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INTERSTATE COCMMERCE CAMMISSICN

REPIRT CF THE DIRECTCR OF TIHE BUREAU OF SAFETY IN RE
INVESTIGATION OF AN ACOIDENT WHICH (CCURRED ON THE
CHICAGO, RNCK ISLAND & PACIFIC RAILWAY NEAR FREEBURfG,
M2., O MARCH 7, 192389

Jure 27, 1022.
To the Ccmmission:

On March 7, 1929, there was a head-end collision
btetween two freight traine on the Chicago, Rock Island
& Pacific Railway near Freeburg, Mc., which resulted in
the injury of four employees.

Locaticn and method of operation.

This accident occurred on Sub-Division 34 of the 3t.
Louis-Kansas City Divielon extending between S§t%t. Louis
and Eldon, Mo., a distance of 159.9 miles, which 18 a
single-track line over which trains are operated by time-
table and train orders, no block-signal system being in
use., The accident cccurred at a point 1,348,353 feet east
~f the east passing-track switch at Freeburg; approaching
this point from the west the track is tangent for a
distance of 4,185,9 feet, followed by a 6% OL! curve to
the left 1,335 feet in length, ineluding spirals, and
then about 42 feet of tangent extending to the point of
accident., Approaching from the east the track is tangent
for a distence of 3,938.9 feet and then there 1s a 6° 03!
curve to the left 1,185 feet i1n length, ending at the
point of accident. The grade at the point of accident is
0.76 per cent descending for east-bound trains. The track
passes through a cut on the curve west of the point of
accident which materially restricts the view from opposing
traing. The passing track at Freeburg 1s 23,050 feet in
lergth and parallels the main track on the north. Extra
trains are required to clear cpposing regular trains by
five minutes.

The weather was clear at the time of the accident,
which occurred at about 12.31 a.m.
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Description.

Tastoourd second-class freight train No. 96 consisted
of 40 cers and a cebooze, hauled by engine 2827, and was 1n
charge of Conductor dller .rd TofFincuan l:arvin. This
train departed from Ilcdeon, «1.7 miles vest of Freceburg, at
10.40 p.m. ilarch 8, 5 hours and 55 minutes late, and upon
arriv~l at Argyle, 34.8 miles bevond, and the last open
office, the crew reczived two Form 19 train orders, one of
which was order No. 98 recuiring thair train to woit at
Freeburg until 12.40 c.». for extra 2353C. Train No. 96
left argyle at 128.12 z.om., 6 hours nnd 17 minutes late,
pessed Freeburg without stopping, and collided with extra
2530 while troveling at a speed estimated at 10 or 12 miles
per hour.

Westbound freignt train extra 23530 coneisted of 21
cars and a caboose, hnuled by engine 2530, ond wres 1n
charge of Conductor Carr and Engineman Silsby. At Belle,
13 miles east of Freeburg, the crew received a copy of
train order No. 98, Form 19, previously mentioned. This
train departed from that point at 11.57 p.m., larch 6, and
was approaching Freeburg when 1t collided with train No.S96
while traveling at a speed variously estiuated to have been
betwreen 8 and 20 miles per Lour.

Both engines remained on the track except the first
three sets of drivers of engine 2530, which were 1ailsed
a »ve the reirls about 6 inches; the engines were badly
damaged. The rear tender truck of enrine 3527 was also de-
railed. The first two cars of train No. 96 were derailed
and came to rest down the enbankment, one on each side of
the track, and the third and fourth cars were danesged but
were not derailed. The forward truck of the first car in
extra 2530 was dcrailed but the car was not danaged; the
second and third cars overturned to the south, the second
car being denolished, while the third car was darieged, as
was also the case with ths fourth car, although the latter
car was not derailed.

Sumaary of evidence.

Enginenan Marvin, of train No. 96, stated thet at
Argyle he was oiling around his engine when the operator
handed him two Form 19 train orders vhich he read after
boarding the engine and then handed to the head brezkeman,
the brakeman and fireman both reading them aloud, and 1t
was understood that their troin was to wait at Freeburg
until 12.40 o.m. for extra 2530. He kept these orders 1in
nind and after sounding the station whistle signal approach-
ing Freeburg he sounded o resgtrictive signal as required
by rule to indicate to the train crew that an order was
to be executed at that stasion. After coming ouit of a
tunnel located Just west of the passing trrck he looked ot
his watch and obscrved thnt 1t was 12.30 a.m., which time
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he checked mith the head brakeman. As he had closed

the throttle before entering the tunnel ke opensd the
drifting valve and then remarked that 1f the opposing
trein was comlng they hed better be providing flag protec-
tion. His o™ train continued past the siding and had
reached a point near the east end of the curve west of the
point of accident whan the brakeman shouted "headlight'.

He 1mnmediately applied the brakes in emergency and then got
off mhen the trains were about one car-length apart.
Engineman ldarvin said that the only reason he could offer
for his fairlure to couply with order No. 98 was the fact
that one of the reguirements of the other order received at
Argyle was to wait at Suminerfield, a point beyond Freeburg,
until 12.30 a.m. and the fact that bis train did not leave
Argyle until 12.10 a.nm., vhich gave him 30 minutes 1in
which to reach Freeburg and comply with the wait order at
that point, together with the engine number of the opposing
train being 2530, and having the figure "30" in mind 1n so
many different waye 1t apparently caused him to become
confused rith his time at Freeburg. He further stated

that nceither the fireman nor the brakeman called his
attention to the fact that he was leaving Freeburg ahead of
the time specified in the wait order, and he was positive
that thc brakes were not applied from the rear =nd of the
train prior to the *ime he applied them in emergoncy. He
estimated the spoed of his train at the time the brakes
were applied at 15 to 20 miles per hour and said they were
effective, although he did not know to what extent speed
had been reduced at the time of the accident.

Fireman Brockran, of train No. 98, stated that he
read the orders received at Argyle, but that neither of
these orders was read aloud cither by the brakeman or by
himself. He understood the orders at the time but a few
seconds later he confused them, being of the impression
they were to wait at Freeburg until 12.30 a.m. and at
Sumnerfield until 12.40 a.m., 1netead ol 12.40 a.m. and
12.30 a.m., respectively. His other statements practically
corroborated those of the engineman.

The statements of Head Brakeman lorrow, of train
No. 96, substantiated those of Engineman Marvin and Fireman
Brockman, except thet ne did not agree with the enfFineman
that the orders received at Argyle were read aloud by any
person on the engine. The thought occurred to him at the
tire he read the orders that they had 30 minutes in which
to reach Freeburg but he later fixed in his mind that the
wait order for that point read 13.30 a.m., particularly
in view of the engineman calling the tame as 12.30 a.m.
upon arrival at that point; he thought at the time trat
the engineman was referring to the requirements of the wait
order, and for this reason he did not mention the order to
the engineman. He was riding on the left side of the
engine loocking ahead while his trein was passing through
the cut cast of Freeburg and when he o¥served the reflec~
tion of a headlight he i1mmediately called 1t %o the
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attention of the encinsnan; his train moved only avout two

or three car-lzngths before the headlight came into vier,
about 9 or 10 cer-lzngths distant. In his opinion the

epacd of his +train had Yeen reduced to snile extent before
this occurred but he did not knov whether this mas the result
of the brokes bhovine besn applied from the rear end of the
train.

Conductor l1ller, of train No. €6, stated that after
stopping for water at Argyle the train then departed, and
when the caboose passed the station the operator handed the
train orders to the flagian who in turn handed them to him.
He read them and then returned a set of copies to the flagman,
the flagman reading thew dbut not aloud. He then told the
flagman that none of the waits would delay their train except
probably the onec at Freeburg. While his train was passing
through the tunnel he was standing in the reap door c¢f the
caboose and the flagman was sitan-ing on the rear steps on
the left sida. “s8 soon as the cabooce smerged frow the
tunnel he asked the flasnan 1f he could see the extra on the
passing track and the flacman replied that he could not,but
as omoke usually does not c¢lear away until the caboose
reaches a point 1n the vicinity of the west gwitch, and also
on account of {ihe length of the siding at that point, he was
not convinced that ths opposing train, which the dispatcher
had said had only 22 cars, had not arrived. When the
caboose reach=d a point 1ct more than one car-.engtn east
of the ststion, which 15 loceted 818 feet east of the west
switch, he again asked the flagwan 1f he could see the train
on the siding, and as the flagman replied in the negative
he 1mmediately went inside the caboose and opened the con-
ductor's velve, wnich secrcd to give a good exhaust.

The staterments of Flagran Nichols, of train No. €6,
coincided with those of Conductor Miller regarding the dis-
cussion of the wait at Freeburg, their positions on the
capboncse as the train approached that point, and as to what
transpired just before the occurrence of the accident,except
that he paid he heard the whistle signals sounded »y the
engineman before reachins the tunnel. After lezving the
tunnel he informed the conductor that there was no train on
the passing track just as soon as thc smoke cleared away
sufficiently for him to see to the opposite end of the siding,
He also stated that he closed the conductor's valve in the
cavoose at the time the rear end of the trein was pulled back
about three hours after the accident.

None of the meabcrs of the crew of extra 3530 was aware
of enything unusual until Just before the occurrence of the
accident, Enginemgn Silsby stated th=t nis trein was
traveling at o speed of approximctely 30 miles per hour
approoching Freeburg vhen the firemon notified him there
was & headlight coming through the cut wiich wns then about
35 or 30 car-lengths distant, he applied the brakes and
jumped off just before the collision occurred. He thought
the speed of hig traln had been reduced %o about 15 mirles per
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hovr at the tiae of the accident. Fircman Suith stated
thet he obsesrved the reflaction of a headlight as soon as
hig train came out of a cut, the western end of vhich 1s
located approximately 1,000 feet east of the point of acci-
dent. At tnat time 1t gppeared unusual fto hiw but he
thousht 1t was train No. 98 standing at Freeburz, and did
aot realize that 1t was approaching until the headlight came
into view as that train was leaving the cut west of the
point of accident. Head EBrakeman Catron also observed the
reflection of a headlight when his train lert th. cut east
of the point of accident but was of the opinion that 1t was
train No. 96 standing at the east switch.

Conclusions

This accident was caused by failure to obey a wait
order, for which EZncineman llarvin, Fireman Brockaan and Head
SBrake.an Morrow, of train ¥No. 96, are responsible.

Agcording to the evicdence these employees read train
order No. 98 when 1t wao received at Argyle, requiring their
train to wailt at Freeburg until 12.40 a.rn. for extre 2530,
and they understood 1t at the time they left Argyle, only
6.9 niles from Freeburg, but before reaching Fresburg they
confused this order with z2nother order reguiring their
train to wait at Sum-s:”1eld, which 1s beyond Fresburg until
12.30 a.m. In addition the znginenan sald that the figure
30" was on his mind since that firure appeared i1n the
orders a number of tires and they also had "20" minutes in
which to reach Fresburg, a run which ordinarily regulrcs
from 22 to 35 minutes, ané would likely be delayed unless
extra 2530 had arrived at that point. There was no abnormal
condition to detract thc minds of any of these uen from the
proper nerformance of thoir duties.

Conductor Miller and Flagman Nichols were also familiar
with train order No. 98 and apparently they were on the
alert as thsir train approached Freeburg. On account of
the characteristics in that locality, however, 1t 18 not
believed they can be held responsible Tor the accident, even
though the merbers of the crew on the engine maiantained thatl
the brakes were not applied from the rear of the trein.
Considering the location of the cengine and the caboose at
the time the brakes were said to have been applied by the
enrineman and conductor, 1espectively, as well as the
length of thz train, 1t 185 possible that the two men applied
the brakes simultaneously.

The employees 1nvolved were expericnced men and at the
t111e of the accident they had not been on duty in viclation
of any of thas provisions of the hours of scrvice law.

Respcetfully submitted,

W. P. BORLANWD,
Director.



