.
AfTer the train lerft Alton, 4.5 milee weest of Miani Crounlng,
he Told the Tireman that he could not sse ths cignals and was

enendins on him to observe thenm and to call their indicationse.

I

[©]

Tne enzineman sald that hs 4id not see signal 46. He dotermined
the locniion of 2is train by 10°klug across the cab znd watching
for landrrrks on the lelt ride. As his irain rassed ¥iicon

Roac, 3,000 fect weet of signal 46, he asked the firer.21 what

indication Shat signal was displaying and the Tirsnmen ancwered
"cleer.! The ercinsman asked a second time anc the [._cuan
again renlisd Yelear." The en ~ineman sald that he and “he
firer-n were on their recpective siles of the cab and were

ainta1¢1hg a lonkout ahead. The smoke and steam aid not 1ift
and the engineman could not see the signal. He reduced the
speec. ou his train, which passed signal 46 at a speed of between



20 anc 0 miles per hour, bthen released the braxes. The train

wee aoving at 2 gpeed of about 45 miles per hour as it rounded '
the curve west ol signal Z. The smoke 1ifted momentarily as

“hz eagine crogsed Larﬂer Road, about 650 feet west of signal

2; at <¢het inctant he saw a C. C. C. & St. L. Ry. west-bound

Train cpposite the tower and about to enter tvhe crossing and,
a% the ssue time, he sew home signal 2 displaying a stop indi-
cation. He immediately applied che air brakes in emsrgency and

Junpsd off about 42 feet west of the hnomesignal. The speed of
his train was about 40 miles per hour when the engine entered
the derail. Apparently the fireman saw the train and the stop
signal at the same time, as he also jumped off; however, neither
had time to gay anything adbout signal 2. The engineman sald
that the fireman hod frequenbtly fired for him; he was a promoted
man, and had had over 20 ysarsc of service. The engineman con-
sidered the fireman reliable in observing and correctly calling
signal iniications. 3Bscause the Lype of engine involved 1s prone
to trail steam and smoke so that the view ahead is obscured for
a considerable distance undsr certain conditions of weather, 1t
is nece~cary to depend on tuae firerman to observz and to call

O

signal 1irdications. The encineman cald that in view of tne
gpeel. Ht his train and a considarable number ¢ highway cross-—
ince in "kt vicinity he did nos consider 1t safe practice to
lesva his usual po«*tion an? *o crosge to the left «ide of the
cab to nbezrve signel 46. He saild that under favorsble condi-
tions signal 46 could be seen about 3/4 mile.

Snrin=sman Jooper, of the secoend ongine, ctated thet be—
canes of tralling smokz endé exhaus*t steam he did not ses ta
in.1catiors of tae cutonabi" ﬁlgnals h“o ”nouT the trip untll
after she Tiret anpire hed passed them. Nsither he nor his
fireman eaw toh 1nu;c.clon o7 gignel 46. As his train was
a**“oauhﬁnp gt

thrcutle on hi

-nal 46 the svoed was 70 niles per nour, the
s engine wes closed and the encineman of the first

enrire nade a ra2nvices adnrlicatica of the braXes, which reduced
the swecw. to DHrtrtea 45 ond 50 miles pex» tour in Thie vicinity

of s1nal 45. Tae gecond enzineilan was urable to idsntily his
loc tina.  He thoughs the firgt sngrnenen rel

SN

0
UL iy passd ths brakes
in the viclini~ T LoTuoe Avenue, Tl 1 21 feet cacu of
qltr"l S, AL Horver Roed tlle speed wWas b n 35 and 40 miles
per hour 7 © epplieo‘ in emsrzency and the .
speod woe o abovut 30 miles par hour when the first
weralls Engineman Guoper oid not sse the

L e Tired ﬁncinc jump off, nor 6ida he see the home

il =fter the accidsnt occurred. Subsequent to the

he entered the cad of the Tirst engins and obssrved
thro.tle was cloced, the reverse lever was in position
for forwvard motion, and *he automatic brake valve was 1in emer-

v\v"res T A



ency position. He said that on a clear day, if there was no
ﬂOlr Lo cbrtruct the view, signal 46 could be seen a distance

b
07 /4 mile.

Firveman Murray, of the second engine, stated that the only
si nal Incication he had seen en route was at West Jefferson,

1l.4 wiles ~rest of Mjami Crossinz. As his %rain wes approach-—
ing tae point where the accicent occurred the speed was about
e

60 miles per hrcur. The throttle wes closed, and the blower
wac turned on but it was not cifective in 1lifting the smoke and,
as a r2sult, he was unable (0 see either signel 45 or signal 2.
The rules rsquirs that members of the crew on thne gecond engine
ovserve and call signal 1hu10a lons but it is rarely possible
to see ripnal iadicetions Trom the second encine. As his train
aporoached signal 486 hz leaned 72t the windov but on account of
trailing smoke and stear Irom both engines he was unable to cee
1t; the engincman of the fir~u =2agine made a service brake
application, vhich reduced th speed %o 50 miles per hour in the
vieinisy of esipnal 46. Just bel»sre the lrain started tc round
the curve west of Liami Crossing the brekes vere released and
th= sneed was between A0 and I56 niles per aour. He was unaware
of anything belns wrong uniil ths brakes wera applied in emer-—
gency about 650 feet west o the point wvhere the accident

oxcurrad end he saw tle firsman of the first engine jumd cff.
Flrcmwn hurray stated that nnder favorakle conditions signal 46
can bz seen a dlstance of 1-1/2 or 2 miles.

Jonduector Bailey stated that as hls train approached Miami

Crorzin, no Iclt a service application of th
racducad th ged 10 about 40 miles per hour. Soon afterward
tae brale e applied in <emerzency and the train stopped
20:uPTly at 11124 a. me Ee is assignesd regularly as conductor
on No. 6 and has observsd that frequently signals at Miamil
s y
S

the air brakes, which

9.

H

Cros Slnh <l estrictive indalcations, because a train on
the C. C. C. & « Le Bye is due at Miaml Crocsing about the
same tims as Ne. A. In seversl instances No. 6 has stopped at
tnat point.

Taz statement of Front Braxeman Allison added nothing of
imporiance.

Fleagman Harrison stated that when his trein stopnedé he
proce2dca back to provide flag protecticn and observed signal
45 aisplaying stop; later, when nie 1‘r'ain was moved away, he
obcerved that signal 48 cisplayed an approach indication.

Trainma Luur Straett, who was on No. € at the time of the

ce dent, ﬂt thet as the *rain approached signal 46 he felt
e

air brakes, which reduced tae speed from



iles per hour, then the brakzes wore
2 felt an emecrgency application, wh
1

h wes 1‘.

24 2. Te

N S
ollovell by several curges. The train stonped at
Foreman of Engineg Berdelman, who vasg in the ninth
5 at the time of the accident, statsc
with the mesubers of bo*lr engine crews and
to De in normel condition. Whnen the train wa3s about
west of signal 4, he felt a service apvlication of
rakse, which reduzed the peed to avbout 45 miles per
n ,ﬁe prazies were . The speed was betijeen 45
l2g »wer hour in tx: 1 t7 of Harper Road and he
1t an emergency ap)-lchlDI o e brazxes. At the time of the
Qera1¢m~n e speed was o or iniles per Lnour Subsequent
ftc *ha pcciden ho found ths “lowsr valve of th Lirst engﬁne
21lve 1in emnrgonﬂy posivion and
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fully open, T! utomasic brake-
ding cock of the second

the fthrottle Shie couvle-n
engine vrar cl tlie anitoma bralle-valve was 1n running
bility is good the night

position. H thet when vi

o or 4 mileg but
1t clearly a
g

aspecs ol signal 46 zan be seen ¢
e of track

on a aark or hazr ¢ay 1% 1s ci1ifficu
distTance of mo thon about 4,000 T
curvature toe of signel £ from ¥ alde of an east-—
i ricted to about 1,348 fset. He staved that
f thae type involved do not 1if% the
the shretcle is closed or cased %o
the Pennsylvania Rallroad 1is ex-
to 1ift the =smoke over %tne cab. An
e smoke to be lifted by applying .he
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€ 2 rostle. H2 said that Rule 54 .

oth the enpgineman and the Tireman to o

tions under 211 conditions bult that = . + 1 indi-
ne called by name by the one who ovoos - " and

“aat reply; howevar, if pracvicable, oo o014

6. ool indications. He had often observed ciau The

n 0. Lthr firet enegine of the train involved was alert and

s1zu2l indications clearly and distinctly.
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—~T sverman Rowland, of the C. C. C. & St. L. Ry.

4
sin,m, etated that at 11:121 a. me ke lined the
route Tor 0. 0. O. & ST. L. No. 121, a "rest-dound passenger ‘
trajw, anq he otserved tihct home 1gpal ° dﬂsplafed ston. The

11 in his tower indlcaue_ that No. & entered the
approaoh cirecuit at the szme time he lined the route. UWhen
he caw Nos 8 rcundinc ihe curve it was moving about 40 miles
a
‘l

at lMiani ’J:’o

c+

per bour. The rear =nd of the C. C. J. & Sv. L. Ry. train
clearsd ths ecroasing adout 11:24:30 a. m., at which time No. 6
beceme derailed. He sald that hs does not change a route after



n2 has 1ined it for a movement. Affter a train has entered 1its
aproacil civeuit the route cannot be changed except by operat-—

ing the timz rel=ase.

Enciisman Keleher, of No. 206, which was due at Miami
Srossias at 11:38 a. m., stated that She weather was falr but
a g*rong wind Trom the nortn cauced the smoke to trail down on
T2 rlollt side of his engine; the view ahead was obscured. ke
did not see the indication of sicnal 70, the first signal west

- 143

out the fireman cs1 led its incication as appronach

3
and the engineman recuced speed %to between 40 and 45 miles per
hour. The encine in his cunarge was of the sare typre as thooe
involved 1n the accident The biowers on this type of engine
are not elifsctive in 11*:1ng emoks &nd exhaust steam above the
cab when a train 1s moving av a high rate of speed. Because

hic train was moving only 40 wmilss per hour when it was approach-
ing Miani Crossing, the smoke and cleam were 1ifted so that he
could sce the indication displayed by sipnal 46. When the
smoke and the exhaust s~eam trail along *he right side of the
engins cab, he devends on the fireman to observe and to call
erxnal. indicatlions; however, vhen cCoubtful the enginemall Crosses
to ths lef% sides of the cab to obsarve the signal himself. He
unlerstood that uncder Rule 34 both the engineman and the fire-
man rnast see and call signal indications. He vnderstood that
the maxirum auth
(&

rirzed svesd from signal 46 to Miami Crossing
is 8C miles 7 ;

Pireman Grandin, of No. 206, stated that signal 2 cannot
be seen “rom the lett side of an sngine until the engine has
pa3ced Herper Boad. It ig customary for a {ireman 10 Croes
to ths »ight side t observe s‘gnals at points where thas view
from the left side is obscured by curvature; however, tnis 1s

nos done on the engine ol a trein approaching Mianml Crossing,
oecause a fireman is required to remain on the left sestbox
until after the engine has passed over the hithway crossing

Znzinemnan Hoog stated that he frecuently operates an
engine of the type _‘volved. e condition which results in
obhscuring the visw ahead is not particularly trailing smoke
but more often it is trailing exhaust steam. The Type of

lovers 1rovided do not ﬂ“oaa0c draft suffilciently strong to
117t the trailing smoXe and ateam above c¢he cab.

O

Master Mechanic Porter stated that numercus complalnts
have beon made by Pennsylvania enginemen with regard to blowers
provided on engines of the tyrne involved 1alling properly to
raice trailin, smole and steam above the cab vhile such engines
are being operated &t hirh speed with a closed or a drifting



“rontle.  The blower is of the ring type, 1s located in the
Dace o Wiy 1Lt mipe, and is operated hy a q uick—-actvion valve .
locatzd mn 1-1/4-inch hlower vive; honeve the valve as an
arez of ornly 0.583 sauare inch. The blowe “1np is provided

‘!

6-inch noleg, viich are "1an+ed inward towvard the
stacl a%t a ratio of one %o four. When the valve
is opzn & of s%eam ir projected upward in the center of the

stack and this results n a jorcad ¢raft. He caid that 1t 1is
not rracvicatle to develop, b means of a blower, staci velocity
sulficient to overcomz the effect of stronz cross or head winds;
however, thse r 1110ad is conducting experimcnis on this type of
engine with wind dcflectors Luilt cround tae stack and with a
wind deflector on thw front of ihs snoke-box; zlso, observation
is being mads of *le elfect producsd by covering engines with
shrouding

e}
o

house Forzman Dalton stated that subsequent
tad the gir-breake ecuipment on engines
vices performed their functions properliye

o th» acce
540 and 5«

Y Jar Foromen Trickel stated that subsequent ©o
‘e brekss of the rear seven cars apolied and re-
erly but ths flrst four cars could not be tested
bent and broken brake besms; however, the control
eg 01 the Tirst four cars funcuvioned properly. There were
~flat spots on the wheels of the firet and third cars.

)

ggleston, ¢f the C. C. C. & 3%. L. Ry.,
the scon epout 10 or 12 minutes

e i signal was Cisplaying siop but
played 2y "1gna1 46. He

Tha JQUT worlk on :-hisgs

; this work consisted of ad-
ag and “creails. In October,
co b2 functioning as
ast—-pbound Train moving on
oach circult and passed the
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the Pennsylvania, stated

Signal Maintainer licComsey, of
thal he maintzins signal =6 and incpects it atv 10-day intervals.
He nad never experienced any &iff:culty with this signal. About
12:45 p. m. on the day of %he acclidéent he sealed the motor case
of this signal; ati this time the signal displayed stop-and-

proceead.
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Supervieor of Telegraph and Siznals Xing, of the Pennsyl-

venla, stascu thaal he arrived at the scens about 00 minutes
altes The accldent occurred. He cbserved that signal 46 dis—
?_ayed ston—~and-proceed znd home signal 2 displayed stop; the
ier?ll on u*? eastward track was open. He examined *%he maciiine
~8V2rs end ovserved their noecitione; he tested the mechanical
+ockiar ana Tound tha'l it was functioning as invendad. All
locks were propsrly sccured and in cood concition. Examination
ol th» *ims release showed it to be in normal position. The

mechanciel levers for the Pennsylvania route were mechanically
lockad for normal position and “hc rouTte wag lincd for tho

~ ~ 0 s - . N . o - -

v. C. Ce & St. L. Ry. Tbe Oper-Tor inforned nia that he had not

tovcaed the eiznals since e had lined the 1cuse for movemant

on tas C. C. C. & m?. 1 R". He arsisted n making inspections
the

apparatucs vas functicning

L]
. - :
anc o~steg, wkhich Jiscloged whet
I 1

Ingineer of Talsgraol gnd Sipnals Salnonson, of the Penn-
srlvanza, steted that on Januwry T, in coajunction with oflicials
of thn C. C. 0. & St. L. Rv., 18 teated tne intorlocking involved
ant. 3lgnal 4C. The Yertr zoverad the mechanical locking of the
interlockine rachire, ihe alecsric lockint of lever No. 2, which
cont»ole hone sziznsl 2, all relave, -7fires, motor mechanism and

corstol wiree iavolved in the signal system of home signal
T2 Yeeis alscloegzsd that all the quipment

- 4‘ .
hin the prescribed rconirements of bolh railroads; all
s functioned properly.

tors
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Qogserva’ ions of the Jommission'!s Inepe

3 d % the ccene about
rrec.. Signal 4F wae incpected
* might llave caused the signal
*lon, put nothing vas found
nectasd chroughcut ths distance
insulasicn was intesct and all
o
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The Commiecsionts in
T8 arter the agcce
Tor m.chanicel obhstru
to reain In falee pr
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rriels 2 and 46. T
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vere in place. The crhanisn and local wiring of
enel 46 wers found be -iithin the Jommission's
Tse & detailed check was made »f the switch and
these teste included a check of mschanical
ys vere checked for ¢elb3 e and pilcL-up
12 fourd 10 be within the limite preccrived
by 1he CJJ:ILP. he battsries at the tovu*, at home signal 2
and At siynal 43 were tested and were found vo be free of
grounip. Thers 1as nOEth“ found vhich mighv have caused signal
46 to Tunction abnormally This silenal wan under observation
continucusly from 12:45 ﬂ. m., January 7, the day of the acci-
dens, until 4:50 p. m., January 10; during tliet time it operated
prop=cly and no improper indication was dlsplayed. The Commis—
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siqn's inspectors observed tests conducted by railroad officials
ar.d rounc tiast the signals end the approach locking circuits wer'
operating as intended.

From tile right side of an east-bound enngine of the type
involved, the Commission's inspectors observed on January 10
taat signal 46 could e sezn a distance of 4,463 feet and from
the 1ot side a distance of 4,009 feet. When the engine was
397 feet distant, signsl 48 was lost to view from the left side.
Home signal 2 could be first seen from the right side of the cab
at a distance of 1,393 feet and from the 1eft side a distance of
70C feet. The weather ccnii<ions and vieionility were approxi-~
mately the seme as on the dar of the accldent except that the
wind nad more velocity and wac tlowing from the south. During
this test the engine procceded at & low rate of speed. In
numerous 1instances during the 3-3ay period when signal 46 was
uncer ovservabtion, smoke and stsam obscured the right side of
the engines of approaching east-bound passengcr trains.

Digcussion

According to the evidence, No. 6 reduced speed and passed
appbroacit signel 46, which was displaying approach, at a speed of
40 or 45 miles per hour, pasced home signal 2, which was dis-
playing eton, and, wvhile moving at a speed of 30 to 40 miles per
hour, veceame derailed zt the derail, 83 feet beyond tie home
signal. The route was lined for a west-bound C. . C. & St. L.
Ry. movement and a passenger train on that line hed just cleared
the croscing.

The weatker wes clear and wind was blowing from the northe.
Ine eapproach indiceatvion required the Pennsylvania train to
approacih the home signal preparsd to stop short of it. The
enginenan of the first cngine was unable to see signals en route
becouse, when the throttle was either closed or in drifting
posriion, the dower failed *o 1ift sroke end stzam above the
cab, and vhe crosswind coused the smoke and steam %o trail down
over the rigat side of Ihe cab; in some instances *the view ahead
was completely cbscured. The engineman was depending on the
fireman to observe and <o call signal indications en route.
When the train was approsching signal 46 the fireman called the
indication as clear. The engineman asked the fireman to repeat
and the firemarn again cailed the indication as clear. The
engineman did not see the signel at any time. The only means of
identifying hie locetion was 1o look across the cab and %o
observe landmarks on the left side of the track. He made a
service orake application, then released the brakes, and when
the train passed the approach signal the speed was not in excess
of 80 miles per hour. When the engine was about 700 feet west



of Tire hnone gignal, the wind sghifted and the smoke =2nd steam
1lfted monentarily. At chue instant the engineman observed that
8, . C. Cu & Su. L. train wes approaching “he crossing ani that
g home sigral was alsplav¢nw atop for his own train. He
immadiet ly appliied the brekes in emergency, bus the train failed
Te "Zon chort of thz open Terail. Acscerding to the evidance,
Trrr2 vas nothing to obstrict the fi;nman' visir ahead, since

the vrain mevad on tangent *rack a2 considerable distance before
it reacked tre approach eignal, the weather was c;eML, and there
vas no trailin? cmoke or s%eem along the laft side of the Tiret
engine. Wnr the firemgn T2iled wic ob srve trhat the approach
eignal was displaying approech and why he callsd fhe indication
a3 clear couwlld not bﬂ gec2tsin:d, a3 he was killed in the
accidien~, Becaure of Tresil.nc =noks =2nd stesam, the crew ol the
cecond engine 4id not ~2e eitier the capproach or the home signal.
The enblnemqn of a traln follo-ing closely the train involved was
unable to observe sevsarsl signzls because of trailing smoke and
stean,

The =vidence indlcates that 1t is custeomery for enginemen,
when their view is oaqcurgm, 10 rely on their firemen To ovserve
anc. To call signal indicetions. The rules reculre tnat ag soon

& g Tixed gigaal ic aeen, the 2ngineman and thz2 Tireman must
call 1tc 1ndication by rneme to each othimr. According s The
stetemert o7 thz rosd forsman of englnes, hen an englineman 1s
unable vo see a signel, 1hs firsman must observe apd ca'l 1Us
indicaticn to ths englneman, who 1vill then repeat it; «len only
the 2ngr-:man can ob3orve 2 ¢ignal, he will £all ifs indicntion
to the fircmon, who must renset, brt an enzgireran lc notv required
to leave his usurl position to ascertain cigral indlications if
the fircran 1e in poegition Un odserve the indicasions andc calls
them; ho2ver, an engineman could »pply the breixes znd open
the throttls sufliciently to 11iftv tre smoke and 2xhausi stoam
above the cab £ad thus Le able i» ohgerve sirrels. Had the
enginzman himael? been akle To s2e the ndlcation o*sdeved VY
the asoroaczh rignal, it Zs »nrobeoble thin accicent would have
boen averted.

Thers was confideroble Testimony introduced to the eflfect
that t... tlovers on th2 typ: ~f the englnes involved fail to
produce sufficicn®t ctack velocibty to 1ift smoke and exnaust steam
when the enginc is moving at high speed with the throttle in
drifting rositlon or bu* slixltly oren. Numsrous complaints
have been mad v errcincmen ol tnis carrier concsrning this con-
dition. A5 a result of hea: cbservatione and complailnts the
carrisr began experimenct zome time nrior to the occurrence of
this accicent to develop a device Wherebf smoxe and exhaust steam
will be 1lifted suffzclently so that the view of those on an en-

gine wlll nol be obscurad.



Tne inveestigation disclosed that about the same time No.
6 enterec tThe egpproach circuit the route was lined for a wesi—
bound twrain on tae C., C. C. & St. L. Ry. to move over the
crossing. The iaterlocking was so arranged that when the route
wag lined for movement on the C. C. C. & Ste. L. Ry., No. 6 would
receivs an approach indication at the approach signal and a
stop indicatlon atv the home signal, and the derall would be
open. Since the approach circuit for No. 6 extended 9,418 feet
west of tThe home signal, since operation of %he time release
requires 4 minutes 48 seconds, and since the everage speed of
No. 6 throughout this circui* was not lecs than 50 miles per
hour, it follows that the approach signal could not have dis~
played nroceed at ary time alter the train involved entered the
circult; thesrefore, during a period of 4 minutes 48 seconds
immediately preceding the time of the accident, the route could
no., have been lined for No. 5 and then lined for the C. C. C. &
5t. L. train. Tests conductcd subsequent to *the accident dis-~
closed thet the interlockinz was Tunctioning as intended.

Cause
It 1s found that this accident was caused by failure
properly to control the speed of the train in compliance with

interlocking signal indications.

Dated at Wgshington, D. C., this nineteenth day of March,
1941,

By the Commission, Commissioner Patterson.

We P. BARTEL,

(szal) Secretary.



