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Railroad:

Date:

Location:

Kind of accident:
Trains involved:
Train numbers:
Engine numbers:
Consist:

Speed:

Operation:

Track:

Weather:
Time:
Casualties:

Cause:

Recommendation:

- 2 . Inv-2510

SUMMARY

Wabash
June 28, 1941
Neelys, I11.

Head~end colligion

Freight : Freight
Extra 2277 East : Extra 2711 West
2077 s 2711

€0 cars, caboose

S9 csrs, caboose
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n. 1 30 . p. h.

Timetartle, train orders and manual-block
syegtem for following movements only

Single; 2°930' curve; 0.691 percent as-
cending grsde eastward

Clear
About 5 a. m,
2 killed; 3 injured

Accident caused by failure to obey a
mect order

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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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 =ent to two or more offices
musts be tronsmitted Dwmalu(neo sly ©to as many of them

as practinatle. Whrfn not nt simuitsneously to all, ’
trhe order must e gant firut %o the superior train,

The several eddresses must be in the order of super-
rity of trainc, each oflice teklinz Its »roper asdoress,
and, when practicsible, must include the onerator at tre
meeting or waiting point,

ed to the operator at the
delivered To tThe trains
rom one direction.

Copies of the order add
reeting or walting point mue
ri

affected until 811 have ar
% % %

) A troin must PGCzjVS a clearancc hefore leaving
tion where trsin orcders are delivered to 1t, he
tor, engireman snd rear trainman of cach train must
at the chara"cp is properiy adcressed tn thal

and tha% they rec-—ive all the train orders which

e

, 1
learance incdicates tley are to reczive.
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The onerasor must wclilte on the clearsnce the numbers
of all orcers he Las for the train adcressed, and before
delivering the cleararce to the train he must repeat the
numpbers of tke orders from the clesrnrce to the traln dis-
petecher, thus: "Clear No. with Orders llos. M
The traln disvatchner muss write the train end order num-
bters in his train order oook as thev ere rcepeated from tne
clesrance by the operator, and if thie corrcct order num-
bers L.ave been given he will reply: "Crders Nos.

0.X. tc _ (Trein Junkzr) at
(Time) v

Opera‘ors must not i1ssue a cleczarcnce o a trein un-
less 1t ass teen "OK'd" by the train dispascher, except
in c¢nse of feilure of means of communication, and nowv
then to an extra train st i1ts initial station,

Generrl Order No. 1, deted January 1, 1241, reacds in part as
follovs:

Efferctive 12:01 a, m. azte, the following trailing ‘
block rules will govern the movement of trains on the
10th District:

TRAILING 3LOCK: A series of consecutive blocks, governed
Ly block signals opereted menually, upon information by

telegraph, telephone or other means of comntnication,
EURC )



1. 3lock signals govern thie use of the blocks, but
urnless otrierwlse proviaed, do not supersede the super-
lority of trains; nor disnenee with the use or the ob-
servance of octner s.gnels whenever and wherever tney
may be reaudired.

4. tech block svation will be precviliec with register
sreets, upon which signalmsen ~ill record {(comnencing
at midright dally), arriving, clearing and leaving
tice of all trains at Lis own station, leaving time of
all trains at acjoining stetion in rear, and zlearing
time of all trains at adjoining stalion in advance.

7. Wren sign
sues clegrar
the train re
time-table SUOG“lO“be or
do so, If block is not cl
(In 2ddition to clearence)

tion and signelman is-
g Shat plock is clear,
ice may proceed 1f its
ain orders, permit it to
ar, caution cird, Form-442
ls necessary.
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8. When trains are to m
man will block 211 suc
cpprosing trains to be m
vhen he will permit them §
block ls clear.

% % %

et at ¢ block station signal-
reins until certein that all
tiat statlion have rr*ved,
yceed with clearence, if

Time-tahle generel instructions provide as folilows:

a

Eastward trains ars cuperior to vestwerd trains

of the same clegg, # % %

In the vicinity of the »noint of sccident the maximum author-
1zed speed for the treins involved is 30 miles per hour.

The weathier was clear at the time of the accildent, which occ—
currec about 5 a. m.

Tescription

Extra 2277 East, an east-bound freizrt train, with Conductor
Fuson and Ervi”emnn “-11 in charge, consicrted ot the time of the
accldent of 2rp1ine 2277, 20 loaced and 40 €S csrt and 8 ca-
beoa s Ay culesr Depot, 52.4 miles west ol Eiurfs, tThe crew re-
celved, aucng others, copliles of train order No. 12, Form 13, which
read s follows:

1



The order was made complete at 1:19 a. m. Tbis trsin cde-~
parted from Outer De¢vot st 1:30 a.m., eccordirg to the train
st.eet, and arrived at Blufls, 3.3 miles vest of Leelys, at 4:30
4. m. After cers vere daueq to the trein and a ~uowly of coel
wes taxen, the crew recelived a clesrance, FOI‘"l 441, which was .
leoued at 4132 a. m. and conteined information that the block
was clear and that order No. 23, Form 1%, wss being delivered to

Fe crzw at that statl on. Order No. 23 sp=cified a2 scries of
waiting times for First 1. Bxsra 2277 denarted from Bluffs at

4:47 a. m., passed *Pe czst siding-switch where it was reguired
to stop on the main track west of the fouling Mo;nt to mest
Extra 2711 West, snd, at a pecint 1,887 feet cest of the station
at Neelys anc whil mOV;ng at 8 speed veriously estimatca as 15
or 18 miles per tour, 1% collided with Extra 2711 West.

Extra 2711 West, a vest-tound freigkt train, with Conductor
Olerk and Engincman SehultJ in c.srge, consicted et the time of
the acrident of engine 2711, 13 loaded end 86 c<apty cers and a
ceboose, At Shops, 47.4 milcs east 2f lecalys, the crew recelived
coplies of treain orcer No. 12, Form 19, previously cquoted. This
train left Skops at 2:55 a. mn. cording to the trein sheet,

passed Chapin, 4.2 miles east of Neelys =nl the lest open offlce,
at 43153 a. m., and, while moving &t a speed e¢ctimated as 30
miles per hour, collided with Extrs 2277 East.

The drivinzg whesls snd the rcar tender-truack of engine 2277
were derailed. The engine truck wes fowced bock under the first
pair of driving wheels #nd the slokebox was crushed. The vilot,
the front-end enxine freme 2nd both CJanQePS were kroken off.
The first car vas c¢eralled to the PWDAu and wes bzdly damaged.
The smokebox snd the cab c¢f engine 2711 were demolisned. The
pilot, the front-end engine Iramz and dboth cylinders were broken
off end the engine truck was detached., The tender cistern was
demolished. The first fourtecn cars of Exira 2711l ware deralled
anc. stopred in various vositions, badly danaged, on either side
of the track. Fourteen caer-truzke were grouped togetner at the
rear of the tender. The wreckege was contained within a distance
of 300 feet. "

The emvloyeses killed were the engineman sernd the flreman of
Extra 2711 Weetn. he employees Lnjured were the Ifront brakeman
of Extra 2711 Wesi, and the enginemsn and the front trakeman of
Extra 2277 East.

Sumnary of Evidence .

Engineman Hill, of Extra 2277 East, stated tiiat at Outer
Depot a termninal alr-breke test was maae snd the brax~ss func-
tioned properly en route, At Outer Depot the conductor delivered
to him, among others, train order No. 12. The engineman under-



-

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



acdfded to the train and a supply of coal was teken the flagman de-
livered to the enginemen a covoy of order MNo. 23 and a clecsrance
which contalned informetion that the block wss cleer., His train
passcd the train-ordcr signsl, which displayed stop; however, .
such movements are vpecrmitted after a clecerence is delivered to a
train. His train passed the east siding-switch and »roceeded
eastward. As his trsin was approaching the point where tne acci-
dent occurred the speed was abtout 15 or 18 miles per wour. The
Tirst he knew of asnytiing being wrong was vhen the engineman
called a warning thet a collision was imminent. The fircman saild
that he forgot about the order to mect Extre 2711 ot 2luffs and
thus feiled to remind his engin:zmen concerning the mecting point.
e could not exonlaln his failure to remcmber the necting voint
unlcss it was Tecsuse of concentrating on the time availalble for
his train to procecd against Flrst €1, fHe nes perlformed service
on the 10th District during 34 ycars past =nc was »romotcd to
engineman in 1¢2%, H: 1is familiar with the opsration of the
block system for following movements only. He uncderstood that a
clearance card or & csution card indicastes Plock occupancy for
following movemcnts but that block informatlon conccrning opposing
trains is not roquired. Wnen trains sre to mect at a station the
signalman should hold 211 trsins 1n one direction until all oppos-
Ing trains involved in the neeting order nave arrived beforc he
issues a clecarance or displays the traineorder signal at proceed.
When a train receives a clesrance containing information thet the
block is clear, it may proceed if its time-~table supecrliority or
train orders permit.

Front Brekeman Ferguson, of Extra 2277 East, stated tnst he
read train order No. 12. The engineman, the fireman and he dis-
cussed its provisions and understsod that thelr train was required
to stop clear of the foullng point at the east siding-switch at
Bluffs unless Extra 2711 West was in the cleer on the siding. As
his train wes oporosching Bluffs the engineman sounded the meeting-
point whistle signal. When his train was reedy to depert he read
order No. 23, which was reccived ot Bluffe. This ordor specified
four points =2t which First €1 would wait. 3Secause he wes reading
the order, the cleazrance and a list of cars to be added to the
train at Chapin,he failed to remember the meeting point with Extra
2711, He dicd not hear any other mewber 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 tne speed was
about 15 or 20 miles per nour. The first he knew 2f anything be
ing wrong was when the cngineman called a warning and then the
accldent occurred. The front brakeman wse famillar with the oper-
ation of the block system for followiang movenents only. He under-
stnod thet the clecarance reccived at Bluffs specifilied that the
block was clear »f preoceding movezents but 1t did not give informe-
tlon concerning spporsing trains in the block. When a train re-
celves a clearence, Form 441, it may orncecd past a traln-order
signal cisplaying stop if time-table superiority or train sricrs
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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
siding-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. UClearance cards are issued only by the zsuthority of the
dispatcher,

Dispatcher Lowary stated that he issued order No., 12 simul-
taneously to Extra 2277 East at Outer Depot cnd Extra 2711 West
at Shops, and made it complete at 1:18 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 saild that
1t 1s customary to issue a middle order to the operator at a meet-
ing point. 1In this instance he rang 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 the operator at Bluffs as soon as
possible, but because of being occupied 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 addressed 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 reqguested information as to where Extras 2277 and 2711
were to meet, The dispetcher informed the operator that the
meetling point was Bluffs and that Extra 2711 was by Jacksonville,
17.5 miles east of Bluffs, at 4:25 s. m. After Extra 2277
arrived et Bluffs tlhe operator askcd him if thers 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 wes still under the impression that he hed transmitted order
No. 12 to the operstor st Bluffs although he did not euthorize
the operator to include order No. 12 with order No. 23 on the
clearance. The dispstcher eaid that he is familiar with general
order No. 1, which svecities that the block system on the Tenth
District is for following movements orly. When a clearsnce, Form
441, is 1issued to a trsin, it contains information of block condi-
tions affecting the movemsnt of trains in the some dirsction.
When a clesrance bears information that vhe block is clear, trains
may proceed if time-tatle suneriority or train orders permit. The
rules do not require cleerance 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 middle order at Bluffe it
would have served as a reminder to the crew of Extra 2277 East,

Superintendent Johnston stated that a block system for fol-
lowing movements only has been in effect on the 10th District
since 1908, This system is designated as a trailing dblock system
and the rules governing 1ts operation are contained in a bulletin
which is reissued each year. The present rules are contained in
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General Order No. 1, which was issued January 1, 1941. Although
the present rules and regulations of the transportation depart-
ment contain manual-block rules, which provide that opncsing
tralns 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
timetable does not provide that manual block rules are in effect
on the 10th District. When genersl orders are issued, each em-
ployee concerned is given a copy and copies are posted at each
bulletin station. RBecause of the method of issuing 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 Baylis, the block
station west of 2Bluffs, and at Bluffs disclose that Extra 2277
cleared the block between Baylis and Rluffs at 4:47 a. m., but
the record at Bluffs Goes 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 average deily movement in the vieinity of the
point of accident wags 12.09 trains.

Discussion

According to the evidence, the crews of Extra 2277 East and
Extra 2711 West held copnies of a train order reauiring that these
trains meet at Bluffs. Ac-ording to the rules, since Extra 2711
West was moving in the inferior time-table direction and since
the order did not specilfy that Extra 2277 East would take sicling,
Extra 2277 East was recuired not to pass the fouling point at
the east siding-stitch at Bluffs until Extra 2711 West was in the
clear at that station. The crews of both trains understood
these requirements. Extra 2277 Eaost stopped at Bluffs at 4:30
a. m., to add cars %o its train and to tske a supply of cosl,and
departed about 4:47 a, m. Instead of stopving with the front of
the trein west of the cleorance point at the esst siding-switch,
located 3,880 feet east of the station, this train continued
ezstward snd collided with Extra 2711 West a2t a point about 3
mliles east of the east siding-switch.

The flve members of the crew of Extra 2277 East said 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 vhen the train apovroached Bluffs and also
when 1t 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 specifying a
series of waiting times for First ©1, the four members on the
engine sald they were engrossed 1n planning the movement of theil
train and forgot about the meeting point involved. The conductor
was engaged in entering on the wheel report information 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 meeting point 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 walting point. When the dispatcher involved was is-
suing the meet oraer he received no response from the operator
at Bluffs. Thereaftcr the dispatcher was engeged in handling
several other movem:ints end more than 3 hours later when he was
conversing with the operstor at Bluffs concerning the clearance
about to be delivercd to Extra 2277 East the dispatcher was under
the impression thet he had issued a middle order to the operator.
During this conversation the dispatcher informed the operator
that the trains involved were to meet at Bluffs but the operator
did not remind the dispatcher that a middle order had not been
issued. The opersator delivered a clearance which indicated that
only the order pertaining to the movement of First 91 was belng
delivered to the crew of the east-bound train at Blufrls. If the
operator had reccived 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 accildent occurred that this
train had failed to do so, because the east switch was a consider-
akle distance from the staticn and track curvature prevented the
operator from seeing any part of the train after the caboose was
a short distsnce east of the station. If a middlec 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 it 1s probable the accident would have been
averted; however, four members had the meet order in mind about
20 minutes before the train passed beyond the fouling point.

The block system in use on the line involvea is for follow—-.
ing movements only. The book of operating rules of this rallroad
contains manual-blcock rules which provide for the blocking of
opposing movements as well as following mevements 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 =ast of Bluffs for Ptlock authority for the east-
bound train, and thereby the sccident would have been averted.
Cause

It is found that this accident was caused by faillure to obey
a meet order,

Recommendation
It is recommended that the Wabash Railway Company estatlish
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, 1¢41.

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

(SEAL) Sccretary.



