
BUREAU OF SAFETY 

REPORT NO. 1 9 3 9 

Railroad: 

Date: 

Location: 

Kind of accident: 

Trains involved: 

Casualties: 

Summary of facts: 

Cause of accident: 

St. Louis & Southwestern and 
Louisiana & Arkansas 

October 2 2 , 1 9 3 4 

Shreveport, L a. 

Side collision 

Two yard engines 

1 killed 

Cross-over switch left opened and 
unattended while car was set out in 
yard; on return movement fireman 
assumed engineman knew cross-over 
was occupied and did not warn 
engineman in time to avoid accident 
engineman started cross-over move
ment without knowing way was clear. 

Failure of crew to exercise proper 
precautions before making a cross
over movement. 
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INTERSTATE COMMERCE COMMISSION 

REPORT OE THE DIRECTOR 0? TEE BUREAU OF SAFETY CONCERHIMG- AN 
ACCIDENT WHICH OCCURRED AT THE INTLHSHCTICN OF THE TRACKS 
OF THE ST. LOUIS SOUTHWESTERN RAILWAY AND TTEh LOUISIANA 
& ARKANSAS RAILWAY IN THE YARD AT SEREVLTG3T, LA., ON 

OCTOBER 2 2 , 1 9 3 4 . 

December 1 1 , 1 9 3 4 . 

To the Commission: 

On October 2 2 , 1 9 3 4 , there was a side collision between 
an Illinois Central yard engine, which was making a back-up 
movement light over the track of the Louisiana & Arkansas Rail
way, and a Texas & Hew Orleans yard engine which was making 
a back-up movement, shoving a cut of cars, over the track of 
the St. Louis Southwestern Railway, at the intersection of bhe 
tracks of these roads in the yard ax; Shreveport, La., which 
resulted in the death of one employee. The railroads mentioned 
in this report arc the Illinois Central, Yazoo & Mississippi 
Valley, Louisiana & Arkansas, St. Louis Southwestern, and 
Texas & New Orleans, and are hereinafter referred to as the IC, 
Y&MV, L&A, StLSW, and T&HO, respectively. 

Location and method of operation 

This accident occurred within yard Units at a crossing 
of the tracks of the StLSW and L&A; in this vicinity movements 
over both railways arc governed primarily by the book of rules 
and special instructions. In the immediate vicinity of the 
point of accident the StLSW main track extends northwest and 
southeast and parallels the L&A on the east, and the inter
section is formed by a long cross-over, 3 6 2 feet in length, 
which extends north and south across the StLSW main track 
and joins the L&A with the Y&MV connection. The south switch 
of the cross-over is a facing-point switch for northward 
movements and leads off the L&A to the east, with a low gW±, 
switch stand located on the east side of the track which di^»» 
plays a red indication when the switch Is open; the accident 
occurred just north of the south switch of this cross-over, 
at its fouling point vith the crossing over the StLSW track. 
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To y&w 

Point of acc iden t 
(Fou l ing po in t ) 
(of c r o s s i n g ) 

I . C . Engine 1972 

South swi tch of c ross over 

North swi tch of c ross over 

T&NO engine g06 
and cut of ca r s 

Lead swi tch 

to s-j 0 ! i-

V. 
Inv . No. 1 9 ^ 9 

S t . L o u i s Southwestern P.y, 
and the 

L o u i s i a n a & Arkansas Ry. 
Shrevepor t , La , 

O c t . 22, 19^1+ 
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At a point UU £V ct couth of the center line of the crossing 
the StLSW lead track connects with its main track, the lead-
track switch being a trailing-point switch for northward 
movements and the lead track paralleling the main track on 
the oast. Shreveport yard is located south of the intersection 
involved; approaching the crossing from that direction on 
cither railway, the track is tangent for a considerable dis-
t anc o. 

The weather was clear at the time of the accident, which 
occurred about 3:20 a.m. 

Description 

T&NO engine 806, headed north, pulling a cut of 21 cars 
and a caboose, was manned by a mixed StLSW and T&NO switch 
crew and was in charge of StLSW Engine Foreman Irvine and T&NO 
Engineman Calvit. It moved northward from Shreveport yard over 
the lend track and thence to tho StLSW main track and stopped 
v/ith the engine and one car north of the crossing; after this 
movement it started to make a back-up movement southward, in 
order to moke a flying switch, and while this was being done, 
the speed being variously estimated at from U to 12 miles per 
hour, the left side of tho engine was struck on the crossing 
by IC engine 3972. 

IC engine 3972, headed south, in charge of Y&MV Engine 
Foreman Chambers and Y&IvrV Engiucmnu Gray, after setting out 
a car'in the L&A yard, mede a northward back-up movement, 
light, over the L&A track, entered the south switch of the 
cross-over, which had-been loft open and unattended while tho 
car was being sot out, and on reaching the fouling'point of 
tho turnout with the crossing over the StLSW track, while 
moving at a Low rate of speed, tho left rear corner of the 
tender struck the side of T&NO engine 806. 

The loft side of the cab of T&NO engine 806 was torn off 
and the engine was otherwise damaged, the blow-off cock and 
the main reservoir air-brake pipe being broken; it stopped 
at a point 550 feet south of the point of the accident, with^fc 
the tender and first car derailed. The left rear corner of 
the tender of IC engine 3972 was bent in, the engine was 
slightly damaged and was driven southward from 15 to 30 feet. 
The employee killed was the fireman of T&NO engine 806. 

j 
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Summary of evidence 

Engine Foreman Chambers, of engine 3972, was in the Market 
Street yard., a short distance away, and did not actually see 
the accident happen. He said that the movement of setting 
out the car in the L&A yard was of regular occurrence, and 
while the south cross-over switch normally is kept in closed 
position yet it is customary for all lines to leave the switch 
open when making deliveries to the L&A until the engine has re
turned to the cross-oTrer. Immediately after the accident'he 
found the south switch in that position; under Y&IuV rules, 
however, the switch should have been closed. There was no 
requirement that a member of the switch crew ride on the 
leading footboard; it is required, however, that crews stop 
and ascertain definitely that the way is clear before attempt
ing to move over crossings, and this requirement of the rules 
had boon obeyed when he was with the crew. 

Engineman Gray,.of engine 3972, stated that while backing 
northward toward the cross-over, after setting out the car in 
the L&A yard, ho was looking out of the window on his side of 
the cab in the direction th^ engine was moving; his view was 
cut off by the tender of his engine and at no tine did he see 
engine 806 with the cut of cars either when looking across the 
cab toward the StLSW tracks or when looking ahead toward the 
cross-over. He said that Fireman S. ,ith was riding on the left 
seat box during the entire course of the back-up movement, and 
that he saw the fireman looking back along'that side and there
fore did not ask whether the way was clear, depending on the 
fireman to maintain a proper lookout and give angle warning of 
any danger. Engineman Gray knew that the south switch had been 
left lined for the cross-over and unattended and said that as 
the engine backed toward it at a speed of about 10 miles per 
hour he saw the switch tongot displaying a red indication. 
Switchman Ryan was riding on tho front footboard of the engine, 
on the engineman's side, and on no.ring the switch the engine-
man ivduced speed to about 6 miles per hour in order to let 
the s*dtoilman got off - and close the switch after the engine 
had backed through it, but just after the tender passed over 
the switch and upon the turnout, and while the engineman was 
watching to sec the switchman get off, the fireman shouted a 
warning of danger, whereupon the cngincricn immediately applied 
the air brakes in emergency and reversed the curine, the 
accident occurring immediately afterwards. Engineman Gray 
said that following the accident his fireman told him that he 
thought the switchman had closed the switch. Engineman Gray 
further said, that the aoverient was of almost clall^ occurrence 
and that he was thoroughly familiar with conditions in the 
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yard; he knew ho was required, to ascertain definitely that the 
way was clear and he assumed that that was the case when the 
fireman did not say anything ahout the crossing being occupied. 
It was the practice on the IC and Y&MV to provide stop signalaj| 
at crossings where a stop was required, but he said that the 
StLSW crossing had always been considered as a lead track, 
with no stop board, and it was not customary for crews to stop 
before proceeding over it, the engineman saying that on the 
southward trip with one car he had stopped with the car about 
on the crossing while Switchman Ryan went ahead and opened 
the south cross-over switch. 

Fireman Smith, colored, of engine 3972, stated-that he 
was on his seat box when approaching the cross-ovor, saw the 
switch target displaying a red indication, and knew that the 
switch was lined for the cross-over; he also saw the crossing 
occupied by engine 806 and assur.ied that his engineman also 
saw them and would stop before reaching the switch. When the 
rear end of the tender reached a point about half a car length 
south of the switch, or where he thought the engine should 
have stopped, and while his head was outside the cab window, 
he said to the engineman, in an ordinary tone of voice, "that 
will do", but the engineman did not apply the brakes; he 
hurriedly looked toward the engineman to sec why he was not 
stopping and at that time the engineman was looking toward 
the front end-cf the engine. The fireman again looked at the 
switch target, thinking that since the ciiginoiion was not 
stopping the switchman might have lined the switch for the 
straight track; the target still was displaying a red indica
tion, however, and the tender entered the open switch; the 
fireman then shouted a warning of danger and the engineman 
applied the brakes in emergency and reversed the engine too 
late to avert the accident. 

Switchman Ryan, of engine 3972, stated that on the south
ward movement a stop was made on the cross-over while he 
opened the south switch, which was left open, as customary, 
while the car was set out in the L&A yard. On the return move
ment he rode on the front footboard of the engine, on the 
engineman's side, and saw the cut of cars on the StLSW lead 
track but was not concerned about them cs he saw cars being 
moved on that track practically every day, and he made no ef
fort to see whether the crossing was clearr. As his engine 
ncared the south switch the speed was reduced to a very low fm 
rate, at which time Engineman Gray was looking toward the rear 
of the tender, and before reaching the switch points Switchman 
Ryan stepped off the footboard so as to be in position to close 



- 6 -

the switch, after his engine backed through it, assuming that 
in the event the crossing was not, clear the engir_eaian would 
stop. Switchman Ryan said that as a natter of safety ho should 
have ridden on the roar footboard of the tender and then he 
would hove been in position to see whether the crossing was 
occupied and, if necessary, to epply the brakes by opening the 
angle cock rt the rear end of the tender. It also appeared 
from his statements that it was not customary to stop for this 
crossing. Switollman Seuthcrland had remained at the north 
switch cf tho cross-over while the car was being set out, this 
being in accordance with bulletin instructions either to 
restore the switch or leave a nan in charge of it; he did not 
actually see the accident -near, as engine S 0 6 end the cut of 
cars were occupying the crossing and out off his view of his 
own engine. 

StLSW Engine Foreman Irvine, of engine 8 0 6 , stated that 
he was riding on the caboese being handled by that engine and 
did not sea engine 3 9 7 2 prior to the accident. It was tho 
practice on his road to ascertain definitely that the way was 
clear before using this particular crossing. StLSW Switchman 
E. M. Robinson was cutting off the caboose while T&NO Switchman 
B . Robinson handled the switches for the caboose track, and 
neither of these employees knew there was anything wrong until 
after the accident had occurred. 

T&NO Engineman Calvit, of engine £>06, stated that he had 
received a signal from his engine foreman to kick the caboose 
in on the caboose track and it was while this beck-up movement 
was being made, at a speed of about 1 0 or 1 2 miles pur hour 
and with the engine working stoari, that the accident occurred; 
he was on the opposite side of the cab fron engine 3 9 7 2 , with 
Fireman Ravenna sitting on the fireman's seat box, but as the 
engineman was looking back along his own side for signals from 
the switch crew he did not observe the fireman after the back
up movement was started and did not receive from him any warn
ing of danger. At the time his engine pulled the cut of cars 
northward, however, and before proceeding over the crossing, 
the fireman had inf jrmeel him that the way was clear on that 
side. 

Superintendent Pcttigrew, of the StLSW, said that in making 
some changes in 1 9 3 3 it became necessary to construct this 
cross-overthe understanding was that tho switches would be 
kept closed, and on this account it would be necessary for 
crows to stop before using the cross-over, this appearing to 
make unnecessary any provision for special protection for the 
two StLSW tracks intersected by tho cross-over. 



-7-

Trainmaster Chandler, of the Y&MV, said the crew of* engine 
3972 would be governed by the rules of the road over whose -^k 
track they were operating. He did not approve of Y&MV yard 
crews making movements of the kind here involved with only one 
switchman accompanying the engine and said a movement made in 
this manner was without his knowledge. 

Superintendent Johnson, of the L&A, said Y&MV employees 
had not been examined on the L&A rules and he did not think 
it necessary so far as movements of this kind were concerned, 
in view of the fact that rules 93 and 93, the latter relating 
to crossings, junctions, etc., -were practically identical. 
However, L&A rule 98 requires a stop to be mode at crossings 
where there are no gates or interlocking, whereas Y&MV rule 
98 requires trains to approach crossings prepared to stop 
unless switches arc lined, signals at proceed, and track clear. 
Superintendent Johnson also said that Y&MV crows, not instruct
ed on L&A rules, would be operating under their own rules; 
in this case the Y&MV crew should not have left the switch 
open and that in doing so they violated their ovm rules as 
well as those of the L&A. 

Subsequent to the accident a test made at the point of 
accident developed the facts that the engineman of engine 3972 
sitting on his seat box: in normal position, looking from the 
side cede window, could have oeen the switch and cars on the 
crossing when 1,553 feet from the center of the crossing; when 
1,218 feet distant he could sec objects only at intervals, 
and when 517 feet distant they disappeared from view. It is 
questionable whether engine 806 had reached the crossing while 
engine 3972 was far enough away for its engineman to have a 
clear view. Measurements further indicated also, taking into 
consideration damage and marks on the engines, that engine 3972 
moved northward from 12 to 17 feet after first coming in con
tact with engine 806. 

Conclusions 

This accident was caused by failure of the crow in charge 
of IC engine 3972 to observe proa or precautions- before starting 
a movement over a crossing with another line, 

The investigation disclosed that during a switching opera
tion the-'south cross-over switch had been left open and un
attended, which was contrary to rule but apparently in accord
ance with the prevailing practice at this point; the fireman 
knew that the crossing was blocked, but assuming that the 
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engiucman also was aware of that fact he fail cd to give the 
ciiginemen adequate warring until it was too late to avert the 
accident; and the enginenan, whose view was obstructed, assumed 
that the way was clear as the fireman gave him no warning, and 
proceeded to make a movement over the crossing without definite
ly knowing that the way was clear. While there were some 
differences in the rules of the various railroads applicable 
to the situation involved, proper observance of either the 
rule requiring the switch to be closed or attended, or a stop 
before proceeding over the crossing, or that the way must be 
known to be clear before proceeding over the crossing, would 
have averted this accident. In this area, of congested traffic 
it is essential to safe operation that the requirements of 
rules be clearly and uniformly understood by all employees 
of the various companies who operate over thetracks of the 
various roads concerned, and that necessary supervision be 
provided to insure that the prescribed practices are being 
followed. Conditions and practices disclosed by this investi
gation require prompt corrective measures by responsible rail
road officers. 

Respectfully submitted, 

W. J. PATTERSON, 

Director. 


