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SUMMARY

Inv-21G8
St. Louis-San Francicco
July 20, 1437
Winfield, Fans.
Rear-end collision

Mixed-2nd class

Freight

Extra 1229 Norch ¢ No. G30

12290 ;1284

25 core and : 32 freight cars, 1
caboose baggage car, 1 coach
Standing : 12-25 miles per hour

£O11' left curve; lsvel at
immediate point of accident.

Clear, sun shining
7:10 p.m.
1 ¥illed, 2 injured

Failure %o opbcrate under proper control
within yard liwits.
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September 8, 1937.

To the Commiscaion:

On July 20, 1937, there was a rear-end collision between
a freight train and a mixed train on the St. Louis-San
Francisco Railway at Winfield, Kans., which resulted in the
death of one employ=e and the injury of tvo employees.

Location and method of operation

This accident occurred on the Beaumont Sub-division of
the Western Division, wnich extends between Enid, Okla., and
Beaumont, Kans., a distance of 127.5 miles, and is a single-
tracl: 1ine over which trains are operated by timetable and
train orders, no block-signal system being in use. The
accident occurred within yard limits at a point 1,530 feet
north of the south yard-limit board at Winfield. Approaching
the point of accident from the south, the track is tangent for
a distance of 400 feet, followed by a 5°21' curve to the right
760 Teet in length, 1,140 feet of tangent and then a 6°11"
curve to the left 000 feet ian length; the accident occurred
on the latter curve at a point 400 feet from 1*s southern
end. Lookinz ecross the inside of this last-mentiloned curve
throvgh a space between some large ftrees on the west side of
the track, a continuous view of the aporoximate point of the
accident may be hal from the fireman's side of a north-bound
train beginning at a point 1,456 feet south thereof, but the
exact point of accident could not have been seen until the
distance had been reduced to about 616 feet. The grade for
nortlhi-bound trains 1s practically 1 percent descending for a
distance of about 3,000 feet and 1s then level for 600 feet to
the point of accident.

Rule 93 reads as follows: "Yard limits will be indicated
by 'yard limit' beards. Within yard limits the main track or
tracks nay be used, protecting agalinst flrst-class trains.
Second and inferior class and extra trains must move within
vyard limite prepared to stop unless the main track is seen or
known to be clear". On April o, 1937, rule 95 was supple-
mented by general order No. 20, reading as follows: '"When
view 1s obstructed by fog, storms or other weather conditions,
trains stopped within yard limits must protect under usual
flagging rules, but this does not relieve approaching train
of responsibility Tor having train under control and prepared
to stop."

The weather was clear and the sun was shining at the time
of the accident, which occurred at about 7:10 p.m.
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Description

Dxtra 1%29, a north-bound freight train, consisted of 25
cars and o caboose, hauled by ensine 1229, and was in charge
of Conductor Burnett and Engineuwsn Casey. This train, after
having received an order authorizinzy it to run ahead of Train
No. 630, Aivkansas City to Beaumont, departed from Arkansas
City, 12.3 miles south of Winfield, at 6:10 p.m., and arrived
at Winfield at 7:00 p.m., accordinz to the train sheet. At
this point water was to be taken and in order to avoid tlock-
ing the A.T.& S5.F. Ry. crossinz as well as a street crossing,
the train was stoppel vith the encgine south of both crossings,
and with the cabooce 1,330 feet north of the south yard-limit
board, and the engine proceeded lisht to the water tank. About
10 minvtes after the trein had stopned, and before the engine
had returned to the ftrain, the rear end was struck by Train
No. 630,

Train No. 650, a north-bound second-class mixed trailn,
congisted of 39 freight cars, 1 beggage car and 1 coach, in
the order named, hauled by engine 1284, and was in charge of
Conductor Kelly and Enginemnan Reese. After receiving a copy
of the order referred to apove, this train departed from
Arkansas City at €:30 p.m., according to the train sheet,
passed the south yard-limit board at Winfield and collided
with tre vear end of Extra 1229 while travelinzg at a speed
variously estimated to have been between 12 and 25 miles ner
hour.

The caboose &and tvo rear cars of Train Extra 1229 were
vgemolished. ©ngine 1284 ctopped on its left side to the left
of the tracli; the first twvo cars of Train No. 6530 were derailed
and coneldersbly damaged; aone of the other cars of either
train was derailed or cdamaged., The employee killed was the
engineman of Train No. 830, and the enployees injured were
the fireman and head brekeman of that train.

Summary of evidence

Conductor 2urnett, of Train Extra 1229, stated that a
train order received at Arkansas City authorized his train to
run ahead of Train No., 630 from Arkansas City to Beaumont.

He said that his train stopped at Winfield ot 6:50 p.m.; the
encine was Jjust south of the A.T.& S.F. Ry. crossing and the
rear ond of the ftrain was about 1,400 Teet north of the south
vard-limit board. Th2 engine was detached I'rom the train and
advanced to the water tenXk, during which time the conductor
and rear brokeman, one on each side, walked forward and in-
spected the train; the rear brakeman stopped at the A.T.& S.F.



Ry. crossing while the conductor continued northward to a
pocint about hall way hetween the crogsing and the water tank
to ascertain whot was delaying the earine. The engine was at
the water ftank when the accident occurred, at 7:10 p.m.
Conductcr Purnett said that no rear-end protection was given
his train for the reason that it was not recquired under rule
93, since the weatner condltions were good and there vere no
first-class trains-due at Winfield. The statenments of Rear
Brakeman Herris corroborated those of the conductor in all
essential deta1ls. Engineman Casey and Fireman Parker were
on the engine at the water tank and Head Brakeman Hoy was at
the A.T.& 5.F. Ey. crossing at the time of the accident and
their statements developed nothing additional of importance.

Firemen Jenkins, of Train No, 630, stated that he did not
know whether an air breke test was made at Arkansas City but
the brakes opoersted gatisfactor:ly en route. He had read, and
had reen the engineman reading the order authorizing Extra 1229
to run ahsad of No. €30 %to Beaumont. During the descent of the
grade which starts ot a point approximately two miles south of
Winfield, the engineman mace a couple of brake applicataions to
control the speed of the train and at the time they approached
the south end of Walnut River bLridge, located approximately
2,900 feet south of the point of accident, the speed was about
20 miles per hour. At about that point the engineman made a
heavy bralke application which was released after the ftrain had
proceedel 600 or 700 feet farther. The speed had increased to
20 or 25 miles per heour when the fireman saw the caboose of
Extra 1229 faive or six car lengths abesd; he immediately warned
the enginemnan vho made an emergency application of the brakes
which did not scem to be promerly seffective. Shortly after the
emergencv application, the fireman jumped from the engine; at
that taime the speed was about 25 miles per hour and the col-
lision oceurrad almost immediately. Fireman Jenkains further
stated that during the trip the on~ineman appeared normal in
every reospect, and that aprroaching the noint of collision the
head brokcman was riding on top of the third or fourth car from
the engine, but if the brekeman called any warning he did not
hear 1it.

Head Brakeman Felton, of Train MNo. 630, stated that
shortly before reaching the south end cf Walnut River bridge,
at which tims the speed was 20 to 25 miles per hcour, the X
engineman made a brake application and, after proceeding O .
fo 500 feet, he released the brakes; while still on the
bridge, which is 700 fect in length, another application
the brse%ce was made and he did not think any other release
or application was made in the remaining 9,200 feet to the
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position on top of the leading car and while passing the
yard-limit board he could see the preceding train by looking
between two large trees located on the inside of the curve;
he shouted to the fireman four or five times, since the
latter, and not the engineman, was in position to 3see the
frain ahead, but was unable to attract the attention of the
fireman, who appeared to be looking ahead, as did also the
engineman. When No. €30 was within 3 or 4 car lengths of the
caboose of Extra 1229, Brakeman Felton saw the fireman run
over to the engineman and give stop signals. He estimated
the speef just before the impact to have been 12 or 14 miles
per hour.

Conductor Kelly, of Train No. 830, gstated that before
departiane from Arkansas City he and the rear brakeman made an
air test vhich disclosed that all brakes were working properly
and the engineman was advlsed accordingly. He said he de-
livered the orders to the engineman at Arkansas City and saw
the latter read them; one of these avthorized Extra 1229 to
run ahe~=d of No. B30. The conductor who was in the coach
noted that three applications and three releares of the brakes
were made descending the rill aporoaching Winfield, and the
brekes seemsd to be apolying again just before the collision;
the speed at the time of the first application was about 25
miles per hour, and the speed at the time of the third appli-
cation, which was made near Walnut River bridge, was aboutb
20 nilesg per hour. Conductor Kelly stated that trains fre-
quently stop in the location of Extra 1229 in this instance
and said that the fireman had an unobstructed view from the
south yaid-limit bosrd to the point of accident. The con-
ductor thought 1t was poscsible that the attention of the engine-
man and Tireman was partially directed to amusements in progress
within the fair grounds located ajdjacent to and west of the
polnt orf the nccident.

Rear Brakeman Williams, of Train No. 630, thought the
speed w=s about 15 miles per hour at the time of passing the
south yerd-limit board, and svated the train was handled in
the usual manner.

Roadmaster Patterson, wino was standing on the rear plat-
form of the coach of Train No. 630 from Arkansas City to Win-
field, had eaten supper with Engineman Reese and sald the
latter apreared normal in every respect. The roadmaster saild
thut after the traln had ftraveled a distance of one mile on
the descending grade approaching Winfield, and had attalned
a speel of 35 miles per hour, he felt a service application
of the air brakes which had reduced the speed to about 25
miles per hour when the brakes were released; another service



application was felt when the rear of the train was near the
south end of Walnut River bridge, at which time the gpeed was
about 20 miles per hour; neither a release nor an emergency
application of the brakes was obsgserved thereafter and the
speed Just befcore the impact was about 15 mileg per hour. The
weather was clear and the sun was shining at the time of the
collaision. It was the roadmaster's opinion that Train No. 630
approached the yard limits a little faster than is customary.

Discussion

The investigation disclosed fthat the head brakeman of
Train No. 630, who was ridingz on top of the first car, was
the first to see the preceding train, and when it came 1into
view he shouted four or five times to the fireman. Neither
the fireman, nor the engineman, both of whom appeared to be
looking forward, heard hie warnings, and Train No. 630 had
reached a point within 5 or 6 car lengths of the preceding
train before it was noticed by the fireman of Train No. 630C.
Whether cr not the amusements in progress, on the left side
and adjacent tc the curve, diverted the fireman's attention
was not definitely determined.

Extra 1229 was not reauired to flag within yard limits
since there were no first-class trains due and the weather was
clear; Train No. 530, being a second-clase train, was required
to approsch the yard limits expecting to find the track occu-
pisd. The reason for the failure of the engineman of Traan No.
850 to enter the ysrd limits under proper ccntrol could not be
determined as he was killed in the accident. The evidence in-
dicates that the brakes functioned properly.

Conclusion

This accident was cauvsed by the failure of Train No. 630
to be operated under proper control within yard limits.

Regpectfully submitted,

W. J. PATTERSON,

Director.



