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Extra 7308 East
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30 cars, caboose :
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Signal indications

Double; tangent; O.

Freight

Extra 6188 East
6188

69 cars, caboose

40 m. p, n.
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7:24 a. m.
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train in accordance with

signal indications




INTERSTATE COMMERCE COMMISSION

hE T W WP

INVESTIGATION NO. 2923

TT
N

THE MATTER OF MAKING ACGIDENT INVESTIGATION REPORTS
UNDER THE ACCIDENT REPORTS ACT OF IAY 6, 1910.
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Cctober 16, 1946.

Accident at Lowellville, Onhio, on August 16, 1945, ceused
by failure to operate the following train in accord-
ance witn signal indications.

1_ .
REPORT OF THE COMMISSION

PATTERSON, Commissioner:

N

On August 16, 1945, there was a side collision between
two frelgnt trains on tne Baltimore and Onio Railroad at
Lowellville, Onio, whicn resulted in the injury of tnree em-
ployees. This accident was investigated in conjunction with
a representative of the Public Utilities Commission of Onio.

lynger authority of section 17 (2) of the Interstate Com-
merce Act the above-entitled proceeding was referred by tne

Commission to Commissioner Patterson for consideration and
disposition.
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_, . Tnis aocident goourred on tnat part of tne Akron Division
146.7 miles, a doulilc-track line in the vicinity of the point
of accident, over wnich trains moving wttn the current of tyaf_
fic are operated by signal indications. At Lowellville, 136.1
miles east of Villard, a siding 1.21 miles in lengtn parallels

ne maln tracks on the south. The east switcn of this siding
1s 1.23 miles east of the station. Tne clearance point at the
east end of the siding is 186 feet west of the east siding-
switcn. The accldent occurred et thie fouling poirnt of the east-
ward nain track and the turnout of the east siding-switcn, at
@ noint 89 fest east of the clearsnce point and 113 feel west
of the switcn. Fron the west tiere are, in succession, a tan-
gent 1.24 niles in lergth, o 2° curve to the left 1,165 feet
end a tangent 2,928 feet to tne point of accident and 1,313
feet eastward. At this moint tne grade is 0.03 percent ascend-
ing castward.

sutomatic signals E33-1f and E65-50, governing east-bound
novemenrts on tne eastward maln track, are, respectively, 1.37
miles and 89 feet west of tke ooint of accident, and automatic
glgnsl EC0-508, governing movements from the siding to the
eastward mein track at the east switci, is 89 feet west of this
peint. Signel E66-50 ig mounted on the left side and signal
E66-50S on tne right side of a bracket-mast, abcut 10 feet scuth
of tae soutn raill of the siding. Ticse signels arc of tne

color-position-light type, and are approacn ligated. Tie in-

volved aspects and corfesvonding indications and names of these
signals arc as follows:

Signal Acspect Indication Nrme
ESE-15 W:iite lignt over Proceed, preparing Anproacn.
two yellow lignts to stop at next
in diagonal posi- ignel, and be
tion to the rignt governed by inci-

cation displayed
by trhat signal.
Train exceeding
medivm speed must
at once reduce to
trnat spead.

T86-50 Two red lignts in Step. Stop.
norizontal nosi-
tion

E86-508 Two yellow lights Proceed at slow Slow Approach.
in disgonel posel- spced, preparing
tion to the rignt to stop at next

signal * % ¥
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A nand-operated block-tycre derail is located on the south rail
of tne siding at a point 186 feet west of the esst siding-switc...
Trie normal position of tnis derail is for derailing. The track
circuit of the fouling section of the turnout of the east
siding-switcn extends 202 feet west of the switea. The con-
trolling circuits of tne automatic signals are so arranged tnat
wnen tne dereil is placed in non-derailing peeition or tne zast
siding-switecn is in position for movement from the siding to
lne eastward main track, signal E68-15 will display proceed-
preparing-to-stop-at-next-sigral and signal E66-50 will displsy
stop, and, i1f tne block immediately east of signal ES6-50S is
unoccupied, signal E66-50S will display slow-approach.

Operating rules read in pvart as follows:
X g I

11. A traln finding a fusee dburning on or
near its track must stop and extinguisn the
fusee and then proceed at restricted speed.

18. The explosion of torpedoes is a signal
to be on tne alert for flagman, obstruction,
or train anead. The exnlosion of one torpedo
will indicate tne same as two, but the use of

two 1is required.

3, A7,
e

o we

34. All members of trein and engine crews
will, wnen practicedvle, communicate to each
otner tne indication of eacnh signal affecting
tne movement of their train or engine.

99. Wnen a train stops under circumstances in
wnlen it may be overtaken by another train, the
flagman must go back immediately witn flagman's
signals a sufficient distance to insure full pro-
tection, placing two torpedocs, and wnen necessary,
in addition, displaying lignted fusees.

Wnen a train is moving under circumstances in
whlen 1t may be overtaXen by anotner train, the
flagman must take such action as may be necessary
to insure full protection. By night, or by day ‘
wnen the view is obscured, lignted fusecs must be
tarown off at propsr iatervals.

When day elgnals cannot be plainly seen, owing
to weatner or cotner conditions, nignt signals must
also be used.

w o %



134, % % % ynen a train or engine takes a
siding at a point wnere switcnes are nand oper-
ated tne conductor or engineman will, * % *
report the train or engine into clear and will
rececive permission from the train disvatcner
before again fouling the main track.

SPEED RESTRICTIONS.

Tormal Speed--Tne maximum speed permitted
by timetables for main track movements.

Mediun Specd--One-nalf thc normal specd, not
to éxceed tnirty (30) miles per nour.

Slow Specd--One-quart = of the normal speced,
not to exceed fifteen (15) miles per nour.

Restricted Speed--Proceed, prevared to stop
snort of train, obstruction, or anything
that may require the specd of a train to
pe reduced.

509 (A). * % % ynen a train is stopped by an
automatic block signal indicating Stop ¥ % * g
menoer of the crew will examine switcnes, 1f any,
* % % and if such switches are found in proper
position, train will proceed at restricted speced

to the next signal.

513. Before a trein or engine enters on or
fouls a main track * * % trainmen will onen tne
switcn and wait three (3) minutes before fouling
tnc main track.

#* % 4

This will not relieve employes from the duty
of promptly and properly protecting the movement.

Tne maximum authorized speed for the freight train moving

on tne turnout was 10 miles per hour and for tne freight train
moving on tne eastward main track, 45 miles per nour.

Description of Accident

- Extra 7308 East, an east-bound freight train, consisting

of engine 7308, 30 cers and a caboose, stopoed into clear on
tne siding at Lowellville about 7:20 a. m. About 7:44 2, m.,
this train was authorized to proceced from the siding to the
castward main track. About 7:54 a. m., when it was proceeding
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from tne siding to tne eastward main track at an estimasted speed
of 4 miles per nour, tne twenty-third car was struck by Extra
188 East.

Extra 618 East, an east-bound freignt train, consisting
of engine 6188, 69 cars and a caboose, departed from Haselton,
5.8 miles west of Lowellville, at 7:37 a. m., passed signal
E68-15, wnicn displayed proceed-preparing-to-stop~at-next-signal,
passed signal E66-50, which displayed stop, and wnile moving
on the eastward main track at an estimated speed of 40 miles
per nour it struck Extra 7308 East at a point &89 feet east of
signal EB6-50.

Tne engine and 20 cars of Extra 6188 and 5 cars of Extra
7308 were derailed, and were padly damaged.

Tnere wae a dense fog at tne time of tne accident, wnich
occurred about 7:54 a. m.

Tne engineer, the fireman and the front brakeman of Extra
6188 were injured.

In tests after the accident the automatic block-signal
system functioned properly.

Discussion

In compliance witn instructions issued by tne train dis-
patcner, Extra 7308 East entered tne siding at Lowellville
about 7:20 a. m. to permit No. 8, an east-bound passenger train,
to psss. No. 8 passed Lowellville about 7:35 a. m. About 7:44
a. m., the engineer of Extra 7308 East received authority by
telepnone for nis train to proceed from the siding to the east-
ward main track. The front brakeman placed the derail at tne
east end of tne siding in non-derailing position about 7:45
a. m., and tnen opened the east siding-switch. About 9 minutes
later, after Extra 7308 nad moved westward on the siding and
nad passed signal E66-503, wnich displayed proceed-at-slow-
speed, tnis train was proceeding from the siding to tne eastward
main track when tnec twenty-third car was struck by Extra 6188
East.

Tne engineer of Extra 7308 East said that he did not sound
tne wnistle signal for the-flagman to provide protection, but .
did sound two long blasts of the wnistle to indicate to tne
conductor and tne flagman, wno were at tne rear of tne train,
tnat tne train was ready to proceed. The conductor and tne
flagman said that when they neard the wnistle signal sounded
tne flagman turned the marker lamps to display red to tne rear.
Wnen the traln started, tne flagman placed two torpedoes on
the south rail of tne eastward main track and a lignted 5-minute
fusee between tne rails of the eastward main track at a point
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about 1,850 feet west of the east-siding-switch. The fireman
said ne placed two lignted H5-minute fusees on the eastward main
track about 150 feet west of the clearance point. All members
of this crew-szid that the engine entered the west end of the
fouling section of the turnout of the east siding-switcn at
7:48 a. m. Beceause densec for restricted visibility to a dis-
tance or about 500 feet, tne engineer was unable to see the
resr portion of the train, and he operated the train at a slow
rate of speed so tnat the flagman could restore tne derail to
derailing position and the switcn to normal position, then
board tne caboose. Wnen thé caboose was about 350 feet west [
of the clearance point the conductor and tne flagman heard the
approacning train. They immediately alighted, ren westward and

were giving stop signals with lignted fusees wnen the engine

of Extra 6188 passed them. Tne conductor of Extra 7308 seaid

tnere was no member of the crew of Extra 6188 on the rignt side

of tne cngine cab, but one person was at the rear of the cab

facing the tender and another person standing near tne rignt l
seat locking upward toward the roof of tne cab.

As Extra 6188 East was approacning Signal E88-15, located

.37 miles west of the point of accident, thc speed was about
40 miles per nour. Thnce englnecer was sea ted in his usual posi-
tion on the rignt side of the cab and the fireman end the front
brakeman were scated on the left side, and tnese employees said
thnat tney were mainteining a looxout ancad. They stated tnat
signel E68-15 disnlayed proceed, and thet they called the indi-
cetion. Tne engineer said that soon after the engine paessed
signel E68-15 ne sounded tihc wnistlc signal in the immodiate
vicinity of e nighway grade crossing, and then ‘entered the coal
conpartment of tne tender and remained there until immediately
prior to the collision. Tne fireman and the front brakemen
said thney did not see any lighted fuseces, Extra 7308 or the :
stop indication disnlayed by signal E38-50 prior to tne colli-
slon. They neerd the explosion of torpedoes when their engine
was about 1,850 feet west of the cast siding-switecn, but they
did not warn tne engineer or take any otner action in respense
to this signal.

Tne controlling circuits of the automatic block-signal
system are so erranged that when the derall at tnhc east end of
ne 81ding at Lowellville is placed in non-derailing position

or tne east siding—switch is vlaced in position for movement
from tne siding to the eastward main track, signal E&8-15 will
dieplay proceed-preparing-to-stop-at-next-signal and signal
E66-50 will display stop. The evidence indicates that, es a
result of the derail being placed in non-derailing p081t10n

not later tnen 7:45 a. m., signal EE8-15 was disolaying proceed-
preparing-to-stop-et-next-signel, and signal E65-50 was dis-
playing stop during an interval of not less tnan 9 minutes
prior to tne occurrence of tne accident. The tonnage of the
trein of Extra €183 was 5,485 tons, and this wes approximately
full tonnege for tne englne in this territory. After tnis
train stopped ot Haselton, 5.66 miles west of signal EB8-15, it
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departed at 7:37 a. m., and tne accident occurred at 7:54 a. m.
Based on the elapsed time of 17 minutes consumed by Extra 6188
in proceeding from Haselton to the point of accident, a distance
of approximately 7 miles, tne average speed was about 25 miles
per nour. Therefore, thls train nad procceded & distence of

not more than 3.4 mlles eastward From Haselton and ned r-‘:eched.
a veint not less than 2.26 miles west of signal E68-15 wnen

tnls signel began to display proceed-preparing-to-stop-et-next-
signal. Thnis indication required the speed of Extra 6188 to be
not in excess of 22.5 miles per nour until the train reacned
signal E66-50, and to be so controlled that the train could be
stopped snort of that signal. However, Extra 6188 wes moving

&% a speed of about 40 miles per nour wnen 1t pesszd signal
E656-80 and struck Extra 7308. 1In tests after the accident tne
signels functioned properly.

Cause

It is found that this accident was caused by failurse to

coerate the following train in sccordance witn signal indica-
tions.

Dated at Wasnington, D. C., this sixteenth
day of Cctober, 1245.

By tne Commissicn, Commissioner Patterson.

W. P. BARTEL,

Secretary.



