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IN RE INVESTIGATION OF AN ACCIDENT WHICH OCCURARD ON THE WABASH
RAILROAD NEAR HUNTSVILLE, MO,, DRECEMBER 22, 1919,

February &, 1920

On December 22, 1919, theres was a rrar-end colllsion
between » freight traln and a passonger train on the Wabesh
Railroad near Huntsville, Mo,, which resulted in the death of
1 employee end the inJury of 9 passengers and 2 employees
After investigation of this acecldent, the Chief of the Bureau
of Bofety reports as follows:

The accldent occurred on the 17th District of the Western
Division of the Webash Rallrosd, which extends betwcen Kansas
City and Moberly, Mo,, a distance of 130.5 miles, For the
greater part of this distance and a2t the point where the accil-
dent occurred i1t 1s a single~track line. Treins are operated
by time toble, train orders, and a manual block signal system.
The accident occurred ,84 of a mile west of Huntsville depot.
Approsching this point from the west, there 1s a tangent of
3,250 feet, followed by a 1*15' curve to the right, 813 feet
in length, then 2,115 feet of tangent, followed by a 3° curve
to the left, 1,269 fzet in length. The first 400 feet of this
curve extends through a cut about 10 feet deep, which materially
obscures the view. The collision took place at & point about
800 feet east of the western end of this curve, or 400 feet
beyond the end of the cut. The grade 1s nearly 1 per cent
escending for a distance of about £,000 feet, followed by
1,000 feet of .456 per cent ascending grade to the point of
collision., The sreed of passenger trelns is restricted by
time~tablc to 50 miles an hour, vhille the speed of local freight
trains 1s restricted te 35 miles an hour. The weether was cloudy.

Eestbound local freight trein No. 70, en route from Bruns-
wick, Mo., to Moberly, con#sisted of englne 2025, 34 cers and a
caboose, in charge of Conductor Love znd Engineman Grugin., It
left Brunswlck at 1,20 p.m. and arrived at Clifton at 4,30 p.m.,
at which polnt the crew received a copy of train order No. 119,
reading 28 follows:

No. 12, Eng 698, will run 20 mins late Salisbury
to Moberly.

The order was made complete at 4.49 p.wm. The crew also recelved
e caution card, form 442, directing them to proceed cautlously
from Ciifton to Huntsville, a di-tance of 6.7 miles, expecting

to fin¢ train 24 No, 62, another castbound freight train, in the
block. Trailn No. 70 departed from Clifton at 5.00 p.m,, 23 min-
utes after the departure of trsin 24 No, 62, and 8 minutes ahead
of the time traln No, 12 was dus to leave Clifton on 1its run-lete
ordar, As train No, 70 approached Huntsville 1t was flagged by
the flagman of trein 24 No. 62 and reduced speed to about 5 mlles
an hour, The flagman of trein No., 70 got off shortly before the
eccident occurred and had gene beck but a short distance when he
was passed by traln No. 12, the collision occurring at 5.23 p.m.
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Eastbound passenger train No, 12, en route from Kansas
City, Mo., to 8t, Louls, Mo., consisted of engine 628, 1 com-
bination car, 2 day coaches, 1 chalr cdar and 1 parlor car, and
was in charge of Conductor Poore and Engineman Martin., It left
Kansas City at 1,00 p.,m., on time, and at 4,56 p,m. arrived at
Salisbury, where the crew received traln order No, 112, previous-
ly quoted. On arrival at Clifton at 5.11 p.m,, the crew recelived
a cautlon card, form 442, lnstructing them to proceed cautlously,
Clifton to Huntsville, expecting to find train No. 70 1in the Dbloci
In accordance with bulletin instructions which restrict the speed
of a train receiving a caution card %o the speed of the traln
ahead, the speed of train No. 12 was thereby restricted to 35
miles per hour, which is the maxlmum speed permitted for tralns
of the c¢lass of traln No. 7C. Traln No, 12 departed from Clifton
et 5.16 p,m., 8 minutes late on 1ts run-late order, and at 5.23
p.c., collided with the rear end of traln No. 70 while travellling
at a speed estimated by the crew to have been from 25 to 35 mlles
an hour.

Train No, 12 travelled a distance of 215 feet after striking
the rear of train No, 70, completely demolishling the wooden caboose
of train No. 70 and padly damaging the four steel coal cars lmme-
diately anesd of 1t, None of the equipment in traln No, 1lZ was
deralled and only slight damage wae sustzined by the engine. The
employee killed was Engineman Martin of train No. 12,

Dispatcher Merrill, on duty at the time of the acclident,
stated that he issued train oréer No. 119 to train No, 12 at
Salisbury at 4.47 p.m., instructing the crew of that train to
run 20 minutes late from Salisbury to Moberly, a copy of the
order being issued to train No., 70 at Clifton at 4,49 p,m. He
1ssued no further orders to trailn No, 12 until 1t reached Clifton,
where at 5.08 p.m. he 1ssued & caution card notifylng the crew
that train No. 7C was 1n the block. It was 5.23 p.m. when the
wires went down due %o wreckage striking a telegraph pole He
elso stated that tralns are operated under a permlsslve block,
except that an ebsolute btlock 1s maintained behlnd passenger tralns.

“ngineman Grugin, of train Neo, 70, stated that he recelved
2 copy of train order No. 119 at Clifton; he also recelved a
caution cerd notifying him that traln 24 No, 62 was in the block.
His traln had clearesd the switches and was out of Clifton et 5,C0
p.m., which, he said, gave him 20 minutes to reach Huntsvlille and
get 1nto clear and he thought that he would have succeeded had he
not been delsoyed by traln 24 No, 82. When his train was about a
quarter of a mile west of the west passing treck swltch at Hunts-
ville, he exploded two torpedoes and shortly afterwards was flagged
by the flagman of train 24 No, 62. He reduced the speed of his .
train to acout 5 miles an hour, which he thought was as slow as
his train moved at any point after being flagged, acknowlcdged
the stop signals of the flagman of traln 2d No. 62 and then
whistled out his own flagman. He had procceded at reduccd speed
to within 3 car lengths of the caboose of train 24 No., 62 when
his train was stopped by an emergency application of the alr
brakes, the traln line having been broken as & result of the
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collision, he did not feel the impact of callision and did not
know that his train had been struck.

Fireman Wigham, of train No. 70, corroborated the statements
of Engineman Grugin and estimated thet 4 or 5 minutes elapsed frecm
Ehe time their trailn wes flsgged until it was struck by train No.

AN

Middle Brakeman Bollinger, of train Neo, 70, who was riding
on the engine, thought that Engineman Grugin did not whistle out
the flagman until after the train hed stopped. He alseo stated

that there was no conversation on the engine concerning ftrain No.
lEI

Conductor Love, of train No. 7C, stated that et Clifton
he recelved train order No. 119, together with s caution cerd
gdvising him that train 26 No., 62 was in the block ahead. His
train left Clifton about 20 minutes after troin 24 No., 62 had
departed and was approaching Huntsville at o epeed of ebout 20
or 25 miles an hour when he heard hie engineman sound the whistle
answerlng a fleg and the speed of the trsein was reduced to about
5 mlles an hour; he did not hear the engin:eman whistle out a flag
and et the tlme the engilneman acknowledged the flagman's slgnals
he thought 1t was the englneman of train 24 No. 82, in the passing
track, whistling off. He and the flagman were riding on the rear
platform of the caboose and they dilscussed the advisgbility of
bplacling torpedoes on the raill, but declded that the speed was too
great for the flagman to do this and overtake the train. After
reducing speed the englnsman begon to work steam, but when the
speed was reduced a second time, at which time the conductor
thought the trein was heading in on the passing treck at Huntsville,
he %old the flegman he wlshed they had put down torpedoes before
entering the cut on the curve. As the caboose wes ebout to pass
around the curve he told Flegmen Summers to get off and flag the
passenger traln, the headlight of traln No. 12 was then visibtle at
the top of the hill, The flagman hesitated a moment and then went
inelde the caboose for hisg red lentern.,. He urged the flagman to
hurry, but sald the flagmen did not get off the caboose unfil
sometine after 1t had passed through the cut. His recollection
was thet the flegman ran back, but he used no torpsdoes and did
not light the fusee untll after he was on the ground He thought
the flegman got back as far ss the western end of the cut. The
conduclor got off the caboose when he saw train Ne., 12 pass the
flagman without reduclng speed. He looked at hls watch immediately
after the collislon and it was then 5.21 p.m. Conductor Love
further stated that he expected traln No, 12 to follow his train
out of Clifton within ¢ recasoneble timz and understood that he
should have been 1n readiness to afford proper flag protection
agalnst that train st any time after 1t was duve out of Clifton
on 1ts run-late order, but farled to act sooner beceruse he felt
reluctant te delsy that traln and he did not consider his own
train wes in danger while on stroight track and still moving.
He knew that his traln wag on the time of train No. 12 when 1%t
was struck, but stated that had hls trsin not been delayed by
train 2d Neo. 82, it would have been able to clear train No. 12
at Huntsvilile,.
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Flagman Summers, of train No, 70, stated that after boarding
the caboose at Clifton, he read the orders and noted that they had
been glven 20 minutes on traln No. 12 and also a caution card on
train 2d No, 82. He sald he knew that traln No. 12 would be due
out of Clifton at 5.08 n.m. on 1ts run-late order and that he
snould protect his traln after that time. Whlle 1t was on streight
track, about 2 mlles west of the polnt of accldent, travelling at
a speed of 20 or 25 miles an hour, he looked at his watch and 1%
was 5.10 p.m. He remarked to Conductor Love that they had 20
minutes time on traln No. 12 and that, according to the order, tha,
train was then 2 ninutes out of Clifton. He and Conductor Love
gat doun from the cupola and went out on the rear platform of the
caboosge When their engine had about reached the west passing
track swiltch at Huntsville, the speed of the train wae reduced and
he wes under the lmpresslon that they were golng to head in on the
passing track. About this time Conductor Love remarked to him that
he wished they had put down some torpedoes, he thereupon entered
the caboose, got two torpedoes .nd a fusee and came back on the
platform. He decided the traln wes golng tc fast for him to get
off, put down torpedoes and then overtake the traln, sc he did not
get off, this was the only recson he geve for not putting cown
terpedoes. He considered that hls train was safe vhile movling
on strelght track and did not throw off a fusee, because 1t would
have csused an additional delsgy to train No. 12, according to the
rule under which a red fusee must not bs passed until burned out.
He sald that conductors were recsponslble for delays of thils
charscter and therczfore it wes not hls prectice to throw off
fusees unless directed to do so., About thls time the englneman
sounded a whistle signal, the speed increased slightly, and he
assumed that the trailn was moving up to Huntsville Cepot becsause
of the pas-ing track belng occupled. As the caboose wes rounding
the curve, the speecd appeared %o slacken ageln end Conductor Love
told him to get off and flag the followlng traln, as he would
rather stop the traln than give the engineman a short fleg. IMHis
red lantesrn was at the head end of the caboose a2nd he had to re-
enter the caboose to get it The traln ves trevelling ebout 7
mlles an hour when he got off with his red lantern, two torpedoes
end a fusee., While at the time he solighted from his tmain 1t waos
slowing down for ths second time, he stated that he gol off as
soon as he thought the caboose hed reached a polnt where the englne
man of treln No. 12 would not have a clear view of 1%, &nd when
he started back there was no doubt in his mind thet he could stop
trein No. 12 on the streight track preceding the curve, He stated
that he lighted his fusee aa scon as he got ofi the ground, which
was about the same tlme that the enginc of ftrain No. 12 was first
visible to him, coming arcund the 1°15' curve about 3/4 of a mile
west of where the collision occurred. He stzrted back on ¢ run,
on the enginemen's side of the trcek, weving his lighted fusee.

He reached the east end of the cut and hesltated at 2 hend-car .
take-of f located there, then hed started to go back feorther, but
nod wroceséed but a skort dlstance towerd the west end of the cut
vhen he wes passed by trailn No, 12 Flegman Summers claimed to
heve been near the west end of the cut snd seid that had he gotlen
back tle dlstance of sznother telegreph pole, he would heve been

out af the cut end on straight trsck, He was standing on the
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engineman's slde as the train passed him, no enswer to his signals
had been given and he did not think the pno“lnpmfwn had shut off

steam or applied the brakes. Hs stated that more tnsn £ minutes
had elapsed from the time he got off th- caboose until engine 698
passed nim. Ee had the fusee in his hand when traln No. 12 passed
hin and sald he ran back toward his traln a distance of about 2
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Conductor Poore, of train No. 12, stated that he personally
delivered train order No. 119 to Engineman Mertin at 5Sglisbury
and on arrival ay Clifton, 22 minutes late, the operator at that
ploce delivered the ce ution card to the enginsman. As he boarded
tre train on starting from Dlifton he looked at hls watch and 1%
was elther 5,14 or 5.16 p.w. He gtated that while ke usually paye
barticular attentlon to the spsed of his traln when running under
a cautlon card, he was busy with his work and did not especially
cbserve the speed after leaving Clifton, but did net think 1t was
excessive. He also thought that the weather condltions were such
that Engineman Martin could have seen any cobstructlon in plenty of
time to bring the traln to a stor. He estlmated they were Tra-
velling 25 miles an hour when they collided with traln No., 70
Shortly after the collislon he locked at hls watch and it was
5.26 . m., but this was after he had lighted his lantern and
walked tc the other end of the car. After hls traln had come to
& stop he obsgerved a burnlng fusee lying near the fence, oprposite
the rear coach of his train On meeting Conductor Love he zseked
him if he had a flag out, the latter replied 1n the affirmative,
but saxid the flagman nad been delayed somewhat in getting his red
lantern.

Fireman Reinwald, of traln No. 12, stated that a cautlon card
was received at Glifton and Engineran 'Martin informed him that
train No. 70 was in the block ahead, Apvroaching Huntsville the
engine vas Just emcrging at the eastern end of the cut, tre velling
al a spe-d of 35 or 40 miles an hour, then he observed "the fuses
displeyed by Flagman Summers  He callesd to the énglneman, who
immedrately made a service a vlication of the brekes. He sald
the flagman was not over twe telegraph peles beck from the ceboose,
being nearer to the caboose than he was to the cut, buil the
brilliancy of the fusee made 1% impossible to ses the markers on
thie caboose of traln No. 70 until after thz flagmen hed stepped
off the track on the enginemen's silde, as he sav the markers, he

called to Engineman Martin that there wess golng to be & collislon.
He Jumped from the engine before 1t had passed the flagman and

Midils Clip L ilT Soooil

shortly before the collielon occurred.

Brekeman Hulen of trein No, 12, stated that after the
collision he observed a burning fusee lying close to the fence
on the engineman's side, necr the last car of his train, about
200 feet west of the point where thelr engine hed struck the
cabcose of trsin No, 70

The investigation of this accldent Geveloped that several
block and operating rules were dleregarded, and that thls accl-
dent would not have occurred had the reoulrements of these rules
been obgerved by anyone of the several employees, In the following
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statenent of cause and dlscusslon, these fecatures are consldered
in sequence and not necessarily 1n the order of relctive lmpor-
tance

This zccident was caused by traln No. 70 occupying the maln
track on the time of & superlor trein without proper fleg protees-
tlion, in violetlion of both tlock and opercting rules, for which
Ceonductor Love and Engineran Grugin are primarily responsible,
snd by train No. 12, after being admitted into an occupled block .
under a csution card, not belng operated 1n accordence with the .
rules governing train movements under those conditlions, for which
Enginemen Mertin is primarlly responslble.

Rule No. 59, of the rules gaverning the use of the telegreph
- block sretem, reads =g follows:

"89. A trazin must not enter a block shead of a
superlor class traln, wit out s#mple tlme to cleer
the block before the superior class traln 1s due
to enter,"

Under the requirements of thls rule, train No. 7C, vhich did not
leave Clifton until about 5 p.m., should have been into clear at
Huntsville, a distance of 8.7 miles, at 5,08 p.m,, which wes the
time train No. 12 was due to leave Cliffon on 1ts run-late order,
Trile wes something impossible for 1t to have done 1n view of the
grades and curves, end especlelly 1n view of the fest thet a
caution card had been issued advislng the crew that there wes
ancther freight trein in the block shead. Under the clrcumstances
traln No. 70 should heve remeined at Cliften for train No, 12

Cperating rule No, B89 provides thet

"An inferior traln mbst kxeep et least five minutes
off the time of a superior train 1in the szame
directlen,”

Uncer this rule, tresin No. 12 being dve at Huntsville zt §,20 p.m.
on 1ts run-lste order, train Feo. 70 should have becn 1lntc clear

at that point at 5.15 p.m. Not being into clear at that time, 1%
was occupyling the mein treck on the time of g superior trein.
Conductor Love and Englneman Gruglin, being in charge of the train,
ere responsihle for the violstlons of block rule No, 50 and opera-
ting rule llo, 89, above rsferred to

Operating rule No, 99 reads in part as follows.

'When a trein stops or 1s delayed under circumstances
in which 1t may be overtsken by another trsin the flog- .
man must go back lmmedletely with stop sigﬁals a sufficient
distsnce to lnsure full protectlion.," * *

Conductor Love and Flagman Summere kn=w that thelr train was
oceupying the main track on the time of traln No. 12 and theat
their train was belng delayed to such en extent that 1t was in
dangzer of belng overtaken by train Neo, 12 even if that traln was
belng operated at the reduced rate of speed requlred when running
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under © caution cerd In spite of these conditions, however,
they stood on the rear pletform of thelr caboose, discusslng
the matter, lnstead of taking irmedlete steps %o afford the pro-
tection required by the rule. A proper regard for safety should
have vrompted Conductor Love to drop off a fusee or & flag lmme-
dlately when his trein first slowed down approeching Huntsville,
a8 he was fully aware that his train was then being delayed under
clrcumstances in which 4% was llkely to be overtaken by a follow-
ing train. Instead of doing so, howvever, he waited until his
traln was on the curve before 1nstructing his flagman to dbop off
and fleg the approaching passenger train. There was some further
telay on account of the flagman not having his flagging equlpment
readily 2t hand which resulted not only in reducing the time,
elreedy too short, but slso in the flsgman dropplng off some
distance around the curve at an unfavorable locatlion for flagging
the following trein There can be no excuse for the nsglect of
thase men, both of them experlenced employees, to provide proper
flag protection for their train The flagmen, however, was acting
dlrectly under the supervlslon of the conductor, and therefore &
large share of the rceponsibilaity for fallure to provide proper
flag protection rests upon the conductor,

Block Rule No. 50 reads as follows,

"Responsibllity for colliding with treins in a
block, when caution card le glven, will rest with
traln receiving and moving under such restrictions,
but this willl 1in no wray relieve conductor and en-
gineman of train etopplng wilithin the block from the
ohgervance of Traln Hule 99."

Under this rule, the prilmary responslbllity for this accldent
rests voon Engineman Martin Ere knew that train No. 70 was ahead
of hir, and under bulletin instructlons governing the use of cau-
tlon cards, should not heve opersted his train at a rate of speed
higher than the maximum speed prescribed for a2 trein of the class
of train No, 70, or 35 miles an hour, The evidence ilndicates,
however, that the train left Clifton at 5.18 p.m. and traveled
the distance to the point of collision, n=arly 6 miles, in 7
minutcs, or at an average speed of approxlnately 50 riles an hour.
Engineman Martin was an expericnced engineman and no reason can
belglven for his fzilure to opergte his train as reauired by the
rule.

While naminally ther= was a manual block systen in effect
on this line, the investlgation of this accident indicsted that
under the current practices it afforded but 1little of the Dro-
tection for train movements which that system 1s designed to
furnish. A supplement to the block rules provices in part as
follows*

2. Following trains may be admitted to blocks

when hecessary to svold serious delays, provided
weather conditions ares favorable, and curvature,
crafes and other treck conditions warrant.
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"3. Passenger trains will not be admitted
under the above rule nor may any other traln
occupy a block with a passenger trein, except
to close up at meetlng polnts or for other
equally gocd reasons, and then only under
safe conditions."

Netyithstanding these rules, the dlspatcher testified in
this lnvestipation that a positive block wes not provicded except ,
for trelns following passenger tralne, and apparently 1t was not
an unusual occurrence to admit g passenger traln intoc an occupled
block under a cautlon card. Under the rules, cautionscards ars
nurbered consecutively, beginning with-the number one the first
of each month, the ceutlen card lssued to train No, 12, on
December 22nd, was number 868, which furnishes an indication of
the extent to which these cards are used. And if the facts 1n
this case may be taken ag a crilterion, the restrictions intended
to be placed upon tralng being operated unGer cauticn cards are
net generally observed, train No, 12 1n this instance heving been
operated at normal speed through practically the entire blcock
which was known tc be sccupled by a preceding treln, and no
material reduction 1n snezd belng made when approesching a curve,
vhich »bscured the viev »f the track ahead, and passing-track
awitches near the end of the bloek
operating

In view of the lax/practices sné the utter disregard of
rules eesential to safe rellrnad operatleon which were ¢ilsclosed
by this investlgstion, 1t is not surprisineg that an eccldent of
thls character occurred, In order tn prevent the occcurrence of
similer accildents in future, ~fficers c¢f this company should take
gteps immedistely to cnrrect the unsafe prectices and conditions
¢isclosed.

Encinemnan Martin was emplnyed es a fireman in 1894 andé pro-
moted t2 enginemsn in 1899, Engineman Grugin was enplny=2d as a
fireman in 1904 and promoted toc eneglneman in 1913, OC-onductnr Love
was enplayed as a brakeman in 1901 anc 1904 was promoted to
conductnr, Brakeran Summers was smployed in 191C as ¢ brakeman.
All of these emplcoyees had clear records at the time of the aceci-
cent.

Enginemen Martin had been on duty about 10 hours after a
pericd off cuty of about 24 hourse. ZEnglneman Grugin, Conductor
Love and Brakeman Summers ha¢ been on cuty about 11 hours,
previous to whioh Conductor Love had not perfcermed any service
for about six weeks, while Enginemen Grugln and Brakeman Summers
had been off duty about 36 hours.



