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REPORT OF THE DIRECTOR OF THE BUR-AU OF ,S£fFVrv IN RE 
INVESTIGATION OF AN AGO I BE NT MITCH OCCURRED ON TEE 
UNION PACIFIC RAILROAD AT LORTNG, KANSAS, ON IIARCH 
23, 1928. 

May ?3, 1928. 

To the Commission: 

On March 28, 1928, there was a rear-end. col­
lision between two C jca;o, Roci: Inlaid. t<, Pacific freight 
trains, operating over the tracks of the Union Pacific Rail­
road, at Lonng, Lansns, which resulted in the death of 
three live-suock caretalers, ard clie lnnry o f four live­
stock caretakers. 

Location and method of operation. 

This accident occuned on the Fas-oem 3ubdivision 
o^ the Kansas Division, einsmhir between Knn t J s C.ty and 
Junction City, F i n i s . , a distance of 137 railed, in che 
vicinity of the p o i n t of acrid eat tnis is a double-track 
line over which trains are operated bv mme-table, train 
orders and an automatic block-signal system. The accident 
occurred ai. a point approximately J ,230 feet east o f the 
west passing-track switch at Erring; aporoachine tins 
D o i n t from the west the track i s tangent for a dmuence of 
2 , 7 9 4 . 6 feet, foi 1 owed by a 2 ° curve to the left " 1 , 3 4 - 1 . 7 

feet m length, and then tangent extending to t h o point of 
accident, a distance of approximately 1 , 4 5 0 f f t t , and for 
a considerable distance beyond t.n t point. The giedo is 
slightly descending for cas-t bound trims. Between Top eke 
and Kansas City, within "I"rh_ck territory the accident oc­
curred, the tracks a^o own/jointly bv Lie CLicafo, Roc]' 
Island & P oific Railway and the Union Pacific Rrilroad, 
and are operated by "cho last-named railroad. 

The signals involved are simals 2?0 and 2 1 4 . 
Signal 220 is a distant signal of the one-arm, two-position, 
lower-quadrant type, and the m_,_! t indications displayed by 
this signal arc groon and yellow, for rroccrd and cnation, 
respectively. Signal 2 1 4 i s n home-ind-distent signal of 
tbc two-arm, two-position, 1 owor-cuodrnnt type, t h e lower 
arm giving a distant indication m connection u i o h che next 
signal to the eastward, while t h e uopei arm o p o ^ t ^ s in 
conjunction iath distant signal 2 - 0 and governs t h e block 
within which the accident occurred. Signal 2 1 4 is equipped 
with approach lighting, ivhich becomes effective when a t m i n 



passes distant signal 220 and remains lighted until the 
train has passed out of the block. These signals are lo­
cated 4,090 and 1,380 foot, respectively, west of the noint 
of accident. A view of signal 220 can be had from the cab 
of an eastbound engine, continuously, for a distance of 
4,210 feet; signal 214 first comes in to view fron the 
fireman's side at a point 3t110 feet west of its locetLon, 
while the indications displayed by this signal can be clear­
ly seen by the fireman for a dipt nee of 2,710 feet. An 
engmeman can not see sutial 214 until it 10 only 520 feet 
distant. 

Tho weather w ns clear at the time of the accident, 
which occurred at about 3•55 a. m. 

Description 

Eastbound C.R.I. & f. freight trev: t xtre 2663 
consisted of 84 cars and a caboose, hauled bj o r v m o 2663, 
and was m charge of Conductor Carr and L 1 e nan fenohue. 
This train departed from Tor1 oka, 47.3 miles west of Lonng, 
at 1,32 a. in. , passed Lmwcod, the leai- open ef nice, 7.6 
miles west of Lonng, it 3-30 a. m. , 'id was tnoumt to a 
stop on the n a m track at L o n n g , due to a hot box, at about 
3.46 e . m. It was still standing at this point when it was 
struck by eastbound extra 2696. 

Eastbound C.R.I. & P. freight trein extra 2696 
consisted of 62 c m s aid a caboose, hauled by e r n e 2696, 
end was in charge of Conductor Sridols aad Thifinonan Fhlsch-
ur. This brain left Topeka at 2.05 o..n. , pa^cd linwood at 
3.4A- a. m. , passed signal 220, w h m h apparently wars display­
ing a caution indication, passed bignal 214, m i c h was dis­
playing a stop indication, and collided with the rear of ex­
tra 2663 while t r v ling at e si cod estimated lo have been 
between 4 and 7 mi ley per hour. 

The caboose m d the last- car m extra 2663 were 
demolished and afterwards coneumed by fire. None of the 
other equipment was dcrnled, or damaged bo oeiy greit cxten 
The caretakers killed were riding in the c boose of extra 
2663. 

Summery of evidence. 

"Flagman Studebaker, of extra 2663, stated that 
as his t r a m appro11 died L o n n g ho detected a ho^ box and 
after conferring with the conductor 1 0 wes decided to stop 
and remedy this condition. He then wont to the rear of the 
caboose and lighted thrt o 10-minute yellow fusees, placing 
one on cither side of the caboose end throwing off the third 
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fusee at a point approximately one-half mile west of the 
west passing-track switch at Lonng. As soon as the t r a m 
came to a stop, which he said was at 3 . 4 6 a.m., he got off 
and started back to afford protection, continuing westward 
for about three or four minutes, and had reached a point 
approximately 2 , 1 8 0 feet from his caboose when he was re­
called. Before returning to his t r a m , however, he light­
ed another yellow fusee and placed it on the track, as well 
as two torpedoes. When he had returned to T i t h m four or 
five car-lengths of his caboose he looked back and observed 
the reflection of the headlight of an approaching tram. 
H o immediately started running as fast as possible toward 
that train, waving stop s m tals with a yellow fusee and 
upon reaching the first of tho two torpedoes he had pre­
viously placed on the rail he kicked it away so as to leave 
only one torpedo, which v,o'>ld act as a stop signal Flag­
man Studcbaker said tin s other torpedo was exploded when the 
engine encountered it, bat that a distinct report vas not 
heard, due to tho grinding of the brakes and the exhaust of 
the engine; ho saw sparks flying fiom the wheels oofore 
tho t r a m rtached the torpedo, and estimated that the train 
passed him ac a speed of about 3 0 mile" per ho^r Flagman 
Studcbaker further stated that ho did not know there was 
a train following closely, although he had seen its head­
light at Lawrence, I S . 9 miles from L o n n g , noi had he heard 
any whistle signals sounded. It further appeared from his 
statements that he was riding on the stops of tho caboose 
as hi3 t r a m passed si vnal 2 ? 0 , oeing particularly interest­
ed as to tho location of tho signals, and saw it change 
from green 10 yellow when the engine passed it, while signal 
2 1 4 , at tho time his caboose pasooc it, was displaying a 
stop indication. Ho also said that his caboose was equipped 
with a deck light and markers, a l l of l,rhich wort, burning 
at the time of tho accident. 

Conductor C, rr, of extra 2 6 6 3 , stated that while 
at Lawrence he received a message advising him that two 
trains were closely following PIS own tiain and that he was 
not to hold them if hib train wa^ d e l a y e d , ho d i d not r c n c m D i r whether ho mentioned this to the flagman but 
thoughx tho flagman read the mcsaaro. Conductor Oarr ob­
served the headlirht of a follo-Jinf tr<. m as his own train 
departed from Lawrence but d i d not again see it until just 
before the accident, nor dad ho near cho whistlo of that 
t r a m at any time-1. H i instructed his floaiiian to throw off 
a lighted fusee preparatory to stopping at Loring but d i d 
not know the exact location ;t dmch it wai thrown off, 
although he thought it was n c r aianal 2 2 0 . When tho train 
come to c stop at L o n n g he told the fl-gman to watch out 
for following trams while he attended to tho hot box, and 
he said the flagman started back promptly, although he did 
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not know how far back the flagman proceeded. After tne hot 
box had been remedied, which required from three to five 
minutes, ho looked back and saw the firman and n burning 
fusoc some distance west of the caboose bat could not deter­
mine the exact location. Noticing no train approaching rt 
the time he signalled the m g m c m a n to call in the flagman, 
who appeared at that time co be near signal 214, and than 
walked toward the engine, inspecting the train. Shortly 
afterwards, as he started to return to the rear of his 
train, he heard a faint sound ",Thich resembled the explosion 
of c torpedo and upon looking back he saw the glare of a 
headlight but could not see the fl gnari, arho was hidden 
from his view by tho approaching tram. Conductor Carr 
further stated that it was customary to recall a flagman 
even within one or more minute a aftc1" a t r a m had been 
brought to a stop, providing no other train is m sight 
at the time, which was in accordance with his interpreta­
tion of the Union P cific rules, and he did not think any 
difference would bo made by the pact tnat he had in his 
possession c. message to the effect that other tr m s were 
following his own t r a m . 

The statements of E n n m r - i Donahue, Pi reman 
Monroe and Er-konon Jackoon, of extra 2663> all of whom, 
were on tho engine, wore to tho effect that they were un­
aware of the impending accident until after its occurrence, 
there being no shock felt at tne r-^d end of the t r i m . 
Engmeman Donahue also s~m th~t when, approaching loring 
tho brakeman observed a scop signal indication displayed 
by a 3Tollow fusee at the r^ar of tne t r ^ m , but as nc had a 
copy of the message relative to fallowing trrins he aid not 
bring his ovm t r a m to a step until it had passed the 
passing-track switch, T"hieh woujdi m-ble these trains to 
pass if necessary. The stop wan made at 3.45 a.m., at 
which time ho nounded a whistle signal for flag protection, 
and after standing at that point -bout five minutes he re­
ceived a signal to call m the fl'gian; he did not receive 
a proceed signal and at a joue 3.^5 a., m. tho rir br^^cs 
applied in emergency; snortly afterwards ho noticed fire 
at the rear of his t r a m . Engineman Donmuc said that 
signals 220 and 214 were in the clear position as his train 
approached them. 

Engineman Ililscher, of ax era 2696, stated that 
an air brake tost was made; before departing from Topeka, 
and the brakes functio -d properly after leaving thrt paint, 
several stops being made en roatc. He w°s positive that 
signal 220 wan displaying - c^ar i laication as his train 
approached and passed ic, but when within r distance of 
1,200 feet of signal 214, before it c-mo within his xange 
of vision, the firemen and brakeman both c lied "'rod. Loard," 
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whereupon h e m a d e a heavy service application o f the air 
brakes, not making an emergency application as he was afraid 
i t might result in a derailment on account of the fact that 
the train was on a curve, coupled WJ th its hen\y tonnage. 
This first application of the brakes seemed to hold proper­
l y Engineman Kilscher s a w the caboose of the train ahead 
at about the time his own engine passed signal £14 and 
i m m e d i a iely moved the brake valve to the emergency position 
and opened the sandcrs, but d i d not get a good emergency 
effect owing t o the previous service application, and when 
a o o u t midway between signal 214 and the c.boose o f the stand 
m g t r a m he reversed the engine and opened t h e throttle. 
Ho estimated the, Speed of his train when i t w a s approaching 
Loring to have been from 30 to 35 miles per hour, and 
thought i t hac been reduced to about 20 miles per hour at 
the time i t passed s i g n a l 214 <°nd bh^t m was further re­
duced t o 6 or 7 miles per hour at the time of bhc accident. 
He also said he d i d not sound the station v d i L s t l c signal b e ­
cause i t w a s just after massing the whistling post that the 
fireman called "rod board," neither d i d he acknowledge the 
flagman's signals, giving a s his reason the f ^ c t t m t h e 
saw the caboose a t about t h e cmie he noticed t h e flagman 
and was then doing a l l in his power t o bring the t m i n to 
a s t o p , further stating that ho d i d not see a burning fusee 
at any time, nor d i d he hear the explosion of a torpedo; 
h e estimated that the f l r m m was only five or six car-
lengths from the caboose. In this connection i t night be 
noted that the first part of d- mcman Kxlschcr's statement, 
wherein h o said he was about 1,200 feet from sic ' io] 214 
when notified i t was in the stop position, differs material­
l y from his subsequent statement bhat i t was just at or 
after oassing the whistling post t h a t this warning was given 
this whistling post is about'2 , 600 feet from signal 214. 
Engineman Hilscher could not account for signaJ 220 display­
ing a clear indication unless i t was out of oraer at the 
t i m e his train, approached end pasecd i t . 

Fireman Lletz, of extra 2696, stated t h a t he ob­
served signal 220 displacing a cle r signal indication just 
as s o o n as i t c^mc within M s r m ^ of vision; ho - Iso ob­
served signal 214 a s soon as he c ~ m c within view of i t , 
about one-quarter of a mile mstvit, displaying a stop in­
dication and immodi - t c l y informed the engineman to that ef­
fect. Ho said t h e ennnnonnn applied the brnki e at once but 
h e d i d not knov *vht>thcr or n o t a second mplicr tion was made 
p^ior t o the accident. F - 1 rone n IJctz estimated the speed 
of his t r a m a t t he timo t h o b m K o s were applied to have 
been about 35 miles nor hour and thought this spood had been 
reduced to a1-1 out 15 mides pea hour b y the time his engine 
had reached a point anproxinmcly 500 f e e t from t h o caboose 
of the standing train, at which D o i n t he jumped off. 
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The statements of Brakeman Holmes, of extra 2696» 
who was riding on the engine, practically corroborated those 
of Fireman Metz, except that he was not certain as to the 
position of signal 220 at the time his t r i m passed it, nor 
did he see signal 214 until after the fireman had called 
its indication. He also said he observed bhe markers of the 
standing t r a m , as well as the flegman, but could not es­
timate the distance between the flagman and the caboose, 
nor did he bear the explosion of a torpedo or see e burn­
ing fusee. Hw jumped off when his t r a m had reached a point 
about one or two car-lengths from tho train ahead, at which 
time his train was moving at a speed of 4 or 5 miles por 
hour. 

Conductor Sandels, of extra 2696, stated that ho 
did not see sianol 220 at the In4 me hi a t r a m passed it but 
shortly after the acciaent he returned to the signal and 
found it displaying a caution indication. He further stated 
that his understanding of the rules was that when a train 
rtops a flagman must immediately start b-ch to protect, but 
as soon as the train is ready to proceed he may return pro­
viding he places two torpedoes m d a lighted fusco on the 
track and no following train is an sight, regardless of the 
distance between him and his train; whecher or not block 
signals wore 111 use would make no difference in this respect. 
Flagman Snyder, of extra 2696, could add no additional facts 
of importance except that he observed signal 220 displaying 
a caution indication at the time bis train passed it. 

Signal Supervisor Haney, of the C . R . I . & P . Ry. , 
stated that at about 9.30 a, m. cn tho day of the accident 
he made an inspection of the sLgnnls involved, in company 
with. Signal Supervisor Ziehlke, of the Union Pacific Rail­
road, and found them to be m proper working oraer, while 
thoir general maintenance was good. Daylight observations 
revealed that signal 220 could be seen for a distance of 1 
mile and signal 214 could b e s_.cn from aignal 220, it was 
his opinion that those signals coald be seen for 0 greaUr 
distance at night. Ha a l u O sc-d that on the day subsequent 
to the accident he observed , train in that VLCinity, con­
sisting of approximately 70 cars running at a speed of about 
25 miles per hour, stop in about 1,300 feet. Signal Super­
visor Ziehlke confirmed the statement of Supervisor Hancy 
as to the condition of signals 220 and 214 and ho-' they 
functioned at the time of tho inspection. 

Assistant Signal Supervisor Canavan, of the Union 
Pacific Railroad, stated- th t '"e arrived at t h e scrno of 
the accident between 6.25 and 6.35 a. m. on tho d°y cf its 
occurrence and found signal 220 displaying e caution indi­
cation and signal 11U displaying a stop indication. He 

http://s_.cn


- 7 -

remained in tho vicinity until tho track wry cl < r ^na 
nil trains had departed, ^mcicupon both 'nana Is Vv nt oo 
tho clear position. Roa"master Jung substantiated tne 
statements of Supervisor Cnnavon, fur oh or stating that ho 
remained at the scone of tho accident until following 
ti "•ins bad passed and during that time the &irials fu iction-
e d properly. 

During tho night of "la} ch 30 r test wrs coiaucted 
which determined that tho roe! li/bts or a eroooac standing 
at the point at which the accident occurred could bo Goon 
dimly from the fircaa.a's Sj.dc of a n oa^tbound engine from 
a point 3>400 feet dioi ait < aid they bher appeared a t j.ntcr-
vals, very dimly, uaiti] 3,^00 feet distrno, from which 
point they continued m al^zn view. Owing to tne curva­
ture of the track the lights on the c^hooso wore rot visiole 
from the engineman's ride oi the e lginc uioil it Lad reach­
e d a point 1,450 feet from the caboose. 

Conclusions 

This accident waa caused primarily b y failure 
prooorly to observe and obo-y sigial indications, for w m c h 
Ergmeman Hilscher, Fircaan "\Ietz, and Erakcman H o l r i o S , of 
extra 2696, are responsible, 

According to the statone its of them employees, 
the ojignoman and fireman saw distant s i g n a l 220 displaying 
Q clear indication while tho hô -cl brakeman vas not curtain 
as to its indication; the head oivkom^n -nine f "lied to 
notice homo signal 21i. until ita ira"1 J cation was called by 
the firo-nan, at "hick tira-, according to the fjieman's 
statement, it was ^oout one-fourtr mile distant. The engine-
man's statement on this particular ooiht vas conflicting, 
ore estimate indicating that the signal, which could not 
then b e suen from his side of the engine, was at that time 
about 1,200 feet distent, while nnot i c r estin to by him 
was to the effect that the firearn called the indication 
of the home signal at or just after passing tne station 
whistling post, whicn is about 2,600 foot from oho home 
signal; m either event, it was not until after this in­
dication had boon called that nay of those omnloyi cs sow 
the markers on the cboose ol f ,iu train ahead. 

So far as diso'mat si , n: 1 220 is concerned, tho 
evidence indicated that it was opor ting properly at the 
time extra 2663 passed it, w m l e it displayed 1 caution 
indication when absorbed by tho conductor "nd flagman of 
extra 2696 after tht ocean one a of the accident. An exami­
nation of this siginl subsequent to the .ccident disclosed 
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that it was functioning properly, nothmg being found 
that would cause it to display a false clear indication, and 
it seems apparent that this signal was displaying a caution 
indication when extra 2696 approached and passed it, and 
that for some reason this indication was not observed by any 
one on the engine, with the result thit no attempt was made 
to control the speed of the train until it was too close 
to home signal 214 to be brought to a stop before passing 
the signal location. 

Tests conducted subsequent to the accident re­
vealed that home signal 214 could be clearly seen from the 
fireman's side of an eastbound engine for a distance of 
2,710 feet, or 4,090 feet from the point of accident, and 
that the markers on a caboose standing at the point of 
accident could be seen clearly for a distance of 3,000 
feet. The members of tne engine crew of extra 2696 were 
aware that they wcr„ closed following another train, as 
their own train ned caught up with it just west of Lawrence, 
being flagged and stopped at thit point. In view of this 
fact they had all the more reason to be keeping a careful 
lookout, and had such a lookout been maintained by the 
fireman and rlso by the h o d brakeman, even after passing 
the distant signal without any rocuction in speed, there 
is no reason why they should :ot hev*., observed the stop 
indication displayed by smrrl 214, end also the caboose 
of c x G - r e 2663, in ample time to have enabled their engine-
man to bring the train to a stop. 

The Union Pacific rules provide thet tne flagman 
must go back one-fourth of a mile end put doT*n one torpedo, 
end then continue back one-half mile and out down two tor­
pedoes, he may then return to t1"^ si lgl 0 torpedo end remain 
there until recalled. These rules also require that if 
recalled before reaching the required distance the flagmen 
shall, if necessary, put down two torpedoes, and by night 
display a fusee, to protect his t r a m while returning. 
It was under the last-mentioned provision that Flagman 
Studebakcr was recalled before he had gone out the full dis­
tance prescribed by the first part of the rule. Probably 
there was ample authority under this particular provision 
for the action of the conductor in having the fl gman re­
called, but in view of the foot that he knew there was 
another train closely following bis own tram, good judgment 
should hevc prompted him to allow the flagmen to go out a 
greater distance before recalling him, although in view of 
the circumstances it is quest: oneble whether any greater 
benefit would h nve resulted unless the flagman had been al­
lowed to go out a full hnlf mile, in which event stop signals 



- 9 -

given by him from that point with a red lantern or a rod 
fusee, or both, should have attracted the attention of the 
crew of the following t m n in time to cneble then to bring 
their t r a m to n stop and "vert the accident. 

Had an adequate automatic t r a m stop or train 
control device been in use on this line, this accident 
would have been prevented. 

The employees involved were experienced men, and 
rt the time of the accident none of them had b ^ m on duty 
m violation of any of the previeions of the hours of 
service lav;, 

Rosoectfully submitted, 

W. P. BORLAND, 

Director. 


