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INTERSTATE COMMERCE COMMISSION 

REPORT OF THE DIRECTOR OF THE BUREAU OF SAFETY IN RE 
INVESTIGATION OF AN ACCIDENT r*HICH OCCURRED ON 
THE NEW YOPK CENTRAL RAILROAD NEAR EANAUG-A, 
OHIO, ON OCTOBER 15, 1927. 

Novemver 29, 1927. 
To the Commission: 

On October 15, 1937, there was a head-end 
collision between a passenger tram and a freight 
t r a m on the New York CentraJ Railrosd near Kanauga, 
Ohio, which resulted m the deatn of two employees and 
the injury of seven passengers. 

Location and method of operation 

Tnis accident occurred on that part of the 
Southern Division vhicn extends oetween Hobson Junction, 
Ohio, and Dickinson, W. Va,, a distance of 82,8 miles, 
altnough from Hobson Junction to Kanauga, a distance of 
9,6 miles, trams are operated over a single-track line 
of tne Hocking Valley Railway, Between Kanauga and 
Point Pleasant, Vi. Va., a distance of 2.5 miles, within 
w m c h territory tnis accident occurred, the New York 
Central is a single-track line, t^ain movements being 
controlled by manual block-signal indications under a 
special time-table rule reading m part as follows: 

ii *** -trams or engines will run by plock 
signal wncse indications will supersede 
time table superiority and will take tne 
place of tram orders. 
"Southward trams will jrove from the 
Junction entch at Kanauga to the south­
ward signal on hand signal from the 
signalman." 

T he accident occurred at a point 5,357.7 feet 
soutn of the station at Kanauga; this station is on a 
3°28' curve to tne right for soutnoouna trams, the 
soutnern end of tne curve being 958.2 feet from the 
station. Tnis curve is followed by 2,915.6 feet of 
tangent and then e compound curve to the left navmg a 
total length of 4,749 feet, extending nearly to the 
nortnern approacn of a bridge across the Ohio River, 
the point of accident being on this curve at a point 
1,483.9 feet from its nortnern end. The Junction 
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switch of the New York Central track leads off the 
Hocking Valley track to the right at a point 138.4 
feet south of the station; at a point 683 feet south 
of the junction switch there is another switch leading 
off the New York Central trpck to the right to the south­
bound passing track, which parallels the main track on 
the west, while the northbound passing track is located 
on the opposite side of the main track. These passing 
tracks extended southward practically to the point of 
accident. At the time of the accident the northbound 
passing track, which was on the inside of the curve 
where the accident occurred, was occupied by cars which 
materially restricted the range of vision of the engine 
crew. The grade at the point of accident is 0.35 per 
cent ascending for southbound trains. 

The only signal involved was the manual block 
signal located between the m a m track and the southbound 
passing track at a point 909.3 feet south of the station. 
This signal, which is operated from the station, is of 
the one-arm, three-position, upper-quadrant type, dis­
playing green, yellow, and red indications for proceed, 
caution, and stop, respectively, end governs southbound 
movements between Kanauga and Point Pleasant. A Bignal 
arm of the same type is also located on this signal 
mast for the purpose of governing movements northbound 
from the New York Central track to the trecks of the 

' Hocking Valley Railway. 

A dense fog prevailed at the time of the acci­
dent, which occurred at about 7.06 a.m. 

Description 
Northbound freight train third No. 99 consisted 

of 67 cars and a caboose, hauled by engine 3952, end was 
in charge of Conductor Hysell and Engmeman Roush, It 
passed Point Pleasant at 6.55 a.m., 4 hours and 35 
minutes late on its time-table schedule, and shortly 
afterwards it was brought to a stop on the main track 
approximately 1.5 miles north of that point, near the 
south switch of the southbound passing track at 
Kanauga, and it was still standing at that point when it 
was struck by southbound tram No. 32. 

Southbound passenger tram No. 32 consisted of 
one combination mail and baggage car and two coaches, 
all of steel construction, hauled by engine 4754, and was 
in charge of Conductor Shumaker and Engineman Thomas. 
This tram backed into Kanauga on the Hocking Valley 
track, northbound. It then departed from Kanauga south­
bound on the New York Central track at 7.03 a.m., ac­
cording to the train sheet on time, and shortly after­
wards it collided with train third No. 99 while 
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travelmg at a speed estimated to nave ocen between 30 
and 25 miles orr hour. 

Engine 3953, of the 2-8-2 type, remained up-
rignt witn only its driving wncels derailed but it was 
considerably damaged, as was also tne case vitn the second 
and tnird car3 in its trim; t-ie first car was only slight­
ly damaged. Engine 4754 carre to rest in en uprignt posi­
tion witn tne fdrvard end mounted on tne end casting of 
engine 3953, and tne tender hackled against its rear end. 
None of tne care in t r a m No. 33 was derailed or materially 
damaged. The employees killed were tne engineman and 
fireman of tram No. 32, 

Summary of evidence 

Operator Anderson, on duty at point Pleasant, 
stated tnat at 6,43 a. m. he ootamed a clear block for 
tram tnird No. 99 from the operator at Kanauga. As tne 
engine of that t r a m passed J U S station at about 6.53 
a. m. he signaled the engineman to head in at Kanauga 
and the engmeman gave m m a similar signal, ne then 
called the operator at Kanauga and informed him that 
txnin tnird No. 99 would take tne siding, tne operator 
acknowledging this information. About 7.10 or 7.13 a.m. 
Operator Anderson again called the Kanauga operator, 
mauired as to the location of tr-an No. 32, and was 
informed t^at he did not know, but tnat he did not think 
the tr^in would proceed without obtaining a clear block. 
Operator Anderson furtner stated that ne did not authorize 
tne operator at Kanauga to admit t r a m No. 32 to the 
block and tnat ne had no record of its admittance. 

Operator Root, employed oy tne Hocking Valley 
Railway at Kanauga, stated tnat at eoout 6.35 a. m. the 
operator at Point pleasant reouested tne block for t r a m 
tnird No. 99, wnich request was granted, but he had no 
record of tnat t r a m having entered tne block altnough 
it nad always been tne practice to ma.<e such a record and 
he knew tnat tnat t r a m nad passed Point Pleasant. 
Operator Root s°.d .e did not know wnetner tram third 
No. 99 would hold t-e m a m track on its arrival at 
KanaugSi and for tnis reason, vhen ne went out to hand 
on some mail to tne crew of t r a m No. 33 on its arrival 
at the station ne ralked to ritnin 15 or 20 feet of the 
engine and told the fireman tnat m s tram should take 
tne siding, tne fireman acknowledging by nodding nis 
head. Operator Root said ne nad no conversation with 
any other member of the crew-, although he had ample 
time m which to have done so. Operator Root tnen re­
turned to nis office in tne station and at about the 
time he got there, 7.03 a. m., same one, he tnought it 
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was trie head "brakeman of train t m r d No. 99, called him 
by telephone from the south end of tne passing tracks 
and informed m m that that train woald continue down the 
m a m track. Tram No. 32 started wnile this conversation 
was taking place, without Operator Root navmg given the 
reauired hand signal for that t r a m to proceed. 
Operator Root furtner stated tnat wnen ne returned to 
tn-e station after talking witn the fireman ne noticed 
by tne position of the lever tnat tne soutnbound manual-
block signal was m the stop position, although he 
could not see the signal due to the fog. He said he had 
placed this signal m the stop position after the passing 
of a soutnbound t r a m at 6.20 a", m., in wnich position it 
remained until after the accident. He furtner stated 
that trams were permitted to pass the signal m the stop 
position provided tney entered the southbound passing 
track, but first they would neve to receive permission, 
wnich was not given in this instance. 

Agent Rathbun stated that he arrived at Kanauga 
on tram No. 32 and saw Operator Root hand mail into the 
baggage car and walk toward tne engine and talk with the 
fireman. Agent Rathbun went into the office and observed 
that the levers whicn operate the northbound and south­
bound block signals were m a position indicating that 
the signals were in the stop position. Operator Root, who 
followed him into the office, answered a telephone 6all 
and then remarked to Agent Rathbun that ne was talking 
with the engineman of t r a m third No. 99, who stated 
that that tram would hold the m a m track and let t r a m 
No. 32 use the oassing ttack. Agent Rathbun replied 
that he would notify the engineman of tram No. 32 to 
that effect but was unable to do so as tne t r a m had 
started before he reached the platform and neither the 
conductor nor the brakeman was in sight as the train 
passed. He said he was absent from m e office not more 
than one-half minute for this purpose and during that 
time the signal could not have oeen changed to the 
proceed position. He said he was aware that train No. 32 
departed from the station witnout authority but expected 
it would head m at tne north switcn of tne passing track 
as tne olock was red. At about 9.30 a. m. the signal 
was tested and was found to be functioning properly. 

Engmeman Roush, of tram third No. 99, stated 
that he received a clear block at Point Pleasant and 
while passing that station he saw the operator standing 
in the doorway but did not see m m transmit any signals. 
His t r a m continued and was brought to a stop just 
south of the passing track switch at Kanauga at 7 a.m. 
He got off the engine and followed the head brakeman to 
the telephone booth and heard the brakeman inform the 
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ooerator at Kanauga as to tne position of tneir tram. 
Tne brakeman informed. Engmeman Roush tnat the operator 
instructed him to continue on tne n»in track, that t r a m 
No. 32 would be roated tnroum the passing track. 
Engmeman Roush tnen started to return to his engine 
unen he neard train No. 32 approaching; ne nurriedly 
boarded the engine and observed tne approaching t r a m 
aioout 25 ca.r-lengths distant, tne fog not being so 
tnick here as at Kanauga. On account of tne cars stand­
ing on the northbound pas sin., track ne could not deter­
mine wnetner t r a m No. 32 vas on tne iram tr^ck or on tne 
southoound p a s e m a track. As soon as ne ascertained that 
tne t r n m was on tne main t rack ne sounded the engine 
wnistle and jumped off. Ke e->id t-ic nead light of his 
own t r a m was b u r n m u brimtly at m e time of the acci­
dent but tnat tne deadlight on t r a m No. 32 was not burn­
ing; he estimated tne speed of t^at tram at 20 or 25 
i,iles per hour, and noted tne time of tne accident as 
7,06 a.m. Engine iian Roush saia nis reason for holding 
the imam track w-as the heavy tonnage of nis tram. 

Tne statements of Fireman Joaneon and Head 
Braker an Swatzel, of t r a m third No. 90, practically 
substantiated tnose of Engineman Roush, while Conductor 
Kysell and Flagman Rollins, of the seme train, were un­
aware of tne impending accident until its occurrence. 

Express kessenger S^itn, of t r a m No. 32, 
stated that »t the time his t r a m stopped at Xoneuga, he 
opened the door of his car and Operator Root nanded him 
some nail and tnen started towards t ie office, out he 
did not know wuetner tne ooerptor returned to the 
office nor did ne hear the operator say anytnmg to the 
firemen. After tne accident ne met Operator Root, vino 
said tne engmeman ran by a red block'. Tne operator 
also said B3iretui,i c to tne effect tnat he was u o m 6 to 
tell the fireman of tram No. 32 but Express Messenger 
Siintn said the operator did not compete this statement, 
as he appeared to be somenr.pt excited, ana Express 
kessenger Srith did not knov wnat the operator v.as talk­
ing aoout. Exoress liessenmr 3 it a said the fog was so 
dense tnat the rai e of vision vas n_t more tnan 50 or 75 
feet. The sta 0ev. entb of B a g ^ eman Hayes, of t r a m No. 
33, added notnmg of importance a°, ne rid no attention 
to m a t was transpiring w m l e nis t r n n viae standing 
at Kmauga. 

Conductor Shumaker, of tr-m Nj. 33, stated 
tnax v hen m s tram arrived at Kanauga ne opened tne 
tr*? door to pen it A,_ent Rat..bun no get off and at 
tnat time noticed Operator Root L o to tne baggage-
car door witn some nail. Conductor Shumaker said 
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tiie train stood at that point about one and one-naif 
minutes and th=t le then closed the door and pulled 
the wnistle cord to proceed, without having received 
a proceed signal from the operator, *1though he was 
aware tn°t t..e rules provided for such a signal; he 
did not knov wnetner tne reauired signal nad been given 
oy the operator to the engine crew. Tne weather was 
very foggy and tne block signal could not be seen from 
the station and as the train approached th^t signal 
he opened a door on the right side of the tram for 
tne purpose of noting the signal indication. When the 
tram had rcacned a point eoout six car-lengths from 
m e signal ne could distinguish tne arm governing south­
bound roveirents and it then was in the vertical or pro­
ceed position and tne color light was displaying a green 
indication; he was positive of tne position of the 
signal as ne kept it under observation until he had 
reached a point very close to it. He then closed the 
door, at about whicn timettie flagman came through the 
car and called "clear block," which Conductor Shumaker 
repeated. He estimated the speed of the t r » m at the 
time of the accident at 30 miles per hour. 

Flagman Bailey, of train Wo. 33, stated tnat as 
his train was backing northward over the Hocking Valley 
Railway toward the station et Kanauga, a few minutes 
prior to the accident, he observed tne block signal 
governing southbound movements over the New York Central 
track, whi'ch is located about 50 feet west of the 
Hocking Valley track at that point, displaying a proceed 
indication while tne signal governing northbound move­
ments displayed a stop indication. He remained at the 
rear of hie train while it stood at Ka.nauga, a period 
of about one minute, and did not see any hand signal 
given oy the operator to permit his train to proceed. 
He did not again observe the block signal but when the 
train started ne went forward tnrough the train and upon 
encountering tne conductor, about the time the latter 
had closed a trap door on tne right side of the train, 
ne remarked "clear block, Charlie" to which tne con­
ductor responded "clear block," Flagman Bailey's remark 
being intended as an inquiry rather tnan as a statement 
made from his own observation at that particular time. 
After conversing briefly witn tne conductor regarding 
personal matters ne entered tne next car and almost 
immediately felt the impact of tne accident. He said 
the speed of nis tram at tne time of tne accident was 
between 30 and 25 miles per hour, and tnat apparently no 
reduction had been made immediately prior to that time, 



-7-

A newspaper dispatcn which vas circulated, was to 
the effect that the engmeman of train No. 32 made an 
antenortem statcrent acceotmg full responsibility for 
the accident. Tnis report was investigated and found to 
have nc basis. 

On October 16, 17, and 18, observation of tram 
movements at Kauai-ga was made by the COii1inssion's inspect­
ors and m no instance did they see tne prescribed nand 
signal given to permit tne movement of a tram from the 
junction switch to trie block signal governing New York 
Central southbound trains. It was also noted that the 
block records maintained by the operators at Kanauga 
nnd Point Ple^smt did not ^gree in ^11 particulars. 

Conclusions 

T^is accident w=s caused oy passenger t r a m No. 
32 entering an occupied block, due eitner to tne failure 
of Operator Root to display a stop simal or to the 
failure of the crew of t r a m No. 32 properly to observe 
and obey the signal indication. 

The testimony is conflicting as to tne indica­
tion displayed by the block signal governing southbound 
movements at Kanauga at the time train No. 32 departed 
from that point. Both Operator Root and Agent Ratnbun, 
stationed at Kanauga, stated positively that tne position 
of tne levers wnich operate tne northbound and southbound 
signals indicated tnat both of the signals were m the 
stop position, although they did not see the signals on 
account of the fog ty weather prevailing. Conductor 
Shumaker asserted positively that the signal was m the 
proceed position at the time his tram passed it, while 
Flagman Bailey, of the same tram, was certain the south­
bound signal was m the clear position at tne time nis 
t r a m was backing to Kanauga on the tracks of the 
Hockmg Valley Railway a few minutes prior to its de­
parture from that point, although Operator Root said 
this particular signal had oeen placed m the stop 
position at the time a southbound tram passed tnat 
point at 5.20 a. m. and was left m that position until 
after the accident. In view of tne aoove statements it 
is lmpossiole to determine definitely wnat indication 
the southbound simal was displaying when passed by 
t r a m No. 33. 

Tne weight of evidence indicates, however, that 
t r a m No.32 departed from Kanauga without the crew first 
navmg received a nand signal from tne operator as pre­
scribed oy the rules, for whicn Conductor Shumaker and 
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En^ineman Thomas of that train are responsible, H^d tne 
trpin remained at tnat point until tnis signal had been 
received it is probable tnis accident would nave been 
averted. In this connection, however, it is only proper 
to point out tnat tne supervision of operating conditions 
at this point is far frorji being what it snoulc be, one 
indication of this being the fact tnat during tne tnree 
days following the date of tne accident it was noted 
tnst soutnbound trains were permitted to depart from 
Kanauga. vithout having received tne nand signal recuired 
by the rules, although it would naturally be expected 
tnat all concerned would be paying strict attention to 
tne requirements of tne rules, at least for a few days 
following the occurrence of the accident. It also ap­
peared that the block records maintained by the operators 
at Kanauga and Point Pleasant did not agree, and that tne 
operator at Kanauga said he instructed the fireman of 
t r a m No. 32 to enter the southbound passing track at 
tnat point while tne operator at Point Pleasant stated 
ne gave a hand signal to tne engine crew of tram third 
No. 99 whicn signal probably was not recognized, to take 
tne passing track at Kanauga; in other words instructions 
were given which would r.̂ ve required both trams to take 
tne same passing track, the other passing track being 
blocked, and nad tuose directions been complied with by 
both crews tne probable result, m view of the weather 
conditions, ^ould have been that the accident would nave 
occurred on the passing track instead of on the m a m 
track. It is also noted that m Operator Root's state­
ments he said the fireman of train No. 32 operated the 
junction switch, *1though he supposed this was tne duty 
of the operator, but that they never understood fully who 
was to handle the BWitch. It is, pernaps, needless to 
say that tne existence of suca conditions snould not be 
tolerated on any railroad. 

Had an ^deauate automatic tram stop or train 
control device been In use on this line this accident 
would not nave occurred. 

The employees involved were experienced rien and 
at tne time of the accident none of tnem had been on duty 
in violation of any of the provisions of tne nours of 
service law. 

Respectfully submitted, 

W. P. Borland, 

Director. 


