INTERSTATE COMMERCE COMMISSION
WASETINGTON

INVESTIGATION MNO. 2890

TEEZ NEW YORK, CHICAGO AND ST. LOUIS
RATLROAD COMPANY

REPORT IN RE ACCIDENT
AT CAYUGA, IND., ON

MAY 29, 1945




Reilroad:
Date:

Location:

Kind of accident:

Trains involved:
Train numbers:
Engine numbers:

Consist:

Estimated speed:

eperation:

Track:
Weatner:
Time:
Casualties:

Cause:

-2 - Inv-2890

SUMMARY

Vew York, Chilcago and St. Louls
May 22, 1945

Cayuga, Ind.

Head-end collision

Work : Freight

Work Extra 916 : Second 49

916 1 646

Sprgader—ditcher, : 51 cars, caboose
caboose

5n. p. h. : 15 m. p. h.

Timetable, train orders and
manual-block system

Single; tangent; practically level

Clear
2:1% p, m.
1 killed; 4 injured

Failure of *the MNew York, Cnicago
and St. Louls Railroad Company

properly to enforce its operating
rules avplicable to tne movement

of tne trains involved

o




INVESTIGATION NO. 2890

TN THE MATTER OF MAXING ACCIDENT INVESTICGATICY RTPORTS
UNDER THE ACCIZENT REPORT: ACT OF MAY 6, 1910.

K, CHIZTAGO AID ST. TOUIS RAILTOAD SOUVPANY

Accident et Ceyugs, Ini., cn YMer 22, 1945, caused by
Tailure of the Vew York, ”;"caTo end St. Louls
Rallroed Corpany provsrly to enfcrcecs its overa-
ting rules epnlicseble tvo *tne movernent of tne
Trains involved.

.
FEPORT O TFL COMIIISSICHN

FATTERSON, Comnissioner:

On May 22, 1945, thnere was a nead-ent collision be-
twean a worXx traln and a Tre2ight traln on tne New Yorxz,
Cnicago an¢ St. Louies Railrcad at Ceyuga, Ind., walcn re-
gulted in the dec¢ath of one employee, and the injury of
Teur emplorees. Tais eccident was ;nveouj*etea in corjunc-
tion =~ita a reoresentetive of tiie InCizna Public EService
Comi~rission.

a

1Under autnority of section 17
merce A2l tne autcve-entitled nroce
Commniagion to Jommigeionser Patt:ors
dispnsitio

nterstate Comn-
aferred by the
sideration and

l99] "‘/\
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Location of Accident and lietnod of Operation

Tnis accident occurred on trnat part of the Clover Leaf
Diqtrict iesignated as tine Tnird Subdivision and extending
westward from Frenkfort, Ind., to Charleston, Ill., 112.8
milee, & single-track line in the vieinity of the point of

“niﬁfnt over wnicn trains are operated bv timetable, train
orders and a manual-block system. At Cayuga, 0.3 mlles west
ol "rankfort, a siding 4,141 feet long parallels the main
track on the soutn. The east switcn of this siding is 0.89
milc east of the station. The accident occurred on tne main
track 25 fset eest of the esst siding-switch. From tne cast
taere arc, in succession, a tangent 1.36 miles in length, a
195¢! curve to the rient 432 feet and a tangent 216 feet to
the point of accldent and a considerable distance westward.
Tne grade is practically level.

The manual bloc& involved extended between Cayuga and

, 8 miles east of Cayuga. At Cayuga, westward aporoach

1 264.9 and 2 wcstward invterlocking nome q1gnc_, govern-

vest bound movenents over a cr0581ng of a2 line of tne C.&

R.R., are located, respectively, 3,392 fect east end 4,226
west of tne voint of accident. Tne epproach sigral is of
ae tnree-indication, color-lizht type, continuously lightced,

and a yellow disc isg diSDlpyeq on tonec mast. The involved as-

pects and corrcsponding indications and names of the aporoach
signal arc as lollows:

[
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Aspect Indication Name
*Creen Prccazed. Cleer.
Red, witnz Stop; tnen »roceed Stop and

yellow disc AT restricted speed. nroceed.

*Yote.--Used only in territory not protected
by Autometic Rlock Signals, as eprroacs signel %o
ar. Interlocking Home Signal, * % %

2 controlling track circults are so arranged tnat wnen a
n occuvnles tne-treck between thz apvrcecn signal and the

°1vrsl, or wnen a maln-treck switcn bctween thnese signals
laced in revsrse vosition, signal 264.9 displays stop-and-
=

OCperating rvlcs read in part as follows:

DEFINITIONS

L.
5
o
=

s

Restricted Speed.--Froceed prevarcd to stop
snort of train, obstruction, or switch not properly
lined end to look out for brokcn rail.

L



EXTRA TRAIN.--A train not authorized by a time-
tavle scnedule. It may be designated as

L

Work extra--for work train extra.

73. Extra trezins are inferior to regular trains.

$-87. An inferior train must keeo out of the way
of OPFOSINCG superior trains and failing to clear tne
mai.n traclk oy the time required by rule musf be pro-
tected as prescribed by Rule 99,

Extra trains must cle>r the time of opposing
recular trains rot less tnan five minutes unless
otiierwise provided ¥ % %

29. Waen a train stops under circumstances in
waich 1t may be overtakern by anotaer train, tne
flagman must co back immediately with flagman's sig-
nals a sufficient distsnce to insure f011 protection,

* % %

% %

Trne front of the train must be nrotected in thne
same vay wnen neacesssr, v the head brakeman or
fireman.

FORIIS OF TSRAIN ORDLRS.

Work Extra.
(1) Eng. 292 two nine two work exfra 5:45
gix four five a. m. until 5:45 five
four five p. m. between D and E,

3% 8k %

To enavle a weork extra to work uncn tne time of
a regular train, the followinz form will be used:

(5) Work Extra Eng. 292 two nine two protects
L ool
egainst llo. 88 five five Bag. 727, or ... ..
..... class trains, vetrween D and E.
1)

2890



Tne work extra may work upon tane time of the
train or trains mentionsd in the orcer, and nust
protect itself against such train or tr ains. Tne
regular train or sreins receiving the order +ill
run expecting to find ‘the work extra protecting
itself.

L

517. On gingle track, to admit a troin to a
block the signelman must exa~ire tile block racord
and 1f the block is clzar of opnosing trrins and

preceding passenger trains, give "1 for .......,"
to the next block ststion in sdvancs. If it is
proper for thc train to be admitted, tne signalman
ir 2dvance will reply "2 for ......." o "5 of
cereeves"s The 81gna1man at tne centranc the

¢ of
block must then display the vroper signal indica-
tion.

A traln must not be admittsd to a block waich
1s occupled by an opposing train or ty a passenger
train * % %, A fprain may be permitted to follow

a train otnnr than o passenger train into a tlock

A

uncer permissive irndication or Clearancs Form A.
S268., W % %

The signalmen must obtein control of the block
before pervitting o train or er fine to re~ensor
tne blOCk

509 U I
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veed witn yellow
“, freigrnt traiuns,
naving UC7 o“ wore of tnelr rgtud Yornans, nay
proceed at restricted spced without stovning.
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513. Befo
fouls a main
to another, treinmer will opcrate the switen and
walt 2% the svitcn a su”ficient time for an roproach-
ing train to opprar or etop bofore maXxing enzine or
train movement, and the crossover movement must be

comnleted bufore switcenes are restorzd fte normel
position. This will not relieve employes frem tne
duty of promntly and proverly protecting the movement.

"2 2 Traln or engine enters on or
track, or crcssze from one maln track

ct F

L
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Clearance Form A reads in part as follows:

CLEARANCE FORM A

e

To Conductor and Eagineman...........at...........
S
Block............. .
Overator
® o %

Time-table special instructions read in part as follows: ‘

Covms
20, # % ¥
Definitions.

A Grade Signal is an automatic sifnal edquipved
with a yellow disc.

An automatic approach signal is also an automatic
signal between the aprnroach and home signals * % % .

¥ % %

The maximun authorized spred for the freight train involved
vas 45 miles per hour.

Description of Accident

At Cayuga, tne crew of Work Extra 915 received covies of
train order No. 222 reading in part ac follows: ‘

Eng 916 Nine Ons Six Work Extra 501 Six
Naught one am Uatil 830 Eight tnrece
Nougnt PM Between Cayuga and Vesdersburg
Protecting Against Second Class trains % % *

Veedersburg is 17.4 miles east of Cayuga. Work Extra 916, con-
sisting of a combination ballast-spreader and ditcher, engine
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916 neaded east, and a caboos¢, in tne order named, entered the
main track at Cayuga at the east siding-switch and stopoed with
tne front of the train about 70 feet east of the switcn. Imme-
diately afterward, wnile an attempt was being made to back tne

train into clear, the spreader-ditcher was struck by Second 49.

At Linden, 38 miles east of Cayuga, the crew of Second 49,
a west-bound second-class freight train, received copies of
train order No. 223, and at Cates they received copies of
Clearance Form A authorizing tneir train to procced from Cates
to Cayuga on its time-table authority and under a clear block
indication after the arrival of an east-bound freignt train.
Second 49, consisting of engine 646, 51 cars and a caboose, de-
perted from Cates at 2:02 p. m., 8 hours 39 minutes late, passed
slgnal 264.9, wnich changed from procced to proceed-at-restricted-
speed immediately in front of that train, and wnile moving at an
estimated speed of 15 miles per nour it collided with Work Extra
916 at a point 3,392 feet west of signal 264.9.

Tne engine and flirst four cars of Sccond 49, and the
soreader-dltcner of Work Extra 616 were derailed. The engines
of botn trains, the first tnres cars of Second 49, and the
spreader-ditcner of Work Extra 916 were damaged.

Tne weatner was clear at the time of the accident, which
occurred about 2:15 p. m.

Tne flagman of Work Extra 218 was killed. The front brake-
man of Work Extra 916, and the ensginecr, the fireman and the
front brakeman of Second 49 wers injured.

Discussion

The crcw of esch train held copies of train order No. 223,
wnicn authorized Work Extra 916 to work on the time of second-
class trains between Cayuga and Veedersburg. Under tne rules,
Work Extra 916, while occupying the main track within the work-

ing limits, was required to provide flag protection ageinst
second-class trains.

Tne investigation disclosed that Work Extra 916 arrived
into clear on the siding at Cayuga at 1:15 p. m., snd members
of tne crew went to lunch. About 1:57 p. m. the conductor in-
formed tnc operator at Cayuga that his train was ready to
proceed eastward to perform work at a voint about 3 miles east
of Cetes. The operator informed the trein dispatcher accordingly.
At tnat time the dispatcher was unable to authorize the movement.
Then Work Extra 216 proceeded to tnc east end of the siding, and
the conductor communiceted by tclephone witn the operator at
Catcs and requested thc operator to hold all west-bound trains
at Catecs# until Work Extra 916 arrived at that point. The oper-
ator agrced to this arrangement, and Work Extra 916 entered the
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main track at the east siding-switch at Ceyuga about 2:14 p. m.,
and had proceeded eastward about 70 feet wnen the engineer ob-
served Second 49 apprcaching at a dictance of about 450 feet.

He immediately placed tne reverse gear in position for backward
movement and opened tkhe throttle in an attempt to back his

train into clear on the siding. Work Extra 916 had moved west-
ward about 45 feet and had attained a speed of about 5 miles
per hour wnen the collision occurred.

At 1:42 p. m., the crew of Second 49 received marual-block
authority at Cates which authorized their train to proceed from
Cates to Cayuga under a clear block after the arrival of an
cast~bound freignt train. Second 49 departed from Cates ot
2:02 p. m. No train order restricting the authority of this
train with respect to Work Extra 916 had been issued. As
Second 49 was approacning Cayuga the speed was about 45 miles
per nour. Tne brakes of this train had beer tested and nad
functioned properly en route. The enginemen and the front
brakeman were malntaining a lookout ahead. When the engine
was about 100 feet east of signal 264.9 the indication of this
signal cnanged from proceed %to procecd-at-restricted speed, and
tne engireer immediately made a 1lO0-pound brake-pipe reduction,
and, wnen the engine was about 200 rfeet west of tne signal, he
made a further reduction of 2 pecunds. Tne brakes were not re-
leased. - The speed was reduc2d *to about 22 miles per hour at
a point about 5C0 feet east of thw cast siding-switch. Then
tne engineer observed that *t.- maln fracxk wes occupied, and he
immediately moved the brakc valve to em2rgency position. The
speed of Second 4° was about 15 miles per nour when the colli-
sion occurred. From tne rigat side of a west-bound engine thne
view of thne point wnere the accident cccurred was restricted to
a distance of about 500 feet »eccause of structurcs adjscent to
the track on the curve.

Under the carrier's ruvlss governing movements in manual-
block territory, opposing trains are not permitted to occupy
the same block simultaneously. In arranging bleck authority
for a train to enter a block, the operators at cach end of the
block nmust confer with each other, and both operators must
nave tne same information and make appropriate entries on their
block records. However, ia thils case the conductor of the work
extra called tns operator at Cates and requested nim te hold
all west-vound traine until nis train arrived at tnat station,
altnougn Second 49 was overdue at Cayuga. Second 49 nad de-

L J

varted frcm Cates about 8 minutes bcfore the conductor called ‘

the cperator at that%t staticn. The cperator at Cates did not
confer witn the overator at Cayugs conceraning the proposed
movement of tne work cxtra, but ne teld the conductor ne would
nold all west-bound trains althougnh he ked not ascertained
from the overator at Ceayugao vihether Second 48 was clear of the
block. The conductor considered the statement of the operator
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at Catzs to be equivalent to block authority. The operator
s2id that although he did not inform tne conductor of the work
extra that Second 49 was occupying the block he expected the
work extra to remain in the cleer until Second 42 had pacesed
Cayuca. As a result, the operator at Cayuga knew nothing sbout
the arrangements for the movement of the work extre fronm Cesyuga
to Cates. The telephonc circuit used by the conductor and tne
operator at Cates wes not connected to the circuit used by tze
trein dispatcner. The dispatcher nad no knowledge of the ar-
rangement made for Work Extra ¢16 to occuvny the block.

The investigation disclosed thet tac crew of Work Extra
914 had been in workx-train service for 4€ days prior to tne
drte of thne accident, and in a number of instances the work
extra nad moved against overdue superlor traine on tne seane
informal ovlock autuority as was relied upon by tuz crew for
protecting tne movement of thneir train from Cayuga to Cates.
I7 tre rules epplicsble to thc movement of the trains inveolved
nod been obeyed, the work extra would have remained in tne
clear ot Cayugza until after Second 49 wes clcar of the block
and proper “lock autnority was arrenged by the operators at
Cates ana Cayuga. The frilurc of cmployees to ovey operating
rules over a considerabln lenptiy of time, as in tiis caee, 1is
2 result of improper erforccmert ol thn~se rules on tnz2 part of
operating officinles.

[49]

=
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Tt is found *that tnis sccident wae caused by fallure of
the New York, Caiceago and St. Louvis Railrond Company preperly
tc enforce its operating rules applicablc to the movement of
tne treins involved.,

Dated at Wasnhington, 2. C., this twenty-second
dey of June, 1945.

By the Commiesion, Commissioner Psttareson.

(SEAL)



