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INTERSTATE COMMERCE COMMISSION 

REPORT OF THE DIRECTOR OF THE BUREAU OF SAFETY IN RE 
INVESTIGATION OF AN ACCIDENT WHICH OCCURRED ON 
THE KANSAS CITY SOUTHERN RAILWAY NEAR BRUSHY, 

OKLA., ON JANUARY 5, 1932. 

February 17, 1932. 

To the Commission: 

On January 5, 1932, there was a derailment of a passers* 
ger t r a m on the Kaneas City Southern Railway near Brushy, 
Okla., which resulted m the deatn of 1 employee and the 
injury of 10 passengers, 1 baggageman and express messenger, 
2 mail clerks, and 1 employee. 

Location and method of operation 

This accident occurred on the Third District of the 
Northern Division, extending between Heavener and Watts, 
Okla., a distance of 102.1 miles: in the vicinity of the 
point of accident this is a single-track line over which 
trains are operated cy time-table and t r a m orders, no 
block-signal system being in use. The accident occurred 
at a point approximately 2,400 feet north of the north 
switch of the passing track at Brushy; approaching this 
point from the south, beginning at the switch, the trp„ck is 
tangent for a distance of 332 feet and then there is a 2° 
curve to the right 379 feet m length, followed by 1,797 
feet of tangent, the a,ccident occurring on this tangent at 
a point 108 feet from its northern end. The grade for north­
bound trains is 0,18 per cent ascending. The track is laid 
with 85—pound rails, 33 feet m length, with an average of 
about 20 treated hardwood ties to tho rail-length, smgle-
spiked, fully tie-plated, and bollaoted with chatts and 
gravel to a depth of about 12 inches, six rami anchors per 
rail-lcngth are used. 

At the point of accident the track is laid along the 
side of a rock bluff which borders the east side of 
Sallisaw Creek. This bluff begins at a point about 1,725 
feet north of the switch and extends northward a distance 
of about 1,600 feet; it has a maximum height of about 155 
feet, being at its maximum at m e point of accident, about 
676 feet north of the south end of'the bluff. The bluff 
is composed mostly of ecndstoiie rock, with occasional strata 
of shale; the face of the bluff slopes gradually away from 
the track, In this vicinity the Sallisaw Creek parallels 
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tho track on the wast, the track being laid about 40 feet 
from the bank of the stream and about 25 fc ft above the water 
luvel. 

It was dark, misty and raining at the time of the 
accident, which occurred about 5.30 a.m. 

Description 

Northbound passenger train No. 16 consisted of 1 com­
bination mail and baggage car, 2 coaches, and 2 Pullman sleeping 
cars, m the order named, hauled by engine 809, and uas in 
charge of Conductor Myers and Engineman Benjamin. The first 
and fourth cars were of all-steel construction, while the 
remainder were of steel-undcrfreinc construction. This t r a m 
left Sallisaw, the last open office, 4,7 miles south of 
Brushy, at 5,20 a.m., according to the t r a m sheec, 19 minutes 
late, passed Brushy, and was derailed on encountering a rock 
slide while traveling at a speed estimated to have been be­
tween 30 and 35 miles per hour. 

Engine 809, its tender, the first two cars and the 
forward truck of the third car were derailed to the left or 
west, and headed down the embankment; the engine and tender 
stopped partly submerged, m the creek, the engine being on 
its right side with its forward end 223 feet west of the rock 
slide. The tender was behind the engine and upright, while 
the first two cars were headed diagonally down the slope to­
ward the engine and leaning to the left. The employee 
killed was the engineman, nhile the fireman was injured. 

Summary of evidence 

Fireman Hartman stated that before pasnng the siding at 
Brushy the engmeman eased the throttle down to drifting 
position and the fireman reduced his firing accordingly, 
estimating the speed of his t r a m at that time to have been 
40 or 45 miles per hour. The headlight na,s burning brightly, 
but on account of weather conditions its intensity was 
diminished somewhat, being blurred by the water on the lens, 
and the view ahead through the r a m , mist and darkness was 
therefore reduced. Fireman Hartman was sitting on his seat 
box, looking aiiead through tho open clear-vision window, and 
saw an object but at first did not know what it was; it came 
within range of the headlight when the engine was about 
200 feet from it and he then saw that it r/as a. rock slide 
on the track, about 6 feet m height. Fireman Hartman 
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immediatcly shouted a warning of danger, and he said the V 
engmeman must have seon the obstruction about the same time, 
as the air brakes were at once aoplicd m emergency. Fireman 
Hartman stated that he had been working on this district 
since 1909, but to his knowledge no trouble had ever been 
experienced with rock slides at this location. The air 
brakes had been tested and worked properly m making various 
stops en route, and he nas certain that the speed of the 
t r a m was reduced as a result o± tho emergency application 
that was made immediately prior to the accident. 

Conductor Myers, Brakeman. Hudson and T r a m Porter 
Walker were n d m g back in the t r a m , end all of them were 
unaware of anything wrong until the air brakes were apoliod 
m emergency just before the accident occurred, which they 
said reduced the speed somewhat before the rock slide was 
encounterod. Conductor Myers estimated the speed to have 
been between 35 end 40 miles per hour just prior to the 
•accident end thought that tho air brakes had taken effect 
for a distance of 100 to 150 foot prior to striking the 
obstruction, Hiilo Brakeman Hudson thought that they had been 
applied for a disbanco of probably 300 to 400 feet. These 
employees had also been i orkmg over this district for many 
years, but to their knowledge no previous trouble had been 
experienced uich rock slides m this vicinity. T r a m Porter 
Walker estimated the speed to nave been about 30 miles per 
hour at the time of the accident. 

Section Foreman Moore stated that he had been a section 
foreman on this railroad for about 15 years, and that he had 
been on this particular section for about 5 months. Wo 
trouble had been experienced with rock slides, nor had there 
been any storm of sufficient severity to warrant a. special 
patrol of the track,which is required in the event of adverse 
weather conditions; there had. been come showers during tho 
two weeks prior to the accident, but no severe storms, nor 
ho,d the water risen to any great extent in Sellisew Creek, 
the rise being only 3 or 3 fc^t. On January 3, three days 
prior to tho a.ccident, he examined this hillside for mdica- _ 
tions of loose rock, but found none. Ho trouble was cx- fl 
pcrienccd ~rith wash from the slope down in tho track ditch, 
nor wan there any indication of excessive wear on the side 
of tho bluff. He would look for rocks to slip during 
freezing and thawing weather, but no such weather had occurred 
so ir„r during tho current season. During the 24 hours pre­
ceding the accident there had been a drizzling r a m , not 
enough, however, to entice water to flow m the track ditches, 
and m nis opinion the r a m did not have very much, if 
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anything, to do ^1 th tho rock slide. After the accident 
he "inspected the track south of the elide, hut found no 
indication of the engine having been derailed prior to the 
time it encountered, the rock slide. While he did not know 
what caused the slide to give way, he did cay that there 
we,s considerable vibration from passing trains witn heavy 
engines. 

Roadmastcr Spyres, wiic nad been m the service of the 
tr-ck department for about 34 years, and r„s roe.d_mastcr for 
about 23 years, had been on this district for only about 1 
year; he stated tnat on Dccc foor 11, 1931, he made an in­
spection of tho rock on this bluff, but found no condition 
that m his judgment req;wi.rod attention, and no trouble had 
been experienced with rook al±des. On th; da.y prior to tho 
accident ho parsed tho bluff twice, first in the morning 
while riding on a northbound passenger t r a m and tho next 
time on a southbound freight train, but noticed nothing unusu­
al at that poinc o±i cither trip. He e.rnved at the scene o" 
the accident about tnrcc or throe and on-half hours after 
its occurrence, but there nws no indication of any hee.vy 
ra.m storm having occurred nor I P S there any water in tho 
ditches or any wash from tho bluff. 

Roadnsstcr Anderson, "ho had jurisdiction on this 
district before Roadmestai Spyres, sta.ted that he had made 
periodical inspections of tne hillside where the accident 
occurred; no unusual condition he„d over boon found and there 
was no seepage of consequence after heavy r a m s , nor any 
trouble experienced T ltn rocks we.shmg deal the bluff. He 
had boon roadmastcr since October, 1913, and sa„id that since 
that time there had never been a- rock slide in this vicinity. 

Division Engineer Lank stated tha,t ho had boon on the 
Northern Division si ace 1919; during the past summer he made 
a, personal inspection of the hillside, but there we„s no 
condition at the point where tins rock slide occurred that 
•aprjoarod dangerous. On leamine, of the accident he pro­
ceeded to thtvt point, arnving there about tnrec or three 
e,nd one—half hours after its occurrence, m company m t h the 
roadmaster. Division Engineer Lank examined, the track, but 
found no indication thn.t the engine had been dcramlcd until 
it encountered the rock elide, did not think it he.d 
ra,mcd hard enough to cause a, piece of solid rock to give 
way, had the rock been supported on earth or "oft material J 

chen. ra.infa.ll miajht na.vc been a fax tor, but tha„t such 
was not the case m this mscenco, tho rock nervine been 
supported by another rock lodge under it. While vibration 
from pasiing trains mi mat nave had so icthing to do 1 ith 
starting the rock slide, ne thought that had tnat been the 
ca.GC the slide r rould have occurred while a tram was passing. 

http://ra.infa.ll
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Division Engineer Lank did not kno^ what actually caused 
the rock slide, he e^id, however, that m order to prevent 
the recurrence of a similar accident he intended to have 
everything removed from the hillside that appeared to 
he loose or that had any tendency to fall. 

Conclusions 

This accident vac cauecd by a rock elide. 

Tho bottom part of the ledge of the rock slido started 
at a point about 32 feet ebo^e the track end the top of the 
slide vras about 22 feet ragn^r; the width of the slide w s 
about 40 feet and the t,_ickicnn about 4 or 5 feet, approxi­
mately 60 tons of rock being precipitated down the hillside 
end on the track end at tne^bere of tne bluff. It was 
evident that the breaks were new, end apparently they were 
not the result of water having wo shed over and loosened 
tho slide. Ho trouble had been previously experienced 
in this viGinity on account of rock slides; frequent in­
spections had, been made of this hillside, but nothing 
of consequence had evcu been found in the way of loose 
dirt or insecure rock, Tnere had boon no unucu,il storm 
or any known adverse weetnor conditions such as to require 
spec m l preceutioxis m petrolling the track, nor was there 
any indication of heavy r m n , The lest t r e m to pass this 
point prior to tne accident was southbound passenger t r a m 
Ho. 15, which was due at Brushy at 12,49 p.m; the rock 
slide occurred scr^tino after that tram parsed, but it 
is not known exactly wncn or ^hy it gave 1 _ T ny. Although 
both the onginciiian end fire lan appear to have boon main­
taining a proper lookojt, they did not discover the danger­
ous condition of the tieck ahead until too late to prevent 
the accident. 

All of the employees involved were experienced men 
end at the time of the accident none of them had been on 
duty in violation of rny of the provisions of chc hours 
of service law. 

Respectjully submitted, 

r. P . BORLAND, 

Director, 


