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INTERSTATE COMMERCE COMMISSION

REPORT OF THE DIRECTOR OF THE BUREAU OF SAFETY IN RE
INVESTIGATION OF AN ACCIDENT WHIOH OCCURRED ON THE
PENNSYLVANIA RAILROAD NEAR MACKSVILLE, INDIANA, ON
AUGUST 14, 1930.

September 23, 1930.
To the Commission:

On August 14, 1930, there was a head-end collision
tetween a passenger train and a freight train on the
Penmnseylvania Railroad near Macksville, Ind., which re-
gulted in the injury of 12 employees, 1 of whom subsequently
died, and the injury of 16 passengere and 2 personsg carried
under contract. The i1nvestigation of thig accident wasg
hcld in conjunction with representatives of the Public }
Service Commission of Indiana.

Location and method of operation

Thig accident occurred on the S8t, Loulg Division,
which extends between Ben Davis Tower, Indianapolis, Ind.,
and East St. Louis, Ifd., a distance of 231,7 miles, in
the 1mmediate vicinity of the point of accident thie 1s
a single-track line over which trains are opcrated by time-
table, train orders, and a mamuial block-signal system, The
accident occurred at a point approximately 4,3 miles west
of Mackseville, or 1 mile ecast of Farrington, I1l., on the
Indiana side of the state line; approaching this point from
the west, the track 1g tangent for a distance of 4,534
feet, followed by a 0°59' curve to the left 1,054 feet 1in
length, and then tangent track for a distance of 10,348
feet, the accident occurring on thig latter tangent at
a point 1,300 feet from 1ts western cnd. Approaching from
the cast, there im a 2908!' curve to the right 685 feet in
length, followed by the long tangent on which the acgident
cccurred. The grade at the point of accident 1s 0.692
per cent ascending for westbound traine,

The weather was clear at the time of the accident,
which occurred about 4,48 p.n,

Description

Westbound freight train extra 6776 consisted of 95
cars and a caboose, hauled by engine 6776, and was 1n
charge of Conductor Hsllingsworth and Engineman Carey,
Thig train departed from Terre Haute, 2.6 mlles east of
Macksville, at 4,25 p,m., and while passing Macksville,
the crew received a copy of train order No. 284, Form 19,
providing in part for a meet with train No. 26 at Farring-
ton, and were given a clear block indication covering the
block between Macksville and Farrington., Extra 87768 con-
tinued towards the latter point, and wag traveling at an
¢stimated speed of 10 miles per hour when 1t collided with



train No. 26.

Eastbound passenger train No. 26 consisted of five
mal1l and express cars, one compination coach and baggage
car, onc coach, two Pullman sleeping cars, and One dining
car, all of steel construction, hauled by engine 3772, and
wag 1n charge of Conductor Birge and Engaincman Garhart,
This train left East S+, Louig, 158 miles west of Farring-
ton, at 12.48 p,m., threce minutes late, passed Farrington
at 4.46 p.m., on time, under a clcar block signal indica-
tion and without orders, and shortly afterwards 1t collided
with cxtra 6776 whilc traveling at a specd cstimatced to
havc been between 30 and 35 wiles per hour.

Engine 6776 was decrailcd but rcemaincd upright and
in line with the track. The scecond to the scventh cars,
inclusive, in extra 8778, were also dcrailcd, three of
them being overturned. Engzaine 3773, the fairst two cars,
and the forward truck of the third car, in train No. 26
were deralled., The engineg steppod in an upright position,
the first car camc to rcet on top of cenginc 6776, the
second car stopped with 1ts forward end resting on cngine
3778 and 1ts rcar cnd on the tender of that engine, and
the forward ¢nd of the third car was raiscd about € fcet
off 1te framc., The employce killed was a dining~car
walter.,

Summnary of evidence

Engincman Carcy, of cxtra 6778, estated that hig
train approached Macksville at a spced of abocut 5 milcs
per hour and when the cnginc passed the tower the opcerator
handgd on a train oxder fixing mects with other trains, onec
of which was with train No. 26 at Farrington; he also re-
ceived a rmessage dirccting him to hurry to Farrington as
traln No. 26 was on time, Hig train cntcerced the block
at abcut 4,34 p.m,, undcr a clear signal indication and
was approaching Farrington, travcling at a spocd of 25 or
30 milces per hour, when he observed the passcnger traln as
1t rounded the curve Just west of the point of accident.
He 1mmediately applied the brakes in emergency, and csti-
mated that the speed had been rcduced to about 10 miles
per hour by the time the accident occurred.

Fireman Vanderhoof, of extra 6778, stated that tie
hecad brakesman was riding behind him, and hig first warn-
ing Of danger was when the brakeman shoutcd that train
No. 26 was approaching, whereupcn he looked ahead, saw
that train coming around the curve, and imuacdiately Jjumped
off, Head Brakeman Ingle sald his train had attained o
specd cf between 32 and 35 miles peér hcur after passing
Mackeville, and after getting a drink of watcr he stepped
to the gangway on the left side of the engiac, looked ahead,
and noticed train No. 86 rounding the curve west of the
point of accident., Aftcr giving a warning he jumped off,
and while in the act of doing so, he hecard the brake valve
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exheusting. The statements of Condvetor Hollingsworth and
Flagman Shryer, both of extra 6776, broughitout no additional
facts of 1mportance,

Engineman Ggrhart, 0of train No. 26, stated that
while approaching the tower at Farrington he observed the
home signal displaying a clear indication, while the train-
orcer board was not displayed, congequently he permitted
hig train to pass that point without stopping. He did not
learn that the block was occupied until the train reached
a point near the leaving end of the curve west of the point
of arcident, at which time the fireman called to him %o
gtor. On account of his position cn the ocutzide of the
curve, he could not see the opposing train, but just as
soon ag the fireman shouted the warninz, he applied the
brakes in emsrgency, at which time the gpeed of his train
wag about 65 milees per hour. FEe jurped off just before
the colligion cccurred, and by that cime he thcught the
spesed had been reduced to 30 ¢- 3b m.les per hour,
Zngineman Garhart had no xuow” ~dge that Lizs train was to
meet extra 6776 at Farringion vntil informed of the fact
by the engineman of that train after the accident.

Fireman Cagle of train No. 286, stated that he was
riding on nis seatbox approaching Farrington and ncticed
that the home signal was 1n the clear positicn, with no
train-order sipnal being displayed, and when the engine
nassed the tower he waved a customary salute, although he
did not see any one 1in cr near the tower. He remained on
the seatbox, and when the train was rounding the curve
east of Farrington, he observed the freight train approach-
1ng; he shcuted %o the enginewmsn "that will do, stop hex"
and the engineman 1n turn 1.aediately made an emergency
air-brake application. Firenan Cagle then got down on the
stepe and Jumped off. He estinated the speed of his
train at the time the opposing train first came intc view
ag 70 miles per hour, and at the time he got off, at 35
miles per hour,

Conductor Birge, of train No. 26, stated that when
hie train passed Farrington, he noticed that the home signal
was digplaying a clear indication, the train-order board
was not displayed, and he did not see any onc 1n the tower,
Flagman Thorpson was riding in the rear end of the last car
wien the train passed Farrington and he thought he saw some
one gitting i1n the tower, but was not positive, Immediately
after the accident, he went back to Farrington tower to
protect his train and alsc tc report the accident, and when
he arrived he found the operator and the operator's wife
in the tower, the operator appearing to be very nervous,

Opcrator Fuller, on duty at Macksville, stated that
he copied train order No. 284 at about 4,15 p.m., and
heard the operator at Farrington *X' the order, which was
made complete at 4,31 p.,m, While eastbound freight train
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extra 6778 was passing the office, he called the operatorx
at Farrington and informed him to that cffect, and at the
pame time he asked that operator if 1t would be a clear
block for westbound extra 6776, as soon as the eastbound
extra had clearsed, The operator at Farrington inquired as
to the time to enter on the block sheet and Operator Fuller
adviged him to make 1t at 4.42 p.m,; the opcrator at
Farrington replied "clcar block at 4.32%, Operator Fuller
then left the office, and when extra 6776 was passing he
delivered train orders to the crew. Upon roturning to the
office he attempted to call the operator at Farrington in
order t0 report the entrance of this train into the bloek,
but was unable to get in touch with him, He then lined
the switches for a crossover movement of an engine at his
station, reported 1t to the dispatcher, and the dispatcher
ingtructed hiuw to inform the engine crew that train No., 26
would pags Farrington at 4,56 or 4.57 p.m. He again left
the office to deliver these instructions, and when he
returned the operator at Farrington called and reported
that train No. 26 had entered the block. Upon 1ngulry as
to what time extra 6776 cleared at Farrington, the operator
at that point stated that that train was not into clear.
Operator Fuller alego said that the operator at Farrington
had not asked for the block for train No. 26 and that this
train was not nentioned at any time during their conversa-
ti1on until 1t was reported to have entereg the block by
thaet operator.

Dispatcher-Operator Hasfurder, on duty at Farring-
ton, stated that he was promoted to train dispatcher in
1809, and eince that time he had been employed as
agsistant trainmaster and transportation inspector, and
that although he had not been examined on the rules since
December, 15928, he was familiar with and thoroughly under-
gtood them, On the day of tae accident, the dispatcher
called him scveral times to inguire about eastbound extra
8778 and he therefore kept watching tune circuit indicator
ag well as angwering other itelephone calls and attending
to hig duty of dispatching on the Pecoria Branch, whilch
connects with the main line at Farrington. At one time,
the dispatcher advised him that 1t probably would be
necessary to run extra 6776 to Farrington to mcet train

Ho. 268, and finally the dispatcher again called and directed
him to copy train order No, 284, He complied with this
request, but made only one coOpy instecad of threc¢ coples

as required by the rules, as he wanted to avoid building
up a new pad of orders, being of the opinion at the time
that the diepatcher intended it ac 2 holding order against
train No. 26 and that 1t would not be delivered. Ag soon
as 1t Was copied, hc gave the "X" response, which was at
4,15 petle, Wlthout walting for :nstructions from the
digpatcher to do so. He then placed this order under the
edge of a cloth binding that holds his block sheet, but
did not display the train-order signal for the reason that
extra 6778 had not yet arrived, and he did not wish to
delay that train by heving the board displayed. A few
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minutes later extra 6778 pasced and he left the tower to
watch thie train go by, leaving the do r and windovs open.
After the train passed, be returncd to the officec, eet the
signal behind the train, called the operator at Macksville
and roeported the train into the block at 4.24 p.m. He also
notified the disnatcher that thig train had passed, but
did not hear the dispatcher mertion extra 6776 at this
time, although the dispatcher might have done so after
Hasfurder hung up the tclephone rcoeiver, In the meantaime,
the train order disappcared from his deck during his
absence, but he did not miss 1t upon his return, and thlsg
fact, coupled wmith the fact that he had other duties to
perform, caused him to forget about 1t entirely. When the
opcrator at Macksville called and reportcd cxtra 6778
clear at 4.32 p.m., he sald he ackncwledged by saylng
"0.K.- blocik 236" and he then understood the operator at
Macksville to answer by saying, "clear at 4.33%", cr words
to that effect, At no tiwre did he hear the operator ask
fer the block for cxtra 6776, He cntercd the time on the
block sheet, and then aleared the signal for train No, 286,
st111 failing to remember that he had copied an order for
that train., After train No. 26 passed, he reportced it o
the operator at Macksville but réceivcd no Ircsponsc.
Following thie, he romorted 12t to the dispatcher and the
diepateher inguired as to the location of extra 6775, and
1t was not until then that he recalled he had rceccived

the meet crder for train No. 26. He had no recollection
of the dispatcher tclling him, aftcr extra 6778 had passcd
Farrington, that extra 8775 would come to Farrington for
train Mo, 28, Dispatchecr-Opcrator EHasfurder further stated
thet while 1t was possible a misundcrstanding occurred
betwecn the operator at Macksville and himself, yet he

was positive that the operator at Macksville did not re-
qucst the bleock for the westbouvnd train. It also appeared
from the statemento of Dispatchcr-Operator Hasfurder that
there was no usual place 1n which he kept his crders, but
that 1t had bcen his custom, i1n the case of a hold order
or an order to be acted upon immediately, to place 1t on
the block sheet and weight 1t down with scomething. In
this particular cagse, however, he tucxked 1t under the
cloth binding instead of following his usual practice,

The weights usually used for weighting down orders con-
sigted of "some insulators, o washer or two, and scme other
things we have picked up there'.

Dispatcher Wilson stated that he 1ssued train order
No. 284 and that ac soon as he completed transmitting 1t,
the cperator at Farrington "X"-ed 1t at 4,15 p.m., without
his permission, also that the crder was made complcte at
Macksville at 4,30 p.m. He did not make the order complete
at Farrington as 1t was Lis intention to use 1t as a hold
order and to annul 1t as soon as cxtra 6775 clearcd at that
point. At the time the operator at Farrington reported
extra 6778 by that station, he thought he told the operator
that extra 6778 would probably dslsy train No, =26 four
or five minutes, but he did not rerember whether the
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operator made any response, Abcut 15 or 20 minutes after
the accident, the operator at Farrington called and re-
quested him to repeot the order and he then rcad the con-
tents of the order from the order book, after which he
remarked to the operator that the latter had "X'-ed the
crder at 4,15 p.r., and the operator replied that it must
have blown away. Digpatcher Wilson further stated that he
knew the rules required that a train order must not be
sént tc a superior train at the meeting point 1f 14 can be
avolded, but hip reason for doing so in this 1nstance was
that 1t would be necesgary for cxtra 6773, which was being
delayed by a brcken rail west of Farrington, to reach
Macksviile so that cxtra 6773 could leave that poinik

and avoid delaying westbound train No. 19, and at the

time thz crder was put out he thought 1t was then too late
to 1ssue 1t to train No. 86 through the office. at Aden,
the first open office west of Farrington, withcut dclaying
the train, He later adunitted, howsver, that the order could
have been sent to Aden for train No. 26. Dispatcher
Wilson aleo wan familiar with the fact that when a train
order 1s sent to a superior train at the meeting point,
that fact rmset be stated in the order; he did not comply
With this provicion of the rules, and when asked about 1t,
his statements were as follown:

@+ Are you 1in the habit of putting 1t in the order, under
silmilar circumstances?

A. Sometincs we do, yes sir, most always.
Qe Just got in a Tub?

A. DNot exactly that, but we congider at Farrington we have
plenty of protection.

@. But the rule does not provide for that?

A. No, sir. We have taken other precauticns. The fact 1g,
I never could see what that meant cn there, anyhow.
I never could sec that 1t ever did any good.

Q- You and I could not change 1t curselveg?

A. No, sir, we could not do that, but I never could see
what 1t mcant.

Conclusiong

This accident was caused primarily by the failure
of Dispatcher-QOperator Hasfurder to deliver a meet order,
Contributing causes were the failure of Dispatcher Wilson
to comply with the rules when 1ssuing the order in question,
together with a misunderstanding by the operators in the
operation of the manual block.

According to the cvidence, troin order No, 2384
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was issued to train No. 26 at Farrington and to extra

6776 at Macksville., This crdcr was delivercd to the crew
of extra 6776 but was noi delivered to train No. 6.
Operator Hasfurder stated he only made onc copy of thig
order at the time it was received, having in mind that 1t
was mercly a holding crder and would not be delivered, He
lald the crder on his desk and shortly afterwards he lcefit
the officec to watch another train pase. During his abscnce,
for some unzccountable reason, the order disappcarcd, and
thig caused him to forget 1t until after the cccurrence

cf the accident, with the result that he failed to have the

train-order signal displaycd when train No. 26 passcd hilg
station.

There appecars to have been some nisunderstanding
concerning the clearing of the block for the trains in-
volved 1n the accident. According to the statcaents of
Operator Fuller while th: castbound freight train was
paseing his office he asked cperator Hasfurder for the
block to permit cxtra 6776 to enter 1t and upon i1nguiry
fron Opcrator Hasfurder as to the tine, he instructed
that operator to show the time on the block sheet as £.32
p.m, Operator Hasfurder maintained, howcver, that when
thig conversation was taking place he heard nc wentlon made
of extra 6776 but i1nmstecad he acked for the block for train
No. 26 and undevrstocd Operator Fullcr to say that ths
block was clear at 4.32 p.m., He, thercfore, clcarcd the
s1gnal and peraitted train No. 26 t0 pass his station
without stopping and without having been given a copy of
train order No., 284,

The rulcs reguirce that a train order rust not be
sent to a superior train at the meeting point 1f it can
bc avoided, 1f 1t 18 =20 ment that fact must be stated in
the order., At the tlie Dispatcher Wilgon issucd the order
to the cperator at Farrington, 1t was his intention to
have 1t gserve only as a hold corder, annulling 1t as scon
as cxtra 8776 clcarcd at that point. The rcascn he igouced
the order at the neceting puint was to prevent delay to
train Ko. 358, as wcll ac another first-class train bound
in the opposits direction, but subscguently he said he
could have put out the order at the preccding station,
Wo apparent reason wag developed for his further failurc to
comply with the rules by stating in the order that train
No. 26 was to get the order at Farrington. Strict com-—
pliance with the rules by Dispatcher Wilson probably would
have preventcd the occurrence of this accident.

The circumstances surrcunding the occurrence of thig
accident add onc rore chapter to the long record of
accidents inyvolving careleesncss in block opecration and
loose practices and disregard of rulcs 1n conncction with
the handling of train orders. Herc 1s the record 1n this
cage.

1, The dispatcher i1ssued an order to a train at
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the meeting peint when 1t could have been avoided.

2. The diaspatcher further viclated the rules by
failing to include in tlie order a provision that the
superior train was to get the order at the mecting point.
No particular excune was offercd for thig failure to
observe the rules, cxccpt, perhaps, the fact that he never
could sec any reaeson for the cexistence of thig provision
of the rules.

3. The dispatcher-operator on duty at Farrington,
varch wag the neeting point designated in the order, made
snly one copy of the order, instead of the three coples
required, assuning that the order was i1ntended only as a
hold order and would be annulled. Thig action was taken
threcugh force of habit, according tc hig statements, and
yvet he had been a train digpatcher, assistant {rainmaster,
trangportation inspector, and division operator, all on
this same railroad.

4. The dispatcher-operator at Farrington "X'-ed
the order immediately upon 1ts receipt, without being
instructed to do s0, as required by the rules.

5. The digpatcher—cperator at Farrington had no
regular place for keepiag hig orders, but sald he usually
placed them on his block sheet and weighted them down
with some kind of a weight, in this case, however, he
deviated from his practice and tucked the order 1n a
corner of the pad holding the block sgheet, with the
result that 1t probably blew out of a window,

6. The digpatcher-operatcr at Fgrrington, and the
operator at Macksville, had a nisunderstanding as to
the operation of the block, with the result that two
opposing traing werec allowed to enter upon clear signal
indications., It d1d net appear that they used the werds
preacribed by manual block rule 317-B for use when asking
for and pledging the block fto ecach other.

7« The train order involved was sent to
Farrington, Macksville, and Aden. The operators at the two
points last mentioned heard the operator at Farrington give
the "X" response, but neither of them heard the other re-
peat the order to the dispatcher, ncr did the dispatcher-
cperator at Farrington hear the other two rcpeat the order.
The rule governing the igsuance of orders on Form 31 says
cach opcrator Y"rmust observe, whether the others repeat
correctly, but the rule governing orders on Form 19 says
only that they "should cbserve", etc. In thls case, there-
fore, there was no mandatory provision requlring operators
to listen, and naturally none cf them di1d so. And it might
be noted that this could occur with all orders 1issued,
since according to Dispatcher Wilson, orders on Form 31 are
not used.

Consideration of the above facts, and of the
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statements of the varioug employees, leads only t2 the con-
clugicn that what was said andg done wag a matter of
practice, Under such ciicumsiences the only wonder 1s that
a serisus accldent has not ogcurred before this time., The
reports of this Bureau have pointed out again and agaln
what 18 bound to occur when there 1s any deviatiocn from the
rules, especilally those governing the handling of train
orders, These reports aie given wide distrabution, and

1t would aprear tnat the rajority of these concerned have
had awmple copportunity for reading of the unfortunate
experiences of others aad 1n this way to profit thereby.
Such does not appear to have heen the case 1n thig instance,

The holdings of perindical examinations affords
definite assurance that those so examined are thoroughly
acgrainted with the rules, but nc official can sit back
in hlg chpir and assure that the rules are being obeyed
sirply because all concerned are acguainted with them. In
the case of ftroain orders, written records are available 1o
ghow what practices are being followed, and there 1is
absclutely no excuse to be c¢ffered for the failure of
supervising officials to know whether such practices con-
forri with the rules, and to take corrective measuresc when
viclatione exict. If 1t 1s felt that devietione from one
¢r mere rules vi1ll result in a saving of a few geccnds
1n time, then the obviocus reredy 1s to wodify the rules
s0 as to authorize the desircd practice, but 1f officials
do not cam to take the respoasibility for medifying their
own rules, then they should 1ngist upon strict enforcement
of the rules as they stand. Much 1g heard of pronoting
safety in many laines of activity connected with the
operation of a rallroad; in other werds, "Safety first."
The n_ ,liedtion of thig 1dea to operating practices, such
as are mentioned above, should do rmch toward preventing
these sernous accidents., This particular accident
resulted in the death of 1 person and the ainjury of 29
persong, with a property damage estimated to have been
upwards of $50,000., The application of this anount of
uoney would have gone a long way in the work of correctlng
uncofe practices, not to mengion the saving of life and
11rbe

The St. LoUls Davigon of thig rarlroad extonds
between Indianapolis and St. Louls, and 1s cquipped with
antomatic block signals excent between Smithboro and Marty,
a digtance of 15,8 rmiles, and between Farrington and Macks-
ville, a digtance of 5,3 miles. Thcse two sections were
omitted when the autoriatic signal installatlon was COrl-
pleted, beecause the cormany at that time was considering
the question of double-tracking and also 1rproving the
grade and alinerent on these two portions of the road.

The train novement over the portion of the road where thile
accident occurred averaged 39,6 Trains deily for a period
cf 30 days prior to the accident. Undcr these circumstances
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the officiale of this corpany, in addition to strict

rule enforcerment, should corgider a program either of
completing the double-tracking of the territory in question,
or providing the additionsl protection which can be had
from an automatic block-signal systen.

The employces 1nvolved werc experienced men and
at the time of the accident none of them had been on duty

in viclation of any of the provisions of the hours of
Bervice law.

Respectfully submitied,

W. P. BORLAND,

Director,



