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Railrcad: 

Date: 

Location: 

Kind of accident: 

* Trains involved: 

Train numbers: 

Engine numbers: 

Consi st: 

Speed: 

Operation: 

Track: 

Weather: 

Time: 

Casualties: 

Cause: 

Inv-2451 

Minneapolis <k St. Louis 

October 3, 1940 

Morning 'Sun, I ova 

"Head—end. collision 

Freight 

96 

606 

:Freight 

:Extra- 601 West 

:601 

32 cars, caboose :33 cars, caboose 

10-20 m.o.h. :20 m.o.h. 

Timetable and train orders 

Single; junction of tangent and. 
3° curve; 1 percent ascending 
grade vrestvard 

Clear 

Aoout 3:30 a.m. 

6 injured 

Failure of train to clea-1- time of 
opposing superior train, and 
failure to provide proper flag 
protection after having failed, 
to clear time of opposing superior 
train. 

S U I i S - A E Y 
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November 15, 1940. 

To the Commission: 

On October 3, 1940, there was a head-end collision be­
tween two freight trains on the Minneapolis d St. Louis Rail­
road near Morning Sun, Iowa, which resulted in the Injury of 
six employees. This accid.ent was investigated in conjunction 
with the Iowa State Commerce Commission. 

Location and. Method of Operation 

This accident occurred on that part of the railroa.d 
designated as tne Eleventh District which extends between 
Oskadoosa, Iowa, and Monmouth Yard, 111., a distance of 123.4 
miles. In the vicinity of the point of accident this is a 
single-track line over which trains are operated by timetable 
and. train orders; there is no block system in use. At Morning 
Sun a siding 3,357 feet in i<°ngtn parallels tie main track on 
the south. The accident occurred at a point 5,339 feet east 
of the east switch of the siding, and 3,458 feet east of the 
station. As the point of accident is approached trom the 
ea.st, there are, in succession, a £°30' curve to the right 
1,149 feet in length, a tangent 2,821 feet In length, and a 3° 
curve to the left 3,372 feet in length; the accident occurred 
at the west end of tne latter curve. As the point of ac-
clo.enc is approached from the west, there are, in succession, 
a tangent 805 feet in length, a 2° curve to the right 1,195 
feet in length, a tangent 707 feet in length, a 0^20 1 curve 
to tne right 700 feet in length, and a tangent 4,085 feet In 
length; the accident occurred a.t the e.ast end of the last— 
mentioned tangent. At the point of accident the grade for 
west-bound trains is 1 percent ascending. 

The east yard-limit ooard. at Morning Sun is located 
4,497 feet east of the depot. Oakville is located 11.7 miles 
east of Morning Sun. There is no siding between these points. 

The accident occurred near the center cf a cut 1,200 
feet long and. 3 feet deep. From the fireman's side of the cab 
of a west-oound engine the view of the track at the ooint of 
accid.ent is restricted, to a. distance of 400 f e it because of 
track curvature, the cut, and a growth of crush and small trees. 

The following rules of the operating department read in 
whole or in part as follows: 



-4-

Nonnicuth Yard, 111. 
2/+.6 mi. 

Feithsburp', 111. 
6.0 mi, 

Oak'rille, Iowa 
7.9 mi. 

Newport 
2.2 mi. 

Point of accident 
3,453 ft. 
horning Sun 
16.2 rni, 

Olds 
',1.2 mi. 

Fartmsbu 
3.3 mi. 

Hcdricl-
20.4 mi. 

Oskoloosa, I O I T P . 

8,488 ft. 
To station 

Last house--
track—switch 
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3-a« Conductors and switch foremen must compare 
their watches with those of their enginemen before 
starting on each trip or commencing a day's work. 

5, * * * 
The time applies to the switch where an in­

ferior train enters the siding; where there is no 
siding it applies to the olace from which fixed 
signals are operated; where there is neither siding 
nor fixed signal, it applies to the place where 
traffic is received or discharged. 

* * * 
67. An inferior train must keep out of the way 
of opposing superior trains and "failing to clear 
the main track by the time required by rule must 
be protected as prescribed by Rule 99. 

Extra trains must clear the time of opposing 
regular trains not less than five minutes unless 
otherwise provided, and will be governed by train 
orders with respect to opposing extra trains. * 

99. When a train stops under circumstances in 
which it may oe overtaken by another train, the 
ilagrar- must go back immediately with; flagman's 
sigi^Ls a sufficient distance to insure fall 
protection. 

* # * 

99-k. The front of a train must be protected, 
in the crse manner as hereiroefoie designated, 
when re v. cecal y, by the front Drakeman, or in his 
aosence by tne fireman. 

105. Both the conductor and the engineman are 
responsible for the safety of the train and the 
ooserv . oc cf the rules, and, under conditions 
not provided for by the rules, must take every 
precaution for protection. 

Forms of Train Orders. * * * 

E, Time Orders. * * * 

Example (3.) No 14 Eng 23 wait at Dana 
until 9 59 nine fifty nine a m for No 1 Eng 21. 
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The train first named must not pass the 
designated point before the tire given, unless 
the other train has arrived. The train last 
named is required to run with respect to the 
time specified, at the designated point or any 
intermediate station where schedule time is 
earlier than the time specified in the order, 
as before required to run with respect to the 
schedule time of the train first named. 

713. When a" test application of the air brakes 
is made, car inspector or trainman must see that 
they are all set properly; must give the proper 
signal for releasing the crakes and see that they 
are all released. 

The maximum authorised speed for freight trains on this 
district is 35 miles per hour. 

The weather was clear at the time of the accident, which 
occurred about 3:50 a.m. 

Description 

No. 36, an east-bound freight train, with Conductor Sapp 
and Engineman G-able in charge, consisted of engine 606, of the 
2-8-2 type, 32 loaded cars, and a caboose. At Olds, 16.2 miles 
west of Morning Sun, the crew received a Clearance Card and 
copies of train order No. 5, Form 12, m i c a read in part as 
follows: 

* * * No 35 eng 606 wait at homing Sun 
until 345 three forty five Ah Oakville until 
410 four ten AM Eeithsburg until 420 four 
twenty A.I/I for extra 601 west 

This t r a m departed from Olds at 5:14 a.m., according to the 
train sheet, 3 hours -±4 minutes late, passed I/orning Sun about 
3:45 a.m., according to members of this creig and, wnile mov­
ing at a speed estimated at 10 to 20 miles per hour, collided 
with Extra 601 V/est. 

Extra 601, a west-oound freight train, with Conductor 
Sarvis and Engineman Sells in charge, consisted of engine 501, 
of the 2-8-2 type, 8 0 loaded and 13 empty cars, and a caboose. 
At Monmouth Yard, 42.3 miles oast of Morning Sun, the crew 
received a Clearance Card and five train orders, among which 
was train order No. 6, Form 19, previously quoted. This train 
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departed fron Monmouth Yard at 2:20 a.m-., according to the 
train sheet, made one atop en route, and, when approaching 
Morning Sun and moving at a speed estimated at 20 miles per 
hour, it collided with lie. 96. 

Both engines were derailed cut remained upright on the 
roadoed and in line' with the track; their front ends were 
crushed and locked together. The engines were oadly damaged 
and. tx7.eir respective tenders telescoped the cabs. Both, 
tenders were derailed to tne south and each stopped at an 
angle of 45 degrees behind its engine. Th3 tender of To. 96 
was badly damaged, and that of Extra 501 wa.s demolished. The 
first ca.r of No. 96 was destroyed. Tne first five cars of 
Extra 601 were derailed and they stopped in various positions; 
che sixth car v/as not derailed, out the rear waeels of the -
seventh car were derailed. 

The employees injured were the engineman and the fireman 
of No. 96, ana the engineman, the fireman, the front brakeman 
and. tne flagman of Extra 601. 

Summary of Evidence 

Engineman Gable, of No. 96, stated that at Cskaloosa, 
31.1 miles vrest of Morning Sun, he and the fireman compared 
their watches with the standard clock at 10:50 p.m., October 2. 
The time Indicated by his watch corresponded with that of the 
standard clock. Before tne train depsrted from Oskalcosa a 
terminal air-brake t ~>st was made and the car inspector reported 
that the orakes T-'ere all right; they functioned properly when 
stops were made at points 60.7, 57.4, m d 16.2 miles west of 
Morning Sun. Train order No, 6 was received at Olds, and he 
understood that No. 96 was required to wait at Morning Sun 
until 5:45 a.m. for Extra 601. At exactly 5:45 a.m., his 
engine was about 500 feet east of th^ station at Morning Sun. 
Thereafter, he did. not look at his watch ;ntil a considerable 
time after the accident occurred., When nis engine was near the 
Chicago, Hock Island & Pacific Ra.ilway crossing, which is 102 
feet east of the east siding-switon, the fireman remarked that 
the time specified in the wait order had expired, and suggested 
that their t r a m should proceed; then the engineman received 
a proceed signal given with a flash light from the rear of his 
train. When his engine was about 3,100 feet east of the east 
siding—switch, he observed across the Inside of the curve 
involved what appeared to be a headlight beam in the vicinity 
of a. highway crossing located about l/2 mile east of the point 
where the accident occurred. He remarked about this headlight 
beam, then made a slight Drake-pipe reduction, and soon after­
ward released the orakes. In the meantime the fireman crossed 
over to the right sid.e of tne engine cao, returned to his own 
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side, and said it was an automobile headlight beam; then the 
headlight beam disappeared. The headlight of his own engine 
was ourning brightly. The engineman said that the speed of 
his train was about 18 to 20 miles per hour, and that he was 
working a drifting throttle. He continued to look ahead out 
his view across the curve involved was obstructed by the walls 
of the cut. His first intimation of anything being wrong was 
when the headlight beam of his own engine shone into the ex­
tinguished headlight of Extra 601. There was a lighted fusee 
displayed from the left side of the cab of engine 601. Ke 
immediately called a warning, applied the air brakes in 
emergency, and jumped; then the impact occurred. He said that 
under train order No. 6 Extra 601 should have been in the clear 
at Horning Sun not later than 3:40 a.m. 

Fireman Ryan, of No. 96, corrooorated the statement of 
Engineman Gable in regard to comparison of watches at Oskaloosa, 
the air-brake tests, and the manner in which the brakes func­
tioned en route. He read train order No. 6 and understood 
its requirements. When his engine passed a point aoout 1,000 
feet east of the station at Morning Sun he and. the front Drake-
man compared time and, according to his own watch, it was 
3:45:30. The fireman remarked to the engineman that the 
time specified in the wait order had expired and. suggested, that 
their train should proceed. As the train approached the curve 
involved, the speed was about 20 miles per hour and the head­
light -was burning brightly. The engineman made a remark about 
a. light in the distance. The fireman went over to the right 
side of the cao, looked toward the aighway crossing, told the 
engineman that it was an automobile headlight, and then returned 
to his seat-box. When their engine was about 30 car lengths 
west of the point where the accibtent occurred, the engineman 
called a warning and applied the air crakes, then the fireman 
jumped. He estimated the speed of his train at 20 miles per 
hour when the impact occurred. Because of track curvature and 
the wad Is of the cut, he did not see Extra 601 prior to the 
accid.ent. He said that subsequent to the accident all members 
of his crew compared their watches about 6 a.m. in the station 
at Morning Sun; there was not more than 5 seconds variation 
among them. 

Front Brakeman Hoover, of No. 96, practically corrooorated 
the statement of Fireman Ryan. He did not know the time the 
accident occurred. 

Conductor Sapp, of No. 96, stated that he compared his 
watch with the standard clock at OsKaloose and there was no 
variation. He received a. copy of train order No. 6 and under­
stood its provisions. The caboose gauge indicated a brake-
pipe pressure of 70 pounds. When his train was passing Morning 
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Sun the speed was 1C or 12 miles per hour. It was exactly. 
3:45 a.m. when the caboose passed a point 289 feet west of 
the station. Just after the caboose massed over the C.R.I.& P. 
R.R. crossing the flagman remarked that the time v/as 3:45:05 
or 3:45:10. About 3745:20, by his watch, the conductor gave 
a oroceed signal to the engineman. 7/hen the train was leaving 
Morning Sun the speed v/as increased to about 20 miles per hour. 
His first knowledge of anything oeing wrong was when the air 
orakes "./ere applied. Ke estimated that the speed of his train 
was about 17 miles per hour when the impact occurred. Ke 
said that he looked at his watch vitnin 5 or 10 seconds after 
the accident and that it was then exactly 3:50 a.m. Later, 
at the scene of the accident, he said, that he compa.red time 
with Cond-uctor Sarvis, of Extra 601, oy glancing at that 
cond.uctor's watch from a distance of aoout 6 feet. As near • 
as he could determine, Conductor Sarvis' watch was several or 
as many as 5 minutes slower than his own. Between 5:50 and 
6 a.m., when all members of the crew of No. 96 were in the 
station at Morning Sun, a check of the time v/as made with the 
train dispatcher, and there was not more than 5 or 10 seconds 
variation in their watches. 

Flagman Dell, of No. 96, practically corroborated the 
statement of his conductor. 

No statement was obtained from Engineman Sells, of Extra 
601, as he died a few days subsequent to che accident. 

Fireman Gorman, of Extra 601, stated that train order 
No. 6 was received, at Monmouth Yard. Ke read the ord_er and 
understood its provisions. He and. the engineman compared 
their watches "ith the standard clock at Konmoath Yard, before 
departure. The time indicated by the fireman's watch corre­
sponded with that of the clock; however, the fireman did not 
see che engineman 1s watch and did not know what time it 
indicated. The fireman did not know whether a terminal test 
of the orakes v/as made oefore departure. When his train v/as 
a.bout 9 miles east of Morning Sun, and about 2 miles v/est of. 
Oakville, the last place cast of Morning Sun that his train 
could, have taken siding, the tine was about 5:20 or 5:25 a.m. 
He and. the front brakeman compared time with each other and 
there was 50 seconds variation between their watches. The 
fireman understood that his train was required to be clear at 
Morning Sun not later than 3:40 a.m. The usual running time 
between Oakville and Morning Sun for a freight train consisting 
of full tonnage was 33 minutes. Extra 601 consisted of nearly 
full tonnage and, when it passed Oakville, had only 15 or 20 
minutes to reach Morning Sun, 7/hen his train passed. Newport, 
3.8 miles east of Morning Sun, it v/as 3:41:30 a.m., and he 
informed the engineman that only 3-1/2 minutes remained to 
clear for No. 96; the engineman did not reply. The fireman 



said that the engine was functioning properly, a full head of 
steam v/as being maintained, and tne voater was in good condi­
tion. When his train v/as approaching the point where the ac­
cident occurred the headlight was burning brightly and the 
speed was about 30 or 35 miles per hour. He could see the 
headlight beam of No, 96 at Homing Sun and, realizing that 
flag protection was necessary, he held a lighted fusee out the 
left side-wmcow of tne cab. As the engineman neither reduced 
speed nor stopped the -train, proper flag protection could not 
be provided, " When Extra 601 rounded the curve jurt east of 
the point where the accident occurred, the fireman coula see 
that a collision was imminent and warned the engineman who 
immediately closed the throttle and. applied the brakes in 
emergency but too late to avert the accident/ The speed had 
been reduced somewhat at the time of impact. The fireman said 
that he did not know the time the accident occurred. He did 
not call the engineman's attention to the necessity of taking 
siding at Cakville but thought that he should hav: done so. 
The fireman was last examined on operating rules about one year 
prior to the accident. Ho said that it was not unusual to 
receive train orders similar to train order No, 5; however, 
this was the first instance of which he knew wherein a t r a m 
failed to clear the main tra.sk before the expiration of the 
waiting time of a. superior train. 

Front Brakeman Garrett, of Extra 601, stated that he com­
pared his watch with the standard clock at Monmouth Yard, his 
watch was 30 seconds fast. He said that, since no car inspec­
tor was stationed at Monmouth Yard, no terminal test of the air 
brakes was made. It is customary for the train crew to conduct 
the air-orake test themselves. He read train order No. 6 and 
understood, that his train VT£ p reauired to be clear at Morning 
Sun at 3:40 a.m. for No. 96. When a train fails to clear for 
an opposing superior train it is necessary tc orovide flag 
protection as prescribed by Rale 99. When h m train was about 
1/2 mile west of Caitville only 25 minutes running time remained. 
He told the fireman tha_t the tj.me was insui f icient to clear at 
Morning Sun, out the fireman replied that the time was suf­
ficient. The brakeman did not call the engineman's attention 
to insufficient running time. The crakcren said, that his 
train passed. Nsvoort at 3:41 a.m. and. again he told the fireman 
that the time was insufficient to clear at Morning Sun on train 
order No. 6; however, the fireman was of the opinion that the 
time was sufficient. When his train was approaching the point 
where the accident occurred the orakeman was on the left seat-
box and saw the headlight bean of No. 95 at Morning Sun. He 
stationed himself in the left gangway to get off if a collision 
occurred. As the track curvature was to the left, members of 
the crew stationed on the left side of the engine bad a better 
view ahead.. He said that the headlight of his engine was not 
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projecting much. light as the ground in front of the engine was 
dark. The fireman held a lighted fusee out the left side-
window of che C I D to flag No.~96 and told the engineman to 
apply the crakes. The nrakeman could not estimate the speed 
at which, his train was roving at the time of imoact. Ke did. 
not look at his watch immediately after the accident occurred. 
The weather was clear and it was dark at the time of the ac­
cident. Ke said that he could not rememosr when he was last 
examined on operating rules. 

Conductor Sarvis, of'Extra 601, stated that he compared 
his watch with the standard clock at hlormouth Yard and. regis­
tered the comparison on the prescribed form. His watch indi­
cated the same time as the clock. He received copies of train 
order Ho. 5 at Monmouth Yard, and delivered the engineman1 s 
copy to him. The ord.er was legible and on the prescribed 
form. Thn conductor said'that before his train departed he 
inspected tne air brak.es; however, he did not inspect each 
orake to determine whether if applied and released. The 
cacoose gauge indicated a orake-pipe pressure of 70 pounds 
en route. Ke understood that his t r a m was required to DO 
clear of tne main track at Morning Sun by 0:40 a.m. 7,nen his 
train passed Cakville he did not give a proceed signal as 
required oy the rules. His train passed Newport at 3:33:30 a.m., 
which was out 1-1/2 minutes oefore it was required to De clear 
at Morning Sun. He did not take action to stsp his train f>s 
he depended upon the engineman to protect the front of the 
train in sufficient time to avert an accident. hlien his train 
was approcning the p o m t where the accident occurred the speed 
was aoout 36 miles per hour. The crakes were applied in 
emergency and the sce^d was about 20 miles, per hour at the 
lime of tne collision, which occurred, at 5:44 a.m., according 
to his watch. Ke said that he did not compare his watch with 
the watcii of any meraoer of the crew of No. 56. 

Flagman Porter, of Extra 601, stated that he compared time 
wich the standard clock at Monmouth Yard and his watch was about 
30 seconds fast. He reao. t r a m order No. 6 and understood that 
his train was required, to be clear at Morning Sun by 3:40 a.m. 
Ke sa_id. that the conductor made an axr-Drake test at Monmouth 
Yard. The fle.gm.an '-'as in the caboose cupola when his train was 
approaching the point where the accident occurred and the speed 
was about 35 miles per hour. The caboose c-uge indicated a. 
brake-pipe pressure of 70 pounds. The crakes -"ere apolied in 
emergency ana the speed had, been reduced to about 80 miles per 
hour at the time of the accident, which occurred at 5:44 a.m., 
according to his watch. He said that the train passed Oak-
ville at 3:20 a.m. He did not give a proceed signal at that 
point, although it was required. The train passed Newport at 
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3:40 or 3:41 a.m. He knew that his train should protect 
against No. 96 out thought the engineman was endeavoring to 
roach the tangent about"'one mile east of Morning Sun and from 
that point would provide flag protection against No. 96. The 
flagman said that when the train was about 3/4 mile east of the 
point where the accident occurred he could see the headlight 
beam of No. 96 at Morning Sun. He informed the conductor out 
the latter did not reply. The flagman said that the train 
seemed to drag oetween Oakville and Morning Sun; however, 
there was no indication of brakes sticking. His watch v/as 
broken as a result of the accident. He said that it was usual 
practice to issue wait orders, out that it was not customary to 
fail to comply with the rules as in this instance. It was his 
opinion that had No. 96 strictly complied with the yard-limit 
rule, and had it waited, at Morning Sun until the waiting time 
e;rpireci, probably the accident would have been averted. 

According to data furnished by the railroad, during the 
30-day period preceding the day of the accident there were 108 
east-oound. trains, 111 yest-bound, trains, 14 helper engines, 
and 17 work trains operated on this district; the average daily 
movement was 8.3 trains. 

Discussion 

According to tne evidence, under the provisions of the 
wait order held cy the crews involved, No. 96 //as required not 
tc pass the fouling ooinc of the east siding-switch at Morning 
Sun oefore 5:45 a.m. unless Extra 601 West was xn the clear at 
that station, and Extra 601 was required to be clear of the 
main track at Morning Sun not later than 3:40 a.m. if it pro­
ceeded to that station to clear for No. 96. All members of 
both crews understood these provisions. The collision oc­
curred at a point 1.1 miles east of the east siding-switch 
which Extra, 601 was required to enter for No. 96. There was 
considerable discrepancy in the testimony concerning tho time 
the a.ccident occurred; however, the pre sonde ranee of evidence 
was to the effect that it occurred about 3:50 a.m. The con-
due cor and the flagman of No. 96 said, the accident occurred a 
few seconds before 3:50 a.m., out the conductor of Extra 601 
said, it occurred at 5:44 a.m., according to his watch, and that 
his train passed Newport, 2.2 miles east of the point where the 
accident occurred, at 3:38:30 a.m.; however, his flagman said 
that the train passed. Newport at 3:40 or 3:41 a.m. and that 
the accident occurred at 3:44 a.m.; the fireman said the time 
of passing Newport was 3:41:30 a.m. This would indicate that 
the conductor's watch wa.s about 2 minutes slower than those 
of the flagman and the fireman even though these employees 
compared time with the same standard clock located at the 
initial station for Extra 601 a,nd their watches indicated the 
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sane time as that of tho standard clock. Furthermore, a period 
of 33 minutes was considered normal running time from Oakville 
to Horning Sun, 11.7 miles, for a train of 'che type and the 
weight of Extra 601; since no one placed the time of passing 
Oakville earlier than 3:20 a.m., and since the accident oc­
curred at a point 1.6 miles east of horning Sun, these facts 
cend to support the statements of the conductor and th*3 flagman 
of No. 96 that the accident occurred aoout 3:50 a.m. Neverthe­
less, even if the accident occurred, at 3:44 a.m., that would be 
4 minutes after Extra 601 was required to b^ in the clear at 
Horning Sun; also this would indicate that No. 93 passed, tne 
east siding-switch prior to 3:45 a.m.; although all members of 
the crew of No. 96 stated that their engine end not pass tnis 
switch until about 30 second.s after 3:-J.5 n,m. 

The reason why- the engmen.m of Extra 601 attempted to 
proceed, to Morning Sin Instead of staying at Oakville for No. 
96, since tne time svoilaole was 13 minutes less than normal 
running time, could not oe determined as ne died without having 
ma.de a statement concerning the accident. The fireman said he 
warned the engineman at Newport that only 3-1/2 minutes remained 
in which to clear at Morning Sun out the engineman did. not reply. 
As a precaution, tne fireman then held a lighted fusee from the 
left cab-window. The front brakeman said that near Oakville and 
also at Nevgoort he told the fireman that they did. not ha.ve suf­
ficient running time, out he did not mention tnis to the engine-
man; he stated that in ceth instances the fireman replied that 
the time was sufficient. The conductor took no action to 
step his train oecause he appended, upon thn engineman to protect 
the front of the tram m sufficient time to a^ert an accident. 
The flagman thought the engmenar was endeavoring to reach the 
tangent track 1 mile east of the east siding-switch where 
protection against No. 96 would be furnished. 

Since Extra 601 left Oakville, and since there was no 
siding between Oakville and Morning Sun, the rules required, that 
this train be ±n the clear at Morning Sun by 3:40 a„a. or, 
failing to do so, be protected oy fl ng after 3:40 a.m. 

T h m investigation disclosed, no reason for Extra 601 being 
operated or. tne time of No. 95. Had tne conductor, tne flag­
man, the fireman or the front brakeman complied with tne rules 
and taken the proper initiative, tnis accident would have been 
averted. 

The evidence disclosed that the brakes of Extra. 601 were 
not tested, at the initial terminal according to the rules of 
this railroad; however, it was stated that the brakes func­
tioned properly en route. 
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Conclusion 

This accident was caused by failure of a train to clear 
the time of an opposing superior train, and by failure to 
provide proper flag protection after having failed, to clear 
the tine of the opposing superior train* 

Respectfully submitted, 

S. T J. KILLS, 

Par ec tor. 


