WASHINGTCE

INVESTIGATION NO. 2510
THE WAZRASH RAILWAY CCMPAIY
EPORT IN RE ACCIDENT

MEAR NEELY3, ILL., ON
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SUMMARY
Railroad: Wabash
Date: June 28, 1941
Location: Neelys, I11.
Kind of accident: Head~end collision
Trains involved: Freight : Freight
Train numbers: Extra 2277 East : Extra 2711 West
Engine numbers: 2277 : 2711
Consist: €0 cars, caboose : €2 csrs, caboose
Speed: 15-18 m. p. h. 1 30 . p. h.
Operation: Timetable, train orders and manual-block

syegtem for following movements only

Track: Single; 2°30' curve; 0.691 percent as-
cending grsde eastward

Weather: Clear

Time: About 5 a. m,

Casualties: 2 killed; 3 injured

Cause: Accident caused by failure to obey a

mect order

Recommendation: That the Webash Rgilway Company estab-
lish an adequate block signal system
on its Decatur Divi.sion, 10th District,
and cubmit to this Commission for .
approval rules and instructlons for
the proper maintenance and operation
of such block signal system.



INTERSTATE COMMZRCE COMMISSION

ILVESTIGATION NO. 2510

IN THE MATTER OF MAKING ACCIDENT INVESTIGATION REPORTS
UNPER THAEZ ACCIDENT REFORTS ACY OF JAY 6, 1210.

THE WaBASH PATTLWAY CCMPANY

Accident Near Neelys, I11., on June 28, 1941, csused by failure
to obey a meet order,

1
REPCRT OF TEE COMMISSION

PATTERSQOYN, Commissioner:

On June 2€, 1¢41, there wes & head-end tcllision between
two freight trsins on the Wabassn Railway near Neelys, Iil,,which
resulted in the death of two employees and the injury of three
employees. The investication of this accident was made in con-

junction with & representative of the Illincis Commerce Commis-
sion,
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Underr authorlty of section 17 (Z) of the Irterctate Commerce
Act the svove entiitled proceeding vras roferre~r o, .= . 1ssion

to Commissioner Patterson for consideraticn and disgos.t.on.
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Location and Method of Operation

This accident occurred on that psert of the Decatur Division
designated as the 10th District, which exztends tetween Decatur,
I11., and Outer Depot, Mo., a Gistance of 142.2 miles. In the
vizinity of the point of accident ‘this is a single-treck line
over whlch trains are onerated by tiwetanle, trsin orders and a
manual-clock system for following movementis only. At Bluffs a
slding about 8,500 fect in length psrallzls the main track on the
south; the east switch of this eiding is &,679.0 feet east of the
station. The accidsnt occurrsd st a pcint about 3 miles ecast of
the sast siding-switeh at Bluffe &gnd 1,667 feet east of the sta-
tilon at Neerlys. As the point of acnident 1s approached from the
vest there is a tengont 4,629 feet in length, which is followed
by a 2030' curve to the rlight 182 feet to the point of sccidens
end 207 feet Deyond. As the noint of acciuent is apyrosched from
trhe east there ie a series of short curves end tengents followed,
in succescion, by a 2°30' curve to tre right 485 feet in length,
2 tangent 1,653 feet, a 001l8' curve to the right 464 feet in
length, a tangent 1,165 f=2e¢t, =nd the curve on which the accident
occurred, The grade for west-bound trains ic 0 €S1 percent de-

'scending a distence of more than 1 mile to tne point of arcident.

‘e grade for east-bound trains is J.583 percent ascending 4,000
feet, and then O 621 perc-nt ascending 1,300 feet to the point of
accldent,

Rules and Regulstions of the Transportation Department read
in whole or in part as followvs:

5-88. At meeting points between extra trains, the
train in the inferior tims-tarle direction must
teke the siding unless otherwise proviced,

*
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N

S-80 (g). % « %

At train order mecting points, the train nolding the
malin track must stop clear of the switch used by the
train to be met in going on siding, unless the trein
to ke met 15 clear of the main treck and switch is
properly lined.

S_CO. # # %

* % ¥ the engincman will give signal 14 (n) at leest
one mile before reaching a meeting or waiting point,
Should enginemsn feil to give tals sisnal or fa1l to
prevare to sfop short of fouling point, wnen required,
the conductor must teke immediate action to stop the
train,
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S-208. A train order to be sent to two or more offices

muss be transmitted simulteneously to as many of thm

as vracticatle. Whsn not cent simuitasneously to all ’
the order must ve gent first %o the superior train,

The several eddresses must be in the order of super-
rity of traing, each office tekings its vroper address,
ard, when practicsble, must include the onerator at tre
neetling or walting point.

Copies of the order addrecsed %o the operator at the
reeving or walting point must be delivered to the trains
affeccted until sll have arrived frow one direction,

e % %

(c) A troin must rec.ive a clesarancc Lefore leaving
s%ation wnere trsin orders are delivered to it. he
cnductor, engireman send rear trainnan of cach train must
ce at the chara"ep is properly adcressed to thel
rain, and tha% they rec~ive 211 thc train orders which
e clearasnce incdicsates tl.ey are to reczive,

The onerator must weite on the clearsnce the numbers
of all oraers he res for the train adcdressed, and before
delivering the cleararce to the train he must repeat the
numpers of tre orders from the clesrnrce to the train dis-
patecier, thus: "Clear No. with Orders llos. M
The traln dispatcher must write tkhe train end order num-
ters In his train order oook a3z thev are repeased from tne
clearance by the operator, and if thie correcct order num-
bers have been given he will reply: "Crders Nos.

C.X. tc _ {Trein Uumktar) et
(Time) T

Opera‘ors must not 1gcsue a cleéarcnce to a trein un-
less it aas teen "OK'd" by the trezin dispaicher, except
in cnse of fegilure of means of commurnication, and not
then to an extra train st its initial station,

Generrl Order No. 1, deted January 1, 1241, r=ads in part as
follovs:

Effective 12:01 a. m. ds*te, the following trailing .
block rules will govern the movement of trains on the
10th District:

TRAILILG 3LOCX: A series of consecutive blocks, governed
by block signals opersted menually, upon information by

telegreaph, telephone or other means of comntnication.
EOC )
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1. Block signals govern thie use of the blocks, but
unless otherwise proviaed, do not supersede the super-
lority of trains; nor disnencge with the use or the ob-
servance of ocotner s.conels whenever and wherever iney
rmay be readired.

4. Zoch plock svation will be proviiec with register
sreets, uvon which signalmen will record {(comnencing
at midright daily), arriving, cleacing and leaving
time of all trains at Lkis own station, leaving time of
all trains at acdjoining station in rear, anrd zlearing
time of all trains at adjoining station in advance.

n
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7. When si is at Stop indicetion and signalman is-
sues clear ) Forum &41 stating that block is clear,
the train receiving this :learsnce may proceed if 1its
time-table superloﬂluy or train orders, permit it to
do so. If block is not clear, caution cird, Form-442
(In addition to clesrence) 1s necessary.
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8. When trains are to m
ch

et at & block station signal-
man will block 211 r

1y

3u 2ins until certein that all
opposing trains to be met at tiiat statlion have rr*ved,
vhen he will permit them %o proceed with clearence, if

block ls clear.

% % %

Time-table generel instructions provide as foilows:
Eastward trains ars cuperior to vestwerd trains
of the same clasg, % * *

In the vicinity of the »oint of eccident the maximum author-
ized speca for the treins involved iIs 30 miles per hour.

The weather was clear at the time of the accldent, which occ-
currec about 5 a, m.

Cescription

Extra 2277 East, an east-bound freizrt train, with Conductor
Fuson and EZnzineman “-11 in charge, consirted 2% the time of the
acclident of =rgoine 2277, 20 loacded and 40 emd5) csrt and @ ca-
becoas. Au vuies Depot, 52.4 miles west oi Eluirls, The crew Is-—
celved, aucng others, copiles of train order No. 12, Form 13, which
read s follows:

=

Ex*tre 2277 East mect Extra 2711

West at Eluffs.



The order was made comuplete a2t 1:19 a. m. This trsin cde-~
parted from Outer Dﬂno~ 8% 1:30 a.m., eccordirg to the train
sf.eet, and avrived at Blufls, 3.3 miles vest of leelys, at 4:30
a. m, Lfter cors vere daueq to tke trein arnd a <uowly of coel
wel tarsen, the crew received a clesrance, Form 441, which was '
lecued at 4:352 a. m. and contained information that the block
was clear and thet order No. 23, Form 1¢, wses being delivered to

Fe crezw at that statlon. Order o, 23 spzcified a series of
waiting tines for Firot 21. Bxsra 2277 denarted from Bluffs at
4:47 a. m., passed the east siding-switch where it was required
to stop on the main track west of the fouling point to meszst
Extra 2711 West, snd, at a pcint 1,887 feet cast of the statio
at Ne el /s anc while movJ ng at a sneed “GWlOJSlV egtimateq as 1!
or 18 miles ver nour, 1t collidad with Extra 2711 West.

(@)l

Extra 2711 West, a vest-tounda freigckt train, with Conductor
Olerk anda Lnglnemmn Suh 1%z in c..arge, consicted et the time of
the acrident of engine 2711, 13 loaded end 86 =anty cers and a
caboose, At Shops, 47.4 miles east of liezlys, the crew received

coples of train orcer ko. 12, Form 19, przviously cquoted. This

train left Shops at 2:55 a. L., according to the trein sheet,
&)

rd
lys =ndl the lest open 0¢110e,
2 speed estimated as 30

22177 East.

~
Dass eu Chaplin, 4.2 miies east of Ne
at 43153 a. m., and, while moving &t
miles per hour, collided with Extras

The driving wheels snd the rcar tender-truck of engins 2277

were derailec. The engine truck wes forced back under the first

puir of driving wheels #nd the smokebox was crushed. The vilot,
tne front-end encine ffﬂme and both cylinders were troken off.
The first car vas ¢erailed to the rignt and wes b2dly demaged.

The smokebox snd the cab of ergine 2711 were cemolisned. The
pllot, the front-erd engine Irams and both cylinders were broken

off ang the engine truck was detacred. The tender cistern was
demolished. The first rourtecn cars of Lxira 2711 ware Gerailed
anc. stopred in various vositions, badly damaged, on either side
of the track. Fourteen car-trucke weore grouped togetner at the
rear of tne tender. The wreckege was contained within a distance
of 300 feet, )

illed were the engineman end the flreman of
e employees ;pjurod were tre Iront brakeman
and the ¢ngineman and the front trakeman of

The emmloyees k
Extra 2711 Weegt. h
of Extra 2711 Wenst,
Extra 2277 East.

Sumnary of Evidence ‘

Engineman Hill, of Extra 2277 East, stated that at Outer
Depot a terminal air-breke test was maae snd the brax~zs func-
tioned properly en route., At Outer Depot the conductor delivered
to him, among others, train order No. 12. The engineman under-—
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stood that his train was required to stop clear of the fouling
point of the east siding-switech at Bluffs unless Extra 2711 West
was 1n the clear on the siding, As his train was approaching
Bluffs he sounded the meeting-voint whistle signal. About 1-1/2
miles west of Bluffs four members of the crew who were on the
engine discussed the provisions of order No. 12. Near the west
end of the siding at Bluffs the front brakemsn remarked thst
Extra 2711 was not in the clear. The engineman sald that nis
train stopped a2t Bluffs at 4:30 a. m., 12 caers were added to the
train and a supply of coal was taken. The flavman delivered a
copy of train ovder No. 23 directing First 81 to weit at four
designated places for Extra 2277 East, together with a clearance,
Form 441, containing information that ihe order delivered was No,
23 anG that the block was clear, and a message directing his
train to perform work st Chapin. His train started at 4:42 a. m.,
and the engine passed the station about 4:44 a, m. The train-
order slgnal displayed a red asspect. His train paessed the ecast
siding-switch where it was recuired %o stop clear of the fouling
point and he failed to cbserve vhether Extra 2711 West was in
the clear, As his train was spproszching the point where the acci-
dent occurred the speed was about 15 miles per hour. The first
he knew of anything being wrong was wien nhe saw the headlight of
Extra 2711 a short distance sway. He immediately applied the
brakes and jumped off., The collision occurred immediately after-
ward. He could not explain his failure to comply with the re-
quirements of the meet order; however, ke was concentrating on
the time available for his train to proceed against First 91 as
specified in order No. 23, and he thought this might have been a
contributory factor in nis forgetting the mzeting point with
Extra 2711, He understood the bulletin rules applicable to
following movements within a block. Since these rules provide
that when trains are to meet at an open ststion all ouprosing
treins must arrive at that station before a clearance is deliver-
ed, 1t was kis opinion that if the operator at Bluffs had not
delivered a clearsnce before Extra 2711 arrived st Bluffs, he
would not have failed to comply with order Mo, 12; furthermore,
if a copy of the middle order nad been de=livered at Bluffs it
would have reminded nim of the meeting point with Extra 2711,

He was promoted to engineman in 1211 end all serwvice nas been
performed on the 10th District. EHe wes last examined on oper—
ating rules in December, 1£40,

Fireman Opel, of Extra 2277 Eazst, stated that he read train
order No, 12 znd understood tha* ris train was requlred to stop
on the main track at Bluffs clear of the fouling point of the
east siding-switch unless Extra 2711 West was in the clear on the
siding. As his train was approaching Bluffs the engineman
sounded the meeting-voint whistle signal. As the train passed
the west siding-switch the engineman remarked that the train to
be met had not arrived. The fireman said that after cars were



adcded to the train and a supply of coal was tezken the flagman de-
livered to the enginemen a covoy of ordecr No. 23 and a clesrance
which contained informction that the block wazs cleer. His train
passcd the train-ordcr signsl, which displayed stop; however, .
such movements are vermitted after a clcerence is delivered to a
train. His train passed the east siding-switch and »roceeded
castward. As his trsin was approaching the point where the acci-
dent occurred the speed was about 15 or 18 miles per hour. The
Tirst he knew of anything being wrong was when the engineman
called a warning thet a collision was imminent. The fircman said
that he forgot about the order to mect Extre 2711 at 3luffs and
thus feiled to remind his enginzmen concerning the mecting noint.
fte could not exvnlain his failure to remcmber the secting voint
unless 1t was becsuse of concentrating on the time aveilable for
his train to procecd against Flrst €1, Hfe nes performed gervice
on the 10th District during 34 ycars past =ncd was »romotcd 1o
engineman in 1622, H: is familiar with the operstion of the
block system for following movements only. He undéesrstood that a
clearance card or a csution card indicstes block occupancy for
following movemcnts but that block informatlon conccrning opposing
trains is not roquired. Wnen trains are to meet at a station the
glgnalman should hold 211 trains in one direction until all oppos-
ing trains involved in the neeting order aave arrived beforc he
issues a clecarance or displays the train-order signal at proceed.
When a train receives a clesrance containing information thet the
block 1s clear, it may proceed if its time-table superiority or
train orders permit.

Front Brekeman Ferguson, of Extra 2277 East, stated tnat he
read train order No. 12. The engineman, the fireman and he dis-
cussed 1ts provisions and understood thet thelr train was required
to stop clear of the foullng point at the ecast siding-switch at
Bluffs unless Extra 2711 West was in the clear on the siding. As
his train wes sporosching Bluffs the engineman sounded the meeting-
point whistle signal. When his train was reedy to decpert he read
order No. 23, which was reccived ot Bluffs. This order specified
four points =2t which First €1 would wait. 3Secause he wes reading
the orcder, the clesrance and a list of cars to be added to the
traln at Chapin,he failed to remember the meeting point with Extra
2711. He did not hear any other mecber of the crew on the engine
again discuss the provisions of the meet order. As his train was
approaching the noint where the accident sccurred the speed was
atout 15 or 20 miles per nhour. The first he knew 2f anything be
Ing wrong was when the cngineman called a warning and then the
accldent occurred. The front brakeman wss familiar with the oper-
atlon of the block system for folluwiag movenents only. He under-
8tn>2d thet the clcarance reccived st Bluffs specified that the
block was clear »f preceding movesments but it Gid not give informa-
tlon concerning spposing trains in the block. When a train re-
celves a clearance, Form 441, it may nrnceed past a train-order
signal cisplaying stop if time-table superisrity or train srcers
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permit. In his opinion, 1f a copy of the middle order had been
delivered at Bluffs, it would have reminded the crew about the
meeting point with Extra 2711 and the accildent might have been
averted., About 19 minutes elapsed from the time the engineman

sounded the meeting-point whistle signal to the time the train
departed from Bluffs.

Flagman Fraser, of Extra 2277 East, stated that he read
train order No. 12 and understood that his train was required
to stop clear of the foullng point of tnz east siding-switch at
Bluffs unless Extra 2711 West was in the clear on the siding.
As his train was approaching Bluffs the engineman sounded the
meeting-point whistle signal. At Bluffs aftcr 12 cars were added
to the train the brake of each car added functioned properly.
He delivered an order to the enginemarn, together with a clear-
ance which contained information that the block was clear. The
flagman was on the engine when the train departed from Bluffs.
Re said that his train passed the east siding-switch and no
member of the crew on the engine mentioned that Extrs 2711 had
not arrived. The flagman could not explain his failure to
remember the provisions of the meet order. As nis train was
approaching the point where the accident occurred the speed wes
about 15 miles per hour aend visibllity was unrestricted. The
first he knew of znything being wrong was when the engineman
called a warning. At that time Extra 2711 was about 200 feet
distant. He said thst no unusual incident occurred to distract
the attention of any member of the crew from the requirements
of order No. 12. When the train wss leaving Bluffs there was a
discussion among members of the crew on the engine concerning
work to be performed at Chapin. The flagman was last examined
on operating rules on December 12, 1940. He was familiar with
the block system for following movements only, =nd he said that
when a clearence cerd or a coution cerd is issued or tre train-
order signal displays proceed, the information is for track
occupancy by preceding trains but not for opposing trains. In
his opinion, if a copy of order No. 12 had been delivered at
Bluffs in compliance with the rules governing the issuance of a
middle order, this accident could have becn averted.

Conductor Fuson, of Extra 2277, stated that at Outer Depot
a terminal air-brske test was made and the braskes functioned
properly. Before his train departed from thet point he recelved,
among others, a copy of order No. 12 a2nd understood that his
train was required to stop clear of the fouling point of the east
sliding-switch at Bluffs unless Extra 2711 was in the clear. He
delivered a copy of order Ho. 12 to his engineman, who read it in
the conductor's prescnce. The order was clear and legible. Tle
conductor said that his train stopped west of the station at
Bluffs at 4:30 a. m. While caers were being added to the train hre
inspected that portion of the train which was on the mein track.
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His train started at 4:42 a. m. and he boarded the caboose. The
caboose passed the train-order signal, which displayed a red
aspect, at 4:47 a. m. The operator delivered train order No.23,
a clearance bearing information that the block was clear, a mes-
sage concerning work to be performed en route, and bills for th
cars thet were added at Bluffs. After the caboose passed the
station the conductor gave a proceed lantern-signal. His train
failed to stop clear of the east siding-switch znd proceeded
eastward. He could not explain his faillure to remember that his
train and Extra 2711 were to meet at Bluffs, except that he was
occupied in checking the bills snd in entering information on the
wheel report. Had his train stopped clear of the east siding-
switch the caboose would heve stopped about 20 car lengths east
of the station. As his train was approsasching the point where
the accident occurred the spced wes sbout 15 miles per hour. He
thought the accident occurred about 4:55 a. m. He was last
examined on operating rules on December 12, 1940. He was famil-
lar with the block system in use, and he said clearsnce, Form
441, indicstes thie block condition for following movements only.
He understood that when a trein-order signel displays stop, and
a clearance, Form 441, indicating a cleer block is received, a
train may proceed if its superiority or train orders permit. He
sald that in some instances a middle order 1s received at the
meeting or waiting point. If a copy of order No. 12 had been
delivered at Bluffs, his attention would have again been directed
to the meeting point with Extrs 2711 and the accident could have
been averted.

Front Brakeman Dickens, of Extra 2711, stated that the alr
trakes were tested at Decatur and functioned properly en route.
He read order No. 12 and understood that his train was required
to enter the siding at Bluffs and meet Extra 2277. The train-
order signal at Chapin displayed proceed for his traln. As his
train was apvroeching the point where the accldent occurred the
speed was ebout 30 mlles per hour end he was digging down coal.
The engineman snd the fireman were maintaining a lookout ahead.
The first that the front brakeman knew of anything being wrong
was when the fireman called a warning. The engineman immediately
moved the brake valve to ecmergency position but too late to
avert the collision. Visibility was good, the weather was clear,
and day was just breaking at the time of the accident.

Conductor Clark, of Extra 2711, stated that at Decatur a
terminal air-brake test was made and the brakes functioned ',
proverly cn route. At Shops he received order No. 12. He unde
stood that his train was to enter the east siding-switch at
Bluffs to meet Extra 2277. As his train was approaching the
point where the accident occurred the speed was 30 miles per
hour and he was in the ceboose cupola. The first he knew of any-
thing being wrong was when the air brskes were applied in emer-
gency end the troin stovped abruptly. He is fomiliar with the
trailing-block system in use. He said thet under thils system
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clearance cards 2nd trein-order signals convey informetion of
block conditions for trains in the same direction only, and op-
posing trains move with respect to time-table superiority or
train orders., He did not think it necessary for the operator

at Bluffs to report to the dicspatcher that an east-bound trailn
had passed the train-order signal to proceed to the east sidlng-
swiltch, as it is customary at Bluffs for an east-bound train to
proceed to the foullng point of the east switch for a west-bound
train that is required to enter the siding. He said that 1t 1is
customary to receive a copy of the middle order at a meeting
point,

The stetement of Flagman Hudson, of Extra 2711, added nothing
of importance.

Telegrapher Sorsnson, at Bluffs, stated that Extra 2277 East
arrived at Bluffs at 4:30 a. m. He delivered copvies of order No.
23 to the flagman, speccifying that First 21 would wait at desig-
nated points, together with a clearance bearing information that
the block was clear of preceding trains, and a message instruct-
ing Extra 2277 to perform work at Chapin. Extra 2277 proceeded
eastward and the caboose passed the stetion at 4:47 a. m. The
operator delivered conies of the order, the message, and the
clearance to the conductor, who was on the caboose. The operator
hed overheard some mezber of the crew mention that Extras 2277 and
2711 were to meet at Bluffs; therefore, he thought that Extra
2277 was proceeding to the east 51uing switch and would stop clear
of the fouling point until Extra 2711 was into clear Some time
prior to the arrival of Extra 2277 the dispatcher had informed
him that Extras 2277 and 2711 would meet at Bluffs but the dis-
patcher did not issue a middle order addressed to the operator
and the operator did not remind him. The operator sald that be-
tween 11 p. m. and the time that Extra 2277 arrived he was avall-
able practicelly all the time for copying train orders. He under-
stood that the block system was for following movements only.
Since the block between Bluffs and Chapin was clear of precedling
movements he filled out a clesrancs, Form 441, addressed to Extra
2277, showing the number of the order delivered and information
that the block was clear. Under the trailing-block system, oppos-
ing trains may proceed and meet according to time-tablc superior-
1ty or as train orders specify. He understood that when trains
meet at an open station the signalman must hold the dacsignated
train until all opposing trsins that are to meet it at that
station have arrived; however, in this instance the operator dla
not have a wopy of a mlqdlc order requiring him to hold Extra
2277. He did not report that Extra 2277 had departed because he
expected that trsin to proceed only to the fouling point of the
east siding-switch. Because of traock curvsture and the distance
between the station and the east siding-switch the caboose of a
train of the length of Extra 2277 would be out of the sight of
the operator at the station when the engine stopped at the east
slding-switch. For this reason he was unaware that Extra 2277
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had departed from Bluffs. He reported to the dispatcher that
Extra 2277 was clear of the block to the rear of Bluffs at 4:47
a. m. Clearance cards are issued only by the suthority of the
dispatcher,

Dispatcher Lowary stated that he issued order No. 12 simul-
taneously to Extra 2277 East at Outer Depot end Extra 2711 West
at Shops, and made it complete at 1:1% a. m. Because the opera-
tor at Bluffs did not respond, he did not issue a middle order
addressed to the operator at Bluffs. The dispatcher sald that
it is customary to issue a middle order to the operator at a meet-
ing point. 1In this instance he rsng the operator at Bluffs
several times but he thought the operator was dellvering orders
to a train that left Bluffs at 1:20 a. m. The dispatcher intended
to transmit order No. 12 to tihie operator at Bluffs as soon as
possible, but because of being occupiled in issuing orders neces-
sary to expedite the movem:nt of other trains he forgot to do so.
Later, when he tronsmitted order No, 23 to Bluffs adcéressed to
Extra 2277 Eest and which specified waiting points for First 21,
he was under the impression that he had issued a middle order to
the operator at Bluffs., Between 4:25 and 4:30 a. m. the operator
at Bluffs requested information as to where Extras 2277 and 2711
were to meet, The dispstcher informed the operator that the
meeting point was Bluffs and that Extra 2711 was by Jacksonville,
17.5 miles east of Bluffg, at 4:25 &, m. After Extra 2277
arrived et Bluffs the operator askcd him if ther: were more orders
for Extra 2277 and the dispatcher replied in the negative. When
the dispetcher suthorized o clearance for Extrs 2277 at 4:32 a. m.
he was still under the impression that he hed transmitted order
No. 12 to the operstor st Bluffs although he dld not suthorize
the operator to include order No. 12 with order No. 23 on the
clearance. The dispsatcher cald that he is familiar with general
order No. 1, which speccities thet the block system on the Tenth
District is for following movements orly. When a clearsnce, Form
411, 1s 1issued to a trsin, it contains information of block condi-
tions affecting the movement of trains in the same dirsction.
When a clesrance bears information that vhe block is clear, trains
may proceed if time-table suneriority or train orders permit. The
rules do not require cleesrance cards to contain information rela-
tive to opposing trains, The operator at Bluffs did not report
the departing time of Extra 2277. About 5:20 a. m. the operator
at Chapin rcported that Extra 2711 had passea Chapin at 4:53 a. m,
and that Extra 2277 had departed from Bluffs at 4:47 a. m. The
dispatcher said that had he issued a micddle order at Bluffs 1t
would have served as a reminder to the crew of Extra 2277 East.

Superintendent Johnston stated that a block system for fol-
lowling movements only has been in effect on the 10th District
since 1908. This system is designated as a tralling block system
and the rules governing 1ts operation are contained in a bulletin
which 1s reissued each year. The present rules are contailned in
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General Order No. 1, which was issued January 1, 1941. Although
the pregent rules and regulations of the transportetion depart-
ment contain manual-block rules, which provide that opwvcsing
trains must not occupy a block at the same time, these rules are
not in effect on the 10th District. The manual-block rules are
put in effect by time-tatle general instruction and the current
timetablie does not provide that manual block rules are in efTect
on the 10th District. When genersl orders are 1issued, each em-
ployee concerned is given a copy and copies are posted at each
bulletin station. Because of the method of issulng the rules
applicable to the trailing-block system, it is hls ovinion that
all employees are thoroughly femiliar with its operation.

The station record of train movements at Bsylis, the block
station west of Rluffs, and at Bluffs disclose that Extra 2277
cleared the block bet 1

3
ween Baylis snd Bluffs at 4:47 a. m., but
the record at Bluffs does not indicate that Extra 2277 departed
from that station. The station record of train movements at
Chapin, the block station east of Bluffs, does not disclose
that Extra 2277 entered the latter block.

During the 32-day period prior to the occurrence of the
accldent, the averagec deily movement in the vieinity of the
point of accident was 12.09 trains.

Discussion

According to the evidence, the crews of Extra 2277 East and
Extra 2711 West held copies of a train order reauiring that these
trains meet at Bluffs. According to the rules, since Extra 2711
West was moving in the inferior time-table direction and since
the order did not speclfy that Extra 2277 East would take siding,
Extra 2277 East was recuired not to pass the fouling point at
the east siding-swvitch at Bluffs until Extra 2711 West was in the
clear at that station. The crews of both trains understood
these requirements. Extra 2277 Esst stopped at Bluffs at 4:30
a. ., to add cars %o its train and to take a supply of cosl,and
departed atout 4:47 a. m. Instead of stopoing with the front of
the tresin west of the clesrance point at the eest siding-switch,
located 3,880 feet east of the station, this train continued
eestward and collided with Extra 2711 West at a point about 3
miles east of the east siding-switch.

The five members of the crew of Extra 2277 East sald they
forgot about the train order requiring that their train meet
Extra 2711 West at Bluffs. All members except the conductor
were on the engine rhen the train apvroasched Bluffs and also
when 1%t deperted from that station. As the train was approach-
ing Bluffs the four members on the engine discussed the meeting
point between their train and Extra 2711 West. This discussion
occurred about 20 minutes before Extra 2277 East passed the east
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siding-switch. Since the crew received at Bluffs a message con-
cerning work to be done en route and a train order specifyling a
series of waiting times for First 21, the four members on the
engine said they were engrossed in planning the movement of thel
train and forgot about the meeting point involved. The conductor
was engaged in entering on the wheel report informetion concern-
ing the cars added to his train at Bluffs and for that reason
forgot about the meeting point. All members of the crew were of
the opinion that if they had received copies of a middle order at
Bluffs, they would have been reminded of the mecting polnt and
the accident would have been averted.

The rules require that when practicable a copy of a meet
order or a wait order shall be adaressed to the operator at the
meeting or waiting point. When the dispatcher involved was 1is-
suing the meet oraer he received no response from the operator
at Bluffs. Thereaftcr the dlspatcher was engeged 1n handling
several other movem:ints and more than 3 hours later when he was
conversing with the opcrstor ot Bluffs concerning the clearance
about to be delivered to Extra 2277 East the dispatcher was under
the impression thet he had issued a middle order to the operator.
During this conversation the dlspatcher informed the operator
that the trains involved were to meet at Bluffs but the operator
did not remind the disgpatcher that a middle order had not been
igsued, The operstor delivered a clearance which indicated that
only the order pertaining to the movement of First 91 was being
delivered to the crew of the east-bound train at Blufis. If the
operator had rececived a middle order conccrning the meeting
point he would be required to deliver copies of the order to the
crew of the east-bound train and to hold it at his train-order
signal until the west-bound train was in the clear. The operator
thought Extra 2277 would stop short of the east siding-switch
and did not know until after the accldent occurred that this
train had failed to do so, becsuse the east switch was a consider-—
able distsance from the station and track curvature prevented the
operator from seeing any part of the train after the caboose was
a short distance cast of the station. If a middle order had been
delivered to this train immediately before 1t departed from the
station undoubtedly the crew would have been reminded about the
meet order and 1t is probable the accident would have been
averted; however, four members n1ad the meet order in mind about
20 minutes before the train passed beyond the fouling polint.

The block system in use on the line involveda is for follow—-‘
ing movements only. The book of operating rules of this railroad
contains manual-block rules which provide for the blocking of
opposing movements as well as following mcvements but these rules
are not in effect on the territory involved. If thesc rules had
been in effect, the operator would have been required to hold
Extra 2277 East at the block signal until after Extra 2711 West
had cleared the block and he had arranged with the operator at
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the first office zast of Bluffs for btlock authority for the east-
bound train, and thereby the zccldent would have been averted.
Cause

It is found that this accident was caused by failure to obey
a meet order.

Recommendation
It is recommended that the Wabash Railway Company establish
an adequate block signal system on its Decatur Division, 10th
District, and submit to this Commission for approval rules and
instructions for the proper maintenance and operation of such
block signal system.

Dated at Washington, D. C., this twenty-third day of
August, 1941.

By the Comnmission, Commissioner Patterson.
W. P. BARTEL,

(SEAL) Sceretary.



