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November 18, 19 27. 

To the Commission: \ 

On October 1,7. 1927, tnere was a rear-end colli
sion between two fraught trains on the Atchison, Topeka 
& Santa Fe Railway at Augusta, Kans., which resulted m the 
deatn of one employee. 

Location and method of operation 

This accident occurred on the Eldorado District 
of the Middle Division which extends between TFmfield Junc
tion and Florence, Kans., a distance of $2.9 miles. In the 
vicinity of the point of accident this is a single-track 
line over which trains are operated by time-table and t r a m 
orders. The accident occurred w:tnm yard limits at a 
point about 300 feet east of tho west yard-limit board. 
Approaching tnis point from the west there is a 4° carve 
to the left 860 feet m length and then 722 feet of tangent, 
the point of accident being at about the middle of tne 
%S.&£mM, tangent; the grade is slightly ascending for east-
bound trains. 

The weather was clear, and it was dark si the time 
of the accident, which occurred at 5.53 a.m. 

Description 

Eastbound freight t r a m extra 318 7 consisted of 
55 cars and a caboose, hauled by engine 3187, ana was m 
charge of Conductor Pearson and Engmeman Lloyd. It arrived 
at Augusta at 4.30 a.m. stopping with the rear ena aoout 300 
feet inside of the yard-limit board, ana nad been standing 
at tnis point aporoximately one hour rtien it wai-, struck by 
extra 4067. 

Eastbound freight t r a m extra 4067 consisted of 
65 cars and a caboose, nauled by engine 4067, and vas m 
cnarge of Conauctoi Zink and Engmetan Jones. It passed 
Douglass, 11.2 miles irom Augusta, at 5.29 a.m., accord
ing to the tiein sheet, and collided vith the rear end of 
extra 3187 at Augusta vhile traveling at a speed estimated 
to have been about 10 riles per hour. 



The caboose oi" extra 3137 was demolished and eight 
cars more 01 less briody damaged. Engine 4067 came to a 
stop 165 foot cast o± the point of accident, it was not 
derailed nor seriously damaged and was able to proceed 
light to its destination inder its own power. The employee 
killed was tn- flagman of extra 3187. 

Sue ffiai y of evi dene e. 

Engmeiran Jones, of extra 4057, said his tram passed 
Gordon, 6.3 miles from Augusta, at a speed of 35 or 40 
miles per hour and than, ̂ oen m the vicinity of a rock 
ciusher located nearly 3 miles fror the point of accident 
he shut off steam ana allowed the t r a m to drift, the speed 
at this time being about the same as ifvhen passing Gordon. 
As the t r a m approached the curve to the left immediately 
west of the yard-lmit board, traveling at a soced of about 
25 miles per hour, ne started to make a service eoplication 
of the air br<jkxs. Tvithm a few seconds the fiieran and nead 
brakeman, both of wnom were on the left side of cno engine, 
told him that the automatic signal located 1,332 feet in
side of tne yaid-limjt ooard was in tne stop pontior; this 
signal governs tne approach to Augusta Junction. Engmeman 
Jones co-itmuod with the making of the service apolication, 
expecting to bring the treun to a stop at the aignal, but 
al :ost immediately aiterwnrds the fireman and head brakeman 
told hin there was a caboose immediately ahead and he moved 
the brake-valve handle around to tne emergency position. 
The brakes seetiea to apply as if a full service amplication 
ha a been ^ade and ne thought thet when he got off the 
engine, nast before it reached the yard-limit bo^rd, the 
soeed had bean reduced to aboat 13 or 15 ,;ilos per hour. 
En-meman Jones was unable to offer any reason for not 
t u n g able to stop otner than to say tnat this uas che 
first time he n^d encountered che roei end of a t r „ m so 
close to tne yarc-limiu aoard, m addition to the fact, 
mentioned abov^ , tnat he expected to stop at the automatic 
signal. 

The statements of Fireman King corroborated those of 
Engmeman Jones wi bh a few exceptions. He said he was 
leaning forward looking through the front window of the 
cab in order GO observe m e inoication of the ^etonatic 
signal, and ne did not tm nk tne engmeman started to ap
ply the air brakes until after receiving information that 
the aignal was m the stop position. Fireman K m ^ then 
saw the caboose, notified the engine^nen, and ne^rd a, brake-
valve exnemst uhich indicated ^nat the brake val^e ras in 
the emergency position. Up to this tine he nad supposed 
that tne er/une,, an was op'-iatiriL the t i a m so ,1-G.t he 
coula stop if necessdry at the yard-limit board. 
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Head Brakeman Ernzel said Engmeman Jones had already 
made a service application of tne brakes wnen the fireman 
called the indication of the automatic signal and that both 
he and the fireman gave the engineman warning of tne 
proximity of the caoocse within a very few seconds after
wards. The head brakeman'E other statements brought out 
no additional facts of importance. 

Conductor Zirfk and Brakeman Schroeder were r: ding m 
the caboose of extra f10S7 when the accident occurred. 
Eacn of these thought the t r a m had merely come to a full 
stop and it was not until the conductor proceeded to the 
head end of the t r a m that he realized there had been an 
accident. Conductor Ziruc furtner stated tnat he fas pres
ent when another engine -"as couoled to tne t r a m J i d a test 
Tade of the air brake-, tnis test showing that the brakes 
were inoperative on only one car m the train. Engir.erran 
Jones said he also was present at this time, watching the 
measuring of the piston travel. The record of these 
measurements as rurmshed to the Commission's inspectors 
snowed tnat the t i a m line on 5 cars at tne head end of 
the t r a m nad been damaged as a result of the accident and 
that of the remaining SC cars tnere were 2 cars on which 
the orakes leaked off and 1 car on which the piston travel 
was 13 inches; none of the other cars nad a piston travel 
of more than 9t} inches, while the shortest piston trsvel 
was 5ir m c n e s . After the accident the undamaged cars m 
the trcxin of exi;ra 4067, together with enough other cars 
to make the tonnage practically the same as at tne time 
of the accident, were subjected to a test for the purpose 
of ascertaining the distance within whicn they could be 
brought to a stop from an estimated speed of 2L miles 
per nour. At the point where the tests were r. ide the grade 
conditions were no no re favorable for a qui ck t scop tnan in 
the vicinity of the point of accident and it was found 
that after the slack m the train had been bunched n t h 
the independent brake the t r a m could D O brougnt to a stop 
withm a distance of slightly more than 1,000 feet with a 
lO-'pound brake-pipe reduction. 

iieasure rents of the view approaching the point of 
accident showed that from the left side of the caa of 
an eastbound engine the mar^cera on a caboose standing at 
the point of accident ware visible a maximum distance of 
1,377 feet, while tht, automatic signal located more than 
900 feet east of the point of accident was visible a dis
tance of 2,323 feet. 



Con elusions 

This accident was faueed by the failure of Engme-
rran Jones, of extra 4067, to neve his t r a m under proper 
control when approaching yard limits. 

Under rule 9? of this railway all except first-class 
trains are required to approach yard limits under control, 
and it is also provided that the responsioility for ac
cidents at such points will rest vith approaching trains. 
Engine'nan Jones said he had been operating his train at 
various points en route ax the maximum authorised speed of 
40 miles per hour, but mat he shut off steam at a point 
which is nearly 2 miles fJom the point of accident, allow
ing the t r a m to drift until he began to apply the air 
brakes when apnio aching the yard-limit board. He said he 
had never previously encountered s caboose so close to this 
particular yard-limit board as was the case witn the ca
boose of extra 3187, ana it seems apparent that he approach 
ed the yard-limit oo nrd at too high a rate of speed; m 
fact, wnen the fireman notified him of the stop position 
displayed by the automatic signal located mors than 900 
feet beyond the point of accident the first thought which 
came to his mind was that ne would make ^ust a good stop 
for the signal. The requirements of the rule are plain 
o,nd although Engmeman Jones said he had not been examined 
on the book of rules since ne was promoted m 1919 it 
appeared that he was thoroughly familiar with the rule, 

Engmeman Jones and Conductor Sink had not been exam
ined on the book of rules since their promotion m 1919, 
Thile the fireman, who was p.lso an experienced a an, had 
not been examined since he entered the service, which was 
also the care with the two brakeman. None of these em
ployees had been on duty m violation of any of the pro
visions of the hours of service law. 

Respectfully submitted, 

TV. P. BORLAND, 

Director. 


