738
IN RE ISVESTIGATION OF AL ACCIDENVT WHICE OCCURRED ON THE

CHICAGO,BURLINGTON & QUINCY RAILROAD FEAR STANTON,
IOWA, ON NOVEMBECR 1,193C.

January 10,1931.

On November 1, 1920, there was a rear-end collision
between a passenger train, and a freight train, on the Chicago,
Burlington & Quincy Railroad at Stanton, Iowa, the wreckage of
which was struck by a passepnger train running in the opposite
directicon on an adjoining track. The accident resulted 1n the
deatn of 3 employees on duty, and 1 trespasser.and injury to
1l employee off duty. After investigation, the Chief of tne
Bureau of Safety subnits the following report:

The accident occurred on tae Creston Division, on a
secticn of double track extending between Red Oak and Creston,
lowa, a distance of 49.5 miles. On double track the move-
ment of tralns running with the current of traffic 1s gover-
ned by antomatic block-signal indications whica supersede
time—~table authority. The movement of trains 1s under the
direction of a train dispatcher, orders belng transmitted by
telephone.

Beginning at a point about 6,400 feet west of the
point of accident and proceeding eastward, the track is tan-
gent for 2,900 feet, followed by a l-degree curve to the left
1,700 feet in length, followed by a tangent of 1,300 feet to
the point of the accident. From that point easteard 1t 1s
tangent for 3,500 feet. Approaching from the west there is
a descending grade of .6 per cent for about 4,500 feet,follow-
ed by level track for 800 feet tc the point of the accadent
and for 3,500 feet beyond.



The signals involved 1n this accident are automatic
signals of the two-position, lower-quadrant semaphone type.
The distant signal is located 6,400 feet west of the point of
the accident and indicates the position of the top arm of
slgnal 5-438.0 located 3,400 feet east.

Si1gnel $-436.0 1s a three-arm signal; tae top arm
1n the horigzontal position indicates "stop and proceed to tae
next signal under caution", the sccond arm 1s a caution signal
for the top arm of signal 85~435.3, located 4,000 feet cast,
and 60 feet cast of tha goint of the accident. The bottom amm
1s called a "heading~1in signal" and is controlled by a knife
switch lccated i1n the telegraph office and thrown by the oper-
ator. The circuits of the top and middle arm of this signal
are also broken through this knife switch. The bottom arr in
the procesed position indicates to a train that 1t 1s to take
the siding at that point. Signal S5-435.3 1s a two~arm silgnal,
the top arm in horizontal position indicates "stop and proceed
with caution", and the bottom arm 1s a distant signal for the
next signal in advance. The train-order signal 1s a two-arm
signal and i1s located on the south side of the track opposite
the station, which 1s 400 feet westv of the point of accident.
At the time of the accident tne weathsr was cloudy.

Eastbound extra 2955, en route from Council Bluffs,
Iowa, to Creston, was in charge of Conductor Hipes and Engzne-
man Bogar, and at the time of the accident consistea of 38
loaded ocars, 1 empty car, and a caboose. It left Council Bluffs

at 9.15 p.m., passed Red Oak, the last ogpen telegrach office,



7.8 miles west of Stanton, at 4 a.m., and stopped at Stanten
at 4.32 a.m. uwlth 1ts cabcose just west of an undergrade cross

ing {ocated 60 fest west of sipnal S-435.3.

Eastbound passenger train No. 10, en route from
Lincoln, Nebr., to Chicago, 1I1ll., was hauled by engine 29864
and consisted of 4 baggage cars, 1 coach, and 1 sleeping car.
It was i1n charge of Conductor Drew and Engineman Tindall.
It left Pacific Junction at 3136 a.m., 58 minutes late,pass-
ed Red Qak at 4:30 a.m., 45 minutes late, and collided with

the rear-end of extra 2955 at 4:37 a.m., while running at a

speed estimated to have been from 18 to 25 miles per hour.

Westbound trazm No. 1, en route from Chicago, Ill.,
to Denver, Colo., hauled by engine 2953, consisted of 3 ex-
press cars, 1 baggage car, 1 combination baggage aar and coach,
1 coach, 1 chair car, 3 sleeping cars, and an observation car.
1t was in charge of Conductor Grier and Engineman Conklin.

It left Creston at 3:30 a.m., on time, passed Vallisca, the
last open telgragh office, 7.8 miles east of Stanton, at 4 14
a.m., 1 minute late and collided with the wreckage from extra
2955 and train No. 10 at 4:27 a.m., while running at a speed
estimated to have been about 45 miles per hour.

The caboose of extra 2955 was thrown tc the north
upon the westbound track, caught faire from an overturned stove
that 1t contained, and was %totally destroyed. The locomotave
of train No. 10 was slighitly damaged, neither the locomotive
nor any of the cars in train No. 10 was derailed. Train No.l
struck the wreckage just east of the undergrade crossing; the

enzine and 5 leading cars were deralled; the engine caune to



rest on 1ts ri-ht side north of tae track apout 160 feet from
the point of the collision. The derarled cars came to rest
on the norta side of tne track, the superstructvure of the
baggage—-ccach was destroyved aru tae coach following nas badly
dawazzd by fire. The erployecs killed vers the engineuman of
train No. 10 wnd the engrnemon and fireman or trairn No. 1.
Enzinewan Bogar, of extra 2955, stated that when
his train lieft Hed Oak the conductor told him train No. 10
vas re.orted 50 mimutes late. At that ti.e he expected his
train sould nake Vallisca ahgac of train No. 20. Vhen 1%
aporeached signal $-436.0, the two top arms were in tne pro-
ceed ,0s81tlon and tae ocouto.s arm in the horizontal position,
when he cbserved the trairn-order sipgnal in the stop posltion
he sounded thce ennmine whistle, exgectinyg that the board would
be clearec or that he would receive a clcarance on 1%, but
as the position o the signal was not chunpged and no clearance
was 1ven he brousht his train to a stop. Afser stopg.inn he
did not recelve any siznal frou tae rear cf the train, he dad,
however,see the flayran onthz sround with a red fusee. Train
No. 1 on the wesibound track had passed his engine before he
felt tae shock cf the collision; he estimated that his train
had been standing 2 or 3 minuses waen the cellision occurred.
Alter the acciaent he went to the rear of the train and got
on the engine of train No. 10 and moved that train back to
get 1t away from tne fire. Hs found the enmineer's brake valvc
1n emerzency position and tne reverse lever was 1n the for-
ward motion, the braces of train No. 10 appeared to be work-—

1ny groseriy.



Brakeman Schmidt, of extra 2955, stated that approach
ing Stanton he was riding on the fireman's seat on the left
si1de of the engine. A short tims after the train stopped he
could see the flagman going back behind the caboose with a
red fusee; several minutes after the train gstopped he saw the
headlight of train No. 10 coming over the hill. After stopping
he went to the engineer's side and got off. He saw the con-
ductor coming toward the front end of the train and started
back to meet him. He pad reached a point opposite the first
car of the train when he met the conductor and entered into
conversation with him and they had been talking about a minute
and & half before the collision occurred. He estimated that
the train had been standing about 5 mimutes when the collision
occurred. He corroborated the statement of Engineman Bogar
that the train was not moved backward.

Conductor Hipes,of extra 3955,stated that leaving
Red Oak the operator told him that train No. 10 was 50 mimutes
late, he expected that his train would take the siding at
Stanton to let ¥rain No. 10by. Approaching Stanton he was
riding 1n the caboose and he noticed as he passed that the
distant signal and all of the arms on signal S-436.0 were in
the horizontal position, he also saw the train-order signal
in the stop position. As scon as the train stopped he got off
the caboose, and Flagman Carlson got off at tne same time. Ags
he got off he told Carlson to huorry right back with fusees and
flag train No. 10. He then started to go to the head end of
the train to see wnav the engineer had received on the train-

order signal wsd Flagman Carlson started back with a white
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laght and red fisee. When he had reached a point about 10 car-
lengths from the head end of the train he met the head brake-
man who told him that train No. 10 was coming, he looked back
and saw the flagman, about that time the collision occurred.

He believes that the rear of his caboose was 1 or 2 car-lengths
west of the underground crossing when the train stopped. He
lcoked at nis watch as he got off and 1t was 4:323, and he fixes
the time of the collision as 4:37. After leaving the caboose
he did not loox back to see where the flagman was until he met
the head brakeman near the head end of the train.

Flagman Carlson of extra 2955 stated that approach-
ing Stanton he was riding on the caboose; When his train
came to a stop the caboose was just west of signal S5-435.3.

As soon as the train stopped the conductor told him to look
out for train Neo. 10. Ee took his wnite lantern and a fusee,
got off at once and started back to protect the rear of his
train, lighting his fusee when apout 10 feet distant from the
caboose. When he started back he saw the headlignt of train
No. 10. He ran back as fast as he could and reached a point
about 35 or 30 car-lengths from the rear of his train when
train No. 10 passed him. He signaled the engineman of train
No. 10 and his signal was answered when the engine was 3 or 4
cér-lengths from him. He believed that the engine was using
steam at that time, he did not observe that any application of
the brakes was made. He estimated the speed of train No. 10
to have been about 30 miles an hour when 1t passed him. Thé
rear of train No. 10 had passed him just a few car-lengths

when the collision occurred. He did not take his red lantern
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with him on account of the wick being inervsted and giving but
lattie light, neither did he take torpedoes as they were fast-
ened to the red lantern.

Fireman Tracy, of train No. 10, stated tnat he did
not call the position of the signal bztween Pacific Junction
and Stanton, neither did Engineman Taindall call the signals
to nim. He makes 1t a practice to observe the position of the
fixed signels, but he did not notice the position of any of
them on this ocecasion, except the train-order signal, whicih
was 1n the stop position; he called that.slgnal to the engine-
man wno immediately made an emsrgency applicataon of the brakes.
When he first discoverea that the train-order signal was 1in
the stop position 1t was tosn ocetween 10 and 15 car-lengths
distant. He estimated tne speed of his train at that time to
have been 25 or 30 miles an hour. He saw a flagman standing
right 1n front of Stanton Station and tne engineman answered
the flagman's signal with one blast of the engine whistle.

The flagman had a white light in nis hand, but He did not
notice a fusee. He did not see the marker lights until just
befcre the collision cccurred. He stated that after the ac-
cident he was talking to Flagman Carlson, who said he did not
have time to gét back any further and that the freight train
was backing up.

Conductor Drew, of train No. 10, stated that at the
time of tne accident he was riding i1n the first passenger
coach, which was the 5th car from the engins. He felt the
application of the brakes a minute or mimte and a half before

the accident occurred. He fixed the time of the accident at
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4:27 a.nm., aaa esSimated the spezd of his train to have been
20 miles per hour.

Flagman Heain, of train No. 10, stated at the time of
the accident he was riding in tne rear end of tne last car.

As scon as his train stopped he got off and startedaback to
flag. At that time the rear of his train was about 3 car-—
lengtha west of tne depot. As he went back he did not see any-
tning of the flagman of extra 2955, he noticed that all the
arms of sipgnal S-436.0 and the distant signals were in the
norizontal vosition and that all the signal laghts @ere burning.

Conducter Grier, of train No. 1, stated that the firstu
intimaticn of tae accident which he received wag a jar. He
thinks that there was an application of the brakes about the
tzime the collision occurred. He estimased the speed of his
train to have been 40 or 45 miles an hour at the time of the
accident.

Operator Moberly, on duty at Stanton, stated that
shortly after 4 a.m., the dispatcher called him and asked him
1f he cculd hear the extra coming. He replied that there was
a2 high wind and he coulid nos hear very well but he thought they
were, he then went out on the platform and saw the extra coming
through the cut, returned to the office and notified the dis-
patcher, thereupon the dispatcher told him to head them in, he
replied that oy the time he could get out there the train would
be going too fast to head in, the dispatcher told him to go out
ana do vwhat ke could. He then went out with his white lantern
and gave a stop signal, at that time the train was about 15

car—lengths distant, he then returned to the office and remazin-
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ed tnere until train Nec. 10 apjrcached. VWhen the disgatcher
first told him that he might want to head the train in he set
the train-order signal at danger. Vnen he told him to do what
he could to get them he threw the switch controlling the head-
ing-in signal, but at that time he believes the engine had al- *
ready passed the signal. From his position in the office 1t
appeared to him that tne rear-end of extra 2955 was just east
of signal 5-435.3 shen tne train came to a stop, he saw some-
one standing near the caboose giving a back up signal and that
the train backed up before the collision occurred. He did not
notice the flagman gc back when the train first stopped. When
he neard train No. 10 coming he took his lantern and went out,
he then sas the flagman rurning back waving a fusee and at the
time train No. 10 passed the flagman he was about 150 feet east
of the station.

Dispatcher Moran stated that an order was given to
train No. 10 at Pacafic Junction to run 35 minutes late to Red
Oak and that extra 2955 had a copy of the order. The operator
at Red Oak reported extra 2855 had passed at 3°35 a.m., later
he said the train had stopged 1n the east end of the yard and
was setting out some cars with hot boxes. He told the ogerator
at Red Oak that 1f the crew of the extra called up fror ths
cast end of the yard, to tell thert that train No. 10 would be
45 or 50 minutes late. After that toners was some trouble on
the telephone with Red Oak. Apout 4:15 a.m., Stanton called
and stated that Red Oak had told him that the extra had left.
He told the operator at Stanton te let him know when they were

coming. A few minmutes after that the operator reported that
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there was a train coming but 1t sounded like & passenger train.
He told haim to wait a second and in the mean time tried to get
hold of Red Oak to find cut 1f tne train had left. The operato:
at Red Oak advised him that the train had left. He then called
Stanton and the operator at Stanton told him the train was com-
ing. He told him to put them in and let No. 10 by. The oper-
ator reported that he did not know whether he could get out to
the switches as they were coming too close. He told him to
hurry and do what he could.

The evidence available indicates that the signals
involved in this accident Were working in proper manner. Thls
provided a caution signal 6,400 feet and stop signal 4,000 fee-
from the rear of the standing train, and in addition to this
there was a flagman with a fusee and marker lights acting as
a warning.

The preponderance of evidence i1s that tne train did
not back up after stopping. While Operator lMoberly 1s positive
in his statement that 1t did, 1t 1s believed that he was not in
advantageous position for accurate cobservation and that he 1s
mistaken in his belief.

This accident was caused oy the fallure of Engineman
Tindall of train No. 10 to pe governed by signal indications
dieplayed by the caution and home signal S-438.0. Flagman
Carlson shares in the responsibility for this accident 1n that
he failed properly to protect the rear of his train an required
by rule 9€. Conductor Hipes also shares in a leaser degree
1n not making certain that the rear of his train was properly

protected.
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The actions of Engineman Tindall prior to the col-
lision preclude any theory of irjury to him or unconsciousness
on his part. Investigation discloses tnat Engineman Tindall
was not regularly assigned to this territory and within the
past two years had made the following trips in freight service
over this line.

March 11-12, 1919, one round trip, Pacific Jct to Creston.

Bept.30-0c¢t.3,1219, two rcund trips Pacific Ject.to Craeston.

Feb.17-18,1920, one round trip Pacific Ject. to Creston.

July 29-30,1920, one round trip, Pacific Jct. to Creston.
The day of the accident was his next succeeding trip and was
his frist trip 1in passenger service over this territory. The
Automatic signals beiween Red Oak and Stanton were first placen
in service Jamuary 33, 1930, he therefore had made but two
round trips over the line since their installation. The fact
that he asked his Conductor about taking coal befors the train
left Omaha indicates that he was not familiar with the oper-
ation of passenger trains over the line which he was about to
cover.

The evidence also indicates that train No. 10 was
greatly exceeding tne spesed limit. The maximum speed per-
mitted for passenger trains on this section, by time-table
rule is 50 miles per hour. The distance from Malvern to Red
Oak 1s 19.2 miles and the achedule time for train No. 10 is
32 minmutes, which 1s an average speed of 36 miles per hour,
while the time actually used was 22 mimutes or an average speed
of 53 miles per hour; from_Réd Oak to Stanton the distance 1s
7.3 miles and the schedule ftime 15 13 mimites or 33.2 miles

prer nour while the train actually consumed but 7 minutes, an

~
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average speed of 61.7 wm.les pei nour.
-General Rule 92 providss ir part as follows.
"Wnen a train stop.s undsr circuasstances in

waich 1t may be overtaken by another train, the flagman
mist go vack immediately with flagman's signals a
sufficient distance vo insure full protection, placing
two torpedoes, and rhen necessary, in addition, dis-
playing lighted fusses."

The evidence 1s tnat altnough Flagman Carison had
five mimates in which to get back and stop the apgproaching
train, yet he only mached a point not further tnan the front
of the station, & distaice of aoout 400 fset. A test made
subsequent tc the accident shows that in the length of time
which ne had he shovld have reached a point at least 1,200
feet from tne rear of his train.

Conauctor Hipes knew that his train was being follow-
ed closely by No. 10 and that the a,garent reason for 1ts stop-
£1ng vas on account of the train order siznal beiny in the
gtopr peosition. Under these circumstances he should have made
cervaln that the reat of his train was properly protected.

It would have been better judgment on his part 1f, when his
train stopred, he had pone tc the telegraph office, which was
a short distance from his caboose, for information instead of
goiny to tne enzine. If ne had done the latter he would have
peen 1n a better position to supervise the flagman in the rer-
Jormance of his duty.

The Chicazo,Burlinaton & Quuncy Railroad 1s suoject
to criticism in connection with this accident for alloasing

Engineman Tindall to act as encineman of a gassenaer train

over this territory. The evidence warrants the statement that
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he was unfamiliar sith the physical characteristics of the road.
He had made byt five round trips over this line in two years
and except in onevinstance at widzsly separated intervals, and
all of tnese were in freight service, and oniv two round trips
since the installation of the automatic sizgnal system nine
months previous. Such infrequent service and at such wiadely
separated i1ntervals i1s not sufficient to prepare an engineman
Tor his first trip on a passeaser train of this character.

In this 1nstance a modern autcmatic signal system
had besn 1nstalled and functioned propgerly, but the employee
in control of the train failed to cbserve or be zoverned DY
1t 1ndications. This adds but another instance to the already
long list of arguments for the necessity for the perfecticon and
adoption of an automatic train control system.

Tne proximity of train No. 1 at the time the collision
occurred between the freight train and train lJo. 16-on the east-
bound track, precluded any notice or warning whatever being
given to that traln in season to prevent i1ts collision with the
wreckage.

Engineman Tindall entered the service as Fireman 1in
1906 and was promoted to Engineman in 1918 ana has pgractically
a clear record. #At the sime cof the accident he had been on duty
4 hours, 28 minutes after having been off duvy 15 hours. Con-
ductor Hipes entered the service as Brakeman in 18939, was pro-
moted to Conductor in 1206 and has a fair record. Flagman
Carlson entered the service in 1906 and has a good record.

Both haa been on duty 9 hours 40 mimites at the time of the

accident after havinz had 9 hours off duty.



