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INTERSTATE CO^ERCE COMMISSION 

REPORT OF THE DIRECTOR OF THE BUREAU OF SAFETY IN RE 
INVESTIGATION OF AN ACCIDENT WHICH OCCURRED ON THE 
ATCHISON, TOPLKA & SANTA FE RAILWAY AT WAYNOKA, 
OKLA., ON AUGUST 3, 1926. 

September 17, 1926. 

To the Commission: 

On August 3, 1926, there was a rear-end colHaon 
between a freight train and a helper engine on the Atchison, 
Topeka & Santa Fe Railway at Waynoka, Okla., which result­
ed m the death of one employee and the injury of two 
employees. 

Location ana method of operation 
This accident occarrod on the Second District of 

the plains Division, extmamg ostween Canadian, T^xas, 
and Waynoka, Okla., a distance of 109.6 miles, m the 
vicinity of the point of accident this is a single-track 
line over which trains are operated by tirne-taOle and 
tram orders, no block-signal system bamg m use. The 
accident occurred on the m a m track, within yard limits, 
at a point 6,977.7 feet east of the west yard-limit board. 
Approaching the point of aeciaent from the west the track 
is tangent for a distance of 1,773 feet, followed Dy a 1° 
curve to the left 2,250 feet in length, the accioent 
occurring on this curve at a point 1,684.7 feet from its 
western end. The grade approaching this point is slight­
ly descending, being 0.2 per cent at the point of accident. 
The point of accident could oe seen by the fireman of an 
eastbound tram, across the inside of the curve, a distance 
of 1,441 feet; the engineman1s range of vision was about 
700 feet. 

The weather was clear at the ti of the acci­
dent, which occurred at 12 o'clock noon. 



Doscript ion 
Helper engine 1056, headed east, in charge of 

Engine-man Jonnson and Firenan Davenport, had helped a 
tram westward to Curtis, 21.6 iriles west of Waynoka, 
at that point it met eastoound light extra 1167. In 
order to save time through block-signal territory the 
crews of thesa trains racdivea instructions to double-head 
to Waynoka and they departed from Curtis, according to the 
tram sheet at 11-21 a.rr. At Belita, 10.3 mildswest of 
Waynoka where a car was to bu picked up, the ere I T S decided 
to cut off the helper engine, m order to be able to 
reach Waynoka for westbound passenger tram No. 1. Upon 
arriving at Waynoka, engine 1056 -/as stopped by a tram 
occupying the passing track, the rear end of which did 
not clear the main track. On request of the crew of that 
tram the helper engine coupled to its rear end and had 
just started to pull thd caDoose and seven cars back 
for the purpose of clearing tho m a m track when the 
tender of the helper engine was struck by extra 1167. 

Eastbound freight train extra 1167 consisted of 
engine 1167 and a caboose wnon it arrived at Curtis, and 
was m charge of Conductor ""l̂ dgeworth and Engineman Saar. 
After being double-headed froe that point to Bslva with 
helper engine 1056, thd helper engine was cut off and 
extra 1167, upon instructions, proceeded to pick up a 
car, which was placed back of the caboose. After a 
delay of three or four minutes m performing this work 
the tram departed from Belva at 11.43 ? and while 
traveling at a speed estimated to have Leon between 10 
and 15 miles an hour it collided with helper engine 1056 
at Waynoka. 

Engine 1056 was shoved ahead a distance of ap­
proximately 69 feet, its tenaer was derailed and practical­
ly demolished, while th~ front end of engine 1167 was 
considerably damaged. Nona of the cars was derailed. 
The employee killed was tne fireman of helper engine 1056. 

Summary of evidence 
Engmeman Johnson of helper engine 1056 stated 

that at Curtis he was instructed by the operator to double-
head extra 1167 to Taynoka. ha coupled to engine 1167 
and moved to Belva, whare zhey had instructions to pick 
up a car. He said ne figured this *rork would not give 



extra 1167 tine to reac: ^ynoka ana clear westbound 
tram No. 1, and that tho passing track at Raman, a 
station between these two points, would not hold this 
double-headed train m addition to tno cars already 
occupying tnat track, ;=o he cut loose free this extra 
and went to Waynoka, wh^ro ho foana local trein No. 86 
pulling into clear at the west passing-cr^ck switch. 

Upon encountering the train ahead ne stopped 
his engine on the main track at about 11.57 a.m., just 
behind the caboose of that train, which could not get 
entirely into clear, ^fter standing there about two 
minutes the brakeman of trjin Ne. 86 asked hiir to couple 
to the rear of taat tram yid move tne caboose anc seven cars 
in order to clear the Lam track for tram No. 1 ^hich was 
due to depart froir ffayiicna at 13.10 p.m. Complying <inth 
the request he coupled to tram Nu. 86 and had slacked 
back 3 or 4 feet and stopp-c, no then asked his fireman 
to look back to s ce if extra 1167 was approaching and 
was immediately informed that that train oas about to 
strike the helper engine. He could not estimate tho 
speed of the approaching trdn. He said it would have 
been necessary to pull the cut of cars back about ti?o 
car-lengtns, but dia not intend to move until he knew 
the location of extre 1167, 

Conductor Ti'edgejirorth, of extra 1167, stated that 
when approaching laynoka ho vent from the caboose to the 
engine, the engineman asked him where they shou]d head in 
and he told the engineman they had plenty of time to go 
to the west passing—track switch. Conductor Wedgeworth 
then left the cab through the front wmaow on the left 
side of the engine and ,vas on the running board, going 
to the front of the engine in order to oa laady to l m e 
the passing-track switch, when he noticed engine 1056. 
He said he immediately gave, and continue to give, 
violent stop signals until he jumped fra he Bngine 
just before the collision occurred. He eaw the firerran 
turn towards the engmeman and was certain that the 
engmeman understood and would act accordingly, other­
wise he would have returned to the cab and maae an effort 
to stop his train, He estimated the speed of his tram 
at 10 miles an hoar when tne collision occurred, and was 
also positive that ergm^ m 5 6 was moving backward when 
he first noticed it ana. still moving when he jumped 
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from his engine. He later conferred with his fireman 
and the fireman told hir thst he understood what the 
signals meant and transmitted them to the engmeman, 
but did not look to see as to whether or not the 
engineman received them. Conductor Wedgeworth further 
stated that the fireman admitted he should have used 
all possible means to stop the tram and if necessary 
should have crossed over to the engmeuan's side and 
have applied the brakes. 

Engineman Saar, of extra 1167, stated that 
although he had oeen temporarily transferred to the 
Plains Division on July 33, 1926, and had made only four 
or five round trips, yet he was familiar with conditions 
at Waynoka. His tram passed the west yard-limit board at 
"Waynoka, at which pomt he shut off steam moving at a 
speed of about 18 or 20 iniles an hour, while tne con­
ductor came from the caboose and went out on the running 
board of the engine on the left side. On reacning a 
point about the middle of tne curve on which the acci­
dent occurred he looked at his watch and noted the 
time as 11.59 a.m. Ke then looked at the fireman, saw 
him looking ahead, and presumed that ev.rything was all 
right, as he considered that both the c nuuetor and 
fireman, experienced men who could be depended upon, 
could see if the track was clear. Shortly afterward 
he looked out and noticed the tender of engine 1056 
about two car-lengths ahead, backing up, and he im­
mediately applied the air brakes and reversed the en 6ine. 
Engineman 5aar stated that the fireman made no attempt 
to signal him mat the track was occupied until after 
he had observed the helper engine ahead of him. ha 
thought his train was running unaer control, but ad­
mitted that he should have osen running more carefully 
around this curve. 

Fireman Walker, of extra 1167, stated that he 
was riding on the left side of hie engine approaching 
Waynoka, being on the alert for engine 1056 which he 
knew was ahead of nis tram. The speed of his tram 
was about 25 miles an h o u r , Dut on entering the yard 
limits -the speed was reduced to some extent, it was, 
however, running about 30 mles an hour when he first 
noticed the helper engine. Ko said that as soon as he 
cou -̂Ci B e e around the curve he told the engmeman there 
was an engine ahea"d but tnat he could not tell on 'Vhich 
track it was located, and shortly afterwards the con— 
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ductor began giving stop signals. The engineman r̂ ade 
no attempt to reduce the speed until the fireman again 
called to him and started to got off, at i-rhich tin e 
the engmeman applied the brakes and then reversed the 
engine, just before the collision occurred. Fireman 
Walker stated that his engine mas about 15 or 20 car-
lengths from engine 1056 when he first noticed the latter 
engine, but later said this distance might have been greater 
He first stated that he yelled to the engmeman, but 
finally admitted that he just spoke to him. Fireman 
Walker entered the service ef this road as a fireman on 
July 23, 1926, but had had previous experience as a fire­
man. 

The statements of ETakemen loodfm and All^an jf 
extra 1167 were to the effect that they were riding m the 
caboose just prior to tne collision. Both saw engine 
1056 ahead of them and noticed the conductor giving 
violent stop signals, but neither attempted to stop the -
tram by rreane of the emergency brake valve located in 
tre caboose as they were of the opinion that their tram 
would be stopped bufore zn^ accident occurred. Brakenan 
Wcodfm estimated the speed cf the tram at 15 '-lies an 
hour ana Brakeman oilman estimated it at 10 or 13 riles 
an hour at the tiire of collision. 

Conclusions 
This accident was caused primarily by tho 

failure of Engineman Saar, of extra 1167, to operate his 
train under proper control withm yard limits. 

Unaer the rules all except first-class trains 
are required to move withm yard limits prepared to 
stop unless the n a m track is seen or known to oe clear. 
The evidence is to the effect that, although Engineman 
Saar's view was restricted on account of the curvature 
of the track, he was aware that tram Ho. 86, as well 
as extra 1056, was ahead cf his train, and he should 
have approached Waynoka at a speed which would have made 
a collision ef this cheractor impossible. The vision 
tests made after the occurrence of this accident indicated 
that Engineman Saar c U c rave seen engine 1056 for a 
distance of 691 feet, , r„ \ ae he been trovmg under, 
proper control and on t 4 ! j -_l.-rt e would have h^o ankple 
space m which to stop nis train. 



Fireman Walker had. an unobstructed view of the 
point of accident fcr a distance of 1441 feet, and in 
addition he saw the vi^l^nt stop signals being gi^en by 
the conductor, tfho '-as riding in the left running board o 
engine 116?, yet it appeared b e did not rake much cf an 
effort to be certain that Engineman Saar knew the ex­
isting danger until it ,ras t.o late to stop. While the 
fireman's actions m no "ay excuse Engmerran Saarj it is 
piobaole that had he tried to ao so ho coula have aroused 
Engmenan Saar to t h e danger anead in tire to have pre­
vented ths accident. 

With the excaptic-n j f Brakexan Kodfin, of extra 
1167, all of the employees involved were experienced 
nen and none of the,T had been on auty m violation of any 
of the provisions of the hours of service law. 

Respectfully submitted, 

T. P. BORLAND, 
Director. 


