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There is ane change tha: has been under consideration on several occasions: that

the weighting of vinployee fatalities in our Railroad Empluyees’ Natioual Safety
Cuontest: and it is a2 subjest tiat 1 belicve shauld be given serious consideration.
Possibly others have maed that in one or tww cases small Class 1 railreads have
reported a single cmployee casualty for the year and—as recorded—that one casualty
happened to be a  fatality. Other small roads with two or thrée in-
jurics and no iatality nawirally delt that their somewhat larger total casualty
rate represented. in reality, a better saity record,  On the other hamd, we are
confrumted with a situation which has been reevgnized by many; that the longer
we can keep the respective conmtenders working hard for first honors, the more acei-
dents will be prevented. and when a datality occurs on the small road and s
weighied by five or ten that read’s chances of winping an award have been clim-
imated.  Furthermuare, if fatalitics were to be penalized through weighting we would
find instances where it would e tecessary o charge heavily for an accident earrying
no vielation of rules as against an unweighted injury due to flagrant vivlation of
=aie practice. It must be remembered that a fatality. in many cascs. is such by virtue
of a fraction of an inch or a fraction of a seamd, or by a numher of other uncon-
trollahle variables.

After serious amsideration of these phases of the situation it was deemed inad-
visable to weight emplovee fatalities in our Railread Empluyees’ National Safety
Contest, fur it wag generally conceded that the way to prevent jatalities is to clim-
imate accident causes. and that o much emphazis on fatal cases might tend to
discount the real impeartance of reportable injurivs and the need for investigating the
causcs «of minor injurics and cven the near accident that might reveal a serious

rd.

This leads up to amaher impostant principte.  Yedrs apo it was discovered that
the anc-day lost-time case was the “lowest denvmiination™ that could, with ultimate
safcty, be ntilized in an employee safety contest.

Report of Committee on Train Accidents
By G. H. WARFEL

Chairman of C i and Assi to Executive Vice President,
Union Pacific System, Omaha, Nebraska

The speaker said in part: A\ train accident ix one with or without casualties,
ai ) in comnection with the operation or movement of a train, Jocomotive or car,
which resnlts in damage to equipment or other railway property in excess of §130
tincluding cost of clearing wreck and local expense of transierring lading, but not
damage o the lading).

The amtstanding features revealed by the 1933 statistics on train accidents are:

1. A slight increase in freynency of occurrence, particularly derailments.

2, Several accidents with an wnusually large number of persons hurt, notably
rear end collisions.

3. A preater number of casmaltics than in any year since 1930, resalting in a
casualty rate per million train miles 3 per cent above 1930, instead of the 33 per cent
reduction hopesd for, .

5. Train accidems accnmted dor 22 of the 48 passengers and travelers killed
aml 63 of the 8 emplivees Killed ‘tom duty) in accidents on Class T railroads,

s 023 train accidents of all kinds occurring on the road and
in the switching vard. the smallest mmmber ever recorded in any year. It includes
1219 cullisions, 3.291 derailments, 378 loconedive hreakdowns and 633 miscellaneous
accaidents.  There were 133 persoms killed and 1252 injured. oxclusive of {respassers,
both figures being higher than in the preceding vear,

¢ accidents are classificl by causes, we find: 1713 duc te nepligence

2 2324 due to deiects in or {ailures of equipment: 636 due to defects

gt maintenance of way and structures; 930 dve to miscellanenus canses.

The dvrms of nepligence most disastrons from the dpoint of | c ties
in 1933 were: first, disregard of fixed signals: second, excessive speed in violation

“the erring employee.  Without any desire 1 the ployee re
. candor compels ug 10 paint it that there are wccasional cases in which the greater
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of restrictions; third, failure to praperly protect by flagmen: dourth., overrunning
moeting peints with other trains; fifth. switches set in wrong position,

\Vhile the frequency rate of train_accidents showed a_snall increase in 1933 as
cumpared with the remarkably low fipure of the preceding year, the rate of 1:.’_’
accidents . per million train miles run ren much lower than for any year prior
to 1932, and represents a reduction of 63 per cent under the base year of 1922, The
froquency rates of collisivns and derailments are slightly higher in 1932, while loco-
motive and niiscellancous accidents attained a new low frequency of 143 per millim
train miles. .

However, when we lovk at the figures for human casualties in train accidonts
we find there has been a disturhing increase in buth fatal and num-fatal injur
the total casualty rate for 1933 being higher than fer any year since 1929, This
incrense in casualtics was due almost cutirely to the unustal munber of persons
killed and injured in four ur five accidents occurring i different roads.  There
were 83 persons legitimately riding on teains killed i train acei
including trainmen, persons carried under contract and passengers. as cumpm:cd
with 61 the preceding vear. Moreuver there were 1LY trainmen., persans carried
under contract and passengers. injured in train accidents in 1933, as cumnpared with
779 in 1932,

The 1219 collisions, which involved 42 passenger trains, resulted 32 fatalities
and 630 injuries cxclusive of trespassers. Certainly. the imperative secessity i
taking all pussible practical measures for the prevention of collisions nwst be oby
to cvery officer, supervisur and employee an American railroads, when it is realized
that more than 200 casualtivs resulted from a single accidemt of this character Tast
vear, The couclusions of the I. C. C. Burcau of Salety investigators in cach oi
the major rcar-cnd collision cases reads almost the same: “Failure of an engineman
properly to obey signal indications and stop at signals of a flagman.”

In many other reports of similar accidents with a smaller toll of casmltics. the
conclusions reveal violations of rules by various employees as well as enginemen.
and in several cases referred specifically to iailure of operating oflicers 1o pruperly
enforce ohservance of rules. . i

The press and public usually ascribe such occurrences to “human fallibility,” and
place the onus of responsibility almnst entirely on the shoulders and c-msrlm‘m; ot

i ibality,

deeree of responsibility pruperly rests upon the management and aperating officers
of the railraad involved, for their failure to utilize methods which have, been found
highly cffcetive for prevention of such accidents. We refer to the inausuration of
cantinual bona fide surprise tests, carciully arranged 1o assure the surprise feature,
made by men who teuthiully report every detail of the actmal performance of all
members of the crew, and folleaved hy severe and unremitting discipline for failure
or negligence in any detail of performance, These vigarous measures wmst, of
course, be preceded by a thorough campaizn of cducation anid examinations to assure
that the operating rules are fully understond, not only by the rank and file of em-
plovees, hut by dispatchers. trainmasters, road foremen of engines, superintendents
and supervisnrs in mechanical and maintenance of way departments.

Preventing Collisions and Derailments Due to Negligence
of Employees

By C. H. LONGMAN
Assistant to General Manager, chi::(n:glg and North Western Railway Company,
cago

The speaker said in part: An analysis of the collisions and derailments on my
own raad shows that 88 per cent of the collisions and 25 per cent of the derailments
can be traced to the daiture of eoplayees to ahserve the rules or special instructions.

One of the most serious derailments which we have had was due to the failure
of the cngineman to praperly contral the speed of his train on a four degree curve,




