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SUMMARY 

Railroad: 

Date: 

Location: 

Kind of accident: 

Trains involved: 

Train numbers: 

Engine numbers: 

Consist: 

Speed: 

Operation: 

Weather: 

Time: 

Casualties 

Cause: 

Ealtimore and Ohio 

December 26, 1940 

Neffs, Ohio 

Head-end. collision 

V/ork 

Work Extra 5175 

5175 

2 cars, caboose 

Nearly stopped. -
8 m. p. h. 

Freight 

89 

4581 

7 cars, caboose 

2-10 m. p. h. 

Timetable, train orders and manual 
block system 

Single; 5°20' curVe; 0.64 percent 
descending grade eastward 

Fog 

8:51 a. m. 

2 killed; 4 injured 

Accident caused by a work extra making 
an opposing movement against a third-
class train without proper flag pro­
tection and by failure properly to 
control speed of the third-clat 
while moving in an occupied block 
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INTERSTATE COMMERCE COMMISSION 

INVESTIGATION NO. 2473 

IN'THE MATTER OF MAKING- ACCIDENT INVESTIGATION REPORTS 
UNDER THE ACCIDENT REPORTS ACT OF MAY 6, 1910. 

THE BALTIMORE AND OHIO RAILROAD COMPANY 

February 27, 1941 

Accident near Neffs, Ohio, on December 26, 1940, caused by 
a work extra waking an op-cosing movement against a 
third-class train without proper flag protection and 
by failure properly to control speed of the third-
class train while movinc in an occupied block. 

REPORT OF THE COMMISSION 1 

PATTERSON, Commis si oner: 

On December 26, 1940, there was a head-end collision 
between a work tr oil n & nd a freight train on the Baltimore 
and Ohio Railroad, near Neff3, Ohio, which resulted in the 
death of two employees and the injury of four employees. 

Unaer authority of section 17 (2) of the Interstate Com­
merce Act the above-entitled, proceeding was referred, by the 
Commission to Commissioner Patterson for consideration and 
disoosition. 
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Location and Method of Operation 

This accident occurred on that part of the Newark Divi­
sion designated as the Central Ohio Sub-Division which extends 
between Schick and Newark, Ohio, a distance of 102.2 miles. 
In the vicinity of tne point of accident this is a single-tra.ck 
line jver which trains are operated by timetable, train orders 
anc. a manual block system. The accident occurred 1.9 miles 
west of the station at Neffs and h,086 feet west of the west 
siding-switch. Glencoe and Fethesda are, respectively, 3 miles 
and 14.3 miles west of the point of accident. As the point of 
accident is approached from the east there are, in succession, 
a 5° curve to the left 1,62? feet in length, a tangent 219 feet, 
and. a 3°20' curve to the right 735 feet to the point of acci­
dent and 241 feet beyond . As tne t oint of accident is ap­
proached from the west there are, in succession, a 2°25' curve 
to tne left 1,129 feet in length, a tangent 905 feet, a 3° curve 
to the right 642 feet, a tangent 420 feet, and the 3°20' curve 
on which the accident occurred.. At points 965 and 1,480 feet, 
respectively, west and. east of the point of accident the track 
is laid on hillside cuts, which are about 40 feet high to the 
south of the track. The grade for east-bound, trains varies be­
tween 0.19 and 0.81 percent descending between Glencoe and 
Neffs, a distance of 4.? miles, and is 0.64 percent at the point 
of accident. 

Rules and. Regulations of the Operating Department read in 
whole or in ] art as follows: 

99. (C). when work trains, trackmen or other 
employees are performing work requiring flag 
protection, the flagmen will he furnished 
written instructions, which will be shown to 
the enr-memen of all trains flagged. 

* -J'r # 

FORY.S OF TRAIN" ORDERS . 

Note.- In the forms of train orders, the 
words and. figures in italics (underscored) 
are examples, indicating the manner in which 
the orders are to be filled out. 

•K- * * 
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H. 
WORK EXTRA• 

(1.) Eng 252 works extra six forty-five 
6 45 A M until "five,forty-five 5 45 P M be­
tween D and E. 

The work extra will, whether standing or 
moving, protect itself against extras within 
the wording limits in both directions as pre­
scribed by the rules. The time of regular 
trains will be cleared.. 

to ->/r to 

To enable a work extra to work upon the 
time of a regular train, the following form 
will be used: 

(5 . ) Work Extra 298 protects e.gainst 
hTo fifty-five 55, Eng 1405 ( ORI__ 1_ 
class trains! between D and E. 

The work extra may work upon the time 
of the train or trains mentioned in the order, 
and will protect itself against such train or 
trains. The regular train or trains receiving 
the order will run expecting to find the work 
extra protecting itself. 

& to to 

F0RI1 A. 
to to to 

Explanation of Use. 
•Si' "SS* 

(A) 5. If block is clear insert the word 
"clear"; if not clear, the word 
"occupied." (An 00 c upied block 
necessitates running at restricted 
speed.) 

to * to 
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Special Instructions of the current timetable read in 
whole or m part as follows: 

5. to to to 

RESTRICTED SPEED: Proceed, prepared to 
stop sho^t of train, obstruction, or anything 
that may require the speed of a train to be 
reduced. 

18. TRAIN ORDER STATIONS—-IRREGULAR HOURS 
Stations open less than twenty-four hours: 
Rally except Sunday: 

A.M. P.M. 
Raffs 8:00 to 5:00 
Bethesda 6:45 to 3:45 

p -z TRAII\ ORDERS 

On single track to admil 
t 1 it not carrying passengers into 
within whicn a. work extra is worki 

train 
1 block 
m d is 

not clear ef the block, a copy of the work 
extra's working orcler wilx be addressed, and 
delivered t~ °uch trains at fhe entrance of 
the block and they may be admitted under per­
missive indication of the block signal on 
R o n A. 

The maximum authorized crieed. for the trains involved is 
30 miles per hour. 

There was a dense fog at the time of the accident, which 
occurred about 6:51 a. m. 

Rescript ion 

Ext ""a 5175, v/ith Conductor C-ildea and Engineman Eeall in 
charge, consisted of engine 5175, headed, east, and a caboose. 
At Benwooei Jet , W. Va • , 2.7 miles east of Schick, the crew re­
ceived., among others, copies of train orders Nos- 13 and 26, 
Form 19, which read, as follows: 
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No. 13: Em: 5175 works Extra Six Forty Five 
645 All until Six Thirty 630 PI1 be­
tween Schick and C-lencoe protecting 
against Second 2nd and Third 5rd 
class trains not protecting against 
extra trains until Nine Fifteen 915 AH. 

No. 06: No One Hundred Four 104 Engs 4545 and 
4547 coupled wait at Bethesda until 
Eight Twenty 620 AM. 

The crew received also a clearance card ^orm A which bore in­
formation as follows: 

All trains duo at 645 All have arrived and de­
ported exc-ot No. 89 and Ho. 97. 

This train departed from Eenwood. Jot. at 7:05 a. m., according 
to the train sheet, and passed Bellaire, 1.5 miles east of 
Schick and the last open office, at 7:11 a- m. At Neffs, work-
train equipment was added to the train; it then consisted, of a 
caboose, one camp car, engine 5175, and a. sp-madier car, from 
west to east in the ord.er named. A flagman was left at Neffs 
and Work Extra 5175 proceeded t e a point near Eig ^ive 'line, 
2.9 miles west of Neffs, and arrived at that point about 7:jICL 
a. m., according to statements of the crew. After ditching 
service va? performed, this train departed eastward about 8:45 
a. m. to clear at Neffs for Nos. 89 and 104, and, while moving 
at a speed variously estimated to have been from nearly stopped 
to 8 mile? per hour, it collided with No. 89. 

No. 89, a west-bound third-class freight train, with Con­
ductor Longfellow and Engineman Grubsugh in charge, consisted 
of engine 4581, 2 loaded ard 5 empty cars, and a caboose. At 
Benwood Jet. the crew received among others copies of train or­
der No. 13, Form 19, previously quoted, and train ord.er No. 32, 
Form 19, reading as follows: 

No. One Hundred Four 104 Engs 4545 and 4547 
nonaged meet No. Eighty Nine 89 Eng 4581 at 
Neffs. 

This train departed frjm BenT"ood Jet. at 8:15 a. m., according 
to the train sheet, 1 hour 50 minutes late, stopped at Neffs at 
8:52 a. ir., where it v a? flagged by the flagman of Work Extra 
5175, a.nd. the crew received copies of train order No. 55, Form 
1", rpading as follows: 

No One Hundred, Four 10-± Engs 4545 and 4547 
coupled meet No. Eighty Nine 89 Eng 4581 at 
C-lencoe instead, of Neffs . 
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The crew received also a clearance card Form A which bore in­
formation as follows: 

Proceed Block is occupied to Bethesda. 
Preceding; "era in V/ork Extra 5175 in 
block. * * 
5ional is at stop for train No. 39 to 
meet No 104 at Glencoe order 33. 

This train departed from Neffs at 8:43 a. m., 1 hour 41 minutes 
late, and, at a coint 1.9 miles west of Neffs, while moving at 
a speeo. estimated to have b^cn from 2 to 10 miles per hour, it 
collided with '/orb Extra 5175. 

Ne. 10i, an east-bound second-class freight train, was due 
to leave Bethesda, Cleucoe, and Neffs at 7:?0"a. m., 7:-"-5 a. m. , 
and 7:55 a. m., respectively, and "cs at Glencoe at the time of 
the aneident. 

caboose of No. 8'" we 
the engine-truck cen 
smoke box and the ri 
shifted, forward on t 
was nd f e? " m lengt 
was e ru s he d 1n t D a s 
demoli shed. Engine 
end. about 3 feet nor 
truck to the south o 
a ga i n s t the d r i v i n g 

k of engine 4581 and the rear truck of the 
re oherailed. The engine-'~ruok radius braces, 
ter-pm, the front engine dec! casting, the 

c/linder were broken; the cistern was 

DO X ring door w; 
were oulged and torn. 

ender frame. The spreader car, which 
h over end-sills and. had a Qteel underframe, 
oace of 7 feet between the two engines and 
5175 was derailed, and stopped with the front 
h of the center of the track and. the trailer 
f the track. The engine t^uck v/as wedged. 
•wheels. The steel pilot-beam and. the smoke-
re broken; the front and back flue-sheets 

the tender deck was broken. 

The employees killed, were a track foreman and the spreader-
car operator of Work Extra 5175. The employees injured were the 
engineman and the front brakeman of Work Extra 5175 and. the fire­
man and the front brakeman of No. 39. 

Summary of Evidence 

Conductor Gildea, of 
wood Jet, he received, tra. 
stood both orders. A cle 
bore the information that 
represented except Nos. 8 
Benwood Jet. before his t 
t r a m equipment was added, 
lease test of the air br 
train was assembled no e 
air was cut in. The cond 

/ork Extra 5175, stated that at Ben­
in orders Nos. 13 and 26, and he under-
arance card Form A was received which 
all trains due at 6:i5 a. m. had ceen 
) and 97; however, No, 
^ain left tnat point. 

97 departed from 
At Neffs work-

. to his train but an application and re-
kes was not made; however, after the 
served that all brakes applied when the 
uctor orally instructed the front brake-
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man to stav at Neffe, to provide flag protection until No. 39 
arrivpd at" that ooint, to instruct the crew of No. 89 to main-_ 
tain a lookout for work Extra 5175 ditching eastward between big 
Five Mine and Neffs, and to ride on No. 89 until it overtook the 
work extra. The conductor informed the front brakeman that, if 
No. 104 arrived within fhe working limits prior to the arrival 
of No. 8?, toe work extra would clear at Neffs, but if No. 89^ _ 
should arrive first, the work extra would clear at G-lencoe. His 
reason for in-strutting the front brakeman to ride from Neffs on 
No. 89 was that if No. 80 should arrive first the work train 
would clear at G-lencoe, then after all overdue regular trains 
had arrived his train would work in the vicinity of Glencoe and 
would need the front brakeman to provide flag protection in that 
vicinity. Vork Extra 5175 arrive" at Big ±hive Mine about 7:50 
a. m., and proceeded to ditch eastward toward Neffs. About 8:25 
a. m., the time designated in order No. 26 having expired, he 
called the operator at Befhescka, 16.2 miles west of Neffs. to 
nPi-,ovi,a 1 n the location of No. 104. The operator informed, him 
that No. 104 was near Barnesville, 22.4 miles west of Neffs, and 
Nos. 89 and 104 were to meet at Neffs, according to the provi­
sions of order No. 5J . The conductor gave this information to 
his engineman, added that the fvont brakeman vas at Neffs, and 
that the work extra would oroceed to Neffs as soon as the spread­
er wings were li:"ted. He thought the engineman thoroughly under­
stood the conditions under which the work train was moving, since 
h-3 did not inform anyone that the front brakeman would hold No. 
89 at Neffs; however, in a later statement the conductor said 
that he probably did not inform his engineman fully concerning 
•tie flagging instructions. He ^ id not attempt to communicate 
with, the front brakeman at Neffs to inform him that Tork Extra 
5I7h was -oroces'htng to Neffs to clear for Nos. 89 and 104; how­
ever, he tncughj thatjinder the circumstances it wound have been 
advisable t , de so. Soon afterward his W.in departed toward 
Neffs and move el at a speed not exceeding 5 or 6 miles per hour. 
The conductor was on the front end of the spreader car, which 
was the front unit during this movement and which was equipped 
with a standard back-up hose. K e said that visibility was re­
stricted by for to 2 or 3 car lengths. Just after the front end 
of the train passed the road crossing 405 feet west of the point 
where the accident occurred, he heard an engine whistle sounded 
to hh.e east. He immediately opened the conductor's emergency 
valve, jumped off, and attempted, to light a fusee, but the acci­
dent occurred before he had time to do so. H e thought his train 
was_stopped when the accident occurred. He said that V/ork Extra 
517o proceeded eastward toward Neffs on the information given 
by the operator at Bethesda that Nos. 89 and 104 were to meet at 
Neffs. He understood that the rules required his train to have 
train-order authority to proceed against superior trains and that 
information given orally by an operator was not authority to move 
against a superior train. Erring the past 4 years he had been 
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in vori-train service almost continuously, but he seldom pro­
vided flagmen with written flagging instructions. Ke said_ that 
definite understanding among ail concerned, probably weird have 
averted the accident. He was last examined on operating rules 
in October, 1038-

Front Brakeman B r o w n , of work Extra 5175, stated that at 
Neffs his conductor instructed him orally to remain at that 
point, to flag all trains, to instruct the crew of No. 89 to 
maintain a lookout for '7ork Extra 5175 moving eastward from Big-
Five Mine, and to ride on No. 80, as V7ork Extra 5175 would pro­
ceed to Glencoe to clear; also, he v/as to instruct the engineman 
of No. 89 to sound the whistle frequently so that the crew of 
V/oik Extra 5^75 could hear No. 89 approaching. Before the ar­
rival of No. 89 the operator at Ne^is informed him that No. 104 
would meet No. 80 at Neffs. The brakeman flagged No. 89 and 
instructed, the engineman ^o be on the lookout for the work train 
moving eastward from Big Five Mine and to sound the engine 
v/histle frequently. Later, the crew of No. 89 recsi ved a train 
order which changed the meeting point between Nos. 89 and 104 
from Neffs to Glencoe Finee he had received, no further instruc­
tions fro"1 his conductor he boarded the engine of ho. 39 and 
stationed, himself s n the left side of the cab i s that train de­
parted, from Neffs- The train proceeded at a cpeed of 10 or 12 
miLf-s "oe: hour s nd the engineman sounded the T'hist^e frequently-
The brahman thought the engineman operated the train carefully 
but sin^e risibility was restricted to about 2 car lengths be­
cause of cense fog the speed was slightly greater than that from 
which a train could be stopped within the existing range of vi­
sion, "he first he knew cf anything being " T o n g was w.asn the 
engineman applied the air brakes in emergency; the collision 
occurred. 4 or i seconds later. The brakeman said t^e air brakes 
appeared t ~> function properly but, because of the short distance 
intervening, tne speed of the train was not reduced appreciably 
before the accident occurred. He thought the ^ork train either 
was stopped, or was moving very slowly at tne time the collision 
occurred.. He was unaware that his conductor had received any 
information concerning the meeting; point of Nos- 89 and 104; 
however, if he had known tnat his conductor received such infor­
mation he would have held No. 69 at Neffs. Since he v/as sta­
tioned at the telegraph station prior to the arrival of No. 89 
at Neffs, his cinductor could have communicated with him. He 
had been assigned to work-train service v/ith Conductor Gildea 
d.uring the past 9 months ?nd in that period he had, never received 
any written flagging instructions. He was last examined on oper­
ating rules in October, 1908. 

Engineman Beall, of >'ork Extra 5175, stated that at Ben-
wood Jot- he received train orders Nos. 13 and 26, and. a clear­
ance card Form A. The train proceeded to Neffs whore work—train 
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equipment was added; the air-brakes were not tested but they 
functioned orooerl1' at ril points where used- The brakeman 
was left at, Neffs to provide flag protection and the train pro­
ceeded to a point near Big Fiv e Mine- As the train moved east­
ward from this point, it ditched along the roadbed. At 8:25 
or 8:50 a. m. the conductor came from the telephone and informed 
him that it was ti-e to proceed to Neffs to clear for Nos. 89 
and. 104, and that those trains were to meet at Neffs- The con­
ductor informcx- nim also that their front brakeman was at Neffs; 
by this he understood that No. 89 would be held at Neffs. 7/hen 
his train departed for Neffs, about 8:45 a. m., the fog was so 
dense that no was unable to see the conductor who was stationed 
near the back-up emergency valve on the front end of the spreader 
car. Wheie the work train was. apt---c aching the point where the 
accident occurred the pnginenan *id not -pen the throttle but 
used *h<= drifter^ valve r̂.ly and tne speed, was 8 or 10 miles per 
hour. Soon after the train passed over the road crossing, about 
405 feet west of the point where the accident occurred, the air 
brakes were applied in emergency. The engineman placed the 
rrakp -aive in lap position ana the collision occurred a few li.ii'onds later. Ho thought his train evas stojred at the time of 
tne collision, whicc - a a aoout 3.51 a. m. He" was last examined 
on operating n l e c In October, U 3 8 . He was eloigned to work-
train service ah ;ut 2 months prior to the acrnbnt- He under­
stood nonn oraor No. 13 required his train to mov- within work­
ing i„nn,s oncer flag protection against second and third-class 
.rams, hue che wor* extra could work on the time of the trains 
mentioned m the order. He understood second and third-class 
.rams were required to move W J thin the workins limits of a work (;;:trn.;:r 0 :\^ n5 work extra protecting itself. Had ::C,.:J ' ^ r ^ " o u l ' i P r o"eed ™ a t or Neffs and his flagman 
''^ I1'! • l" h a' '-rain until the Work extra was met, ne said he 

n ° ; ,̂  ^ '/ ̂ - - ' - " ^ ^ward Neffs. Ha said that he would 
y^l Z l * T l \ ° i n R i : M e s s e d to another train as authority for ^^rrVnfl,^i-Sfnnrrl-aSainct

 a n °P? 0 = lng train. The rules re-
^; rr- n"ov?J ? ^ C U G W t 1 ^ instructions to flagmen who ;Zn''r,,X:^C

r ^"^Jor work extras: however, i? had not l:^fZ^il^: -ondu-tors with whom he had worked to give 
':-'rr\Xl^.r

 i^' t r ur t ' i ;^- to flagmen or to inform the cnginc-
M C X . , of tne war., extra what the instructions were. 

, a r e ^ ^ g: ; i i l l e r ' o f
 Ex-ra 5175, corroborated the 

l i n e m a n in all essential details. When the 
n f^Ti^nrJ P P r °?r a l - i r : t h P p o i n t where

 t h R accident occurrec "~"ZU^i*ln
 6

 lf£t
 ? A n ^ a y maintaining a lookout. When 

P ^ r Jour P r S t-' , aiiP— e ^ t L e l e f t t h e s ? c e d w a s 6 o r G ^ l c " ?^ i? j U 24 n? 1, :Vr ^ollinion o n n u r r P d before he saw the opr̂ sing 
• C X A I . I . " l ^ i o m t y was restriotod by n d.onr.o fog. 
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Flagman Shepherd, of Work Extra 5175, stated that he did 
not know"what flagging Instructions the conductor had given the 
front crakeman who was stationed at Neffs. When his train 
started to ditch near Big Five Mine, the time specified for No-
104 to wait at Bethesda had nearly expired, so he proceeded 
westward and placed torpedoes at a point 4 or 5 car lengths 
east of the. east siding-switch at Glencoe. The conductor had 
not informed him where 'Work Extra 5175 would clear for either 
No 104 or No. 89 but had said that he would ascertain their 
location by telephone. About 8:30 a. m. the flagman was re­
called and he thought No in4 was to meet No. 89 at Neffs- He 
used about 5 minutes returning to the train, which departed as 
soon as he boarded the caboose. EecauSe of dense fog he re­
mained on the rear platform of r,he caboose and maintained a 
lookout to the rear for a following train. He expected No. 89 
to remain at Neffs for his train. He thought his train was 
nearly stopped when the accid.ent occurred. He had been assigned 
to work-train service for 4 months prior to the day of the acci­
dent. He had received, written flagging instructions from the 
conductor in only a few instances. 

Engineman C-rubangh, of No- 89, stated that at Benwood Jet. 
a terminal air-brake test was made. The brakes of cars added 
to the train were tested and they functioned properly en route. 
He received copies of train orders Nos. 13 and. 32 a.t Benwood 
Jet. and understood their provisions. At Neffs his train was 
flaggTfdTTy the work-train flagman, who informed him that the 
work t r a m was in the vicinity of Big Five Mine and that No. 89 
could proceed. The flagman told him to sound the whistle fre­
quently so that the work-train crew could hear No. 89 as it ap-
proached and could, clear promptly. The engineman said that be­
cause of noise he failed, to hear the flagman say that the work 
train was moving eastward from Big Five Mine; he expected, to 
find, the work train working near Big Five Mine . Before his 
train left Neffs he received copies of train orders Nos- 13 and 
33 together with a cles.rance card Form A, which bore the infor­
mation, "Block occupied by Work Extra 5175," and he understood 
that Nos. 39 and 104 would meet at Glencoe instead of Neffs. 
After No. 89 left Neffs the speed, was about 8 miles per hour, 
ne sounded the whistle frequently to warn the crew of the work 
train of the approach of his train, and he was maintaining a 
lookout ahead. The headlight was burning brightly but fog re­
stricted the view ahead to a distance of about 100 feet- The 
throttle was closed but the drifting valve was open. He expect­
ed to find the work train in the vicinity of Big Five Mine and 
did not expect it to move eastward toward Neffs. At a distance 
of about 100 feet he saw the work train moving eastward, at a 
speed of about 15 or 20 miles per hour. He immed.iately applied 
the air brakes in emergency but the distance was too short for 
stopping. The speed of his train was 2 or 3 miles per hour at 
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the time of the collision, which occurred at 6:50 a- m. He _ 
understood train order No. 13 reauired him to proceed expecting 
to find the work extra working at any point within its wording 
limits, and he knew a train should move in an occupied D L O O E 
prepared to stop within the range of vision- H e thought if tne 
work train had. not been moving eastward the accrij*efrt; would not_ 
have occurred. He thought he could have seen the opposing train 
at a greater distance if a lighted fusee had been displayed at 
the front, end. He was last examined on the rules in October, 
1938. 

Fireman Bell, of No. 89, stated that he understood the pro­
visions of train order No- 13- At Neffs when the work-train 
flagman boarded th- engine, the fireman "as unable to hear what-
instructions the flagman gave the engine.lan. After No. 89 de— „ 
parted from Neffs the flagman infor led tne fireman that the worfe 
train was in tne vicinity of Big Five Kine but said nothing that -
would indicate it was expected to proceed eastward. As his 
train was approaching the point where the accident occurred the 
speed, was about 8 miles per hour and he was maintaining a look­
out ahead. On acco art of fog, visibility wa^ restricted to 3 
or 4 car lengths. Because of track curvature he did not observe 
the work train prior to the accident. The enjmeman applied, the 
air brakes m emergency; however, the acciden: occurred almost 
immediately and the speed of his train had not been reduced. 

Fro .t 3rakeman Stephenson, of No. 89, stated that before 
the work-train flagman boarded the engine at Neffs the flagman 
informed him that V/ork Extra 5175 was in the vicinity of Big 
Five Mire and it would move cither to Neffs ahead of" No. 104 or 
to G-lencoe ah-ad of No. 80, but the flagman did not know which 
movement rouid be made. When No. 89 was approaching the point 
where the accident occurred the front brakeman was behind the 
fireman on the seat and the speed of the train was 8 or 10 miles 
per hour. Because of fog, visibility in the vicinity of the 
point of accident was restricted to 2 or 3 car lengths. He said 
that the engineman sounded the whistle frequently. " The brakeman 
thought his train was operated at safe speed in vie™ of the In­
formation his crew had received concerning tho work train. 

Conductor Longfellow, of No. 89, stated that he received 
a copy of train order No. 13 and understood its requirements, 
When his train was approaching the point where the accident oc­
curred he was m the caboose and the speed of his train was 3 
or 10 miles per hour. Fog restricted visibility to 3 or 4 car 
lengths; however, he did not fear that the train w as moving too 
rapidly. Between Neffs and the point of accident he heard the 
engine whistle sounded, frequently. The collision occurred almost 
simultaneously with the emergency application of the brakes. 
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The statement of Flagman Merritt, of No. 89, added nothing 
of importance. 

Agent-Operator Flnley, on duty at Eethesda, stated that 
about 8:22 a. m. Conductor Gildea called him and inquired con­
cerning the location of Nos. 89 and 104. He replied that No. 80 
had not arrived at Neffs and No. 104 was about Media, 25.8 miles 
west of Neffs. The conductor then asked where these trains were 
to meet and the operator informed him that they were to meet at 
Neffs, according zo a copy of train order No. 32, which was ad­
dressed to the operator at Bethesda and made complete at 8:15 
a. m. Soon afterward the operator copied train order No. 33, 
which was addressee to the operator at Bethesda and which pro­
vided that No. 89 would meet No. 104 at Glencoe instead of Neffs; 
this order was naae complete at 8:h7 a. m. Ke did not inform 
the dispatcher of his convocation '"ith Conductor Gild.es. since 
it did not occur to him that the work-train conductor wot id as­
sume the provisions of train order No. 3? pertaining to No. 104 
as authority to proceed to Neffs against No. 89. The operator 
tnought the work-train conductor would use the information only 
to avoid delay to regular trains He knew that a dispatcher 
could chan-re a meeting point between trains at anv time prior to 
the full ii Lmerit of an order; however, he did not expect the ?/ork 
train to proceed en an order addressed to and her train. The 
operator s.id. tngt it was customary for work-train conductors to 
request : r i f ormation concerning meeting points of regular trains 
and he had tot been criticized for giving this information orally 
from zrzxa orders addressed, to him, nor had he been instructed 
to do so. 

Agent-Operator B-icbardson, who went on duty a^ Neffs at 
8 a. m., - L,ateol that before he went on duty he was informed by 
the work-train conductor that Work Extra 5175 would proceed to 
Big FiTre lline, then would perform ditch: ng service eastward. 
At 6:23 a. m. he heard the operator at Bethesda inform Conductor 
G-ild.ea that Nos. 104 and 89 were to meet at Neffs. Soon after­
ward the train dispatcher issued train order No. 33, which changed 
the meeting point from Neffs to Glencoe. Agent-Operator Richard­
son did not irfo^m the dispatcher concerning the work-train con­
ductor's conversation with the operator at Bethesda. At 8:40 
a. m. the operator at Neffs reported No. 89 ready to depart from 
his station and was instructed by the train dispatcher to deliver 
a clearance Form A and to permit the train to depart. No. 89 de­
parted at 8:43 a. m. It was very foggy and visibility was re-
strinced to about 150 feet. The work-train flagman had been in 
his office before the arrival of No. 89 but did not inform the 
operator what his flagging instructions were. 

Train Dispatcher Oline stated that No. 89 was ready to 
lea.ve Neffs before the time anticipated; there f o i - o , he issued 
train order No. 33 to supersede train order No. 32; this changed 
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the meeting point to C-lencoe instead of Neffs. He was unaware 
of any conversation between the operator at Bethesda and Con­
ductor Gildea until after the accident occurred.. 

Train Master Colnot stated that train order No. 13 gave 
Work Extra 5175 authority, between the hours of 6:45 a. m. and, 
6:30 p. m. , to move in either direction between Schick and G-ien-
coe, protecting against second and third-class trains, and pro­
tecting against extra trains after 0:15 a- m. A copy of train 
order No. 13, together with clearance Form A, which bore the 
information, "Eiock is occupied by Work Extra 5175,'' was deliv­
ered, to No. 89 and gave that train authority to proceed into the 
block at restricted, speed prepared to stop short of train or 
obstruction and to expect to find Work Extra 5175 protecting 
itself. Opera-tors are expected, to furnish information to any 
member of a crew r-dating to movement of other trains; such in­
formation is to be used as information ~>rly, since train move­
ments are authorized by timetable or train orders or are made 
under flag protection. 

Road foreman nf Engines Vernon stated that he conducts ex­
aminations on the B^ok of Rul°s approximately everv 8 years. 
The last examination was held In October and. "''vvember, 1938. 
Employees are instructed, that work-train flag ion shall be fur­
nished wr Lften flagging instructions, which shall "oe shown to 
the e n g W . n n of all trains flagged. Train order No. 13 required 
No. 89 tr- nroceed into the working limits involved, expecting to 
find the uork extra protecting itself. The clearance Form A 
which was received at Neffs and which bore information of an 
occupied clo^k, required No. 89 to proceed prepared to stop short 
of a tra. r. or obstruction. Train orders ad_drsssed to other 
trains de not authorize a work extra to make an opposing movement 
against : regular Train. He said a train similar to Work. Extra 
5175 could be stopptc. from a speed of 10 or 12 miles per hour by 
an emergency application of the brakes within a distance of 40 
or 50 feet. 

According to the timetable and data furnished by the car­
rier, at & a. ". two trains were due over the territory between 
N-^dfs and. Glencoe. These trains were No. 89, a west-bound 
tnird-cla.se train, due to leave Neffs at 7:02 a. m. , a.nd No. 
104, an east-bound seconds-class train, due to leave Glencoe at 
7:45 a. m. 

Observations of the Commission's Inspector's 

The Commission's inspectors observed a braking test con­
ducted. January 6, 1941, at the scene of the accident; a train 
consisting of an engine of the same type as engine 4531, 3 load­
ed, and. 5 empty cars and a caboose was used. The train was in 
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charge of che engineman who was in charge of No. 89 on the day 
of the accident. The train was stopped by an emergency appli­
cation of the brakes from a speed of 8 or 9 miles per hour in 
a distance of 26-1/2 feet. 

Dis cus sion 

According to the evidence, V/ork Extra 5175 was moving east­
ward toward Neffs to clear for No. 89, a third-class train, and 
No. 104, a second-class train, when it collided with. No. 89 at 
a point 1.9 miles west of Neffs. The crews of both trains had 
copies of train order No. 13, which authorized engine 5175 to 
work from 6:45 a. m. until 5:30 p. m. between Schick and G-len-
coe, protecting against second-class and third-class trains. 
The working limits covered a distance of 7.6 miles and within 
these limits the work extra could clear trains at Schick, Neffs, 
and Olencoe. 

Under the provisions of the v/ork order, tne work extra, ̂ as 
not required to protect against extra trains until after 9:15 
a. m. and it could, "rork on the time of second-class and third-
class trains by providing flag 'orotection. No, 89 was due to 
leave Neffs at 7:02 a. n. and No. 104 was due co leave Olencoe 
at 7:45 a. m., bat the crew of the work train neld copies of a 
train order specifying that No. 104 would wait at Bethesda, 11.3 
miles vat. of Olencoe, until 8:20 a. m.; therefor^, after 7:02 
a. m. the •/ erk train was required to protect against No. 89 be­
tween Neffs and G-lencoe and after 6:20 a. m. against No. 104 be­
tween the same points. Under the provisions of the work order, 
second.-^lass and third-class trains could enter the working lim­
its after che crews of these trains were riven copies of the or­
der. V/hen the work crain departed westward from Neffs, it left 
a flagman at that station to protect against No. 89. The work 
train arrived at B i & Eive Mine, 2.9 miles west of Neffs, about 
7:50 a. m. and began ditching eastward toward Neffs. The flag­
man stationed at Neffs had been instructed orally to flag No. 89, 
to inform the crew of that train to maintain a lookout for the 
v/ork train moving eastward between Big Five Mine and Neffs and 
that the work train would, go to G-lencoe to clear, to inform the 
engineman of N^. 89 to sound the whistle frequently, and to ride 
on the engine of No. 89 until the work train was overtaken. In 
addition, the flagman was instructed that if No. 104 arrived be­
fore No. 89 the work train would clear at Neffs. At 8:23 a. m. 
the work-train conductor inquired on the telephone of the oper­
ator at Bethesda the locations of Nos. 104 and 89 and the meet­
ing point of these trains . From information contained in a train 
order made complete at 8:15 a. m., the operator told the con­
ductor that the meeting point was at Neffs. The conductor then 
informed the engineman as to the meeting point and told the en­
gineman that the v/ork train would go to Neffs to clear both 
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trains but he did not inform the engineman as to instructions 
given to the flagman. About 4 minutes after the operator at 
Bethesda had given the conductor information concerning the A 
meeting point of Nos. 89 and 104, a train order changing the * 
meeting point of these trains from Neffs to Glencoe was issued. 
No. 89^departeh from Neffs at 8:43 a. ra. and the work train de­
parted eastward from the vicinity of Big Five Mine about 8:45 
a. r. without flag tro ceotioii; these trains collided midway oe- , 
tween these p^mts. Had the conductor followed the procedure 
he outlined to tie flagman at Neffs, had he communicated with 
the flagman at Ne-ffs by telephone before the work train started 
eastward to clear at Neffs, or had he informed his engineman 
fully of the situation, it is probable this accident would have 
been a,vc-rted. Had the crew of tne work tram furnished proper 
flag protection for the movement t^ Nef^s or remained at the 
scene of its voht m t i i the "first t v n? 1 arrived and then made 
arrangements to proceed ahead of that train to the clearing 
point, this a.cr>ident woulr: have been averted. 

After the crew of No- 80 received a clearance Form h stat- . 
ing that th^ block involved wgs o"ou.;ied, this train entered 
tho block at Neffs. The clock ^sr^ission retired No. P Z to 
proceed prepared tVJ stop short of train or oh: true t Ion - Because' 
of a dense fop, visibility was restricted to t distance of not 
more than 150 f e e t . The speeu of No. 89 at the time of the ac­
cident '"<m -rarlously estimated at ?, to 10 miles p;r hoar and that 
of .the 1 oik train from nearly stop; ed to 8 miles per hour; how­
ever, from the resultant damage it is apparent that one or both 
trains were moving in excess of the speeds estimated bg the crews 
invoiced. According to tne statement" of the enginemen of No. 69 
h e did. nor uncerstana the flagman to say the work train was mov­
ing eactmro, and he Pa eight the accident would have been avert­
e d if the W'-'rk raain had. not teen approac img from tne opposite 
direction. Subsequent to the accident, ii a stopping test a 
train similar to No. 89 moving at a speed of 8 or 9 miles per 
hoar was stopped in a distance of 26-1/2 feet. Since the engino-
~,a.n of No. 80 s„a d he would have operated his train at a lower 
texts of snood i? he had known the work tram was a considerable 
P i stance east o. Big Five Iline, it follows that under the weather 
conditions that existed at the point of .tccidenc he was operating 
at a spe^d too ^igh to comply with the requirements of tne rules 
applicable to operation in an occupied block. 

The rules required that the conductor of the work train 
furnish his flagman with written flagging instructions; the flag­
man '--as requireo to show his flagging instructions to the engine-
ran of each t r a m flagged. The conductor old not issue written 
flagging instructions for the flagman at Neffs; had he done so 
and if the engineman of No. 89 had read them, it is probable that 
the engineman would have riir^uvorc1. the i.rm ri tmr.1 on RIND avert­
ed the accident. 
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All uhe employees involved in this accident appeared to 
have a correct understanding of the operating rules applicable 
to operation of ,rrork extras and to operation in an occupied 
block, but the investigation disclosed laxity in the enforce­
ment and observance of the rules, which is a. matter operating 
officials should immediately take necessary measures to correct . 

Cause 

It is found that thh s accident was caused by a work extra 
making an opposing movement against a third-class train without 
proper flag protection and by failure properly to control the 
speed, of the third-class t r a m while movins, m an occupied 
block. 

Dated at 'hasnin' ten. . 2,, this twenty seventh 
day of February, 1941. 

3y the Commission, Commissioner Patterson. 


