INTERSTATE CCMMERCE COIRMISSION

August 11, 1922.

REPORT OF THE CHIEF OF THE BUREAU OF SAFLTY IN RE INVESTIGA~-
TION CF AN ACSOIDENT WHICH CCCURRED Od TH: ATCHESON, TOPEKA
& SANTA FE RAILVAY AT BURRTICN, KANS., ON JULY 8, 1933,

To the Conmmission:

Cn July 8, 1223, there was a collision betwvween a passen-
er train and a cut of stanaing cars on the Atchison, Topeka
Santa Fe Railway at Burrton, Kang., resulting in the death
of 1 passenger, «nd the injury of 36 passengers, 10 dining
car emplicyees, ana 4 raxlroad employees.

Location and metnod of operatioa.

This accident occurred on the First Jistricv of the
Western Divisgion, extending between Lodge City and Newton,
Kans., a distance of 187.4 miles, which 1in the viciniity of
the point of =accident 1s a single-irack line over whicha traing
are cperated by time-table, train orders, and a manual block-
signal system. The accadent occurred on the house—-track
within the yard limits of Burrton; approaching this point
from the west the track 1s tangert and practically level for
a2 distance of about 14 miles. The house-track switch 1s a
facirg-point switch for eastbound trains, and leads off the
main track to the left, tne accident ocourring at a point
approximasely 535 feet east of this switckh. The switch stand
1s located on the fireman's side of an eastbound train and
displays a red target when the switch 1s lined for the house
track, while no indication 1s displayed when 1t 1s lined for
a main-track movement. The St. Louls-San Francisco Rallway
crosses tle main track of the Atchison, Topeka & Santa Fe
Failway about 110 feet west of the house-track switch. AT
this erossing there 1s a gate which in normal position 1is set
against trains of tne St.Louis-San Francisco Railway, and traim
of the Atchison, Topeka & Santa Fe Railway are then permitted
1o pass over itne cpossing under a time-table speed restriction
of 15 miles an hour. St. Louis-San Francisco trains are
required to stop and set the gate across the Santa Fe track
before proceeding over the CTossing. There is a wye on the
north side of the main track of the Atchison, Topeka & Santa
Fe Bailway; the Santa Fe main track forms the south leg of
the wye, the west leg leads off the main track to the north
at a poiant about 300 feet west of the crossing, while the east
leg, known as the east interehange track, leads off from the
house track east of the crossing. At the time of the acci-
dent which occurred at about 4.22 p.m., there were 13 tank cars
loaded with gasoline and 011 on the house track; the weather
was claar,
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Description.

Eastbound passenger train second No. 4 consisted of 1
ouffet library car, 1 dining car, and 5 Pullman sleeping cars,
in the order named, hauled by engine 14238, and was 1n charge
of Conductor Brown and Engineman Yoakum. The cars were of
all-steel oonstruction with the exception of the first car,
which was of steel-underframe construction. This train left
Solvay, 7.1 miles from Burrton, at 4.13 p.m., 1 nour and 11l
minutes late, entered the house track at Burrton, and collided
witn the standing tank cars while traveling at a speed esti-
mated to have bpeen between 18 and 20 miles an hour.

Engine 1438 came to rest in an upright position, about
160 feet beyornd the point of accident, considerably damaged.
The vuffet-library car was telescoped for approximately half
1ts length by the dining car, both of thege cars being badly
damaged. As a result of the collision, the escaping gasoline
and 01l i1n the first four tank cars ignited, but with the ex-
ception of the engine, no damage by fire was sustained by any
of the equipment of the train.

Summary of Evidence.

Shortly pefore the accident occurred, atSt. Louis-San
Francisco freight train arrived at Burrton, northbound. While
swltching at that point, Conductor Walker of that train, wish-
ing to use the wye in order to turn his engine, inguired of
Operator Hubbell whetner or not the block was clear on the
Atchison, Topeka & Santa Fe Railway, and being informed that
the block was clear, procured the switch key from the desx,
in the office, opened the house track switch, and the engine
and taree cars pulled out of the house track and proceeded
westward on the main Iine of the Atchison, Topeka and Santa
Fe Railway, to the west leg of the wye. Conductor Walker
went with the engine as far as the crossing to restore the
crossing gate to normal position, so his engine could pass,
after which he swung 1t across the Santa Fe track so that
his engine could return to the rear portion of his train
which had osern left south of the crossing. Conductor Walker
was emphatic in stating that he then went vack and closed
and locked the house track swaitch, and he said that he then
walked across the wye to make a coupling on a car standing
on the west leg of the wye. Flagman Booth opened and closed
the switch leading to the west leg of the mye; he said when
he got on the rear end of caboose north of the station as his
train departed, he looked back at both of the Santa Fe main-
track switches which had been used, and said both switches
were properly lined up. None of the members of this Crew
actually saw Conductor Walker close the house-track switch,
although they testified they saw him walking toward it after
1t had been used.
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Approaching Burrton, Engineman Yoakum, of train second
No. 4, sounded the customary whistle sigpnal and speed was
reduced, Engineman Yoakum saw the crossing gate set in the
normal position, or clear for his train, therefore the air
brakes wers gradually released, but as the speed was Stlli .
rather high, another application was made, f9110W1ng whic he
orakes were fully released; just after this had been done
Fireman McCandless gave warning of the open swlitch, and the
alr brakes were gpplied in emergency; the engineman and fire-
man both jumped just before the collislon occurred. Enginé-
man Yoakum said the air brakes were working properly; however,
the emergency applacation did not take full effect, as the
brake system was not fully recharged owing to the two previous
applications, otherwise the accident would have been averted.
He admitted exceeding the speed limit permitted by ti1me—-table
Tule across the crossing, estimating the speed of the train
at that time to have been between 20 and 35 miles an hour,
and at the time of the collision between 18 and 20 miles an
hour. Engineman Yoakum stated the switch stand 1s wery 1n-
conspicuously located, whils Fireman McCandless stated that
as the water-tank 1s painted red and forms a background for the
switch target, 1t 1s very difficult to ascertain the indica-
tion at any considerable distance. The fireman was of the
impression the train was going to be brought to a stop before
reaching the tank cars, and stated tnat he would have had no

trouble 1n remaining on his feet at any peint he got off 1in
this vicinity.

Operator Hubbell, on duty at Burrton at the time of the
accident, stated the St. Louis~San Francisco freight train
departed at 4.18 p.m., and that he restored the crossing gate
t0 1ts normal position; however, he did not notlce the positlon
of the switch or switch target, his attention being directed

toward second No. 4 which he could then see approaching some
distance away.

Examination immediately after the accident disclosed
that the switch was set for the siding with the target dis-
playang a red indicaticn; the lever was 1n the socket and the
lock hanging down, unlocked.

Conclusions.
This accident was caused by an open switch.

The St-Louis-San Francisco freight train was the last
train to use this switch prior to the accident and Conductor
Walker emphatically stated tnat he closed and locked 1t after
the freight train passed over the creselng, although no one
actually saw him close 1t. However, examination lmmediately
after the accident disclosed the switch %o be open, the lever
in the gsocket, and the lock banging down, unlocked. During
the few minutes tnat elapsed between the time 1t was handled
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by Conducter VWalker and the time the accident occurred there
was no evidence whatever that the switch was cperated by anyons,
and as there were employees in this vicinity at all times during
this pericd, and the switch stand :s within pliain view from

the operator's office, being located only a short distance

from the window, the possibility that 1t could have been
tamperea with 1s extremely rencte. It 1s therefore believed
that the switch was left open by Conducteor Walker. State-
ments made by Flagman Booth are so conflicting with respect

to essential particulars of the case under investipgation that
his evidence merits but little consideration.

Engineman Yoskum admitied that train second No. 4 pro-
ceeded over the crossinz at a higher ratie of spesd than 2is
permitted by time-table stule, had be controlled the speed of
the train aporoachirng tne crossing in acccrdance with the
rules, the accident probably would have been averted.

It seems to have been no uncommon practice for trains
to use the main line of the Atchison, Topska & Santa Fe Rail-
way for a distance of several hundred feet at Burrton, as tne
south leg of the wye, in order to turn engines, without any
form of protection being afforded except merely inguiring of
the operator at that point whether the block was clear.

While this practice bhad no direct bearing on this particular
accident, some adequate method of safeguarding such movements
should oe adopted. Had this crossing and §ye been protected

py interlocking, this accident undoubtedly would not have oc~
curred.

> At tne taime of the accident the employees involved had
been on duty less than 63 hours, after having beesn off duty
12 hours or more.

Regpectfully submitted,
W. P. BORLAND

Chief, Bureau of Safetuy.



