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INTERSTATE CGtfffiPCE COjiuilSSION 

REPORT OE THE DIRECTOR OF THE PUREAU OF SAFETY IN RE 
INVESTIGATION OF ALL ACCIDENT WHICM OCCURRED ON THE 
CHICAGO, ROCK ISLAND & 1A C I F I C RAIIWAY NEAR JENNINGS, 
KANSAS, ON S E P T E i ^R S S , 1930. 

Hove foer 17, 1930. 

To tb e Co i a ssion. 

On September 33, 1930, there was a head-end collision 
between two freight tiams on the Chicago, Rocic Island & 
Pacific Railwav near Jennings, Kansas, wnich resulted in 
the death of two e roloyees and the injury of four employees. 
This investigation was made m conjunction with a repre­
sentative of the Public Service Commission of Kansas. 

Location and method of operation 

This accident occurred on Sub-division 8 of tne 
Nebraska-Colorado Division, extending between Philliosburg 
and C-oodland, Kansas, a distance of 139.9 miles. In tne 
vicinity of tne point of accident this is a smgle-tracK 
line over which trains aie operated by time-table, train 
orders, and a manual block-simal system. The accident 
occurred at a point about half way between Jennings and 
Clayton, Kansas, Clayton being located 7.4 miles east of 
Jennings. Approaching the point of accident from the west, 
the track is tangent for a distance of 3,307.8 feet, 
followed by a 0° 48 1 curve to the right 3,441.7 feet m 
length, tie accident occurring on this curve at a point 
aporoximately 1,000 feet from d s western end, approaching 
from the east, the track is tangent for a distance of 
3,703.7 feet, follo./ed by the curve on which the accident 
occurred. Tne grade is 0.7 per cent ascending for west­
bound trains at the point of accident. On account of trees 
near the eastern end of this curve and an embankment at the 
western end, all on the inside of tne curve, the view across 
the curve was restricted to about 1,900 feet. 

The weather was clear at the tune of the accident, 
which occurred about 8.33 p.m. 

Description 

Westbound freight train second No. 97 consisted of 
37 cars and a caboose, hauled by engine 3550, and was m 
charge of Conductor Stowell and Engmeman Lasley. This 
t r a m departed from Fhillipsbuig, 58.5 miles east of 
Jennings, at 6.30 p.m., the crew having received a cop}' 
of t r a m order No. 36, Form 19, reading as follows: 
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"First and B0QOjr4 97 engs 2057-1756 
coupled and engin® 2550 have right over 
No. 96 eng 1781 Phillipsburg to Rexford 
and wait at Norton until six forty 6.40 p.m. 
Dellvale six fj.fty five 6.55 p.m. Clayton 
seven ten 7.10 p.m. for No. 96 engine 1781 
Order to Lio. 96 at Rexford." 

Upon arrival at Prairie View, 14.4 miles beyond Phillips-
barp, the crew of train second No. 97 received a copy of 
t r a m order No. 41, Form 19, reading as follows" 

"Second No. 97 eng 2550 wait at Dellvale 
unti] eight naught one 8.C1 p.m. Clayton 
until eight twenty 8.20 p.m. for No. 96 eno-
1781." 

At Norton, 24.4 miles east of Jennings, the crew received 
copies of t r a m orders Nos. 43 and 47, Forms 19, as follows 

Wo.43. - "No.02 engine 2500 meet first 97 
engs 2057-1753 coupled at Dresden and 
second 97 eng 3550 at Jennings." 

No.47. - "Second 97 eng 2550 meet No. 93 
eng 25C0 at Clayton instead of Jennings." 

The crew also received a clearance card calling attention 
to tne orders received at tnis point. T r a m second No. 97 
departed from Norton, the last open of Pice, at 7.53 p.m., 
passed Clayton, wo.ore it ch.oj.ld hive met t r a m No. 92 and 
w.icre train No. 96 was standing on the siding, having 
reached that point on wait order No. 41, and collided with 
t r a m No. 92 at a point 4.3 miles oeyond while traveling 
at a soeed estimated to have been between 35 and 40 miles 
pei hour. 

Eastbound freight tram No. 93 consisted of 41 cars 
anrt a caooose, hauled "by engj.no 2500, and was m charge of 
Conductor lloden and Engmeman Hill. This t r a m departed 
from Gcodland, 81.* miles west of Jennings, at 5.40 p.m., 
and at Seldon, 17.8 cileb west of Jennings, the crei« of this 
t r a m received a copy o^ t r a m order No. 43, Form 19, pro­
viding for tne meet with t r a m second No. 9 7 at Jennings. 
Upon arnval at Jennings, tne crew received a copy of t r a m 
ord.er No. 47, Form 19, providing for the meet with train 
second No. 97 at Clayton instead of Jennings, together with 
a clearance card. T r a m No. 92 then departed from Jennings, 
the last open office, at 8.30 p.m., and collided with t r a m 
second No. 97 m i l e traveling at a speed estimated to have 
been about 30 miles per hour. 
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Eastbound freight train No. 96 consisted of 53 cars 
and a caboose, nauled by engine 1781, and was m charge 
of Conductor King and Engmeman Harper. This tram de­
parted from Goodland at 1 p.m., received t r a m orders No. 36 
on Form 31, and Ho. 41 on Form 19, previously quoted, en 
route, departed from Jennings at 6.54 p.m., according to 
the tram sheet, and was into clear on the passing track 
at Clayton at 7.10 p.m., according to the statements of 
the members of the crew, and remained there until after 
the passage of t r a m second Ho. 97 aoout 8.25 p.m. 

As a result of tne collision oetween trains Nos. 92 
aid secord No. 97, both engines were derailed and con­
siderably damaged, and 16 cars were derailed, 11 of these 
cars being destroyed <vhile 5 were considerably damaged. 
The employees killed were the engmemen of both trains 
and tnose injured were the firemen and head brakemen of 
both trains. 

Summary of evidence 

Fireman Williams, of tram second No. 97, seated that 
all the train ordere received at Phillipsburg and points 
en route were read and understood by ooth the engmeman and 
himself, and it was understood that tneir t r a m was to meet 
train No. 92 at Clayton and was also to wait at Clayton 
until 8.20 p.m. for t r a m No. S3. Engmeman Lasley sounded 
all whistle signals en l O a t e from Phillipsbarg to tne oemt 
of accident, as required by the rules, sounding the wnistles 
for tie station, the meet, and for several hignway cross­
ings at Clayton. Firenan Williams said that he looked at 
his watch as they passed the mile board east of Clayton and 
iti< was then between 8.22 and 8.23 p.m. As their t r a m 
oassed through Clapton, both he ami the head brakeman re­
mained i n their seat DOXES, and as they passed the tram 
on tne siding, which was on the engmeman 1 s side, Engineman 
Lasley called "No. 92 engine 2500", winch call was repeated 
by tne brakenan. Fireman Williams said he then asked the 
engineman if the engine on the siding -nas 2500 and the 
engineman replied that it was. The t r a m proceeded west­
ward, and when Fireman Williams first saw the headlight 
of an approaching tram, he thought i t was an automobile 
on tne highway, and it was only about one town block dis­
tant, when he realized that it was the headlight of a 
train. The engmennn wa^ t h m sitting on his seat box and 
the brakeman was standing m the gangway, Fireman Williams 
called to then and tne brakeman jumped off the engine, 
Firenan Williams following him, and as he did so he sa»w 
that the engineman was standing by his seat box; the firenan 
heard the brakes apply just before he jumped off. Firenan 
Williams stited th^t the reaeon he did not leave his seat 
box to identify the tram on the siding at Clayton was 
because of a bad crossing which he wanted to protect, furtner 
stating that usually he and tne engmeman remain on their 
respective seat boxes and the engine number is called by 
the one on whose side the t r a m is passed. He said th nt 
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"bulletms had been posted t o the effect t h a t firemen should 
keep sharp lookout a t a l l highway crossings, especially 
when approaching stations &n& ± the most important cross­
ings, so tnat tney ray \yt in position to call an enpice­
man's attention to the app-roaching of automobiles frost 
the fireman ' s side. He understood, however, that t he 
bulletins did not relieve him from oarforming his duty 
of identifying trams on sidings where a meet is to be 
made. Fireman Miliums estimated the speed of his t r a m 
while passing through Clayton, and also at the time of 
the accident, to n?we peen 37 or 38 <ailes per hour. The 
statements of Head Brakeman 'Talker practically corroborated 
those of Fireman 7/illiams. 

Conductor Stowell, of tram second No- 07, stated 
that he conversed with the engmeman oefore departing from 
Phillinsburg and noticed nothing unusual m his manner; he 
appeared to be normal m every respect. Both the conductor 
and the rear braker an understood the orders, and mentioned 
the possibility of neetmg t r a m No. 95, as well as t r a m 
No. 93, at Clayton. Upon approaching Clayton, he heard 
the engmeman sound the station whistle, followed by tne 
meeting point. Thistle, he then went to the re^r platform 
of the caboose, and vhile he was anable to identify the 
engine on the siding, n^ believed it to have been an engine 
of tne 3C00 type and that it was the engine of t r ^ m No. 92, 
but due to the fact that tne headlight of that engine was 
turned on just before he reached it, the glare blinded nin 
to such m extent ^ to i^ke identification impossible. 
Conductor Stowell estimated the speed of his tram while 
passing through 0] iyton. to have been 40 miles per nour, 
and. ne did. not renemoer giving a proceed signal as it de­
parted from that point. He furtner stated th i t ne felt the 
application of the air b m k e m emergency just before the 
collision occurred. 

Tae statements cr Hear grakeum Gilbreth, of t r a m 
second No. 97, practically corroborated those of Conductor 
Stowell. Rear Brakeaan Garoreth was riding m the cupola 
on the left side approaching Clayton and when they reached 
the east passing-track switch he went back to the rear end 
of the caboose, and m i l e he said he noticed the headlight 
on tne train on the passing track was lighted, he made no 
attempt to identify tne tram; he stood on the steps on the 
left side looking toward the head end of his o m t r a m 
until tne rear end of m o tram nad Pa s sed the packing 
track, and he tnen IcoKcd back and saw two green markers 
on the caboose, which v„as the only time that he had seen 
tnat t r a m . 

Conauctor Moden, of train No. 92, stated that tne 
t r a m orders governing their movement from Goodland to the 
point oi accident were understood by t h e crew of his tram, 
the last order received at Jennings being to the effect tnat 
tney were to meet t r a m second No. 9 7 at Clayton instead 
of at Jennings. After departing from Jennings, his t r a m 
had attained a speed of about 30 miles per hour and the 
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first intimation of dangaj he had was when he felt the 
air brakes apply in em&pggaacy. The state icnts of Rear 
Bra<emon Stnngnam brought out no additional information 
of mpoitance. Statements were not obtained from the 
firenaai 0i the head brakeren on account of their injuries. 

The members of the crew of t r a m No. 96 stated tint 
wnile their tiam "fat. standing on tne passing track at 
Clayton, trams first and second No. 97 anssed, and none 
of them had any difficulty in ldencifymg each of those 
trams oy the cngme numoer. T r a m eecona No. 97 passed 
about 8.35 p.m., at a soeed of approximately 35 miles per 
hour. The passing track m located north of the main track 
and they stated that the"*- caw the engmeman m the cab, 
and also sore one standing at the r e m end of the caboose" 
with a white lantern. Dngmeian Harper, of tram No. 93, 
stated chat ne had tarned off the headlight on his own 
engine on his arrival at the oassmg track, and did not 
turn it on again until the rear end of t m m second No. 97 
was about three car-lengths west of his engine. Head 
Brakeman C-illen, who was standing about three car-lengths 
east of his engine cm en train second No. 97 approached, 
stated that he heard tne station whistle sounded oy that 
tram, followed immediately by the meeting point signal, 
and it appeared, to him that tne caboose o p that t r a m had 
pas sea his own engine before the headlight was turned on. 
Conductor King statea tnit a short time after their arrival 
at Clayton, he received information from the dispatcher 
through the agent, although tnis was a closed station at 
th it t n e , that t r a m No. 93 was to meet t r a m second. No. 
97 at Clayton and that ne had better let tram No. 93 by at 
that point. About 50 minutes later, however, when t r a m 
second No. 9 7 passed without stopping, he concluded the 
meet with train No. 92 nad been churged. Conductor King 
further stated that he observed several proceed signals 
delivered, fron the rear of the caboose of t r a m second 
No. 97 just after it had passed the rear of his own t r a m . 

Conductor Suggs, of train first No. 97, stated that 
when his t r a m passed train No. 96 at Clayton, he was 
standing on the rear platform of the caboose, and he had 
no difficulty in identifying t r a m No. 93 by the engine 
number, it being 1781. A t thit tine it was 8 p.m., and 
the weather was clear and dark. 

Dispatcher Price, who was handling the t r a m orders 
on the sub-division on win oh this accident occurred, 
stated that although 01ayton was a closed station at tne 
time he nad been m touch with the conductor of t r a m 
No. 96, he had instructed him that t r a m No. 92 was to meet 
t r a m second No. 97 at Clayton and that he had better let 
t r a m No. 92 by at that point. He stated that it was the 
practice to consider Form E orders, such as was vused between 
t r a m No. 96 and t r a m second No. 9 7, as meet orders, 
wit iii n the meaning of rule 381, which re ids as follows: 
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"When trains rjr# to meet or pass at 
interriL.dnte sldll^e, train orders to 
tnat effect must he given then." 

He also stvted that euch orders \-ere considered as 
sufficient autnoricy to establish meeting points for 
opposing trams at inter lediate sidings, Clayton being 
an intermediate siding in chis instance. He later modified 
that statement as fir as first-class trains were concerned, 
saying that ho mould give tnem oositive r>eet orders. 

Conclusions 

This accident v„as c vised by the failure of the crew 
of tr^in second 7o. 07 "Drooerly to identify a tram on a 
sidmg, with tne result m a t thvy filled to obey a neet 
order governing motif 1! t ^ m . 

The investigation disclosed tnat the crow of trmn 
second To. 97 received tne train orders directing then to 
wait at Clayton until P.30 p.m. for t r a m Po. 96 and to 
neet t r a m To. 9? at Clayton. T r ^ m second To. 97 oassed 
Clayton, where t r a m To. 9C was m t o cl c I T , m accordance 
witn the uai t order at 6.25 p. J., or five nmutes after 
tne expiration of the wait, and apparently the crew 
mistakenly assaied the t r a m on the passing track to be 
trail To. OS. The e ig: nenar. was killed m the accident 
and no reason can be given for his failure prooerly to 
identify tram Ho. 93. The testimony sho' J ; however, that 
ne naa understood, nis orders and was attending to nis duties, 
as > e sounded tie nee^mg-pomt signil after the station 
signal, and called "92 engine 2500" to the fireman and. head 
brakeman as he passed t r a m Ho. 96; this tram, however, 
was hauled by engine 1781. Fireman Williams and Head 
Braxeman 7/alker made no effort to identify the tram, the 
iireian giving as his excuse tnat he remained on his seat 
box to watch for automobiles at the crossings, bulletins 
having been issued to the effect that firemen must keep 
sharp lookout for automobiles at all highway crossings. 

Conductor Stowell stated, that, due to the glare of 
tee heaclidit o± t r a m To. 96, he was blind ed and unable 
prooerly to identify tint tram, although the engmeman 
of t r a m ITo. 93 stalea tnat he did not turn on the head­
light until after t.x- passage of tne caboose. Pear Brake-
nan Galbre th made no effort tc identify the t r a m at any 
cime. It is quite evident that the duty of properly 
identifying this t r a m was lift entirely to the engmeman. 
Rcgirdless of any circun st mces which may have made 
ideitiiic ition difficult, or tn~ fact that it may have 
been reasonable to assune that the tram on the passing 
tr^ck was t r a m Ho. 93, it IT as the duty of the ciew of 
t r a m second No. 97 positively to identify and actually 
to meet the t r a m na led at the olace named m tneir order. 
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In connection witiU. the investigation of this accident, 
it was developed tn^t Ho. 96, the t r a m mistikm for 
train No. 92, entered th& clock at Jennings and proceeded 
as iar as Clayton, the next tme-table station, by virtue 
of the authority container3 in t r a m orders Nos. 36 and 41, 
vhiah required the two sections of t r a m Ho. 97 to wait for 
tram No. 96. Clayton, however, was an intermediate sidmg, 
and under the requirements of rule 381, of the manual block 
rules, when trams are to meet at an intermediate siding, 
train orders to that effect must be given them. This rale 
is expressed with sufficient clearness to rrakc it readily 
understood; it maxes no exceptions as between trams of 
different classes ana it does not leave it ootional with 
tne disoatcher as to what he will do. A t r a m must have 
an order to meet at an intermediate eiding, ana the only 
way this rirovi&ion c m be complied with is by m e issuance 
of a positive meet order. If the supervising officials 
do not desire tc enforce the provisions of the rule as it 
stands in the book, rega^less of the class of t r a m in­
volved, then they should modify the rule to agree with 
tie practice in effect, or else tr.u rule shoulu be elimi­
nated entirely. 

All of the employees involved m this accident vere 
experienced ^ m and at toe tint of tne accident none of 
them had been on duty m ziolation of any of the provisions 
of the hours of service law. 

Respectfully submitted, 

W P 30RLAND, 

Director. 
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