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51 

551 
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20-25 m.p.h. 

2° curve; approximately level 
K 

Clear 

8:45 a.m. 

4 killed and 6 injured 

Failure to obey a v/ait order 

Freight 

Extra 509 North 

509 

10 cars and caboo 

8-15 m.p.h. 
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January 13, 1937. 

To the Commlsaion: 
On November 9, 1936, there vas a head-end collision be­

tween two freight trains on the Louisiana & Arkansas Railway 
near G-rant, La., which resulted In the death of 4 employees 
and the injury of 6 employees. 

Location and method of operation 
This accident occurred on the Vidalla District, which 

extends between Packton and Vidalia, La,, a distance of 76.74 
milesjln the vicinity of the point of accident this is a single-
track line over which trains are operated by timetable and 
train orders, no block-signal system being in use. The acci­
dent occurred at a point approximately 1.25 miles south of a 
switch at Grant; approaching this point from the north, the 
track is tangent for more than 3 miles followed by a 2 curve 
to the right 1,452 feet in length, and then tangent for nearly 
2 miles beyond, the accident occurring on the curve, 971 feet 
from its northern end. The grade is practically level for 
3,000 feet each side of the point of accident, which is located 
on a fill about 2 feet in height rnd 500 feet in length. Owing 
to the curvature and to trues along the right of way, che view 
ahead from the cabs of approaching engines is restricted to 
about 1,250 feet. 

Grant Is not a station but is listed with 65 similar loca­
tions end shown by districts under special Instructions m the 
back of the timetable, as "Business Tracks Not Shown As Stations 
On Time Table". There Is a freight shelter at this point 
bearing on the side facing the track a sign reading GRANT; a 
similar sign, painted on both sides in 8-inch black letters on 
a white background, is located on a 5-foot post about oO feet 
south cf the- shed, and on the west side of the main track. 
This sign is plainly visible from the cab of engines approaching 
from either direction. A spur track, connecting viGh che 
track of the Grant Lumber Company, leads off the main track to 
the west at a point about 350*feet south of the latter sign and 
is a facing-point switch for "3|jo4th-bounc3 trains. This switch 
is located approximately 3,100 feet south of the station at 
Georgetown and for a number of vears has been used by meeting 
and passing trains. 

The weather v/as clear at the time of the accident, which 
occurred at about 8:45 a.m. 
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Description 
Train No. 51, a south-bound freight train, consisted of 

25 cars and a caboose, hauled by engine 551, and was in charge 
of Conductor Hughes and Engineman Hunter. This train left 
Packton, the last open office north of Georgetown, at 6:05 a.m., 
according to the train sheet, enc arrived at Georgetown at 8:25 
a.m. where a car was set off; the train left Georgetown at 8:40 
a-.n., according to the statements of several witnesses, and as 
it was departing, the operator handed the conductor two copies of 
train order 38, form 19, reading: "Eng 509 run extra Trout to 
Georgetown No. 51 Eng 551 wait at Grant until 9:01 a.m. for 
Extra 509 North", and alao t,ro copies of tram order 39, changing 
a meeting point between Train No/ 51 and Train No. 52; orc"er 58, 
however, was not complied with and. Train No. 51 continued beyond 
Gran* without stopping and collided wish Extra 509 Norch at a 
point approximately 1.25 miles south of Grant, while traveling at 
an estimated speed of oecween 20 and 25 miles per hour. 

Extra 509, a north-bound extra freight train, consisted of 
10 cars and a caboose, hauled by engine 509, and was in charge of 
Conductor Alsup and Engineman Edwards. At Trout, located 14.3 
miles south of Georgetown, this train received a copy of train 
oncer 38, above quoted, and departed from that station at 8:20 
a.m., according to the tram sheet, and collided with Treln No. 
51 nile running at an estimated speed of between 8 and. 15 miles 
per hour. 

Both engines were derailed but; remained upright wi zh drivers 
close to the rails; the front ends were caved In, frameo broken 
and pilot beams torn off, and both tenders were driven forward 
against the boiler heads. The first car in Train No. 51 was 
derailed and slightly damaged.; the front end of the second car 
stopped on the roadbed behind the fir at car, the rear end was 
about 6 feet east of the center line of track and the body was 
tilted to tne east at an angle of about 45 degrees; the third, 
fourth and fifth cars were totally destroyed and piled in a space 
of about one car-length; the sixth car stopped on its side east 
of the track, at an angle of about 45 degrees to the track, and 
the front end of the seventh car was derailed, upright, to the 
west; none of the other equipment in this train was derailed or 
damaged. The first car in Extra 509 was telescoped by the cank 
of the engine and was derailed but remained upright and in line 
with the track; the second car was deiolished and tnrown to the 
east of the track; the third car was derailed out remained up­
right, against and directly behind the first car, and the fourth 
car stopped on Its side east of the track at an angle of about 
50 degrees to the track. No other cars in this train were de­
railed or damaged. 



The employees killed were the engineman of Train No, 51 
and the fireman, head brakeman and a train guard of Extra 509; ^ 
those Injured were the fireman and head brakeman of Train No.51 
and the conductor, engineman, middle brakeman and rear brakeman 
of Extra 509. 

Summary of evidence 

Conductor Hughes of Train No, 51 stated that he entered the 
service of the Louisiana & Arkansas Hallway on October 17, 1936, 
and made one trip over tho Vidalla DI§Uf tet''^ Jtearn tho road 
--before taking--charge of a "train as" conductor oh that district; 
the trip on which the accident occurred was his third trip run­
ning on the Vidalla District, each of which was made with Engine­
man Hunter whom he considered a competent man. Conductor Hughes 
was examined on the operating rules of the Louisiana & Arkansas 
Railway and he considered himself qualified to take charg-e of a 
train on that line without a pilot. Before leaving on the 
trip Involved he had compared his watch with a standard clock at 
Shreveport and also with the time of his engineman, and his 
watch did not vary more than 7 seconds Tilth either. The air 
brakes on his train were tested by carmen at Mlnden, who reported 
them to be operating properly and the brakes had worked properly 
en route. Conductor Hughes rode on the engine from Packton to 
Georgetown and during that time he advised his engineman that 
there was a passenger in the caboose for Georgetown. His train 
arrived at Georgetown at 8:30 a.m. and one car was set out a few 
hundred feet north of the depot, after which he walked ahead 
of the engine and opened the gate at the Missouri Pacific grade 
crossing at the north end of the station platform. The train 
order signal was displaying a stop indication for his crain and 
when he reached the station plat form he g*as met by the operator. 
-He «si5ed^th^^e^"crr^wha^r he n^bTf or~ him," to" trperator 
replied: "Here's your orders", and handled him two sets of 
folded orders and clearance cards without further comment. The 
engine had reached the station by thi3 time and Conductor Hughes 
handed the engineman 1s set of orders to the head brakeman who 
took them and disappeared from view in the gangway. Conductor 
Hughes then ran ahead of his engine to flag a highway crossing 
at the south end of the station platform and remained at that 
point, passing signals to the engineman for the purpose of spot- i 
ting the caboose at the station to land the passenger; he entered-
the caboose when it reached him and read aloud to the rear brake-
man the two train orders which he had received. Upon learning 
that Order No. 38 required his train to wait at Grant until 9:01 
a.m. for Extra 509 North, he searched the timetable in an endeavor 
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to locate that station and being unable to find it on the eched-
ulc he examined the back of the timetable, and located Grant as a 
business track at Mile Post A-169.92. Knowing that Georgetown 
was sn own on the timetable as being located at Mile Poso 139.34 
he immediately realized that Grant was very close and he stepped 
to the rear platform of the caboose to see If he could see the 
op-cosing train or the switch at Grant, and when he was unable 
to do so, he reached for the emergency valve to apply the air but 
the collision occurred before this was accomplished. Conductor 
Hughes said that during the six times he had passed this vicinity, 
he had not noticed the sign post identifying Grant and that pre­
viously he had never received orders wnich took effect at a busi­
ness track nor had he ever be«~n given any instructions tljg t it 
/ras customary to issue such orders on this railroad. During his 
trips learning various portions of the road, he had giv^n his 
chief attention to the location of stations shewn on the sched­
ules and to the location of derails and the capacity of side­
tracks , He said that he never had expected to be given a re­
stricting order taking effect so short'a distance beyond, the 
point at which the order was received without having his atten­
tion called particularly to that fact and th.io if his trpin had 
been stopped for the delivery of the order or if he had received 
the order In the telegraph office, the accident would not have 
occurred as he would, then have read the order when it /as ;iven 
to him and would have assured himself of tho location of Grant, 
He said that his train left Georgetown at 8:41 a.m. and had 
attained a opeed of between 20 and 25 miles per hour at the time 
the emergency application of the brakes was made and he thought 
the speed had oeon reduced to about 15 miles per hour at the time 
of collision, at 8:45 a.m. . 

Hear Brakeman Hobson of Train No, 51 stated that ^e entered 
the service of tho Louisiana & Arkansas Hallway on October 18, 
19G6; he had made 7 or 8 .trips over the Vidalia District and was 
familiar with the location of Grant. This was his third trip 
with Conductor Hughes who had previously always shown him any 
orders that he nad received; however on this trip he failed to do 
this with respect to orders received at Georgetown and. Brakeman 
Hobson was unaware that any orders had been picked up at chat 
poinc. After seeing the passenger safely alight at the station, 
Brakenan Hobson entered the caboose as tho train was departing, 
at 8:40 a.m.; he vent to the forward end and put coal in the stove 
and while he was doing this, Conductor Hughes was talking to the 
train guard and a deadhead fireman near the desk but Brakeman 
Hobson did rfot overhear any of the conversation, neither did he 
see any train orders. The first intimation he had of impending 
danger was when he felt an emergency application of the air brakes, 
quickly followed by the collision. He said that had he been 
snown the orders at Georgetown he would have applied the arakes 
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from the emergency valve before the train had passed G-rant, as he,-
was familiar with that location. y 

Head Brakemaji Newsorae of Train Ke. 51 stated that he entered 
the service of the Louisiana & Arkansas Railway on September 24 , 
1936. and had been employed in switching,service and as a brake-
man in train service since that date. The trip involved was 
tho first he had ever raado over the Vidalia District, either in 
service or for the purpose of learning the road. He compared 
his time i ^ » * ^ , H © J L ^ t ^i^a^^^^^m^GuaXn^0tto© 
3&d there M^atS^M^on Ji£ h u t ^ i w seconds between their 
watches. The air brakes w sre tested, and had worked properly 
en route,, and no difficulty had been experienced In mailing any 
at the stops; a car was set out at Georgetown after which, the 
train pulled, down to the Missouri Pacific Railroad grade cross­ing he was in the gangway of the engine and Conductor Hughes 
handed hint some folded train orders and a clearance card, which 
were immediately passed to the englnem&n but Brakeman Ncwsome did 
not know how many orders were reoeivsed. The train was then 
moved ahead and stopped for the purpose of landing a passenger 
from the eaboose at the depot, and it was then that che engineman 
read the order&f Enginemsaei Hunter read ofie order aloud which 
changed a meeting point between his train and Train No. 5 2 ; this 
was the only ord&r that Brakeman Ketfsome heard read, or that he 
kn.cw anything about, and he further stated that even had he known 
their train was to wait at Grant, he did not know where chat 
point v/as located and if he had been required to locate i t in-the 
timetable, his train would have passed Grant before he could 
have located the place. His train left Georgetown at 8:40 a.m. 
and the firat knowledge he had that an accident was imminent v/as 
^hon En$lQ$gi$L Htyater eiap^l#4 %Fa^§$$&. fcp. Juiito; hi a train was 

applied the air brakes and all parties on the engine Jumped just 
before the collision occurred at 8 :45 a.m. 

, Fireman O'Brien of Train No. 51 stated that he entered the 
service of the Louisiana &.Arkansas Railway September go, 1935. 
He was familiar with the Vidalia District and had made 8 or 10 
t-'ips with Engineman Hunter, The air brakes were tesced at 
linden and reported all right by a car inspector and there had * 
been no difficulty in stopping the train at any point. At % 
Georgetown Conductor Hughes handed the engineman some train orders 
with the remark to "high ball" until the train cleared the 
Mi^eouri Pacific crossing and then to stop.until the crossing gate 
^as restored to normal position. Fireman O'Brien was working- on 
the deck, as it was a hard pull out q£ Georgetown, and after the 
train finally started, to leave that station the engineman began 
to read his orders. The fireman asked him what they were; the 
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engineman replied, "we have a meet .with No. 52 at Trout instead of 
Jena/1 and he then placed the orders in his pocket, making no 
mention of having received any other orders, and Fireman O'Brien 
die not know that he had received others, although he had intended 
to ask to see then later. His first knowledge of anything wrong 
was irhcn the engineman shouted a warning1, applied the brakes In 
emergency and reversed the engine, at which time the tram was 
tr vcling at a speed of between 15 and 22 miles per hour. He said 
that Engineman Hunter appeared normal in every respect -n! chat he 
was sure the engineman knew the location of Grant. 

Engineman Edwards of Extra 509 stated chat he entered che 
service of the Louisiana & Arkansas Railway September 23, 1936, 
after having had more than 30 years previous experience on other 
lines. At Trout he received a copy'of order No. 38 f^om 
Conductor Alsup at 8:12 a.m., vnieh contained authority for his 
train to run extra to Georgetown and renulred Train No, 51 to wait 
at Grant until 9:01 a.m. for hi« train, which allowed ample time 
for his train to reach Granc. He understood the order and read it 
aloud in the presence of the fireman and conductor. He made a run­
ning test of the brakes soon after leaving Trout and also used the 
braies to reduce speed at 3 other locations and the brakes worked 
properly. He was approaching the point of accident at a speed of 
between 15 and 20 miles per hour when the fireman called a warn­
ing; he placed the broke valve in emergency position, stepped to 
the fireman's side of the engin3 and saw Train No. 51 approaching 
about 6 car lengths away at a speed, of between 25 and 30 miles per 
hour. He said that the speed of his train had been reduced to 
between 5 and 8 miles per hour at that time. 

Conductor Alsup and Brakeman Brothers, of Extra 509, veri­
fied che statement of Engineman Edwards regarding the air ;est 
arid, che operation of the train afcer leaving Trout. The first 
intimation they had of impending danger was when the brakes' were 
applied in emergency and they heard one short blast sounded; on the 
engine whistle. Conductor Alsup estimated the speed of hio train 
to ha.\c been about 12 miles per* hoar hen the brakes were applied 
and thought the train had nearly stopped! when the collision 
occurred, wnile Brakeman Brothers estimated the speed to nave been 
between 15 and 18 miles per hour when the brakes were applied and 
thought this had been reduced to about 10 miles per hour when the 
collision occurred. 

Operator Lewis stated that he had been in the service of the 
Missouri Pacific Railroad Company for about 2Q years, the last 
5 of which he had served as joint agent-operator at Georgetown 
for the Missouri Pacific and the Louisiana & Arkansas Railways, in 
which capacity he handles train orders for both lines. On the 
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iaofiling of the accident lie copied train orders Nos. 38 and 39 
acdressed to Train No, 51 and ho folded a copy of e^ch, together 
with a cleararice onrd, separately for tne engineman and the con­
ductor. As the train approached his office he personally deliver-
"ed to Conductor Hughes, w h o - w a s on the station platform, trie m 
folded o B d v r s and clearance cards for both himself arid the engine-
man, a n d then returned to the office. He said nothing to Conduc­
tor Hughes regarding the contents of the orders but stated that he 
saw him reading them a s soon a s they wore delivered one Ghat he 
had no reason to believe tnat the ordors were not und^rstood or 
that they would not be complied with. Operator Lewis had never 
been examined on the rules" of the Louisiana & Arkansas Railway but 
was e x a m i n e d , < m the Missouri Pacific i u l % g pnnually and he thought 

the fkft&®&$&& £ ArkJtaums rules^fef© siffii«Uif to those- of the 
Missouri Pacific/ "He stated that'he had copied approximately 
3 Form 19 orders per month, for delivery to trains at his station, 
which restricted the rights of trains at Grant, 

Dispatcher Hill stated that he had been employed by the 
Xoulsiana & Arkansas Hallway for a period of twenty seven years, 
five o f wfrich he had served as chief trein dispatcher, two as 
trainmaster and the remaining twenty, years he had served a s a 
train dispatcher handling the movement of trains on the Vidalla 
District. He was thoroughly familiar with the district -nd also 
with the operating rules-. Extra 50& was a traveling switch 
engine working out of Searcy, near Trout, on the Vidolia District, 
and performed switching aervioe and handled local cars at various 
stations in that immediate vicinity. Dispatcher Hill went on duty 
at SiOO a.m. on the morning of the accident and a few minutes 
later he learned that Engine 509 was to make a movement between 
Trout and Georgetown. At this time Train No, 51 had left Packton, 
the last open office north of Georgetown; he tnerefore placed 
order No. 38, Form 19, for delivery to Train No. 51 at Georgetown, 
malting the order complete to Train No.. 51 at 8;08 ^*ia. an" com-
jfcLe$&qg !<V$0 SsEtrja ©09 at Tros* «$<fl̂ f|D<*gtpiu~ This wet,s in accord 

a p^^ot-i-oerjf lotif standing ecsgir^hag- tmeir - e T S f f t o H S T y for, a-
number o f years, to restrict the movement of trains by the use of 
form 19 w o e r s , at any point where trains could clear, and. ne con­
sidered this a safe practice. The operating ^ u l e 3 pvovid.o for 
the use of both form 31 and. form 19 train orders, and for o brer 
than certain specific instances provided for by lule, the use o f 
either form is optional with the dispatcher; the specific instances 
in which the rules rcoulre the use of a form 31 order do not 
include a aituation such as was Involved in connection with the A 
issuance of order No. 56, He stated that he knew the employees ^ 
in train and engine service at that time were new nun, and said 
that train dlspatciicrg w^re not advised regarding the qualifica­
tion? of the men other than being told what employees had 
passed examinations on train rules. Conductor Hughes and Engine-
man Hunter had been running on the Vidalla District for aeout 2 
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weeks and he thought they were familiar with that part of the road; 
for tms reason he did not consider it necessary to exercise any 
extra precautions when issuing orders to them. 

Chief Dispatcher Hart in stated that placing an order for 
delivery to a train at Georgetown, which restricted the right of 
tnac urain at Grant, was In line wl ch past practice and he did not 
consicer that this created a hazardous situation. 

Superintendent Johnson scaued that on September 19, 1936, 
the employees In tnin and engine service went out on strike. 
Durin^ the first tnr«e weeks of the strike no train was operated 
unless piloted by some official or other employee well acquainted 
with che road.. Later when new employees were hired they were 
examined, on the operating rules and a'ter passing such examinations 
they were told to make at least o n e student trip over the roed with 
the i icn first hired; after doing tnis if they then felt competent 
they were sent out In actual service without further examination. 
Special precautions were taken, however, to see that no train was 
sent out in chjrge of conductor and en, inenan neither of whom had 
had actual previous experience in change o? a train. Under normal 
conditions employees were thoroughly examined on their knowledge 
of the rhy3ical characteristics of the road before being permitted 
to enter road service, but due to the emergency and the urgent 
need i o r men, It was Impossible to follow the methods usually en-
ployed for this purpose. He seated that he would not expect a man 
with the limited experience of Conductor Hughes to bo familiar with 
the location of all the spur tracks, business tracks, etc., on the 
district, and he considered that the train dispatcher exercised poor 
judgment in establishing a waiting point at s business track in­
stead of at a siding shown on the timetable for meeting and passing 
trains, and further tiist he also exercised poor Judgment in using a 
for̂ n 19 order instead of a form 31 order for the purpose, although 
under normal conditions and. when dealing with regular employees 
he did not consider that there was any hazard In restricting the 
righus of a train at a business track with a form 19 order. 

Superintendent of Transportation Garrett stated thac che 
Coroner of Grant Parish turned over to him the clearance card and 
the copies of train orders Nos. 38 and 39, which were issued to 
Engineman Hunter at Georgeto^ and "Inch were removed from the 
en^inenan1s clothing soon after his death. All of these papers 
were identical with the copies on file in the office at Georgetown. 

A check of the Company1s records "as made by the Commission* s 
inspeccors to ascertain what experience the menbers o f tne crew 
of Train I'o. 51 had had that would nuallfy then for road service 
on the Vidalla District and the following Information was obtained: 



• 3Sef$- ejiployee had had a number of years experience in railroad 
service or*, ether lines; Engin^aan Hunter had macb oneround trip" 
over the Vidalia District on October e-lGth to learn the road; he 
then began running regularly on October 20 arid had made 6 round 
trips «sisgine^an» Head Brakeman Newsone was making his initial 
trj^» , According to the statement of Fireman O'Brien he had made 
5 rougd $slps over the Vidalia District. According to the state­
ment of Rear Brakemah Hob3on he had made 4 round trips over the 
Vidalia District. Conductor Hughes had made 1 round trip to 
learn tfcQ road and 2 round tripe as conductor over the Vidalia 

A check of the dispatcher's train order books was also made 
to ascertain ta what extent orders were issued which restricted 

&the Twists of trains at business traces. Between July 15 end 
Jfovemher 4^1936, 12 such orders ha§ b W i issued, 6 ©f which wers 
'issued to:?^ih Ho, 51 at Georgetotttx and rfcstribted the rights of 
that train $t Grant, However, sinee^the date of the strike but 
one order restricting the rights.,&f ^rain No. 51 at Gr+ant had been 
issued^to that train at &5Qrgetowh afflS no orders containing re­
strictions a business traO* had been issued to a train of which 
Engineman-filter or Conductor Hughss had been in charge. 

J 
Discu.fij=kdn 

_ Qn September 19, 1936, employees'in'train and engine service 
this railway went out on strike and at the time of this acci­

dent trains were operated by men hired after that date. During 
the first three weeks of the strike all trains were piloted by an 
official or some other employee thoroughly familiar v/ith the road, 

jloyees who were hired subsequent to the first three weeks of the 
a f ^ e j ^ ^ i a K e^t^faclo^^ej^ii|&|ions, c-a operating rules, 

^ I n a i r ^ f ^ to. Jib? atAeast oris %i^m^Sf%WV^ tose-Wh 
the men ffrMft hired and after this was*" done they'were then sent out 
in actual service without being further questioned as to their 
knowledge of the road. Although the c^lo-yees involved in this 
accident were experienced in railroad service, they had had. but 
little experience on the district on ^|hich they were operating, 
Englne&an Hynter had made seven round trips; Fireman 0 1Brien had 
made four; Head Brakewan ftpwsome had made none; Rear Brakeman 
Hobson had made four and Conductor HugEeB had made three. 

it appears to have b^en the practice on this road for a number 
of years to establish waiting points for trains at any point where 
a .train could clear, in addition to points provided by rule for 
this purpose. Following this practice, order No. 36 was issued to 
TrainJfo* §1 at Georgetown, requiring that train to wait at Grant, 
.locate SflDQ feet south of Georgetown, until 9:01 a.m. for Extra 
509 Ndrth t Copies of this order for tho engineman and the conductor, 
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toge:her with another order, No. 59, changing a meeting point 
between Train No, 51 and Tram No. 52, were handed to Conluctor 
Hughes of Train No. 51 wnile he was on tne station platform and 
just as his engine was closely approaching the depot. He handed 
the engineman1s copy of the orders and clearance card to the head 
brakemen as the engine passed and then ran ahead to flag a highway 
crossing at the opposite end of the depot platform, remaining there 
giving hand signals until the caboose wa3 cpotced at the platform, 
aft ex" which he boarded the caboose and began reading his orders as 
the train UBB departing; there Is some uncertainty as to /bother 
or not the orders were seen by the roar braneman. Not being 
familiar with the location of Grant, Conductor Hughes consulted the 
timetable and as the place was not a station but was listed in the 
back of the timetaolc this required some cime; 'hen he finally 
found, it his train had already passed the point. 

It also appears that Engineman Hunter paid no attention to 
the orders received at Georgetown until after he had spotced the 
caooose at the depot and the train was finally leaving to m. He 
then read aloud order No, 39, which changed his meeting point 
with Tram No. 52, and placed the orders in his pocket, tne fire­
man or head brakeman not having read them. Both of ohese nen 
heard him read order No. 39 but they were unaware of the a -istence 
or order No. 38. Just why Engineman Hunter failed to read order 
No. 38 aloud, or whether he read the order at all, is not mown; 
however, as a correct copy of each order was later found m a 
pocket of his clothing, together with a clearance card containing 
the number of each order written thereon, it would appear bhao he 
failed to read order 38. 

Rule 211 requires englnemen to show train orders GO firemen 
and when practicable to forward trainmen. Conductors must snow 
train orders, when practicable, to trainmen. Fireman an^ train­
men must read train ord.ers aloud to the engineman or conductor. 
This rule was not complied with, and It Joes not appear that any 
member of the crew of Train No. 51 read che orders immediately upon 
receipt or before their train departed from Georgetown. The operat­
ing rules permit the delivery of a form 19 order to a moving train, 
and the possession of a clearance card is authority to pass a train 
order signal In the stop position; in the absence of any c:ccra 
precautions being taken .to insure delivery, which is required by 
the rules when the order is immediately restricting, the receipt 
of such an order, accompanied by a clearance card, might easily 
lead a crew to believe that the order was one which did not reauire 
Immediate action. 

Rule 818, applying to tram dispatchers, reads* ''When a crew 
is not well acquainted with the district, or when necessary to 
move an engine without a conductor, extra precautions must be taken 
to safeguard such train." 
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In no seng$ of the word could the crew of Tra&n„ Up-. 5^ he 
considered as being "well acquainted with the district*, yot the 
train dispatcher handled the elcuat ion in the manner vould have 
fallowed had 3ae been "dealing *vith man well aco^a&ited T*Ith ̂fehe 
road; this Was rt©t in accord with the requirements of 'Bale ©18k 

The underlying cause of this accident ^as the use of 
esaployeee in train and engine service who w*re no% nroperly quallgk 
t f o r the posi t ions they were holding. While W g condlt&»yu 

Jeopardize the safety of train opeîtSia by fhê S in responsible 
positions of persons whose lack of prtfper e333erica*** i s apt at any 
time to result in the occurrence of accidents. 

Conclusion 

This accident was caused by fa-i3.nJ?e to obey a watt order*. 

Respect fully submitted, 

W*.J. PATTERSON, 

Directof. 


