INTERSTATE COMERCE CONLISSICN

RREPORT OF THE DIRECTOR OF THE BUZEAU QF S.FETY IN RE INVES-
TIG~TIOK OF .Y ACOIDENT " UICH CCOGUATED ON THZ 1.IS-
SOURT PACIFIC r.ILI0AD LFAR NET EAVIN, M0., O
JANUARY 12, 1997.

Febiuvaiy 25, 1937.
To the Commissicn.

On January 13, 1927, there was a collision between
tro work trains on the Misgouri Pacific Railroad near New
Haven, !o., resulting i1n the death ol one employee and one
construction companv foreran, ond the injury of four em-—
ployees and three construction company laborers.

Location ard method of operation.

This accident occurred on the St. Louis District of
the Eastern Division, extendins betreen Kirkwood and Jef-
ferson City, llo., & wist-nce of 111.85 miles, in the irm-
mediate vicinity or the noint of acecicent this 18 a single--
track line over vhich trcins are operated by timne-table,
troin orders and an autounatic block-signal system. The
accident occurred a.out 1= miles wect of the station at
New Haven, appreoachirng chis point trom the east there is
o coapound curve to the Tight 447 feet 1n length and tunen
187 feet of tangent, followed by a 1° 48' curve to the
left 517 feet i1n length, the accident occurring on the
last-mentionad curve at a point 290 feet fronm 1ts easiern
end. The grade 1g practically level. OQwing to 2 high
2luff on the 1nside of the curve the view of the point of
accident 1s restricted frorm erther direction to a few car-
lengths.

Westbound automatic signal 675, of the two-position
type, 1s located 745 feet west of the station at New IHaven,
when a stop indication 1s displayed 1t 1s required that
trains stop, wart five minutes, and then proceed under
control. Mile post 88 1s located about 3,575 feet west
of signal 875, while there 185 a steam shovel prt located
just west of the mile post. At a point about 3,285 feet
west of mile post 88 there 1s a switch leading to a tem-
norary spur itrack, sbout 2,270 feet 1n length, which
paerallele the main track on the north, the srntch i1s a
facing-point switch for wegtbound trains. There was a
tent located between the spur track and the main track
at a point 3,060 feet west of the spur-track swiich, while
the eastern end of double track 1s located at a point 550
feet west of the tent.

It was snowing at the time of the accident, which
occurred at about 1.15 p.m.
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Description

Work extra CJL 10 consisted of one dirt copreader and
engine CJL 10, headed west, anc was 1n charge of Conductor
Hammone and Engineman Beovn. It left New Haven at anout
1 n.m., pushing the spreader zhead of 1%, and proceecaed
westward to the teni, at which point sone tools were loaded
on the spreader., The troein then sierted esastrard, with the
engine backing up, and collided with work extra 28564 at a
point 750 feet east of the tent while moving at a speed
variously estimated to have been from 4 to 15 miles an
hour.

Work extra 23854 consisted, from west to east, of one
caboose, one coach, and engine 2654, hcaded east, and wvas
in charge of Conductor Carrsn and Engiaoeman Harmack. It de-
parted westward from New Haven backing up, a few minutes
after work extra OJL 10 had departed, passed signal 875,
which was dicplaying a step imcication, and collided with
work extra CJI 10 while moving at o speed variously esbimat-
ed to have been from 2 to 15 miles an hour.

The tender of engine CJL 10 and the cabcose of work
exira 2854 werc dcraaled to the south; the cabcose was
practically demolished while the coach to which 1t wes
coupled waes b adly damaged. The employee killed was the
engineman of cngine CJL 1O.

Summary of cvidence.

Work of constructing an additional main track wos 1in
progress in the vicinity of Ner Hoven and on the day of the
accident there were ten work traine betveen WH Junction and
Washington, stations located 10.83 miles west and 12.46
niles east, Trespectively, of New Haven, with orders which
required them to protect against each other. During the
middle of the day the two work trazins i1nvolved procecded
to New Haven and Conductor Hamrons of voik extra GJL 10
sc1d that just before starting back from New Haven, Con-
ductor Carnan of work extra 2654 inguired as to vhere extra
CJL 10 wes going ond was informed by Conductor Harmons that
1t wos going to get some cars vhich had been left on the
temporary spur track. Work extra 2854 was not ready to
leave at thic time ond Gonductor Crrran acked him to arrange
to let work extra 2654 pess so 1t could proceed to IZtlah,
weset of the point where extra CJL 10 was going to work and
Conductor Hammons agreed to do so but said that 1f work
extra CJL 10 did not show up to look out for 1t as 1t would
be coming back to the steam shovel; no definite arrangements
were made, however, as to what would be done by the two
trains. Conductor Eammons said that as his train proceeded
westward from New Haven the dump foreman decided t6 continue
as far as the tent, pick up some tools and then return to
the spur-track switch for the cars, The tools had becn
plcked up and the train was on 1ts way back to the spur-


http://pE.se

—-5—

track switch, moving at a speed estimated by Coaductor
Hammons to have been about 4 or b miles an hour, when the
accident occurred. Cecnductoil Haomrons gsid he dird not con-
strue his conversation vita Conductor Carmﬁq to muan that
oxtra CJL 10 would o2 obliged to 1cmain 1n/tlear on the
spur track until extra 2654 had passed, nor cn the other
hand, did he think that extra 2554 was obliged to wait at
the spur-track switch for his ovm t1ai1n, sayinz that while
he knew work extra 26854 intended to move from New Haven to
Etlah after dinner, yvet he did not kaow when 1t ould appear,
as the vorking arrangements frequently are changed. The
Tlegman protecting hLS train against wesgtbound novbmant was
stationed 1n the vicinity of m1le post 68, located aocout 1%
uiles east of New Haven, at which point dirt had been
dumped for the day and a half preccduing the accident.
Conductor Hammons' understanding of the phrase Pprotecling
agzinst each other" as ussd in the work order was that the
trains had to proceed under control ezpecting to find tne
track occupied anywhere within the working limits, he de-
Tined "under control' as oroceeding at a speed so as to be
ancle to stop witnin 2bH or bHO fecet.

Fireman Lybdrger, of weik extra CJL 10, stated that he
had gust finished putting in a fire and had returned to his
geat box wnen Encineman Brown applied the air brakes and
shouted a warning of canzcr, on looking oat the fireman saw
tork extra 2854 about threc car-leangths distant. Ie ceti-
mated the spoed of his own train at the time of the accident
to have becn about 15 miles an hour. Fireman Lybarger also
said that so far acg he was awore his crew had no understand-
1ng with the erew of any other ork train at New Haven as to
vhere extra GJL 10 wie zoing and what was to be done. The
statements of Head Brakorman Talbert were similar to those of
Fireman Lybarger, he was ricding on the west end of the
spreader at the tiue of the accident and estimated the speed
of his train to have been not more than 15 miles an hour at
the time of the accident.

Spreader Qperator Rexan, of work extra CJL 10, estimated
the speed of his train to hLave becn from 10 to 15 miles an
hour «hen about three car-lengths from work extra 2854 and
about 4 or S miles an hour at the time the accident occurred.
The statements of Lahorers Barrett, Conway, Strand and
Heusell brought out nothing additional of imporiances

Conductor Carman, of vork extra 2654, stated that just
before work extra CJL 10 departed from New Haven hec asked
Conductor Harmons 1f he sould remain clear of the azin track
after going in on the spur track, so that work extra 2654
could pass on 1ts way to Etlah, &nd that Qonductor Hariigns
replied thet he would do so provided work extra 28654 did not
stay Too long at New Haven, 1t was not definitely arrenged,
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however, to let tork extra 2654 pess at this point.

Vork extra 2654 departed resturrae frow New Hoven, Deocoking
up a few rminutes after the deporcure of work excra CJL 10.
Conductor Corman said he was riding 1n the cupola of lhe
caboose, on the left sice, v1th his zvght hand on she con-
ductor's emergency valve, and on rezching 2 point cdout two
cal-lengths west of the spur-track swich he sev o1k extra
CJL 10 standing near the end of Coudble track and presu.ed
thet the working esiTange1ente of that train had Yecn chenged
and that 1t was —oing to Etlah so as to allow his treia to
vaes., While rouncing she cwive, however, ac a Jdesd of
asout 10 to 12 -1les on hour, Corductor Carman sayy .ork
extra CJL 10 avnroaching, at whick 1l1ae 1t was zdcut 6 or
10 car lengths Jdastant. He sard ke auv once appnlied the air
orckes, shouted a warninz of danger, cnd Jurped just before
tne collision occurred, at vhich tise kis train was -oving
at a speed of about 2 or 3 railes an ncur, He szi1d chet his
train had been drifting fror mile post 68 and he did nct
think 1t moved mmore than tvo car-lengthe after he apslied
Lne air brakes. Biwxeran Mullen was riding 1n the ccocose,
looking out of the “ack door, ne estiuated the 53¢l of has
trein to have been about 15 miles an hour after leaving

I"ew Haven, and he sai1d tnat after Conductor Caran cnslied
e a1T brakee the speed was rediced consiceraoly, easi—
.ating 1t to have been adout 5 riles an hour at tae oire of
the collision.

Enrineman Haraack of werk extra 2654 saird he sav "ork
extra CGJL 10 approaching when 1% was about two or taree
car-lengths distent. The speed of his own train was z2-out
12 or 15 miles &n hour, and he ¢t oace moved the brcke
valve to the e.nergeacy position, estinating tnat vhe soeed
was reduced to 7 or © wilss <a oour by the tine the accli-
dent occurred, he had not noticed any air-brake anplication
ade by the conductor. The s+ tenents of Fire~an Adaws
were practically the same aos those of Enginevnan Hariock,
except that he did not think there was any ratericl reduc—
tion 1n the speed of his train prioT to the occurrence of
the accident. Brakewan Bowers estiiated the speed of his
train to have been about 25 or 20 mi1les an hour aflter
leaving New Haven and said that Engineman Harmack aonplied
the air brakes in esergency, at wnich time the train wvas
diifting, just before tne accident occuried.
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Conclusions.

This a001denE wag caused by the failure of the crers
of work extras CJ ?and 26b4 to operaie their trnins ander
nroper control within working limitbs.

The conductors of the two work extras admitited that
they did not have any definite understanding as to how extra
2604 was to pass extra CGJL 10, and this way have been due 1n
part to the fzact that their plans for doing their 7ok were
subject to change on shortv notice. Neither of che =nciaeman
had been informed as to the conversation betweca the two
conductors, and since no dcfinite plans had been wade 1t was
incumbent on each of the c¢rews to operate 1n accordance with
their train-order instrucsicons, proiecting against each
other at all times. Neither of these work exiras was veing
operated under proper control and this fact 1s the underly-
1ng reason for the occurrence of the accident. “Tich respect
to the conductor of work extra CJL 10, attention 1g called
1o the fact that he Xnew there wes o strong probability that
the other work extra would follow his train west ard from
New Haven, and had he exerciscd good jJudgment he —ould have
left a flagman at the spur-track switch to protecti the
return movement of his trazin to that voint; had this been
done, the accident would not have occurred.

The conductors and enginemen 1n charge of the {wo work
extras,all of whom were Missouri Pacific emplovecs, wcTre
experienced aen; at the time of the accident none of the
employees involved had been on duty in violation ol any
of the provisions of the hours ot service law.

Respectfully submitted,
W. P. BORLAND,

Director.



