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INTERSTATE COMITRCEZ COMMISSION

REPORT OF THZ DIRECTOR OF THE BURZAU OF SAFETY CONCERNING AXN
ALCCIDINT ON THE CHICAGO, UILWAUKZE, ST. PAUL & PACIFIC —
RAILROAD AT JAVA JUNCTION, S. D., CN DECEMBER 38, 1933.

February 23, 1934.
To the Commission:

On December 223, 1233, therc was a head-end collision
between two pesscenger trains on the Cnicago, lilwaukes, St.
Paul & Pecific Railroad at Java Junction, S. D., which resulted
in the death of 2 trespasssers, and the 1njury of 35 passengers,
7 mail clerxks, 2 express cormpany erployees, 1 newgagent, and 10
empleoyecs,

Location and method of opcration

This accident occurred on tnat part of the Hastings and
Dakota Division extending between Aberdecn and lobridge, S. D.,
a distance of 98.3 riles; in the vicinity of the point of ac-—
cident this 1s a single—=track line over which trains are
operated by vime tatle, train ordcrs, and a manval block-signal
systems The accident occurred at a point 130 feet west of the
west switch of the passing track at Java Junction; the passing
track 1s 4,008 feet 1n length and parallels the main track
on the north., Approaching tne voint of accident from the east,
beginning at a highwvay cross.-g located 1,088 feet east of the
east switch, the track is tang:nt to the east switch and for a
distance of 3,020 feet beyond that point; theun there is a 1
curve to the left 1,420 feet 1n length, following which the
track 1s tangent a distance of €2 feet to the west switch and
for more than 1 mile beyond tue switch. The grade for west—
bound trains is 0.5 percent descending at the point of accident.

Java Junction 1s a non-agency station, with an abandoned
station bullding located on the south sids of the tracks, just
east of the curve above-mentin..ed; the track passes through a
10-foot cut which commences at tue east end of the curve and
extends westward a alsbtbwnce of approximately 1,100 feet, and
this cut and the abandoned station building i1nterfcecre with the
view to Le had by the engine crew of a westobound engine of a
train standing just west of the west switch,

The weather was clear at the time of the accident, which
occurred about 6:35 p.m., and the tempercture was betwecn 170
ana 30° F. above zero.
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Description

Fastbound passenger train no. 6 consisted of 1 express
car, 1 storage car, 1 mail and express car, 1 exprcess car, 1
baggage car, and 1 coach, 1a the ovrder named, hauled by engine
6120, and was in charge of Couductor J, J. Cully ond Engineaqan
Hirsch, The cars vere of gsteel construction with the excep—
tion of the last car, which wes of wooden construction, At
Glenham, 19.6 miles west of Java Junctinu, the crew received
copy ol train order 18, form 19, directing them to meet train
no, 15 atv Java Juaction, train no., 6 to teke siding. Train
no, 6 left Glenhaa at 5:57 p.uw., according to the train sheet,
14 minutes late, ond on arriveal as Java Junction it stopped
Just west of the west switch but on secing train no. 15
approaching at a high rate of speed, the eungineman of train no,
& releascd the brakes aad endeavored to back out of the way,
but just as this train started moving 1t was struck by train
N0e 1D,

Westbound passenger train no. 15 consisted of 1 dcadhead
coach, 1 ma1l and sxpress car, 1 baggage car, o coaches, 3
tourissc cars, 1 dining car, 4 slseping cars, and 1 obscrvation
car, 211 of stecl construction, havled by engine 8451, and
was 1n charge of Conducter P, ¥, Cully and Engineman Champlin,
At Roscoe, 238.3 mlles ecst of Java Junction, the crew received
copy ¢f train order 16, form 1€, previoucly mentiored. Train
nce 15 left that point wt 5:15¢ p.m., according to the train
sheet, 1 hour and 3 minutes late, passed the west switch at
Java Junction, and collicad with train no. 8 while traveling
at a snced estimated b, caplovees to have veern between 10 and
20 miles per hour,

When cngine 8130 stopped 1ts head end was about 170 feet
back from tne point of collision, and 1t was separatzd from
engine 64231 by a distance of aboat 47 feet; 1ts front cnd was
bacly damaged and tha cab demolished; the first car mounted the
tender frame, crushing in the fomrard cend of tnat car and badly
damaging the tender cistern; none of tie cquipmeat in train no.
& was derailed. HKngine 6431, its tender, tne firgt two cars
and one pair of wheels of the forword truciz of tnc third car
in train n»o, 15 were derailcdse The engine and teunder stopped
on taecir left sides, south of and parallel with the track,
vadly damagad; the forwerd end of the oniinc was 123 fect
beyond the point of collisiow, The deadhcad coach was deralled
to the right and stopped nearly uprichs witn 1ts south side
ripped off Ior a distance of about 53 Tfeet from the head end,
wnile the second car remained practically unright on the roadbed,
The employees injured were the engineman, fireman, conauctor,
baggagenan, and baggage helper of train no. 6, aand the
enginewvan, Iireman, two cooks and a porter, of train no, 15
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Summary of Evidence

1
Engineman Hirsch, of train no. 6, stated that when his ‘.

train stopped he saw train no. 15 approaching at a speed of
about 15 or 230 miles per hour, The fireman got off and started
for the switch and as he was getting off the engineman
remarked to him tnat he did not believe train no, 15 would
get stopped and he deciced to try to back his own train out
of the way; he released the brakes, reversed the engine, and
tried to back up, but realizing taat a collision was i1mminent
he jumped, just as his own train started to move backwards,
the collision occurring immediately afterwards. Fireman
Foster did not understand what the engiueman told him as he was
gettiny off the engine and did not see train no. 15 until he
was on his way to the switcen; he then realized there was
something wrong anda tricd to get out or the way.

Conductor J. <. Cully was riding in the last car when
his train stopped to head in, following which he Tfelt the
train start to bacx vp. EBrakeman Lord, who was in the rear
vestibule of the last car, sz2id that at first he looked out
from the south side and saw the reflection Lfrom the headlight
of train no. 15 when 1t was somewhere 1n the vicinity of the
east switch; on looking out the second time he saw the reflec-—
tion about oprosite or just west of the alanaoned station build-
ing and at once got ofi, realizing that the speed of tae
approaching train was too high to avert an accident; he
estimated the speed to have oeen about 30 miles per hour at
the time of the accident,

Engineman Champlin, of train no. 15, stated that he re-—
duced speed for a croscsin; located about 2 miles eust of Java
Junction, at which time the speed of his train was about 50
miles per hour. Approaching the mile board at Java Junction
he sounded the meeting-point signal on thc engine whistle
and shortly afterwards he sounded a stalion whistle signal.
ATter passing over the highway crossing located 1,068 feet
east of the east switch, at which time the speed recorder
on his engine registered 53 miles per hour, he made & 10—
pound reduction from a brake—-pipe pressure of 90 pounds, but
the brakes did not seeam to respond properly and after the engine
went over the east switch at a speed of 45 miles per hour he
made another 10-pound reuuction and lapped the brake valve,

At this time he saw the rcflection from the headlight of train
no. 6, and as 1t scemed to him that the brakes were not reduc—
ing the speed of his train sufficiently, he moved the brake-—
valve handle to the emergency position when hio engine was

a short distance east of the station building, no release
having been made at any time after the rirst reduction; he
thought he was going to stop, but said 1t seemed as 1if the
train kept pushing ahead until the accident occurred., Engine—
man Champlin was thoroughly familiar with conditions 1in this
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locality, fully understood the contents of train order 16,
and sald he operated his srain i1n the vsual ranner and applied
ths brakes at the uasual noinut, Tre brakes had been tested at
iles {from Java Junctiomn, he made a running
test on leeving that point, they worked properly en route in
slowing dowvn aad stopping, and he said that proper pressures
rere registercd on the gaugc when he epplied the brakes at
Java Junction; he did not think it poscidle that he could have
erroneously placed the brake valve 1n holding position instead
of lap position after making the btrake-pipe reductions and said
that he courd neve sold by the lenTtl, of the exheust 1f an
angle cock had been clouzed at the rcar of the tendsr. When
reducing speed at Zewdle Gravel Pit, U,4 miles east of Java
Junction, he did not feel any run—-in of slack aud when he
made the first reduction east of Java Junction he obtained the
usual btrake-pipe exhaust, and hc thought he would have noticed
1t had there been an orctruction in the train line, such as
might result from the formation of 1ce; he was at a loss to
explain why he conld nou stop.

Fireman Birdscye, of train no, 15, who was riding on his
seat bozx, said that when the enginc passed the mile board the

acplied the brakes at the usual place between ths mile board
and the east switch. The fireman Telt the speed reduced
somewhat and thougsat the train would stop clear of the west
switch, even after the emergency application was made, and
did not get off the engine prior to the accident. He estimated
the speced to havs been about 50 miles per hour at the mile
board, 45 miles per hour passing over the east switch, and
about 12 cor 1b mileg per hour at the time of the accident,
Fireman Birdseye did not think the train was coming into Java
Junctron at an excessive rate of cpeed or that the engineman
had handled the bralkes in aa unusual manner, but said that the
train did not seem to slow down properly.

Conductor P, F. Cully said he heard a meeting—point
whistle signal and started ahead and was in the head end of the
Tourta cer when he feld o light application of tha air brakes
as the train wvis pascing the east svitch, moving at a snced
of about 4% miles per nour, and at that timz he felt that the
eagineman had the train under control., IHe continucd out into
the vessibulce and noticed that the speed was a little high and
then felt an emsergency application of the brakes,

Brakeman Bechtle said he was in the baggage car when he
felt an application of the brakes and he had one of the doors
open and was looking out on the north side as the train passed
over the east switch at a speed of about 40 miles per hour.
When about helf way between the switches he felt the trakes

applied 1n emergency and he estimated that the speed was 15 miles

per hour or wmore when the accident occurred,
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Flagman Aggas had looked out on the south side as the
train apprcached Java Junction ana vas looking cut along the
north side as the rear car passed over tae east switch at a
spezed of 50 miles per hour and at tuis time he felt the brakes
being apvnlied. Knowing they were to meet train no. 6 he
went baclt into the car to get his Tlagging equipment and had
about reoched the middle of the car whon he noticed that the
brakes were baing applied more strongly all the time and by
the time he reached the head end of the car the brakes secmed
to pbe applied 1n emergensy.

Car Imsnectors Bewnan and Deuwsers stated thot they
inspected and vestzsd the oir brakes on train no, 1o prior to
1ts depaerture from Aberdecn and Tound them working propsrly
on the entire traia; the consict of the Itrain was not changed
1n any way while at Abgrdeen, On the morning after the ac-
cident, about 8:30 or 9 z.m., Car Inspectors uoffenbier and
Mzortz testedl the air brakes on the 10 undamaged cars as they
stood on the passing track, wnere they haa becen placed follow-
ing the accident, at which time no repairs or alterations
had been madec to the braking equiprent since the accident, and
the air brares worked »roperly on each car. Jar Inspector lertz
further stated that the air orakes on one of the derailed cars,
namely, the third car in train no. 15, worked properly when
that car was covad back to._Aberdeen in the wreck train,.

Conclusions

This accident was caused by the failure of Engineman
Champlin, of train no. lo, properly to control the speed of
his train approaching a wmeeting point.

Engineman Champlin said he sounded the meeting-point

signal when 1n tne vicinity of the mile voard and began braking
at the usual point, bebtween the last road crossing and the
east switch, umaking a 10~pound reduction, at which time the
speed recorder registered 53 miles per nour., The brakes did
not seem to recspond properly and he made a second 10-pound
reduction jJust alfter the engine passed over the enst switch

at & spced ol 45 ami1iles per hour and then lapped the brake valve
and on reaching a point just cast of the abandoned station,
which 1s 1,639 feet from the west switch, ke nlaced the brake-—
velve 1n emergency posi:tion, no release having been mads at

any time after the first reduction; he could offer no explana-
tion for the failure of the train to stop.

Engine 6421 had handled train no. 15 froa linneapolis,
Minn.,, to Aberdeen, 8. D., a distance of 385 miles, and no
difficulty had been experienced with the air brakes; at Aberdeen
the brakes were 1nspected and tested by car inspectors and
found to be 1n proper working order, and on departing from
that point Engineman Chauplin made a running test, while accord—
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ing to his own statements the braxes worked properly en route
to Java Junct.on, Erginerman Champlin also said tnere was no
1ndication of a closed augle cock behina the tendor, or that
the train line had been obstrucived Ly the formation of 1ce
due to the prevailing freezing teamperatures. According to
Engineman Champlin's statement the specd of his train was re—
duced from 53 to 45 miles per hour as a result of the first
reduction before reaching the east switch, and meubers of the
crew ol train no. 15 felt the brakes being applied as their
train approached the point of accident. Tests made after

the accident showed that the braxkcs on the 10 undacaged cars
were working properly. It therefore appears that Engineman
Champlin's failure to stop was nou because of any failure of
tne brakes to function properly, but probably was due to

his failure to begin braking soon c¢rou~h, That tae speed of
train no, 15 was excessive when approucning the west switch
1s apparent from the fact that the eng:ineman of troin no. 6
realized the approaching train could not stop, while the rear
brakeman of train no. 6 reached tne same conclusicn just after
the head end of train no., 15 had passed the abandoned station.
The concition of the equipment after the accident, coupled
with the foct that train no, & was backing away ot the moment
of inpact, indicates thot the speed when the accident occurred
probably was considerably higher than was estimated by the
various witnesses,.

Respectfully submitted, .
W, P. BORLAND,

Director,



