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SUMMARY

§8§

August 22, 1950

Chlcage, Burlington and Quincy

Nodaway, Mo,

Head-end collision

Frelght Passenger

70 23

Dlesel-electric units 125A, 125B Dlesel-electric unit 99148

31 cars, caboose 14 cars

Undetemined Standing

Signal indlcations -

Single, tangent, 0 05 percent descending grade southword

Clear

159am

12 Injured

Fallure to line o proper route for oppesing tralns at a meeting
polnt, and fallure to control properly the speed of the frelght
train

That the carrler take the necessary actlon to enforce Its rules
and Instructions requiring tralns on sidings to proceed at Re-
duced Speed prepared to stop short of another traln or obstruc.

tlen, or anything that may require the speed of = train to be
reduced
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INTERSTATE COMMERCE COMMISSION

REPORT NO 3887

IN THE MATTER OF MAKING ACCIDENT INVESTIGATION REPORTS UNDER
THE ACCIDENT REPORTS ACT OF MAY 6, 1910

CHICAGO, BURLINGTON AND QUINCY RAILROAD COMPANY

January 25, 1961

Accident at Nodaway, Mo , on Auqust 22, 1980, caused by failure tc line a proper route for
cpposing trains at a meeting peint, and failure to centrol properly the speed of the freight train

REPORT OF THE COMMISSION'

WINCHELL, Commissioner

Cn August 22, 1950 there was @ head-end collision between a freight train and a vassenger
train on the Chicage, Burlington and Quincy Railread, which resulted 1n the 1njury of 2 passengers,
3 ramlway mail cletks and 7 tram-service employees

1Under authority of section 17 (2) of the Intersfate Commerce Act the above-entitled proceeding was

referred by the Commission to Commissioner Winchell for consideration and disposition



toTjounp oLFLoRd

e L iny

oL

0.9 md.
Point of accident

Pacific Junstion, Iowa
76.8 mi.

Napler, Mo.
2.4 md,

Nedaway
15.7 m.,

St. Joseph, Mo,

)
{ in - !
o 3 - & :
M - B P -8
o T P __
i ! e
55 ] & ~
ll.rfl..f....lr..n. m __a o
-——— ]
) Ty
o




3897
5

Location of Accldent and Method of Operation

This accident occurred on that part of the Ottumwa Division extending between St Joseph,
Mo , and Pacific Junction, Jowa, 113 8 miles In the vicinity of the point of accident this 18 q sin-
gle-track line over which trains are operated by signal indications of a traffic-control system At
Nodaway, Mo , 15 6 miles north of St Joseph, o siding 2 1 miles in length parallels the main track
on the west The north switch cof this siding 1s located 1,697 feet south of the station

The accident occurred on the siding at Nedaway, at a point 4,645 feet south of the station
and 2,948 feet south of the north siding-switch From the north on the main track there are, 1n suec-
cesslon, d tangent of considerable length, a 1904’ curve to the right 1,047 feet, and a tangent 1,453
feet to the pownt of accident and 140 feet southward From the scuth on the mamn track there are,
successively, a tangent 1 3 miles :n length, a 1°04’ curve to the right 1,051 feet, und the tangent on
which the accident accurred The grade for southbound trains at the point of accident 1s 0 05 per-
cent descending

The switches of the siding at Nodaway are power-operated and are controlled from a traffic
cantrol machine located at St Joseph and operated by an operator under the )urtsdiction of the train
dispatcher at Ottumwa, Iowa

Automatic signal S78 8 and controclled signal 52R, governing southbound movements, are
located 2 8 miles and 3,030 feet north of the powint of accident, respectively Automatic signal
N72 1 and controlled signal 54L, govermng northbound movements, are located 4 1 milesand 1 5
miles south of the point of accident, respectively These signals are of the coler-light type and
are continuously lighted The aspects applicable to this mvestigation, and the corresponding indi-
cations and names are as follows

Signal Aspect Indication Name
52R Red-over-yellow with Proceed at Reduced Speed to make any Reduced Restricting
54L spacing of 7'9*' be- Speed movement * * *

tween units
N72 1 Yellow Approach next signal prepared to stop Approach
378 8

These signals i{orm part of a traffic-control system, which extends between St Joseph and
Namer, Mo , 37 miles north of St Joseph, and 1s controlled from the traffic-control machine at St
Joseph The controlling circults are so arranged that when the route 1s established for a northhound
movement to enter the Nodaway siding at the south switch, signal N72 1 displays an Approach
aspect, and signal 541 displays a Restricting aspect, When the route 18 established for a south-
bound movement to enter the siding at the north switch, signal 578 8 displays an Appreach aspect,
and signal 52R displays a Restricting aspect No track circuits are provided on the siding between
the clearance point at the north end of the siding and the clearance point at the south end, conse-
quently, routes may be estaklished for opposing movements on the siding In the event that such
routes are established, signals 52R and 54L may simultaneously display Restricting aspects and
signals N72 I and S78 B may simultaneously display Approach aspects, regardless of occupancy of
the siding between the clearance peoints

Controlled s:ignal 54RA, governing southbound movements on the main track, 1s located 445
feet north of the scuth siding-switch
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The traffic-control machine 1s equipped with a track diagram Route and time locking are
provided Indicator lights on the panel of the machine indicate track occupancy, whether each con-
tralled signal 1s displaying a Stop aspect or an aspect less restrictive than Stop, and the position
of each power-operated switch and whether the switch 1s locked Graph equipment 15 provided to
record movements of tramns and the times when a controlled signal displays a Stop aspect or an as-
pect less restrictive than Stop The signal levers and the switch levers are of the 3-position and
the 2-position type, respectively A set of three indicater lights, cons:sting of one red light with a
green light on each side, 1s associated with each signal lever A set of two indicator lights, con-
sisting of a white light and a red light, 1s associated with each switch lever A pushbutton 15 asso-
ciated with each set of signal and switch levers and when depressed 1t mitiates a code (electrical
impulse) to actuate the signal and the switch 1in accordance with the position of the respective sig-
nal and switch levers An amber Iight 1s located above each switch lever and when 1lluminated it
indicates that the switch 15 locked, either because a signal is clear, the track section m the 1mme-
diate vicinity of a controlled signal and switch 15 occupled, or that a tire relay set for 6 minutes
30 seconds 1s operating The norral position of a signal lever 1s that position which causes the
comesponding controlled s1gnal to display a Stop aspect When signal 52R 1s displaying such aspect,
the red indicator light asscciated with the signal lever 1s illuminated When this signal 1s dis-
playing an aspect less restrictive than Stap, the green indicator light on the right side of the set of
indicator lights associated with the signal lever 1s illurinated The norral position for a switch
lever 15 that position which causes the corresponding controlled switch to be lined and locked 1n
nermal posttion for movement on the main track When the switch 15 so lined and locked, the white
windicator light associated with the switch lever 15 1lluminated In the event it 15 desired to estab-
lish a route for a scuthbound tramn to enter the Nodaway siding at the north switch, the lever con-
trolling the north switch of the siding must be moved to =verse position, and the lever controlling
signal 52R must be moved to “‘right’’ position, after which the pushbutton associated with these
levers rmust be depressed to actuate the code which causes the switch to move to reverse position
and the s1gnal to display a Restricting aspect If the code received from the field station associated
with the switch and the signal indicates that the north switch of the siding 1s lined and locked wn
reverse position, the white indicator light assaciated with the switch lever 15 extinguished and the
red indicator light for that lever 1s illuminated If the responding code also indicates that signal
52R 1s displaying a Restricting aspect, the green indicator light on the right side cf the set of -
dicator Lights associated with the signal lever 1s illuminated and the red indicator light 15 extin-
guished In the event 1t 15 desired to establish a route for a southbound train to proceed southward
on the main track beyond signal 52R, the lever controlling the north switch of the siding must be
placed 1n normal position, and the lever controlling signal 52R must be moved to “'right’’ position
The pushbutton associated with these levers must then ke depressed to actuate the code If the
responding code from the field station indicates that the north switch of the siding 1s lined and
locked 1n normal position for movements on the mawn track and signal 52R 1s displaying an aspect
less restrictive than Stop, the white indicator light for the switch lever 15 1illuminated, and the
green light on the right side of the set of indicator lights associated with the signal lever 1s 1llumri-
nated

The operating rules of this carrler read 1n part as fcllows
Restricted Speed ~Proceed prepared to stop short of train, obstruction, or switch not

properly lined and to look out for broken rail

Reduced Speed -Proceed prepared to stop short of train, obstruction, or anything that
may req uire the speed of a train to be reduced

3-17(b} When tralns meet within Centralized Traffic Control limits, and It 1s not
necessary to stop for epposing train, headlight will be dimmed instead of extinguished when
on siding * * *



105 Tromns using a siding must proceed at Reduced Speed

530 Controlled sidings are not protected by signals between clearance points
Trains must move ot Hestricted Speed not exceeding speed authorized by timetable through
turnouts and on sldings

544 The nermal position of all field signol apparatus, under the control of train
dispatcher or operator, 1s normal positlon for switches and the most restrictive Indication
for signals

546 Switches must not be lefl reversed or slgnals displaying other than Stop indica-
tion when not cleared for the immediate movement of a train or engine

553 When more than one train in the same dlrection is put on a contrelled siding,
the followlng troin or traimns must be stopped at Stop signal nearest the siding and notified
by train dlspatcher or operator of the sltuation, where two opposing tralns are put on a con-
trolled slding, both trains must be stopped at Stop slgnals nearest the siding and notified of
the situation

The maximur authorized speed for all troins moving through the turnouts of the siding at
Nodaway 1s 30 riles per hour, and all trains meoving on the siding are required to be operated at
Reduced Speed

Description of Accident

Na 70, a southbonnd second-class freight train, consisted of diesel-electric units 1254 and
1258, coupled 1n multiple-unit control, 31 cars and a caboose This train departed from Pacific
Junction at 11 40 p m, 1 hour 55 minutes late, passed Napier, Mo , the last open office, 20 4 miles
north of Nodaway, at 1 30 a m, 1 hour 28 minutes late, passeld signal S78 8 which displayed an
Approach daswect, passed signal 52R which displayed a Restricting aspect entered the siding at
Nodaway at the north switch, and ubout 1 59 a m, as indicated on the graph of the traffic control
riachine, while moving southward on the siding at an undetermrined speed, 1t collided with the front
end of No 23 at a pownt 4,645 feet south of the station at Nodaway and 2,948 feet south of the north
s1ding-switch

No 23, a northbound first-class passenger train, consisted of diesel-electnic unit 99148, 2
baggage cars, 1 mail car, 1 baggage car, 1 coach, 7 sleeping cars, 1 {lat car, and a caboose, 1n the
order named The Ist to the 13th cars, inclusive, were of all-steel construction, and the 14th car
was of steel underframe construction The lst car was equipped with tightlock couplers  This train
departed from St Joseph, the last open office, at 1 22 a m, 7 runutes late, passed signal N72 1
which displayed an Aporoach aspect, passed signal 54L which displayed a Restricting aspect,
entered the siding at Modaway at the south switch, and stopped on the siding at a point 2,948 {eet
south of the north siding-switch  Irmediately thereafter, 1t was struck by No 70

Both diesel-electric units of No 70 and the 1st to the 9th cars, inclusive, were derailed
The 1st unit stopped upside down cn the east side of the main track and at right angles to the track
structure (PLATE 1) The control corpartrent at the front end of the locomotive was tarn loose
from the underframe and stcpped on top of the control compartrent at the front of the locomctive of
No 23 The 2nd unit stepped upright across the rawn track and the siding, and adjacent to the 1st
unit The derailed cars stooped 11 varlous positions on or mear the structures of the mam track and
the sidimng The lst diesel-electric unit was destroyed and the 2nd unit was heavily damnaged Of
the derailed cars, 4 were destroyed, 2 were somewhat damaged, 2 were shightly damaged, and 1 was
undamaged

No 23 was moved southward approxirately 50 feet by the force of the impact None of the
equiprent was derailed The superstructure at the front end of the locomotive was crushed by the
front end of No 70 throughout a distance of about 12 feet (PLATE 2) The frent end of the 1st car



was telescoped throughout a distance of about 15 feet by the rear end of the locomotive The loco-
motive and the lst car were heavily damaged, the 2nd car was somewhat damaged, and the 3rd and
the 5th cars were shghtly damaged :

The enqineer, fireman, and front brakeman of No 70, and the enqineer, fireman, front brake-
man, and flagman of No 23 were 1njured

The weathes was clear at the time of the accident, which occurred about 1 59 a m

The locomotive and the caboose of No 70, and the office of the operator of the traffic-control
machine, were provided with radio-telephone equipment

The locomotive of No 70 was provided with a speed recorder, however, this recorder was
fiot eq uirred with tape

Discussion

At 130 a ™ on the day of the accident the trmn dispatcher communicated by telephone
with the operator of the traffic-control machine and nstructed him to line the route for No 70 to
enter the siding at Nodaway and clear the main track there for a meet with No 23 At 140a m
the train dispatcher again communicated with the operater and after being informed that No 23
would probably reach Nodaw-~y before No 70, he asked the operator if the route had been established
for Ne 70 to enter the siding The operator replied that he had not yet established this route The
trmin dispatcher then decided that No 23, instead of No 70, should enter the siding for the meet
and he instructed the operator accordingly  The operator said that he fully understood the train
dispatcher’'s change of 1nstructions, and that he lined the route for No 23 to enter the siding at
the south switch and for No 70 to proceed southward on the main track beyond the north siding-
switch to signal 54RA However, the route was established for No 70 to enter the siding at the
north switch, instead of continuing on the main track for the meet as mntended

As No 70 was approaching the siding at Nodaway the enginemen and the front brakeman
were 1n the control compartment at the front of the locomotive The fireman, a qualified engineer,
was at the contrels The conductor and the flagman were in the caboose The headlight was lighted
brightly The brakes of the train had been tested and had functioned properly when used en moute
Both engmemen said that the speed of the train was approximately 50 miles per hour 1n approach to
sic ~al 578 8 which was displaying an Approach aspect, and that it was reduced 1n approach to sig-
r «. 52R which was displaying a Restricting aspect The engineer said that when he observed the
Restricting aspect being displayed by ®1gnal 52R he anticipated that the route was lined for No
70 to enter the siding at Nodaway, and that his train would clear the main track there for No 23
He said that the train passed signal 52R and entered the north switch of the siding at a speed of
about 25 miles per hour, and that after the locomotive had proceeded a distance of about 1,500 feet
southward on the siding the flagman informed him by means of the radio-telepijone that the train was
clear of the main track He said that the headlight was then dimmed, and that the speed was further
reduced to about 18 - 20 miles per hour as the train proceeded scuthward on the tangent where the
accident occurred  Both enginemen said they thought that the speed of the trainat this time complied
with the definition of ""Reduced Speed’’! as defined in the cperating rules, and that they thought the
s1ding was unoccupted by any other movement since signal 527 had not displdyed a Stop aspect and
they had not been notified by the train dispatcher or the operator of the traffik control machine that
another train was occupying the siding As the train was approaching the gurve located south of
the point of accident both enginemen observed the headlight of No 23 approgching from the south,
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but because of the curvature of the tracks they could not unmediately determine whether the ap-
proaching train was on themmn track or the siding When the front end of their train reached a point
which they said was acout 1,300 feet north of the peint of accident, the engmeren simultaneously
realized that the opuosing train was also occupying the siding and the lireman urme. tatewy ritia-
ted an erergency application of the bra.es  Although bhoth enginen en sai~ that the speed of their
trmin was raterially reduced by the emergency brake application before the accident cecurreld, 1t 1s
appare it fror the considerable damnage caused by the accident that No 70 was roving at a sone-
s hat bigher rate of speed than 20 miles per hour at the time of the collision The conductor and
the flagran were unaware of anything being «rerg Lelore the collision occurred

As No 23 was arproaching the pomnt where the accident occurred the enginemen were 1n the
control coruartn ert at the front of the locen otive, the conducter and the frent brakerranwers 1n the coack,
ard the flagman was 1n the cochboose  The beadlight was lighted brightly  The brakes had been
tested and had {urcticned oroperly when used en route  This train passed signal N72 1 which was
distlaying an Approach aspect, nassed siynal HiL whnicn was displaying a Pestricting aspect, and
entered the south turmout o the siding at Nodaway at a speed of apvroxinately 25 riles per hour
Immediately after the train cleared tle main trac< the engineer dimned the Feadlight and reduced
the speed to about 15 miles per tour Abeut this time botn engineren chserved the reflection of the
headlignt of a southkound train approaching the north end of the siding, and trey thought the route
would be lined for the ocopesing trawmn to proceed southward on the moin track beyend the nerth
siding-switch  The eagineer of No 273 {further reduced the speed of his troin to acbout 5 miles per
hour as 1t proceeded on the siding, 1n hope that the conesing train would proceed southward on the
main track beyend the north sieing-switch 1n sufficient time for the operator of the traffic contrel
rrachine to line the route for No 23 to proceea over the switch and reenter the riain track without
stepoing  As No 23 was closely approaching the peomt of accident, the enginemen cbserved that
the front end of the ovposing tra.n had passed the nerth switch of the siding but were unaware,
because of the curvature of the tracks, that 1t had also entered the siding The fireran said that
when the opposing train was at a distance of about 150 feet, he realized then that 1t was occupying
the siding instead of the maim track and he called o warning to the engineer, wheo immediately -
tiate1 an emergency avplication of the brakes Beth enginemen alighted from the locomotive before
the collision cccurred, and they said that their trair had stopped immediately before being struck
The other merbers of the crew were unaware of anything being wrorg until they felt the brakes of
the train being applied 1n erergency

About 1 30 a m, after recerving the train Jdispatcher’s first instructions concerning the meet
for Nos 70 and 23, tle operator of the traffic control machine lined the route for No 70 to proceed
southward on the main track to signal 52F He did not immediately establish the route ior Ne 70
to enter the siding at Nodaway, because he wished to avoid a delay in re-lining routes 1if the tramn
dispatcher later decided to change the instructions concerning Nos 70 and 23  He smid that he did
not operate the levers controlling sighal 52R and the nertt siding-switch, and that these levers re-
mained 1n norral position and the respective indicator lights indicated that signal 52R was dis-
playing a Stop aspect and that the north siding-switch was hined and locked in normal position for
movements on the rmawn track He said that if the train dispatcher kad not changed the instructions
he intended to establish the route for No 70 to enter the siding when indicator lights on the ma-
chime indicated that this train was closely approaching Nodaway About 1 40 ¢ o the train dis-
patcher aogain communicated by telephone with the operator and after being informed that No 23
would probatly arrive at Nodaway befcre No 70, he asked the operator 1f the route had been estab-
lished for No 70 te enter the siding The cperator said that before he replied to the train dispatcher
he locked at the indicater lights associated with the levers controlling signal 52R and the nerth
siding-switch, and that after observing these lights were indicating that signal 52R was displaying
a Stop aspect and the north siding-switch was lined and locked 1n normal position for movement on
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the mawn track, he informed the train dispatcher that the route had not yet been established for No
70 to enter the siding He said that the train dispatcher then instructed him to line the route for
No 23 to enter the siding and for Ne 70 to remain on the main track and proceed southwapd beyond
the north siding-switch to signal 54RA  He said that after receiving this change of instructions he
established the route for No 23 to enter the siding, and that he then moved the lever controlling
signal 52R to ‘'right’’ position and the indicator lights asscciated with this signal and the switch
lever controlling the north siding-switch indicated that the route was established for No 70 to pro-
ceed on the main track beyond the switch Although 1t 1s evident that the north siding-switch was
lined 1n reverse position, which permitted No 70 to enter the siding, the operator smid that he did
not at any time mwove the lever controlling this switch to reverse position for movement of No 70
onto the siding Shortly before the accident occurred the operator cohserved the amber light asso-
ciated with the track section in the immediate vicinity of signal 541 and the south siding-switch
become 1lluminated and then become extingushed, and this indicated to him that No 23 had moved
over that track section, entered the siding, and cleared the south siding-switch He said that he
then returned the lever controlling the south siding-switch to normal position and caused signal
54RA to display a proceed aspect for a continuous movement of No 70 southward on the main track
beyaond both switches of the siding About this time the operator observed the amber indicater light
asscciated with the track section 1n the 1mmediate vicmmity of signal 52R and the north siding-
switch become illuminated and then become extinguished, apparently as a result of No 70 occupying
the track section in the 1rmadiate vicinity of signal 52R and the north siding-switch, entering the
siding, and then clearing the track circuits of the traffic-control system He said, however, this
operation of the amber indicator light indicated to him that No 70 had moved over the track section
in the mmmrediate vicinity of signal 52R and was proceeding southward on the muain track to signal
S4RA  About the time the operator observed the amber indicator Light become extinguished he over-
heard the flagman of No 70 reporting' by radic-telephone to the engineer that the train was clear of
the mamn trmack He opparently did not realize the mgmhictmce of this message, because he said
that he made no attempt to use the radic telephone and warn the enginemen of No 70 of
the opposing rovements being made on the siding He said that shortly after he heard this radio-
telephone message, he observed that although the lever controlling the north siding-switch was 1n
norral position for moverents on the main track, the indicater light associated with this lever
indicated that the switch was lined n reverse position He saimd that he thought this occurred be-
cause Mo 70 had derailed at the switch or had damaged the switch in some manrer, and that he
made an unsuccessiul attempt to communicate by radio-telephone with members of the crew of No

70 to ascertain what had cccurred to cause the indicator light to indicate that the switch was 1n
reverse position The operator smd that he then moved the lever controlling the north sidmg-switch
to reverse position so that its position would coincide with the position of the switch as indicated

by the indicator lights, and that he then depressed the pushbutten associated with this lever ta
actuate the code which would cause signal 52R again to display an aspect less restnctive than
Stop He said that he did not move these levers again prior to an examination of the traffic-control
machine by a signal supervisor, however, the signal supervisor found that the switch lever had been

moved to normal position after the accident occurred The operator sad that he was unaware that
No 70 had entered the siding and collided with No 23 until some tune after the accident cccurred

About one hour after the accident cccurred a signal supervisor of the carrer amved at the
operator’s office to examine the traffic-control machine, and he said the operator informed him that
none of the signal or switch levers had been cperated since the time of the accident He said the
examination disclosed that the lever controlling the north siding-switch was 1n normal position for
movements on the main track, and that the set of indicator lights associated with this lever indi-
cated that the switch was lined and locked 1n normal position  He said the examination also dis-
clesed that the lever controlling sianal 52R was in “‘right’’ positien, and that the red indicator
light associated with this lever was 1lluminated, evidently as a result of derailed equipment occupy-
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ing the block of the signal He said that the code wires were not broken in the accident, and that
control of the north siding-switch was not impaired by the accident, mdicating that the position of
this switch could have been changed by cperation of the corresponding switch lever after the acc-
dent occurred

According to officials of the carrier, the traffic-control system was placed 1n operation in
December, 1959, and has been operating properly since that time After the accident occurred com-
prekensive tests disclosed that the portion of the traffic-control system involved, mcluding the tra-
ffic-control machine, was operating properly

Andlysis of the graph of the traffic-control machine disclosed that at 1 45 a m a route was
established for No 273 to enter the south siding-switch at Nodaway, and that at 1 51 a m this
train entered the siding and cleared the circults of the traffic-control system Tt also dizclosed that
at 1 45 a m signal 52R was caused to display an aspect less restrictive than Stop, indicating that
a route was establiched at this time for No 70 to proceed southward beyond the north siding-switch
Since the position of g switch 1s not recorded, 1t could not be determined from the graph whether
the north siding-switch was 1n norral or reverse po=sition when this route was established The
graph wndicated that Na 70 passed signal 528 about 1 57 a m, and that it occupied the track ear-
cutt 1n the immediate vicinity of the signal and the nerth siding-switch until about 1 58 a m, when
it evidently cleared the circuits of the traffic-control system as a result of entering the north siding-
switch and proceeding beyond the clearance pomnt It also indicated that signal 529 displayed a
Stop aspect as No 70 passed the signal, entered the siding and passed the clearance point, and
that the signal then displayed a proceed aspect This indicates that after the train passed the clear-
ance point of the siding, the operator apparently roved the lever contrelling the north siding-switch
to norral position, and then depressed the pushbutton associated with the levers controlling that
switch and signal 52R, mitiating a code which caused the switch to be restored to normal position
and signal 52R to display a proceed aspect Beginming at 1 53 a m signal 52R again displayed a
Stop aspect, apparently as a result of the accident

The rules of this carrter provide that when more than one train in the same direction 1s put
on a controlled siding, the following train or trains must be stopped at Stop signal nearest the sid-
ing and notified by train dispatcher or operator of the situation, when twe oppesing trains are put on
a controlled siding, both trains must be stopped at Stop signals nearest the siding and notified of
the situation When a train passes a signal displaying a Restricting aspect or moves on the siding
1t 18 required to proceed at Reduced Speed prepared to stop short of ancther train or obstruction
When the operator received the train dispatcher’s change of instructions concerming the meet sstab-
blished for Nos 70 and 23, he was required to line the route for No 273 to enter the siding at the
south switch and for No 70 to proceed southward on the main track beyond signal 528 and the
north siding-switch  The route for No 23 to enter the siding was established as required, but the
route for No 70 evidently was impropsrly lined for that train to enter the siding at the north switch
Although the operator smid that the lever controlling the north siding-switch was 1n normal position
during the approach of No 70 to the siding, and that the indicater lights asscciated with this lever
indicated the switch was lined and locked 1n normal position for movements on the main track it 1s
apparent that he moved thiz switch lever to reverse position sometime before No 70 approached
swgnal 52FR and established the route for that traim to enter the siding at the north switch It 1=
also apparent that during the approach of Mo 70 to the siding the indicator lights assoclated with
this switch lever indicated the north siding-switch was lined in reverse pesition for movement from
the maoin track to the siding, and thet the cperator was mistaken concerning their indication at this
time Since he apparently was unaware that the route had been mmproperly lined for No 70 to enter
the siding, the operator failed to take action to stop either No 23 or No 70 at the signals nearest
the siding and inform the respective crews of the opposing movement on the siding as required by
rule
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Tne investigation disclosed that, although no signal protection 1s provided, 1t 15 apparent
that 1t has been the pmactice to perm:it a train roving on the siding at Nodaway to be operated at
any speed which, in the judgrent of the engineman, will enable it to be stopped short of another
train or obstruction  In this case the fregghl train was erroneously routed to the siding which was
occupled by the opposing passenger train As a result of the error the operator did not corroly with
the requirements of Rule 553 The engineer of the freight train apparently assumed that as the sig-
nal did net display a Stop aspect and he had not been nformed otherwise, that the siding was clear
However, 1if the freight traim had been operated at reduced speed as required by the rules 1t 1s pro-
bable that the accident would have been averted

Cause

This accident was caused by failure to line a proper route for opposing trains at a meeting
point, and failure to control oroperly the speed of the freight train

Recommendation
* It 15 recommrended that the carrer ta<e the necessary action to enforce its rules and mnstruc-
tions requiring tramns on sidings to proceed at Reduced Soeed prenared to stop short of another

train or obstruction, or anythiny that may require the speed of a tram ‘o be reduced

Dated at Washingten, O C, this twenty-fifth
day of January, 1951

By the Commuission, Tonmissioner Winchell

{SEAL) HARCLD D McCOY,

Secretary



