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INTERETATE COMMERCE COMMISSION,

REFORT OF THL CHIEF OF TEE BUREAU OF SAFETY IN
RE INVRSTIGATION OF AN ACCIDENT "MICH OCCURRED
ON THE UTsH RATLWAY NEAR MARTIN, UTAH OH

AUGUST 28, 1923, ’

October 27, 1923.

To the Commission:

On August 28, 1832, there was a heaaseend collasion
vetreen two freigat trains on the Utan Rallaay near Nartain,
Utab, rtesulting iz the death of 1 employee and the injury
of 4 errlaoyees.

Locition and method cf ogeration,

Tnis accident ceccurred on the Utan Rail-way Juncticne
dohrlawd District extending between Mohriand and Utzh Rails
a3y Junction, Utsh, a distance of 25.5 miles; 1t is &
s1ngle-trac«s line over which trains are operatea by time-
table and train orders, the operating Tules of Tne Denver
and Ric Grande Railroad System being in effect Train orders
ar2 transmitted ocoth by telegrarn and oy telepione.

The point of collision was in a tuanel 800 feet in
length known as Tunnell No. 1, about 240 fest from 1ts
mestern portal. This tunnel)Y 18 located approxiznately 0.8
of a nmile east of rtin and 0.6 of 3 mile west of Jacobs,
1t has a curvature of 8° to the north ana the track extend-
ing through 1t 18 at g grade cf 1.2 p2r cent aescending rvest-
-ard. The weather was cleaT gt the time of ihe accident,
wnich occurred about 2.53 p.m,

Description,

Westbound freight extra 102 consisted of &3 loaded
coal cars and a cabooss, hauled by engine 102 ana was in
charge of Conductor Nickesrson and Engineman Johnson. At
Hiawatha, 1ts 1nitial station 19.8 miles east of Jacobs, 1t
received form #31" train order No. 306 reading as follows:

"Engine 102 tun exlrg Hiewatha to Martin not
pass Jacobs until two thirty five 2,35 r.m, No.
606 engine 2 walt at Martin untal three faifteen
3.1 p.m. for Extra 102 west.”

In addition to this order an order was received t¢ run care-
fully beir~=on two certain roints, tcgether sith a clearance
card, all of whicn were aelavered to Conducvor Nickerson
pereonally oy Dispatcaer Gutzler, the train dispatchers
office being located at Hiawatha. Tae train departed from
Hiawatha at 1.10 p.m. At tile Post 85 a stop of about 15
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minutes wgs made for the purpose of inspecting the train ain
accordance mith special instructions contalned in the time-
table, the train proceeded, passed Jacobs at 3,45 p.m.,
entered the east portal of TunnelX Fo. 1 and collided with
eabtbound extra 3 while running at a speed estimated to have
been between 8 and 1C wmiles per hour,

Eastbound freaght extra 3 consisted of a caboose
and 7 erpty coal cars; it was behlng pushed oy engine 3
headed 2ast, and 7as in charge of Ccnductor Burke and
Engireman Ratliffe. At Martin 1t received train order,
form 31, No, 309 reading:

"Eng 3 run extra Martin to Jacobs, This order
annulled trres fifteen 3.15 p.m. No. 606 Eng 2 Tun
170 2 houre and thirty 20 minutes late, Martin to
Jacobs. No, 313 Eng 2 run twvo 2 hours and thirty 30
nins late Jacobs  Standardville.”

The train departed from Martin at 3.45 p.w. entered Tunnel
Ne, 1, and collided with Extra 102 west rhile running at a
speed estimated to have been 5 or & miles per hour

The caboose of Extra 3 xas completely destroyed
and the east end of the first empty coal car pas ¢rushed in
and both truckes damaged. Engine 102 =was derailed and 1ts
front end slightly damaged. After the trzin of Extra 3 had
been pulled out of the tunnel, the wreckape Tremalning to-
gether with the timber lining cof the ftunnel caught fire and
locomotive 102 and the first s.x cars of Extra 102 had to
be abandoned. Efforts to smother or otherwise extinguish
the faire proved futile.

Summary of evidence,

The statements of the employees involved indicate
that neither of these tws0 tTains knew of the existence of
the other, each suprcsing that 1t held the entire Tight to
the track as srecilied 1in 1ts orders and there was no warnirg
of the 1mpending accident beiore it oceurred. The speed of
trains thrcugh this tunnel 1s restricted by sign boards,
rlaced at each portal, to six miles per hour; at the time of
the accident the speed of extre 102 had accelerated to ap-
proximately 8 or L0 miles per hour owing to the grade con-
ditions, although the a1r brake system was 7vorking properly.
The crews of both trains stated tanat 1% was customary to get
train orders similar to orders No., 308 and 309,

Conductor Nickerson of Extra 102 stated that ne
coupared his waich with the standard clock before leaving
Hi<watha, bui did not compare xita any other member of the
crew. He stated that train orcer 306 sz deliversd to haim
perscnally oy Dispatcher Gutzler, he toox the crder to the
round house and when he delivered 1% to the engineer they
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discoversd that 1%t did not kear the superintendent 5
initigls, he then called the dispatcher

and the dispatcher to0ld him %o add the inatials tG the
ordex,

Engineman Johnson of Extra 102 stated that he com-
parsd his watch with the clock in the Provo office bvefeore
starting out, he did not remember comparing with the Con-
ductor, he dld not cormpare with o standard clock and did
not ¥rnov whether there was a standard clock lotated at
Hiawatha. He stated that at the time of the accident the
headlight on his engine was not burning as he had twisted
the bulb off and forgot to get a new one,

Conductor Burke of Extra 3 stated that he was in
the office at Martin while train order 303 was being re-
ceived and read it over the ouerators shoulder, he told the
operator to sign his {Burke's) name to the order snd he in
turn made out the clearance card and signed the operator's
name to it, After receiving the order he took 1t =and
handed it to the fireman to give to the enginser.

Operator Opprerman on duty at ¥artin, stated that
a8 Conductor Burke was 1in a hurry %o get to Jacobs by
3.15 p.m. he signed Conductor Burke's name to order 303
and he allowed Burke to make out the clesrance card and
this had teen the practice; he does nct recall whether
Burke resd the order, but he knew that Burke knew what the
order was:

Train Dispatcher Butsler who, on the day of the
accident, was performing clerical duties in connection witn
usual station agent't work, stated that when he issued
order No. 308 he was so busy with his clerical work look-
ing up rates and extending way-bilils that he did not look
back at any of the orders previocusly issued except the
1ast few words of order 308, from which he took the time 319
p.m. and used that time 1n order 309 when he should have
used 2.35 p.m. He discovered his mistake about a minute
and a half after the order had been completed and he im-
mediately tried to get the operator at Martin both by tele-
graprh and teleghone but was unsuccessful in communicating
with him until after the accident occurred. Dispatcher
Gutzler stated that since he has been acting as a train
dispatcher 1t has been the practice to use tne single train
order system and in issuing traln orders giving a train
rights over opposing trains he had done so without 1ssuing
the order to the train whose rights are restricted. In the
case of ordersNo. 306 and 302 they were not issued to
train No. 808 and train 612 at all, his explanation peing
that he was waiting until he gt all the time on them that
he could. He stated that this system of 1ssuing train orders
#as based on the supprosition that an operator must get
bPermission from the train dispatcher before he could clear
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3 trzin, tut he was unavle to recall tnez rule that made
this a requiremens. Hz stated that he had never been
criticised for this manner of dispstiching.

Dispatcher Gutzler had filled out the Juestion-
alre on operating rules upon being promoted to trair die-
pratcher gnd had deslivered 1t %o tne Assistant Superin-
tendent, the examination howeveT had not been certified
to and he did not kxnow whether he nad vassed except that
he had veen retzinsd in the service.

Tralnmaster Thompson statedthat he had been
gent dowrn. to that District by Vice-President & General
lianager anderson .i%h instructicns to watch the work of
the train dispatcher and that he had taken charge on July
25, he met Superintendent Vaughn on July 23rd but had not
seen him since as he had been engaged 44 other points on
thes road i1n connection with lator troubles. He had checked
the Yrain dispatchers order books three tines since he has
veen witn the Compary but found the orders were all Tighs
under the gingle order system. He stated that when he camd
to this district hs found the single order system in effect,
but did not know whether such a system is authorized by the
operating rules. However he did not consider it a safe
system and he Intended to change 1t but Le had been 30 pusy
in ¢onnection with the diztribution of empty equipment for
the fiines that he had not got around to it. He had not
called %tne attentior cf the Superintendsnt or General
Manager to the eystem he found in use, nevertheless he
considered tnat he should hare been instructed by the
Superintendent before making any change.

Conclusions.

This accident was caused by the 1zsuing of a lap
order resulting ian two CpposIng extra trainsg Tteing glven
runplng rights cover the same section of track without pro-
vision teing rade for a meeting point, for which Train
Dispatcher Gut;}er 1s responsible.

In issuing order No. 308, to extra 102, Dispatcher

Gut<ler jinserted a restriction that 14 must not pass Jaccbs
until 2.7%5 n.r. and then added a provigien that train No,
606 would wait at llartin until 3.25 p.m. Whern hs issued
order No. 309 to Extra 3 east, he glanced back at order No.
308 as written in his book and saw fhe figurss 3.15 p.m.,
which he mis4ook for the waiting limit placed upon Extra
102, and used that time vhen he should have used 2,35 p.m.

Pules governing the issuance of train orders are
yuoted in part as follows:
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201, *** They must e brief and clear, in
the prescrited forms when a]plicable and wzth-
out erasure, alteration or interlineation.

202, Each train order must be given in the
same words to all persons Or trazns addressed.

208, A train order t¢ be sent to tao or
more offices must be transmitted simultanecusly
to as many of them as practicable.
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Then not sent simultaneously %o all,
the order must oe sent first to the superior
tTain.

213. "Complete" must not te given to a
train order for delivery to an inferior tTalin
unt1l the order has been releated of the "XV
response sent by the operator who receives the
order for the superior train.

The investigation of this accident disclosed
that the train order system i1n use 1s what is comncnly
called the “single order system." In this svstem each
trz1n 1s given an individual order and no abttempt 15 made
at 1ssuing the order in the same order in the same words
to all trains affected. Early in the days of railroad
development this svstem was soandoned as unsafe on ac-
count ¢f the errors likely to be made on the train dis-
ratcher and the possicility of misinterprevation on the
part of those who were to execute them. In 1ts stead
was adopted the "double order system" bty which the order
for all trains affected 1s transmitted simultanecusly and
gach train holds a3 duplicate of that held by the others.
Not only was there an antiguatsed and unsafe system of
issuing of train orders being used on this railroad, but
from the statement of Disvatchsr Gubzler and an examina-
tlon of the train dispabchers order vook 1t appears that 1t
was the practice to 1ssue train orders restricting the
rights of <rains without even furnishing s copy of such
orders to the trains thereby restricted. Under such a
practice the protection furnished train movements depends
entirely upon the glertness, carefulness and memory ol
the Srain dispatcher. In case af errcr on the part of
the dispatcher as in this case, or of failure of com-
manicgtiong, =2 condition would e created wshich is almost
certain to result 1in disaster.

Under the rules adcpted by this company 1t zas
not permissitle to use the single train order system, the
rrescribed forms rust te used when applicable, orders must
e given 1n the same words to all trains addressed, they
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should be sent to all addresses simultaneocusly, and when
not so sent they must e sent to the superior train first,
and complete must not be given te the inferior train until
the order for the superior train has first been acknowledged
by the operator receiving the same. Dispatcher Gutzler
customarily discbeyed all of these rules., He used the
single order system, he used a form of hid own which was
not prescribed by the Tules and which did not provide for
any c¢learance time, the order was not transmitted simul-
taneously to all tTains affected and in many instances the
orders were not Sransmitted to the superior train at all.
The only excuse offered by Dispatcher Gutzler wsas that 1%
was the custom rhen he came there, As far as his other
work was concerned, his duties as train dispatcher were
paTamount and notnirg whatever should have been allowed

t0 interfere with them.

While the direct cause of this accident was an
error on the part of Dispatcher Gutzler resulting in a lap
order, the underlyirg cause Was the single train order
system which was 1n use on this ra:lrcad contrary to all
safe railroad practice, and for which the Superintendent,
Trainmaster and Chief Dispatcher and other operating

officials are resporsible.

The attitude of Trainmaster Thompson in connection
with this accident is amazing. He had been sent to thas
district by the Vice-President and General Manager largely
for the purpose of watching the train dispatchers; he knew
that the single train order system was being used and in
his own mind thought that 1t was unsafs, but he did not
know whether or not 1t was permitited under the operating
rules; he had checked the train dispatchers order book
three times yet failed to discover such glaring faults as
that resstrictive orders were bemg i1ssued without even
providing a copy te the train whose rights were restricted
thereby; he knew that the single order system was unsafe
and intended to have 1t changed but had not done so on
account of having so much work in conmnection with the dis-
tribution of erpty ewuipment among the mines. Another
excuse was that he did not consider he had any suthority
to make any change 1n the dispatching system without being
instructed to do so ty the Superintendent, yet he had never
spoken to the Superintendent about 1t or called his atten-
tion to the unsafe system in use. Such negligence on the
rart of a supervising officer whose primary duty is to keep
in totich with the operating details so as to insure safely
of operation 1s inexcusable.

The investigation of this accident also disclosed
several other practices, which, while not inveolved in the
accident, indicate loose operating metheds and lack of
supervision. The members of the crew of Extra 102 apparent-
ly made no effort to compare watches with each other; the
engineman had not compared with a standard clock and i1n fact
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did not xnow where the standard clock was located, there
being oniy oae prescribed ty time-tzble and that being

at Hiawatha. In receiving train order No. 300 the

Operator signed tne Conductor's name to the order and the
Conductor in turn signed the operstor's name to the clear-
ance c¢ard; the order was not read aloud and wxhen delavering
the order Ceonductor Burke handed 1t to the Fireman to give
to the =znzjirnemagn instiead of deliveraing 1t $0 the engineman
himself as required by the rules. lowever, where the
train dispatcher snd trailnmaster are ignorant of the rules
and do nct thswsel-es comply +ith them, obedience from
other employees caaz hardly be expected. The train order
system ol train cperation in 1.s highest state of efficisncy
leaves much o e desired in the way of safety, but nhere
such a system is opersted as it was on this railroad, even
a reascnacle degree of safety i1s lacking. Had there been
an ade4uate olock system in use on this line 1t «ould have
provided a check against such errors on the part of the
train diepatcher and this accident would probably have been
rrevented.

The Utah Raillway should at once place in effect
a safe method of train operation and take steps which will
insure obedience to 1%s rules in order to prevent further
accidents of this character.

Train Digpatcher Gubt«ler entered the servioce of
the Utah Nailway as an operator June 15, 1920, was }romoted
Lo Dispa%ener iMay 1, 19231, and had 3 clear record, At the
time of the accident he had been on duty 8 hours and 50
mlnutes.

Respectfully submtted,
W. P. Borland,

Chief, Bureau of Safety.



