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St. Louils Southwestern Railway of
Texas

Novewber 6, 1937.
Rusk, Tex.

head-end collision

Freight . Passenger

o, 451 : No., 402

563 . Motor 11

10 cars : Motor and 1 ear
1-2 m.p.h. : 10-12 n.p.h.

Tangent; 1.09 sercent
ascending gradc.

Clear

S:19 pe.

1 killed, & injured

Failure or No. 402 to operate under

control in yard limits. Failure of

the crew of No, 451 fully to comply .

with the terus of Rule 99 with re-
spect to l[lag protection.
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December 10, 1937.

. To the Commission:

On MNovember 6, 1937, there was a head-end collision between
a freight train and a massenger train on the St. Louis South-
western Railway of Texas at Rusk, Tex,, which resulted in the fatal
injury of one emnloyee, and the injury of one passenger and twn
persons carried under contract.

Location and method of operation

This accident occurrcd on the Luflkin Sub-division of the
Texas Division, wiiech extends between Prestridge and Tyler, Tex.,
a distance of 101.14 miles., Tnis is a single-track line over
which trains are operated vy tinetable and train orders, no blocl-
signal system being in use.

The station at Rusk is on the ecast side of the main track.
A giding parallcls the main track on the west side, the south
switch being located 451,35 feet south of the station; No., 5 track
leads off the siding on the west side end narallels it; the house
track is locatcd on tlhie east side of the station, the soutn switch
being located 367.9 feet south of the station. The south yard-
1imit beard is located $,148.8 fcet south of the station.

The accideut occurred at a vnoint anvroximately 953 fect south
of the stabtion at Rusk. Anproaching thiis noint Trom the south the
tracl is tangent for ¢ distance of 2,184.7 Teec, Tollowed by a
1°30' carve to the right 207.8 Leet 1n length and then tangent
track 4¢4.2 feet to the ooint of accicdent and 829.7 Teet bcyond.
The gradc is descending from 0.95 to £.,27 wnercent Tor a distance
of 5,800 Teet, then level track for D00 fcet, followed by approxi-
mately 1,200 feet of 1.090 percent ascending grade to the noint of
accldent.

Rule 99 reads as Tollows: "Within yord linits the main
tracks mav be used, protecetinz °g inost first class trains. Second

al
and inferior class and estra uT”lPS st nove within yard limits
prepared to stop unless tho main track 1s seen or Xnown to be
clear",

. Rulec 99, in part, reads as follows: '"When o train stops un-

der circunmstances in which it mey be overtaken by another train,
the flagiion must go back irmediately with flogman's signals a suf-~
ficicnt distancc to insure full protection, placing two torpedoes,
and when necessary, in addition, dluDTaVLng lighted fusces. The
front of thec train must bo Dﬁotectcd in thc same way when neccs—
sary by thc front brakeaan or fireman'™.
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Timetable spnceial instructions provide that "All trains will
move under control through Rusk and Lufkin yards, and between
‘ Juntington and Prestridge, expecting to find main track occupied
by trains of other lines".

Timetable general instructions provide that "Trains required
to run under control will run so as to stop within half the range
of visicn®,

The maximum authorized speed for passenger trains in the
vicinity of the point of accident is 35 miles per hour on straight
track and 30 miles per hLour on curves.

The weather was clear at the time of the accident, which oc-
curred at 3:15 v.m.

Descrintion

No. 451, a south-bound second-claess freight train, consisting
of 18 cars and a caboose, hauled by engine 563, was in charge of
Conducter Wooley and IEngineman Hunter. This train entered the
siding at Rusk about 2:55 n.m., after which the engine pulled the
6 leading cars out umon the main track and then backed them into
the house track where 4 cars were added. The engine then headed
out upon the main track pnrepsratory to backing the 10 cars into
the siding and thence to track No, 3, The switch had been lined
Tor the siding and the back-up movement had just started when the
engine was struck by No, 402.

No., 402, a north-bound first-class passenger train, consist-
ing of gas-electric otor 11 and one combination mail and express
car, was in charge of Conductor Sparks and Engineman Satterfield.
This train departed from Wells, the last reporting station, 27.17
miles south of Rusk, ot 2:10 p.n., according to the train sheet,
one minute late, and ccllided with the forward portion of No. 451
while traveling at a speed estimated to have been between 10 and
12 miles ner hour,

Engine 563 was separated from motor 11 by a distance of
several fcet when both stopped after the immact. The front of
engine 565 was slightly damaged. The rear pair of wheels of the
leading truck of motor 11 was derailed; the body transom was
driven back a dlstance of 6 feet 4 inches and the front end was
badly danaged.

The cmployee who was fatally injured vas the engineman of
No. 402.
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Summary of evidcnce

Conductor Sparks, of No. 402, stated that the brakes func- :
tioned properly en route and he heard no complaint on the part ‘
of the engineman concerning any unusual condition of the motor.

When nroceeding down the hill aporoaching Rusk, the motor was

coasting at a smeed of fully 35 miles per hour. The brakes were
applied in service approximately 800 to 1,000 feet north of the

south yard-1limit board, and shortly thereafter he heard the explo-
sion of one torpedo and the acknowledgment on the motor whistle

made by the engineman. At this time the speed was about 30 miles

per hour and the brakecs were still apnlied in service. He imme-
diately looked out the window and saw a flagman at about the

torpedo locction on the engineaan'’s side, vut could not remember
whethcr the flagmen hed a flag. The conductor estimated the speed

of his train at about 10 miles ner nour at the time ol the acei-

dent, whicir occurred about 3:15 p,m. The weather was clear and

the sun was shining. It was his opinion that the flagman was not

out a sufficient distance; howevcr, hc thought the accident would
have been avertcd had the cngineman applied the brakes when No.

451 came into his vicw,.

Brakeman Campbell, of No. 402, said that the brakes worked
properly en route and that they were applied near the south yard-
1imit board and shortly thereafter he heard the explosion of one
torpedo. He went to the platform and looked out on the engine-~
man's side and cbserved the engineman on his seatbox with part
of his body out of the window and loocking ahead. The brakeman
also observed a flagman about 3 or 4 rail lengths to the rear of
No. 402 and running toward it. He did not observe whether the
flagman had a flag and did not remenver whether the engineman an-
swered a flag or made a further apnlication of the brakes., Brake-
man Cgmnbell could not estimate the speed at any point except that
he thought 1t was abcut & or 10 miles per hour at the time of the
collision. T was his opinion that No. 402 was not proverly
flagged.

Engineman Hunter, of No. 451, stated that his train arrived
in the clear on the siding at Rusi at 2:55 p.m. The six leading
cars were cut off about 2:58 or 3:00 p..22e and the swing brakeman
gave the head brskeman a signal to go and flag; the latter lined
the south switeh Tfor the main track, procured his red flag and
boarded the pilot of the engine. When the engine stopned on the
main track preparatory to backing into the house track, which was
at cbout 3:02 p.m., the brakenan vroceeded scuthward. Four cars
were picked up on the louse traclkt and then about 3:05 p.m. tiae
engineman saw the flagman walking southward at a point from 525
to 612 Teet south of his cngine. The 10 cars were pulled to the
mein track nreparatory to shoving them into the siding. He did
not see No. 402 anproaching until the cut stopped clear of the
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south switch of the siding. Aftcr releasing the brakes and re-
versing the engine he saw the brekeman flagging No, 402, Due to
a brake sticking on a car and the neccssity of taking slack, he
wae unable to back away faster and had moved only about a half
car lcngth when the accident occurred, which was at 3:15 p.n.

le estimated the speed of No. 402 at the time of impact to be
betwcen 10 and 12 miles per hour and the sneed of his own engine
1 or 2 miles pcr hour., Engineman Hunter was of the opinion that
the cnginenan of No. 402 could have scen the flagging signal a
sufficient distance south of the flasgman to have stopped his train,
as the track was straight, weathcr clcar and there were no ob-
structions, t was u1is opninion that his engine was fully pro-
teeted in accordance witin rule 99,

Firemlan Phillips, of Ho. 451, stoted that it was about 3:05
p.rl, When the engine hcadced out upon the main track the first time
and the hesd brakeman was on the nilot. He said 8 or 10 minutes
were consuried in picking un the cars on thc house track. When
leaving the house track he observed No., 402 coming down the hill
rethcr fast and the brakoman wnes flagging when that train was a
considcrable distance south of him and then he saw the brakeman
put a torpcdo on the rail, The fireman heard the explosion of
one torpecdo and only one blast of the motor whistle which he took
to be the station whistle signal,. He thought the brakeman was
out a sufficient distance under the conditions,

Head DBrakeman Shocmeker, of No. 451, corroborated the state-
ment of FEngincmen Huntcr concerning events up to the time of
backing into the house truck., The hcad brakeman said it was about
3:07 1/2 pneri. when this movoment was made, which was the time he
started out to flag. When he hcard No. 402 approaching in the
distance he placed the only torpedo hc had on the rail and when
that train came into his view about tLhrec-fourths mile distant,
he began to flag, at viiich timc Lie was located about 1,100 feet
south of the south swilbch. When he started out to flag he had a
red flag on a staff and twc torpcedocs but onc of the torpcdoes
was lost cn routc to the flagging point. When his flagging signal
was not acknowledged he walked rerther south and the engincman
did not acknowledge the signal until the train hed rceched a point
within 175 fect of him. ¥“he train vossed him at a spced of about
30 niiles pcr hour. «sfter the accident he asked the engincman of

. No. 402 vihy hc failcd to ston and the cngincman replied in effeet
that hc eould aot stop coming down tie hill in that manner. The
head brakcman wes of the opinion thot he flagged properly but said
that he could have gone poscibly 175 fcet farther south within
the time at his dispcsal. Brakeman Shocmcker stated that in com-
paring his watch with the standcrd clock at Tyler hc noted that
his waten wes 24 minutes slow and his tiaes arc basced on those
shown by his watch.



Condurtor Wonley, of No, 451, corrcborated the statcment of
Engincmen fHunter concerning the movements at Rusk. The conductor
sald thet thce cngine was backing into the house treck when he ob-
scrved the head brakeman at o point 15 or 20 car lengths south of
the siding. When vprocccding from the housc track the conductor
hcard No. 402 approaching in the distance and then hcard that
troin acknowledge a Tlcg signel just beforc or siiwmltancously
with the cxplosion of o torpedo, Aftcr the accident he went to
see wherce the torpedo exploded and found that it wes 17 rail
lengths, or 561 fect, south of the vpoint of accident., He moade a
vision tcst at the location of the ecxploded torvedo and found that
he could sce for more thon o half-milc southward. It was ais
opinion that the head brakcian could have gone farther south; how-
ever he tnought the movement, which was a customary one, was prop-
crly protcceted against No. 402,

Swing Braokecnman Overlecesc, of No. 451, stated that it hod beon
the practice to switeh in Rusk yord on the time of overduc first-
class trains undcr flag protection and that No. 402 had becn
flagged many times undcr similar condlitions and that always before
the train had apnroached under control. It was his opinion that
No. 402 was properly flagged as to distance considering rules co-
vering Rusk yard, but he thought the flagman had ample opportunity
to go farther south if it hnd been necessary.

Rear Brakeman Sinclair, of No. 451, was located about 15 feet
north of the siding switeh just after the cut of cars was »nulled
from the liouse track, About this time he heard No. 402 acknowledge
a flag signal and about 45 seconds thereafter he heard the explo-
sion of a torpedo., It was his opinion that the accident was caused
by the failure of the engineman of No. 402 to operate under control
within Rusk Yard linits,.

Superintendent of Motor Cars Jenkins steted that he tested
the brakes on motor 11 and the combinotion cer at Tyler the morn-
ing of the accident and they were working properly at that time.

Observations of the Comission's Inspectors
The view of an engineman of a north-bound train wes not ob-
structed by the 1°30' righv curve, which was only 207 feet in ‘
length, and an enginemen sitting on the seatbox of a motor car
could see the general outline of a locomotive and both rails for
a distance of a mile from the point wnere the locomotive of No.
451 wes standing before it started to back up just prior to the
collision. From a dictance of 878 feet the entire front end of
the locomotive together with its entire superstructure could have
been seen by the engineman of an annroaching motor,
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dotor 11 is of the gas-electric type, built in 1914, its
light weight being 105,500 nounds. It was ecuipped with M-22
engineer's brake valve and both otor and trailer were equippned
with L-3 triple valves. The brake-pipe pressure maintained is
70 pounds,

Discussion

There is some discrenancy in the statements of the members of
the erew of No, 451 as to what time the engine proceeded from the’
ciding. However, no one stated that it was carlier than 3:00 p.m.
No., 402 was due out of Broughton, the first point south of Rusk
where time 1s shown, at 2: 55 p.m., and was due out of Rusk at
5:05 p.m., the latter time applying at the north switeh of the
siding at thet noint. Consequently it was incumbent upon the crew
of No. 451 to furnish Tlag protection against No. 402 before the
engine entcred the main track at the south switch but this was not
done. No. 402 wes ap»nroxinately ten minutes late but No. 451 held
no train order to that effect; however, this tardiness enabled
No,., 451 to send a flagman to a point approximately 1,100 feet
scuth of the south switeh or about 1,500 feet north of the south
vard-1limit board, The evidence was to the effect that the Tlagman
could have gone farther south, his own estimate being that he could
have covered an additional distance of about 175 feet. The flag-
man placed only one torpedo on the rail, saying that he started
out with two but lost one en route. Rule 1485 requires flagmen
to have four torpedoes securely attached to their flagstaffc by
day and must keep all flagging equinment ready for immediate use
at all times when on duty. The flagman could see more than =
half-mile to the south of his Tlagging location and it appears
that he began flag glnr when No. 402 came into his view, but his
signals were not acknowledged until that train had almost reached
his location. Had two torvedoes, as requlred by rule 99, been
placed on the rail somc distance coutin of his flagging location,
it is probable that the engineman of Wo, 402 would have secn the
flagzing signals earlicr and would have taken the necessary action
to stop his train short of No. 451,

Under rule 93 it was nermissible for No. 451 to occupy the
main track on the time of No. 402 provided the former train was
protected according to rule 99, Howcover, a special timetable in-
struction required ail trains to enter Rusk yard limits under
control, and a general instruction in the timetable interprets

"under control" as in such nanner as would insure that the train
could be stopped within haif the range of vision. The evidence
is to the effect that No. 402 was being oncrated at a speed of 35
miles per hour when entering the yard limits and this speed was
not materially reduced at a point 1,500 feet north of the south
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yard-1imit board. The engine of No, 451 was standing at a point
approximately 500 feet south of the south switeh; in this loca-

ticn the gencral outline of tihis cngine could have been scen by '
the enginecnan of No, 402 a mile distant and the entirc front ‘
cnd of the engine together with the cntire superstructure could

havc bcen seen from a point 878 fcet distant. Since No. 402 was
traveling at a speed of 10 to 12 miles per nour at the time of

the accident, 1t is apparent that this train was not being opera-

ted under control,

The enginewman of No, 402 died before he could be guestioned,
He was 80 ycars old. The only known sbatement mede by him subse-
quent to the accident was to the head brakcman wherein he indicated
he cowld not stop duc to thec manncr in which the train came down
the hiil, Howcver, the descending grade was followed by 300 feet
of level track and then 1,200 fect of sscending grade, the maximum
gradient being 1.09 pcrcent. It is not knovm whether the brekes
funetioned properly iruacdiately aprroaching the point of accident;
however, thc evidence was to the ¢ffect that they had been prop-
erly working previously during the trip.

The M22 brakc valve, with which this motor car is equipped,
is a combilination valve which may be uscd to opcrate either the
indepondent brake or the automatic brake. In o, 402 the motor
cer was furnished witi bothh independent and automatic equipment
whereas tine traller was furnished with the sutomatic equipment
only. The result is that when the independent brake was used only
the motor car brakes responded. During an inspeetion of the motor
car made about 3%+ hours arTter the collision it was observed that
the brake valve was in 1ndependent avnnlication position.

Rule 1578 requires enginemen to lieep a constant and vigilant
lookout for signals and the position of switches while running,
also for obstructions and defects of track. The reason for the
engineman's failure tc observe the flagman's signals and the lo-
cetion of No, 451's engine when it became possible for him to do
50 is unknown; the enginecian was the only nerson in the forward
part of the motor. A train operating under flag protection de-
pends upon its flagmon's signals being acknowledged and respected
by avnproachking trains;-therefore, it i1c highly important that at
least one enployee on the power unit of a train constantly observe
the track ahead.

There was complete agreemcnt ameng the members of the crew of
No, 451 thet the timetable special instruction requiring all trains
tc move through Rusk 7ard under control.did not nullify the re-
guirement of Rule 89 concerning clearance time required at meeting
points between trains of different clesses, nor did it permit dis-
regarding the requirement of Rule 93 concerning protectien against
first-class trains within yard limits. At the seme time each of
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these criployees cxpressed the opinion that his train was suffi-
clently proltected in view of the "under control" requirement
olfecting tiie anproaching train., On the other hand, the meuwbers
ol' the erew of No, 402 were of the oninion that the crcw of No,
451 had uot¢ furnished adequate flag protcetion.

The varicus rules governing the movement of trains through
Rusk yord rosult in an overlapping of responsibility wherein each
of the emnloyces involved is 1ikecly to place dependence upon the
restriction placed on the other cmploiee rather than upon the
proper porrormaunce of his own duty. Situations of this kind re-
sult in the growtii of unsafe practiccs,

Concluslion
This accident was causcd by the failure of No. 402 to be
operatecd undcr controsl in yard limits, and failure of the crcw of
Ho, 451 fully to carry cut the recoirevments of Rule 99,
Respeetfully submitted,
W. J. PATTCRSON

Director



