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Al ton
September 24, 1939
Vera, Mo

Head~end collicsion

Freight ¢ Freicht
First 98 : 99
4343 and 4385 ¢ 4385

50 cars and 64 cars and
caboose caboose

10-15 m,p.h.

10-~15 mepPeite
backing up

Timetable, train orders, and
manual block gystem

Single; 2° curve; descending grade
for eact-bound trains, varying from
1.24 to 0444 mercent

About 2:24 v.m,
Clear
1 injured

Fallure of a train to clear the
time of an opposing superior train
and fallure to furnisn proper flag
protection after having failed to
clear the time of the opposing
guperior train



-3 - | Inv—-2383

November 24, 1939.
To the Commission:

On September 24, 1039, there was a head-end collision betireen
tvo freight trains on the Alton Railroad near Vera, Mo., ithich
resulted in the injury of one employee.

Location and Method of Operation

This accident occurred on that part of the Western Division
designated as Sub-Division No. 2 which extends between Slater,
Mo., and Roodhouse, Tll., a distance of 156.4 milcs. In the
vicinity of the point of accidcent this is a single-track line
over which trains are opcrated by timctable, train orders, and
a manual Dblock system supplcemented by automatic block signals
between Vera and Bowling Green. The accident occurred at a point
4,343 Tcet cast of the cast siding-switch at Vera. The block in
which the accident occurred cxtends between Bowling Greon and
Louisiana Toirer, which arc, rcspecctively, 4.5 milcs west and 7.6
milcs cast of Vecra. Approaching the point of accident from tvhe
cast, therc 1s_a tangent 2,317 fcot in length, followed in suc—
cession by a 2° curve to the right 566 fect in lcngth, a tangent
939 feet in length, a 29 curve to the right 500 leet in length,

a tanzent 950 feet in length, and a 2° curve to the right 600
feet in length; the accident occurred on this last curve at a
point 227 feet from its eastern end. Approaching from the mrest
there is a tangent 5,220 feet in length, Tollowed in succession
by a 1° curve %to the left 3877 feet in length, a tangent 703 Teet
in length, and the 2° curve to the left on vhich the accident
occurrcc., The zrade for west-bound trains is 0.83 percent
ascending a distance of 1 mile, then 0.61 percent ascending 1
milc to the point of the accldent. The grade for castbound trains
is 1.22 percent descending approximately 2 milcs, then descending
from 0.44 to 0.61 percent approximately 2 miles to the point of
accldent, 1t beling 0.61 percent at the point of accidente.
Approaching the point of accident from cither dircction, the view
of the track is rcstricted on account of trccs being located on
the insidc of the curve on which the accident accurrcd.

Rulec 88 of the Opcrating Department rcads in part:

At meeting points between trains of the
same class, the inferior train must clear
the main track before the leaving time of

the superior train.
%% %
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Rule 90 reads in part:

. Trains muet stop at schedule meeting
gstations, iF the train to be met is of the
seme claseg, unless the switeh 1s right and
the track clear.

Uhen the expected train of the same
class is not founa at the achedule meeting
station, *+the supcrior train must approach
all sidings prewared to stop, until the
expected train is met.

A4, YA 2
- '« ki

Rule 99 of the Operating Department, as changed by Special
Timetable Rule No. 6, readg in part:

Then a train stops under circumstances
in wvhich it may be overtaken by another
train the Flagman must go back imrediately
rith Flagman's sisnals a surficient distance
to insure full nroteciion, placing two tor-
nedoes, and when nececssary, in addition,
displaying lishted fusces,

Should a train be secn or hecard approach-—
inz before the Flagman has reached the re-

quircd distance, he —rill, a5 once, place two
torpecdocs on the rail, continuilng in thc

dircction of the apvoroaching train, and at
night or during fogry or stormy weather,

carry & lighted Tussze.

3 % s

The front of the train will be protected
in the same way, when necessary, by tke front
trainman, and then he is not available, by
the fireman.,

i 4 %

Rulce governing the operation of the Telecraph Block Signal
. System provide:

Rule 1€, Trains must not o to a closed Block
Signal or non-teclegrapl Station to be met or
passed by other trains without special orders
from the Train Dispatcher, coples of which

will be given to the Operators at the nearest
Block Signal Station on each side of the station
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uhere traing are to be mat or vassel, Opcrators
receiving such orderss will kecp their signal at
Stop and issue a Clearance Card (Form 139) ‘
(vhich in the case of trains to pass vill be
equivelent to a Permirsive Card) resding:
"3lock Sirnal is nt Stop for Trein and
Train to mcet (or pars) ac ner special

order No. .U

Rule 30. On single treck Cperntors must not
permit a trein To enier a Block waen o train
from the opnosite direction heas been revorted
into tre Block by the nexwt Bloclt Si~nal Station,
except ag nrovided in rRule No. D58, unless
suthorized by S»ecial Order from the Treain
Disnetcher to do so.

Rule 58. Trains must not o to a closed 3lock
Signal or non-telegraph Station to be met or
nassaed by other fTrains witliout Speciel Crders
from the Train Diaspatcher, copnies of vhich will
be given to the Bilock Signal Opecrator ot the
nearcst station cach sice of such station.

When gucna orcers are ;/iven Operators will ¥cep
their sicnal at Stop and issue a Clearnace Card
(Form 153) (vhich in the casc of trains to pass
17111 D¢ eauivalent to a Permissive Jard)
veodines

"Block Signal is at Stop 1cr Train

and Train to nect (or pres) as per
Spocinl Crder Noe .

Speclicl Timetable Rule No. 10 reads i1n part:
#o s
Trains may mnroceed to =2 closed block staticn
or non-—telegraoo h station on thelr time tabdle
rizhts without holdin:; specilsl orders, but
1here thils is done operators must not pernit
~n opposing superior trein to enter the nlock
without smeclial order ags »Hrovided ror in Rule
No. 35 (Telegravh Block Signal Systen). Where
it can be done without delay Rules Non, 13 and /,’.
58 (Telegraph Block Signal System) nuct be \
comnlied withe

M AL 2,
O R

e

On single track east-bound treins are superior to west—bound
trains of the same class,

The maximum authorized speed Tor the trains involved was 40
miles per houre
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Tiioc weather 1ras clear ot the time of the accident, 1
ocourred about 2:24 p.i,

Description

Noe. 93, a west-bound scccnd-class freight trein, consisted
of 4 loaded cars, 60 empty cars, and o caboose, haulecd by ensine
4395, and was in charge of Conductor Tracy and Engineman Brooks.
This train departed from Roodhouse, 45.1 miles east of Vera, at
12:30 pen., according to the train sheet, & hours late, at vhich
point the crew received o copy of train order No, 16, Form 19,
readings

"First 1lst No. ©& eng. 4386 run forty 40
mins late Clark to Vandalia and thirty 30
mins, late Vandalia to Roodhouse. Second
2nd. No. 98 cng., 4343 run tvo 2 hours and
twventy 20 mins late Steinmetz to Roodhousc.™

Thig train departed from Louisiana Tower, the last oven o
at 1:56 pem., 2 hours snd 49 minutes late, proceeded to a
about one—~healf mile east of Vera wvhere 1t stopped about 2
2:21 Dells, Degan a reverse movement and, while moving at a
estimated to have been about 10 miles per hour, ras struck
First 98.

FPiret 98, an east-bound sescond-class freight train, consisted
of 50 loaded carg and a cabnoge, haulzsd by cngines 4343 ond 4583,

and was 1in clharge of Concuctor Fricl and Enfincm@n Yates and
Kettler, At Slatcr, 111.3 milecs west ol Vora, the crew received
scveral train ordoeors, among which was o copy of train order o
16, Form 19, previously quotcd. In a’dition, thc crcw reccived
a message reoding:

3 and 4383
9 on 2nd 98,

H

All ordecrs should rcad cuginces 434
counled on 1st No. 08 and cngz, 48

N

Z

N

This train departed from Slater at 11:07 c.i., according to the
train shcet, 54 minutes late, ond passcd Bouling Grecn the last
opcn office, at 2:15 vems, 35 minutcs late, and ~t this point
the crev rcccived a clcarance card, FPorm 205, rcading:

"Block Sisnel is at Stop for train 1st
98 wnd train Mo. 93 to meet (or pass) as per
Specilal Order No. 16.1"

Shortly after passing Vera and while moving at a speed estimated
to have been between 10 and 15 miles per hour it collided ith
No. 93.
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No. 93 moved back a distance of 1,285 feet Trom the point
of the accident and probably was stopped by an automatic anpli-
cation of the ailr hrskes as a result ol a Droken brake nipe; .
engine 4395 was slightly damaged., After the colligsion First 98
moved eastward 160 feet. All drivers and the trailer of the
first engine and the leading truck of the tender were deralled.
The employee injured wvas the fireman of the second engine of
FPirst 98.

Summary of Evidence

Enginemnn Brooks, of No. 93, stated that the air brakes
were tested before leaving the initlal terminal, and the brakes
functioned properly cn route. He comparcd time with the standard
clock at Roodhouse and found his watch srtisfactory. His train
arrived at Louilsiana about 1:50 »n.m., andéd, after taking water and
rpicking up 3 cars, departed at 2:02 or 2:03 n.me. Since No. ©8
was duc to leave Vera at 1:51 p.me. and ordor No., 16 was to the
effect that First 98 was ruaning 30 minutces late in that vicinity,
he had 18 or 19 minutcs to usc in goinz to Vera for First 98,
which he considcred gufficicnt time as the dictance to Vera Trom
the point where he started his train after picking up the 3 cars
at the west end of Louisiana yard was approximstely 6 miles. The
encine was well lubricated, the water was in good condition, and
there were no mechanical defects of which he was aware,; horever,
after leaving Louisiana the train began to drag. He stated shat
his encine did not slip at any time but the speed of the train
was retarded by wind from the southusss. About 2:20 or 2:121 p.m.,
he stopped hig train on e curve about 1 mile east of Vera and
instructed the brakeman to go ahead and flag end then he immedi-
ately started to back his train. From this point his view of the
track ahead was obscured by treces and bushes. The train had moved
back about 65 feet when 1t was struck by First 98, The accident
occurrcd about 2:24 DeMe

Fireman Gnagi, of No. 038, stated that tien the train was
about 3 miles west of Louisiana the stoker hcenmz clogged by
slugs caught in its crushcr, and thce steam »rcsesure decrcascd
about 25 poundcs, which caused the specd to be reduced. At a
point about 4-1/2 milcs west of Lovisisna he Troed the stokor
and the stcom pressure was brougat up to normal. Immediately
after the train was stopped n~bout 1 milc east of Vero, the cngine
mnn started vo beck the train and, while moving beckward ot a
speed of about 10 miles per hour, it was struck by First 98.

Front Brakeman Vheeler, of No. 93, stated that his train
departed frown Louisiana at 2:05 p.w. and immediately after the
train stopped on the curve about 1 mile east of Vera he got off
with a red flag to protect his train. He had reached a point



- 9 - Inv=2063

five or six car lengthe distant +lien First €3 passed hine. Ee
stated that he did not have time To use torpedocs.

Conductor Tracy, of No. 23, stated that his train srrived
at Louislana 2t 1:50 p.m., tcok water and ovroczeled to lhe vest
end of the yard ihere three cavys vere plicked up; the train de-
varted at 2:02 n.m, He concidered thot they had ample time To
go to Vera ror First 98 aad to clear at 2:21 p.n. on the authority
conferred by train order No. 1Ge. Wiaen leaving Louisiana, he
boarded the train about hali way Letween the engine and thoe
caboosc and valkod on top toward the cunvwine. When about half way
between Louisiansa and Vera he ovscrved that the train started to
dreg, but he did not lLicar any brakes cticking at that time. The
train stonped about 1/2 milec cast of Vera ot 2:20 or 2:7°1 m.me

Flagman Davenport, of No. 93, stated that his train left
Louisiana ot 2:05 p.m. He was on top of the trein from Loulslana
to thie point where the accifent occurred. He had boarded che
train about midvay betueen the engine snd caboose and was alking
toward the caboose when the train stopped about L mile east of
Vera about 2:22 p.m., Betwoen Loulsiana and the point vherc the
train stopped he did not hear any brakos sticking. He staved that
the accldent occurred vetwecen 2:25 and 2:24 v,

Enginemen Yates, of First 98, who was operating the first
enginc of that train, stated that the air brakesn were testaed
before his train left t nitial terminal and tvhey functioned
properly en route. Hc received a cleciance card at Bowling Green
stating: "Block Signal is at Stop for Traln First 98 and Train
No. 93 to meet {or pass) as per specicl order lo, 16." Hs »ro-—
ceede to Vera expccting to find No. 93 therc. The speed of

his trein when passing the west switch at Vera was about 30 miles
per hour, then ke observed that lice OF wes not ~t Vera he
released the bralies and tha speed of hie ftrain had increased to
about 35 or 40 miles per hour at the time he passed the eact
switch, vhich was about 2:22 p.m. He Tirat bacame avare that No.*
93 was ahead when the Tireman cnlled to hin to stop. He apnlied
the brales in emergency and opened the sanders anc the epeed orf
his traln hsd ecn recduced *o about 10 miles per hour when the
collision occurred. He did not ree a flagman protecting Noe 93

Firemen Clarl, vho was on the first engine of ¥irst 98,
stated that his train received a clearance card at Bouling Green
bearing the information that No. 3 -ras in the bHlock between
Bowling Greecn and Louisiana. Hi= train pacced Bowling Green
about 2 or 3 minutes late on their run-late order and the spced
was about 30 miles per hour vhen passing Vera, and after thoy
passed the cast svitch it waes 1necreascd to 35 miles per hour,
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After putting in a fire east of Vera, he got up on the =seat box,
looked chead and saw a flagman, then saw No., 9C, He estimated

that his train was moving at a speed of 10 or 15 miles per nour .
when the collislon occurred,

Engineman Kettler, of First 98, who wras operating the second
engine of that train, stated that his train recelved a clearance
card at Bouling Green uhich indicated that No. 93 had pasgsed
Louislana Tower. His train passed Boyling Green 31 or 32 minutes
late and passed Vera 31 minutes late, 2ond, while moving at a
specd of zbout 35 miles per hour, his fircman called to him that
No. 93 riig cheads. He applied the incdepcndent brake and openod
the sanders. Prior to the time of the collision he looked ahca
from the left gilde of the enzine and saw No, 93 apout 25 or 30 car
lengths distant, He estimated tns epecd of his train to have been
about 10 milecs por hour at the time of the accident.

Fireman Conrad, of the second engine of First 98, corroboratec
in all essentiel details the statement of his engincmane.

Front Brakeman Smith, of First 98, stated that his train was
moving at a speed vhich he estimated to have been 30 milesc ner
hour., He was on the right sicde ol the tank of the second engine
vaen he Telt the brakes being applied in emergency. He crossed
over to the lelft side of the tank and saw No. 93 ebout 10 or 156
car lengths distant,

The statements of Conductor Friel and Flagman Sandbech, of
First 28, added nothin~ of importance.

Oncrator Yost, at Louvisiana Tower, stated that ke held no
orders Ilor No. 93, ond as that train approachcd he rcported the
train to the dispatcher ond was instructcd to clcar it. No. 93
arrived at 1:50 p.m., stopped for iater, ead denarted at 1:156
Pels At 1151 peme, the opcratcor at Bowling Grecen rcquested the
block for First 98 and hc gave him "clecar block exccept for No.
93. 0

Cpera .or Craig, at Bowling Green, stoted that at 1:23 p.m.
he geve the operator et Louisiana Tower a clear block for No., 93.
After First 08 passed Vandalie, 15.5 mileg west of Bowling CGreen,
he communicated with the dispatcher who inestructed him to give .
First 98 a clearance card to meet No. 93 as per Ordaer No. 186. '
He Cid not know the contents of order No, 16. He scxd Trhat First
98 weg admitted to the block according to customary pracilce.

Dispatcher Peters, at Kansas City, stated that No. 03 departed
from Louisgiana Tower at 1:56 p.m, with instructions to pick up
& cars at Loulsilana station, which is located vest of the block
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signal at Loulsiana Tonwer. The crew held order No. 16 and he
expectod Nos. 93 to 7o to Vera to meet First 92. He authorirzcd
the opcrator at Bowling Green to ©111 out = clearence card for
First 98 as follows: "Block Signel 1s at Stop for Train Firct

98 and Train No. 93 1o meet (or pnss) 28 per specilal order lo,
16." He was of the ovninion that the isruonce of this clearnnce
card complied with the requireents of Rules 33 and 58 of lhe
Telegreph Block Signal Rulss end stated that it iras the usual
method of handling trainsg under similar circumstances. He ztated
that before o superior train is vermitted to enter a manual block
which is occupled by an opncsing inferior train it has been custom—
ary, in cases vhoere the suverior train does not hold traln orders
affecting its movement, to icsue an ovrder reading as follovss:

"Train No. 93 left Loulsiana Tower at
1:56 per1. and has not rsported clear. Pro-—
iS

cecd vvith caution.”
However, -then s superior train is holdin; orders restricting 1its
own schedulc, such asg » walt order or a run—late order, it has been
the practice to permit it to enter a block occunied by an oppos—
ing inferior train afvcr giving it a olearcnce cord whereon 1t
was stated that the trains would meect as mer order No.
which in this particular instance was orccr No. 16.

3

—————

Discuseion

The cvidence was to the effcet that all members of the crow
of Nos. 93 undcersgtood traln order No. 16, which rcouircd First 98
to run 50 minutes late fTrom Vandalla to Roodhouse. According to
the timetable, No. 98 was due to leave Vera at 1:51l p.m.; cherefore,
under oirder No., 16, First 98 was required not to pass Vera belore
2:21 peme Noo 93 departed from the rest end of Loulslana yard,
approximately A miles from Vera, betreen 2302 and 2:05 pe.m,, which
allowed the crew from 16 to 19 .ainuteg to reach Vera and clear for
First ©8, as btoth trains were of the same clasa. As No. 93
departed, the speced increased so rapidly that the flagman, tvho
was on the ground walilting to board the caboose boarded a car near
the micdle of the train instead and walked over the top of the
train toward the caboose, Between Loulsiana and the point where
the accicdent occurred the speed rag reduced on account of the
train dragcing; the engineman attributed this to a strong wind
from The southirest, but the fireman said that because of slucs
getting into the crusher, there was a loss of 25 pounds of stcame
ATter reaching a point eglightly more than 1/£ mile east of the
east cwritch at Vere, the engineman, realizing that he would not
have time to clear for First 98 at Vera, stovpcd his train heotween
2:20 aad 2:22 p.n., and instructed the front brakeman to go ahead
to protect the train. The cngineman reversed the englne and



started the train backward. After backing about 65 fecet and
while woving at a speed of about 10 miles per hour, the train
was struck by First 98, .

The block in which the accident occurred extends from
Louisiana Tower to Bowling Green, a distance of 12.1 milese O
93 received a clear block indication about 1:50 pe.m. and entered
the east end of the block at Loulsiana at 1:56 p.me. First 98
entered the west end of the block at Bowling Green at 2:!15 Delle,
at which time No., 93 had been occupying the block about 19
minutes. First 96 was given a clearance card, with the informa-
tien contained thereon that the block signal was at stop for
Firct 28 and No. 93 to meet (or pass) as per spscial order No.
16; this order was a run-late order and did not Cix a definite
meeting point between the two trains involved, The evidencce was
to the coffact that order No. 16 met the requirements of a special
order as referred to in the Telegraph Block Signal rules, This
procedure resulted in two opposing trainsg being operated sinul-
taneously within the same block., First 98 had no knowledge of
the point where No. 93 would meet them undsr the provigions cf
order No, 16, and therefore could have cxpected No. 93 to be at
e¢ither Louilsiana, Stock Yards, or Vera, While this vas 1n accore
dance with the Telegraph Block Signsl rules and zeneral practice
of this railroad, this method of omneration practically nullifies
the protection to be derived from the block system. Had the
rulce provided for fixing the meeting point at a block station,
or for giving each train block permission to the meeting point
only, making it necessary for each traln to obtain new block
permission to proceed beyond the meeting point, it 1s probable
that this accident would have been averted. During the 3C-day
perlod preceding the day of the accident, the average daily
movement over the territory involved was 16.5 trains., The condi-
tions disclosed by this investigation direct attention to the need
of additional protecction for this volume of traflic.

A number of collisione occurring under manual-block systems
operated in a manner similar to the practice disclosed in this
accldent have been investigated by this Burcau and this method
of operation has been conclusively proven to be unsafe. The
following are some of the nore reccent accidents, occurring under
similar methods of operation, that werc investigated by thls

Burcaus .

March 26, 1937 ~ Colorado & Southern kalilway,
Royce, N. Mex., hcad-cnd
collision between a passenger
train and a freight trein, re-—
sulting in the death of 1 and
the injury of 22 persons,
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October 7, 1937 -~ Chicago, Burlington & Quincy
Raeilroesd, Kemp, Nebr., head-
endi collicion betwveen a paisen-
ger train and a lisht engilne,
resulting in the dea*h of 5 and
the injury of 7 persons.

February 16, 1935-=Colorado & Southern Railway,
Folsom, N. Mex., head-end
collision betwcen a passenger
train and o freight train,
resulting in the dcath of 4
and the injury of 19 persons.

June 25, 1938 ~ Cnlceago, Milwaukee, St. Peoul
& Pacific Raillroad, Ingomer,
Mont,, hecad-end collision be-
twecn two passenger trailns,
resulting in the death of 1
and the injury of 82 pergons,

In the report covering the investigation of each of thesc
accidents, comment was made on the inadequacy of the block system
in use, and adequate block protection for all trains wes suggested
or rccommecnced,

Conclusion

This accident was caused by the failure of a traln to clear
the timec of an opposing supcrior train and failurc to furnish
proper flag protcction after having falled to clear the time of
the opposing superior train,

Recommendation

It is recommecnded thet this carrier immediately make ncccs—

sary changes to provide an adequate block systcm.
Respectfully submitted,
S. N, MILLS,

Director.



