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January 15, 1937,

To the Commlssion:

On November ©, 1936, there was a head-end colllslon be-~
tween two freight trains on the Loulsiana & Arkancas Rallway
near Grant, La., which resulted in the death of 4 employees
anc. the injury of € employees.

Locatlon and method of operation

This accident occurred on the Vidalla District, which
extends between Packton and Vidalia, La,, & distance of 76.74
mliles;inthe vicinity of the point ¢f accident this is a single-
track line over vhich trains sre operated by timetable and
train orders, no block-gignal system belng 1n use. The sccl-~
dent occurred at a point approximately 1.25 miles south of a
giitch at Grant; approaching this point from the north, the
track is tangent for more thoan 3 miles followed by a 27 curve
to the right 1,452 feet in length, and then tangent for nearly
2 miles beyond, the accident cccurring on the curve, 971 feet
from 1%s northern end. The grade 1s practically level for
5,000 feet each side of the polnt of acecldent, which 1s lccated
on a {111 about £ feet in heicht snd 500 feet in length, Owing
to the curvature and to trecs along the right of way, che view
ahead from the cabs of sporoaching enzlnes is restricced to
about 1,250 feet.

Grent 18 not a station but ls listed with 65 gimilar loca~—
tions end shown by districts under speclal instructions in the
back of the timeteble, as "Business Tracks Not Shon As 8tations
On Time Table", There lg a freight sheliter at thls polint
pearing on the side facingz the track a sign reading G8:1T; a
similar sign, painted on both sides in 8-inch black la.ters on
a vhite background, is located on a 8-foot post about oC feet
goath cf ther shed, and on the west slde of the main track.

Thig si1gn 1s plainly vlsible from the cab oF engines approaching
fiom either directicn. A spur treck, connecting wiih che

track of the Grant Lumber Company, leads off the nain irack to
the west at & point about 350 feet south of the latter clsn and
ls a fecing-point switch for Rosth-bound tralns. Thils svitch

1s located approximstely 3,100 feet south of tne statlon at
Georgetown and for a number of vears hes been uged by meeting
eni vaesslng trains,

The weether wag clear at the time of the accident, which
occurred at about 8:45 a,.m.
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Description

Tr,ain No, 51, a south-bound freisht train, consisted of
25 cars and a caboose, hauled by enpgine 551, and wag in charge
of Conductor Hughes and Ingineman Hunter, This train lelt
Packton, the last open offlce north of Ceorgetown, at 8:00 a.m.,
according to the train sheet, enc arrived aft CGeorgetown at 81235
a.,l. wWhere a car was set off; the train left Georgctom at B:40
a.1., according to the statements ol geveral witnegges, and as
it wes departing, the operator handed the conductor two coples of
troin order 38, form 19, reading: "Eng 502 run extra Trout to
Georgetown No, 51 Eng 551 walt at Grant until 9:01 a.m. [or
EXtra 509 North", and al+o t'0 contes of train order 39, chenging
a ueeting poilnt Detween Train No. 51 and Traln No, 52; crfser 38,
hovever, wag not complied wiih and Traln No. Bl continued beyond
Grond without stopping and collided ich Extra D02 Fordu at a
point approximately 1.25 miles south of Grant, while trovellng at
an ecstlmated speed of pecween £0 and 25 miles per hour.

Extra 509, a north-bound extra freight trsin, consirted of
10 cars and a caboose, hauled by engine 509, and vas 1in charge of
Conductor Alsup and Englineman E4qwardg. At Trout, locaded 14,5
ailes south of Georpeto'm, thie train received a copy of traln
orcer 38, above quoted, and departed fron that statlon at 8:20
a.n., according to the trein sheet, and colllded with Treln Ho.
51 aile running ait an estimated gpeed of bhetween 8 and 1O nlles
ner hour,

Both enrines were derailed bu:s remalned upricht wizh drivers
close to the rails; the front ends were cesved in, frame. broken
anc pillot beams Torn ofZ, and both tenders were droiven Jorward
ar,pingt the boiler heads, The first car in Train No. 2L Was
derailed and slightly dsmazed: the front end of the sccond car
stovped on the roadbed beklnd the 1irst car, the recar end "7as
about 6 feet eagt of the ceaser line of track and the body wes
tllted to tane eamst at an angle of about 45 degrees; the thlrd,
fourth and fifth cars were totally destroyed and plled 1n a space
of about one car-length; the sixth car stopped on 1ts slde east
ol the track, at an angle or about 45 degrees to the track, and
tie front end of the seventh car vas derailed, upright, to the
west; none of the other equipment in this traln wasg derailed or
danaged. The firgt car 1n Extra 509 wss telescoped by the cank
of the engine and was Aeralled but remalned upright and in line
with the track; the gecond car was dewlished and toromm to the
esst of the track; the third cor was dereiled out renaiced up~
right, againgt and 3directly behlnd the first car, and the Tourth
car stopped on 1ta side east of the track 2t an angle ol abdout
o0 deprees to the track. No other cars 1n thig train wore de-
ralled or damagod,
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The employees killled were the englneman of Train No, 51
and the fireman, head brakeman and a trailn guard of Extra 509; .’
those injured vere the Tireman and head brakeman of Train No.Sl
and the conductor, engincman, middle brekcman and rear brakeman
of Extra 509.

Surmary of evidence

Conductor Hughes of Traln No, 51 stated that he entcred the
gervice of the Loulslana & Arkansas Rallway on October 17, 1936,
and made ore trip over the Vidalla Diattict ¥ Xearn the road
© “betere taking-charge oF o Traln af conductor ol thHat Ailstrict;
the trip on which the accident occurred was his third trlp run-
ning on the Vidalia Digtrlet, each of which was madc witih Englne-
Jan Hunter whonm he considered & competent man, Conductor Hughes
wag exenined on the operating rules of the Loulslana & Ac-kansas
Rallway snd he considered himgelf qualified to take chsree of a
train on that line without a pllot. Before leaving on the
trip involved he had compared his watch with a standard clock at
Gnreveport and aleo wilth the time of his englneman, and his
watch did not vary more than 7 geconds with elther. The ailr
brokes on hils train were tested by carmen at Minden, who reported
them to be operating properly and the brakes had worked properly
en route. Conductor Hughes rode on the engine from Paclkton to
Georgetown and during thet tlme he advised his englneman that
there wWas 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 Missourl Paclfic grade
crossing at the north end of the station platform. The train
order signal wap displaying & stop indilcation for his crain and
wnen he reached the station platform he was met by the operator,
e agked the vperator What he Had Yo¥ him, ‘to Waltdr ¥z ®perator
replied: ‘"Here's your orders", and handled him two sets of
folded orders and clearance cards without further comment. The
eagFine had reached the statlon by this time and Conductor Huphes
handed the englneman's set of orders to the head brakeman who
Fook them and dlsaprneared from view in thc gangway. Conductor
Hughes then ran shead of his engine to flag a highway crossing
at the gouth end of the statlon platform and remained at that
point, passing signals to the enplneman for the purposec of spot- ‘
ting the caboose at the station to land the passenger; he entered-
the caboose wWhen it reached him and rcad aloud to the rear brake-
nan the two train orders which he had recelved. Upon lcarning
that Order No. 38 required his train to walt at Grent until ©:01
asm, Ior Extra 509 North, he gearched the timetable in an cndeavor
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to locate that station and being unatle to find 1% on the eched-
ulc he examined the back of the timetable, and locnted Girant as &a
izinsgss track at Mile Post A-169,92, ¥nowing that Georgetown
a8 snown on the timetable as being located at Mile Poss 158,34
he immedlately realized that Grant wag very close and e stepped
to the rcar nlatform of the ceboose to cee LT he could sce the
ovioging train or the gwitch at Grant, and when he was ungktle

to ¢o so, he reached for the emerguncy velve to apply the alr but
thu collisglon occurred vefore this vas accormmlished. Conductor
du hes soid that durlng the six times he had passed thig vicinity,
he had not noticed the sign post 1dentifying Grant and 3lat pre—
viously he had never recelved oriders walch took effiet at a bugi-
negs track nor had he cver beun Tiven any ingtructions tiat 1%
ras customary to issus cuch ord:ors on thig rallroad. During his
trips learning various portions of *he road, he had 1iven his
chief attention to the location of statlong shown on the sched-
ules and to the locatlion of derailg and the capaclty of clde-
trackas, He salda that he never had expected to be glven a re-
st-lcting order tesking effect so short a dlstances beyond the
point at which the order was received ‘sathout having his atien~
sron crlled particularly to that fact and thae 1T hils trelin had
boen atopped for the delivery of the order or 1f he had rececrved
the order 1ln the te¢legraph office, the accld.nt would not have
otturred as he would then have read the order when it 1as [iven
%o him end rould have assurcd himgelf of the locatlon of Grant,
He said that his traln left Georgetown at 8:41 a,m, and had
aitained a gpeed of butween 20 and 25 wiles per hour at the time
the cncrgency applicatsion of the brakes was 'mde and ac thought
the sveed had oeen reduced to about 195 mileg per hours at the lime
of collision, st 8:45 a.m.

Fcar Brakeman Hobgon of Train No. 51 stated that “e catered
the survice of the Louislana & Arkesnsas Rallway on October 18,
1SCE; he had made 7 or 8 .trips over the Vidallas Dlstrlet and was
famillar with the location of Gront. This was hisg &hirg =rip
with Conductor Hughes who had previcusly always sho'/n him ony
orderg that he aad recelved; however on this trip he Jziled to do
thls wlth respeet to orders recoived ot Georgebown and Brakoman
Hobcon was unaware that any orders had bech pleked up ¢t chat
poins, After seeing the passcnTer salely alight at She seo-tlon,
Brakenan Hobson cnterced the caboose ns the train was departing,
at 8:40 a.m.; he wenv to the forward end snd put coal in tlie stove
and while he was dolng this, Conductor Hughes was talklng to the
train guard and a deadhead filreman nesr the desk but Brakoman
Hobson did not overhcar any of the couversation, neicher dl¢ he
geg any traln orders. Thae filret intimacion he had of lamonding
danzer was when he felt an emcr~ency appllcation of the oir brakes,
qulckly followed by the colligilon. He said that hod he bcen
snovn the orders at Georgetown he would have appliled the orekeg
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from the emsrgency valve before the traln had pagscd Grant, as he -
wag famillagr with that locatien. ',

Head Brakeman Newsome of Traln Ne. 51 stated that he entered
the service of the Loulsiana & Arkansas Rallway on September 24,
1936, and had begn employed in swiltchlng. service and as a brake-
man in train service gince that date. The trip lnvolved wag
the first he haed ever made over the Vidalia District, elther in
service or fer the purposc of learning the road. He compared

his time wiih, thet . of ¥ ;gamgg?ﬁgﬁmﬂaqﬁgmggnningfthﬁ eip
and there Wiz § warla mg,:%sﬁbutﬁa‘ ew geconds hetveen Thelr

watches. The air brakesg were tested, and had worked properly

en route, and no difficulty had been expcerlenced in maklng any

of the stops; a car was cet out at Georgetown after which the
train pulled down to-the Missourl Paciflc Raliread grade cross—
ing: he was in the gsngwey of the enginec and Conductor Hughes
handed him some folded traln orders and a clecarance card, which
were immedliately passed to the cngineman but Brekeman Newsome dld
not know how many orders were reoelwed, The traln was then
moved ahead and stopped for the purpose of landlng a passegger
fron the caboose at the depot, and 1t was then that cthe engineman
read the orders; Englnemsn Hunter read one order aloud wiich
ehanzed a meetling polnt between his train and Train No. 52; this
wag the only order that Brakeman Newsome heard read, or that he
knew anything about, snd he further stated that even had he known
thelr train was to walt at Grant, he did not know vhere shat
point was located and i1f he had been required to locate 1t in- the -
Ginetable, his traln would have pagsed Grant before he could

have located the place., His train left Georgetown at 8:40 a.m,
and the firslt knowledge he had that an accident was lmalnent wag
when Englnemen Hunter shoubed 8 ¥ $o Jump; his traln wag
ronning &% a dpeed of ahout 20 miica. ,hmi? 2 B0

spplled the air brakes aond all pactics on the engine Jumpcd Just
bofore the collislon occurred at B8:45 a,m.

. Fireman O!Brien of Train No, 51 stated that he entered the
gervice of the Loulsilana & Arkansas Rejllway September 25, 1938,
fde was familiar with the Vidalia District and had made 8 or 10
t-ips with Engineman Hunter, The alr brakes wers tessed at
Minden and reported all righi by a car inspector and there had
been no difficulty in stopping the train at any point. A% .
Georgetown Conductor Hughes handed the engineman some traln orders
With the remark %o "high ball" until the train clegred the
Mgsouri Pacific crossing and then to stop until the crossing gate
7ag Tegtored to normal position, Fireman O'Brien was 7orsklng on
the deck, as 1t was a hard pull out ¢f Georgetown, and after the
train finally etarted to leave that station the cngineman began
to read hig orders, The fireman asked him what they vere: the



e 2111

enclncman replied "we have a reet with MNo., 50 at Trout instead of
Jere," and hc then placed the orders in hils pocket, making no
acusion of having received any other orderg, and Filreman Cf'Biicn
d10 not know that he had recclved others, although he had ratended
to ask to gee them later. Hlg firgt knouvledge of anything vrong
waz hicn the enzineman shouted a warning, applled the bralies in
arncrgoney and reverscd the engilne, ot which time The Trein ves

5r veling ot n gpeed of between 15 ond 22 miles per hour. :iHe gald
thot mngineman Hunter appesrcd normel in every rospect -~nj chat he
was gure the cnelneman knew the locotlcn of Grant.

Englnemen Edwards of Extra 509 giated clat he eatered che
gervice of the Loulsiana & Arkansas Rallway September 23, 1806,
after haviny had more than 30 years nreviocus experlence on other
llneeg, At Trout he recelved a copy of osdor No. 38 ronm
Concuctor Alsup at 8:12 g.m., wwalch conrtained authorivy fos hig
train e run extra to Georgotown ond reculred Train No, 51 to walt
at Grant until 2:01 a.m, for hi, train, vhich allowed ample time
for his traln to reasch Granc. He undevgtood the order and read 1t
aloud in the preserce of the flreman and conductor. He mzde a run—
ning test of the brakes soon after leaving Trout and also ased the
brakes to reduce speed at 3 other locctiong ond the brakes vorked
preperly. He wag approaching the polat of accldeat at a speed of
betveen 15 and 20 miles per hour vhen the fireman called a 7eIn-
ing; he placed the brake valye in emergency position, stepned to
the Tireman's side of the engin: and saw Train No, 5l aporoaching
about € car lecngths away at a specd of between 25 and 30 mlles per
hour, He sold that the gspeed of kis traln had bcen reduced to
between & and 8 miles per hour at that! time.

Conductor Alsup and Bralieman Brothers, of Extra 300, verl-
fled che statemeat of Englneman Edwards regurding the air sost
and he operrtion of the traln afcor leaving Trout. The Jirst
lntinntion they hod of impending denger was vhen the brokoes were
aprlicd in emergency and they heard onc short blest aounded on the
censine vhigtle, Conductor Alsup estimrted the specd of his train
To 2ove beoen about 12 miles per hour then the brakcs rert ooplied
and thought the traln had nearly stopmed when the colllsion
oceurred, wnlle Brakeman Brothors cstimated the spced to aave becen
betveen 15 and 18 miles per hour vhen the brakes were opplicd and
thousht this had been reduced to obout 10 miles per hour when the
colllision occurred.

Operator Lewls gtated that he had been in the scevice of the
Missourl Pacific Railroad Company for abous 2Q years, the lost
5 of vhich he had scrved as Joint azent-onerator at Geerpgectown
for the Migsourl Pacific and the Louigiana & Arkansns R-~1lways, in
which cepaclty he handles traln orders for both linea., On the
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morning of the aceldeny he copied traln orders Nos. 28 ond o9
afdrcssed to Train No. 51 rnd he folded o copy of ench, tojcther
with a clenrarce onrd, separ-tely for tac engineman and &he con-
ductor. Ag the train approoched hils office he npersonally deliver—
"ed to Contuctor Hughces, who-was on the strtion platforr, toe
folded ord.rs nd cloarwnee cnrdg for both himscelf nd She ongine-
mon, wd then returned to the offlce, He srild nothing to Conduc-
tor Hughes regarding the contente of the orders but st-ted trhat he
saw 11im reading them s soon as they were delivered ane et he
hed no reagon to believe tnot the orders verce not unilergdcod or
that they would not be complied <rith. Op.rator Levls h~d never
been cxrunined on the rules of the Louisiana & Arkaonsas A~lluny but
wag cxnminegd on the Hissouri Paciflc iyles pnnually and he thought
et the leouisteng & Exfancss rules - rere sfﬁi&aﬁfto those of the
Eszonurl Paclfic, "He stoted that he hod copled approximately

3 Form 19 orders per month, for delivery to trains at his station,
which restricted the rights of traing at Grant,

Digpatcher Hill stated tha®% he had been employed by the
Loulgiane & Arkansas Rallway for o period of tventy scven years,
five of which he had servsd as chief treln dlspatcher, twvc es
trainnsster and the remalning tweaty rears he had served ag a
Train dispatcher handling the movemsgnt of trainsg on the Vidella
Distriot. He wag theoroushly famillar with the disirict -nd also
@ith the operating rules. Extra 502 was a travellng smitceh
en_ine working out of Searcy, ncar Trout, on the Viinlia District,
and performed swWitching service ond handled local ¢ars at vorious
gtavions 1in that immedlate vicinlty, Diapatcher Hill wenc on duty
at 8:00 a.m. on the 7worning of the accident and a few ninules
loter he learned that Engine 508 was to make & movement »HeswWeen
Trout and Georgetown. At thie time Train No. 51 had left Pcckton,
the lest open ofrice north of Georgetown; he tucrefore placed
order No, 38, Form 19, for Gellvery %o Train No. 91 at Georgetown,
naking the order conmplete to Train No. 51 at 8308 gem. an’” com—
ledlmg 1430 Extna 508 at Troud af 8830 .aune This was 1h accord
Whdr & practilcs of lony stardlng os bt has been cugkormry Yor, a
number of years, to rectriet the moverent of btraing hy the use of
form 18 -orders, at aay polnt where tralng could clear, and ne con-
Bldcied this a gsle practice, The operating mules proviie for
the nse of both form 31 and form 1% %rain orders, =nd [or c.rer
than certain specific lmatunces rrovided Jor by 1ule, thac use of
elthir form 1s optional ich the digpatcher; the specific instancesg
in "hich the ruleg rcouire the usc ol a form 31 order do not
incluce a situntion such as was involved in connection 7i%h the .
ls8uance of order No. 58. He stated thnc¢ he krew the za,loyeea
In %rain and engine scrviec at that time were new man, aac gald
that train dispateners were not advised regarding the qualifice~
tiong of the men other than bcing told what cmployees had
passed examlinaciong on train rulcs. Corductor Hughes and Encine—
man Huntor had been running on the Vidalla Distrlet for 2oout 2
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teeks and he thought tliey were famlllar rith that part of the road;
for tuig rerceon he A1d not consider 1t necegsary to ererclse any
extrn precsutlonsg vhen lssulnhg orders to them,

Chief Dispatcher llartin stased that placing an order Jor
delivcry to a train at Georpetown, ~“hich regtricted the ri-ht of
taas wrain at Grant, was in line 'lch past practlce and he did not
consicer vhat thls created a hazairdoas gituation.

Superintendent Johnson scruved that on Sepbtenber 19, 1836,
the eaployees in train and encine service went out on girike.
Durlin, the first taree veeks ol the strike no traln was oneicted
unless piloted by some official or other ciployee well acgnalnted
yith che ~osd, Late., when new employees were hired they ‘ere
exarilned on the operatlng rules nnd a’ter pasgsing such exaninailons
they uvere told %o male at leas®t one shudent trip over the roadé with
the acn first hired; artter Colnm sals 1f they then felt coipetent
they vere gent out 1in actual gevvice vwithout further examinstlon,
Speclal wrecautions were taken, herever, to see that no traln was
sent out in chirge of conductor ond con, inenan nelther of  Tion had
had actual previous expericnce in ch-a-ge of o train. Under aormal
condiriions employees were thoroughly cxamined on their knowledpge
of the rhygical characteristics of the road before belng vernitted
to enter road service, but due to the emergency and the ur,wnt
ncel 107 nen, it was lmpossible to Tollow the nethods veually em-
ploy.d for this purpose. He sg¢ated *hat he would not cxpect a man
vlih the limited experience of Conducior Hughcs %o be familier with
the lecasion of all the spur tracks, busincss tracks, ete,, on the
digdsiet, and he consifired that the traln @lspotcher ercrcised poor
Juient in establishing a weitlng noirt at s busineas track in-
stead of at a siding chawn on the tilnetahle for neeting nd passing
tralag, and further tlet he also exercised poor judgment in using a
form 12 order instead of a form 31 orcder Tor the purpose, altihough
under normal conditlons and when dealing with rerular emplojees
ae 2C not congider trat there was any hazard in restriciting the
rizivy of a train at a business trsck with a form 19 order.

Supevintendent of Transportatlon Garrett stated that che
Coroaer of Grant Parish turned over to him the clearance card and
the coples of train orders Nos. 38 and 39, which were lssued to
Enzinenan Hunter at Georpetorm =nd hich were removed from The
ensineman’s clothing soon a’ter his death. All of these popers
were ldentical with the coples on file in the o7flce at Georpetowm.

A check of the Conpany's records vag nade Ly the Comudission's
ingpcesors to ascertuln what experlence the members of tac orew
of Train I'o. 51 had vad that would nvalilfy then for road scrovice
on the Vidella District and the folloving informatlon wag obtained:
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aReiy epployee had had a number of years experlence 1n rallroad
service on. ether lines; Englngnan Hunter hed made oneround trip
over the Vidalia District on October 0-10th to learn the road; he ‘
then began rumning yegularly on October 20 and kad made 6 round
trips g6 epnginenan.  Head Brakemen Newsone was making hls 1nitlal
trip, . Aecording t¢ the statement of Firuman O'Brien he had made
5 roupd Lrips over the Vidalla Disgtrict. According to the state-
ment of Hear Brakemaf Hobson he had mmde 4 round trips over the
Vidalls District, Conductor Hughes had nade 1 round trip %o
learn tha resd and 2 round trips as conductor over the Vidnlla
DistTiph aes. Se. the genddenks . . ..l ps sy e
, A& check of the dispatcher's train order books was also made
to aseertaln to what extent orders were iggued which restrlcted
et Tights of trains at business tracdkg. Between July 1O end
Hovemher 1936, 12 guth orders had been lssued, 6 of which werse
igsued o PoMiA No, 51 at Georgetown &nd restricted the rights of
that tralf gt Grant, However, silnoé the date of the strike but
one order restricting the righﬁaﬁdf'%rain No. 51 at drant had been
lsgued to that train at Gedrgetowh aml no orders contalnlng re-
strictions at n business track hed Been issued to a train of whick
Engineman Benter or Conductor Highes had been in charge.

!’

Discqaﬁibﬂ

g On September 19, 1936, employess 1r train and englne service
©n this rallway went out on strike and at the time of this accl-
dent tralng were onorated by men hired alfter that date, During

the first three weeks of the astrike all trains were plloted by an
official or some ether cmployee thoroughly famillar with the road.
uggngyees whp were hired subsequent to the first three weeks of the

sAapike, §§§§§§§E§§§§ksatisfagﬁ ,e;gn%ggg;gng}o{ operasing rules
7 l@ag to. Meke atﬁleﬁsﬁagkﬁ gl E;griﬁgévn; the Tood with

the men f¥PEt hired snd after this vrasg done they were thon sent out
in actual gervice without belng furshcr questioned as to thelr
knDWled%E ot the road. Although the (amloyees involved in this
accldent were experlenced in raillroad gesrvice, they had hacd but
11ttlc experience on the dlstrict on which they werc operacing,
Enjineman Hunter had made seven round trips: Fireman 01Brien had
made four; Hegd Brakeman Newsome had made none; Rear Brakcoman
Hobaon hed made four and Conductor Huchies had mgde threc. .

It appears to have bécn the pradtice on this road for s number
of years to establish waiting polrtts for trailns at sny nolnt wherd
8 .train could clear, in additlen to points provided by rule for
this pufpose, Following this practice, order No, 38 was issued to
Train No, 81 at Georgetown, requiring that train to wailt at Grant,
Aoceted 3,100 fect soath of Georgotown; until 9:01 a.m. for Extra
508 North, Coples of this order for the englneman and the conductor,
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toczeiher 'ith another order, No, 39, chenging a meeting poont
betveen Train No, 51 and Troain No. 52, were kanded te Conluctor

- Hughes of Train No. 51 wnile he vsg on tne station plstform and
Just as his engine was closely approaching the depct. He handed
the engineman's copy of the corders and clearance casd to thie head
brakemcn as the englne psssed and then ran shead to flag a highway
crossing at the opposite eud of the depet platform, remaintig there
giviag hand slgnalg until the caboose waa gcpoteed at the platform,
after vhlch he boarded the caboose and bezan readlag his oruers as
the traln wsg departing; there is some uncertalnty as %o mether
or not the orders were geen bty the rcar braseman., Not belag
familier with the location ¢f Grant, Conductor Hughes consulted the
timetakle and as the place was not a statlon but was listod in the
back of the timctaolc thilg required some cime; *hen e fluslly
founc 1% his trailn had already passed the point.

1% also appears that Engineman Hunter pald no attentior to
the orfers recelved at Geovgetorm until after hce had spotsed the
cavoose A% the depot and the train wag finaelly leeving to m. EHe
then read aloud order No, 39, which changed hils meeting point
with Tra.n No. 52, and placed the orders in hils pocket, tac [lire-
man or head brakeman not having read them. Poth of chesc .en
heard him read order MNo. 39 but they were unsware of the > .lstence
or ordes Ko, 38, Just why Engineman Hunter falled to read crder
No., 58 aloud, or whether nhe read the order ot all, ig not rucwnj
however, 85 a correct copy of each order wasg loter found 1n a
pocket of his clothing, togetiher with a clearance card contalning
the number of each order written thereon, it would appear hac he
failed %o read ordsr 38.

Rule 2131 requires enginemen to show train orders c¢o Iiremen
ard when practicable to forward trainmen. Conductors must s.acw
train orders, when practicable, to tralnmen, Fireman and traln-
men must read train orders aloud to the encineman or conductor.
Thls tule was not complied with, and it Joes not appear that any
menber of the crew of Tresin No. 51 read che orders immediately upon
recelpt or before their train departed from Georgetown, The operat-
ing rules permit the delivery of a form 19 order to a movins train,
and the possession of a clearance card 13 authority to pass a train
order signal in the stop pesition; in the sbsence of any cxira
precautions being %teken.to insure dcllvery, which 1is required by
the rules when the order is immediacely restricting, the rcecelpt
¢t such an order, accomnanisd by a clearance card, might wssily
lead & crew to believe that the order was one wrlch dld notb require
lmnediate action.

Fule 818, applying to train dispstchers, reads: "When a crew
15 not vell acquainted with the district, or when neceszary to
Move an engine without a conductor, extra precautlons must be taken
to saleguard such train.”
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In no senge of the word aculd the crew of Train Neg. 53 be N
considered as Being "well sequalnted with the district®, vel the 3

atcher hatled the slcouation in the menner Be would hawe

tiraln 1
fﬂllowedsgaﬁ he been dealing with man well acau;a.,’w’sed oith the

road; thig was pet in aocord with the requirements of Balc 818,

The underlying cause of thisg accifent war the use of

erployees in traln and engine servlice vho vere ngk properly qualis.
ﬁred for ﬂm pﬁﬁitlnns thei were holding, Wb,iie comiitm "
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Jeopardize the sefetly of %train operaﬁm bv the uﬂ in I‘GSDOHEI
positions of persong who#e lack of preper expsriomse ls ap’ at any
tlme to result in the ooturrence of accidents.
Conclusion
Thie accldent was caunged by falluve %0 obey & wai’ﬂ order,
Respectlully submltted,
Ve J. PATTERSON,
Director,
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