INTEARSTATE CCMMEECE COMNMISSION

REPORT CF THC DIREDCTOR CF TIE BUREAU OF SAFETY IN FE
IFVESTIGATION Orf AN aCCIDZYT WIICE OCCURRED ON
TFE YASHVILLE, CEHATTAVOCGA & 3T. LOUIS RATILWAY
AT wWISTPORT, TIWX., ON AURUST 12, 1927.

Cotober 15, 19237.

To the Conrission:

On Aazust 1%, 1937, tnecre was a Lead-end collision
between a Sashville, Chattenoogn & St. Louis Railway
passenger train and a Guli, Ypb-le & lgrthern Razlroad
freioht tzain on the tracks ¢f the first-nawed railway
at Weetport, Tenn., Jlica 1esulted 111 the deata of 1
ewrplovee ant tae 1njuiy of 82 passenwsors, O enployeesg,

& paercons traveling on frce trancportation, and 1 person
carried uvnier ‘cortract.

Leecaticn uand aztlod of operation

This accident ocevrred on that vart of the Paducsh
end Memplis Diviesilon extending between Bruceton and
Mewphie, Tenn., a distance of 145.3 =ileg, in the vicinity
of the point of accidunt trig 15 & single-track line cover
which trains are ooverated by tirwe-taosle and train ocdurs,
no biock-sipgnal systien being 171 usc, Fre:ght tieaine of
the Gulf, .obile & Jortherin Ha.lroad are orcratcd over
the trzcxs of tlhe Nachville, Cualtincoge & 2t. Lovis Rpilwey
under a trackage asgrecment between Bruceton and Jaclson,
Tenn., 2 Cistance of 58 nmiles. The zcciaernt occurred at
a point 2,095 Teet south of Teslport staticn; approaching
this poinyv from tne north the *trock is tangent for a dis-—
tance of 4,913 feet, the accident oceurring on this tangent
at o point 384 feet fron 1ts sovthern end. Approaching
from thz gouth there 1s 4,435 feet of tangent and a 19 59!
curve to the left 9568 fect 1n length, followed by the tangent
on which the accident occurred. The grade at the point
of mccident 1s C.35 per cent ascending for southbound trains,
There 1s a pageiang btrack parallelins the main tracz on the
east, the south swiich beinz locatex aovout 774 teet north
of tne point of accivent.

The weathoer was clear at the tire of the accident,
which occcurred ot zbeut 5.07 p.m.
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Description

Sovthbound third-class Gulf, lgbile & Northera
trercht train ¥Ve. 330 consisted of 16 cars and a caboose,
hauled by &G M.& Y. eungine 283, and was 1n charge cof
Conducter lLilamw and Enginevan Wood. Thie train left
Bruccton, 13.3 miles rorih of Wwegtport, at 4.33 p.m.,
according to the train sheet, one nour and eicht minutes
lete, passed Westport at 5 p m., without heving recrived
any train orders relative to trein lo. 103, ant was brought
to a stop by tle conductor with tne caboose approximately
orie car-length zouth of the south cwitelh of the possirng
treck &t Westport. An gttempt waz then wade lo back into
the passing track but ocefore this ccul? be accompliched
the train va, struck by train lNo. 103.

Forthbound pascencer train No. 103 congisted of
one combinntion ra1l and baggege car, one baggage cal, three
coaches, cone Pullran parlor car Jand four cosches, 1m the
order named, hauled by enzine 537, and was 1n charge of
Conductor Valleadingnam and Engineman Xane. Tnis train
departed from Yuua, 3 71 miles souvtia of Wectrort, <t 5.C2
PeMe, cn time, and sncrtly gitervards 1t colliced witn
soutubovnd freigut train ¥o. 230 while travelinr <t a cpeed
estimated to have been between 30 and 50 miles peir hout.

Engine 263 was derairled and cams to rect on 1ts
r1-tt cide 1n a tadly danaged cundiliom. The tender was
alzo deraitled torethe:r with taz forve d truck of the tirst
¢ar 1n train No. 330, wvhile th. secor. car veas partly

telescoped, Eugine 507 woes practicn-ly Acrolished, the
toiler being torn from 1ts frarn. and Lurled forwerd a dis-
tence of approx: ately 150 fest. Tie tearer was badly

davaged and care to vest on 1ts right gide, while wa~ for—
ward end o the first car was derailed to the vight, the
c.r coming to rest 1n an uprigat vcsition diagonsl with
the track. The forvard porr of wheele of the leading
triock of the second car was also deroiled, nomne of the
other egaipment in train Vo. 103 was deraic’ed and 1t gus-
tained only slicht dacege. The erployec rilled was itne
eninersan ol train No. 330.

Su-irary of evidence

Firewsn Liddell, of train Io. 350 gtuted that as
n1s trsin approached the nerth passing-trock cwitch he
cbgerved the trein-oruer rignal in the clear pogition and
the erngineran called 1ts indicution. The gpeed wao re-



duced to sbrut 10 or 15 ~iles prs nour, encugh se tnat ot
could have beer steprid bafeore 1t pass2a the gswiter, T
shortly citeruasrds tho eagironan bogan werkirg otPaU.
Both Wirerar Ladd~1ll snd The nerd biakorarn 1r.formed 1he
ciwrinoman that ey wounld bave te get irto clear I.r

i

train .e. 103, to which LLe o girwerwr. repllied thot he

1 ndee to prll by arnd bacrs 1in. L g1l eriar. wood as
lc2rmirg nt hie time-lable helweorn Th2 rorth switch and
A T

L3 ostation, rni as lhs iraiy wasd nassli. a0 station
&t abrul 5 pem,, trovelt.g ot 6 opeed oF aboul L0 riles
pfr hrar, “ho brakls were Applind from the cabeese, «f
hich tire h- again informed the ongirnouan that they
rould have 1o meet train Iice 10Z; he aid vrot, hewever,
380 BNy one ot the stotion grving sig:mls. he etoan -
L cortonaea to worl steaem, apd lsc placed the bralke
valvae 1. the reloase pos.ticn, &1d ofter the ti2in nad
baal brought te w stop Just gouth of 1h~ so.th smilch
the ergineman kopt moving the trake valve hiedle back
ard forth 1u arn effort 1o release 1he brakos Firesr
Liddell gnv the rear braksmwan opnn tre smltch 2.4 t-or
teld the onginersr to hock up, but or acceunt of dif-
fzeully in relzaciag ‘re brakeg tre train corld rot be
noved for avo. i three minetes. I the meantyre tTr? o1 gine-
w1 *old lhe hesd brakemar to pretesl the irain by fieg
u.h Lhe bood braveman 121’ tie ccb cu the enpirenun’s
grae vath 2 red fleg; ghorily after ke hed dere w0 the
fireme2l heoard tne eqgziena . ¢ .11 hir beex but he did ro
hzar the rciversation vhich tooll pluce belveey ther,
Forrpnn Lidi~1l rade o oli~net te afford preisclionn ok
h2 treught the head brecerrn itner. ygont forrvarda for Lthat
parposge, soying that he (culd unt gee the brokeman dun
the 1a'fter's pes:t.0a on the cprosite side of 1he oo g
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Herd Brakemo. Xoetsu, of trazi Ne. 330, stoted

wnat ss the troan wog “pUTOPChlIE thae rorth s 1teh " he
e.gruonenr sourded th2 elatlion whestle gi1g09, 28 vn.och
tire the cenaucter gave a glop sigal frer thy enboose
whirh the engiier au ewswered vaith vee srort Bliest of the

_sllea. zxpreting the treoeo vould hend 1no 1 the 1erth
g ziek, the bhovd brokoman procecded olong lhe rurwing
bowre te th pilel of the GNgTLO Trr the parpese ol opei-
1.7 th® swiich. The sperd hrd beor reduocd Lo chourt 10
mLe =8 per hour bat hafore oy 2ngy.e rouch“d tha switlen
the sperd vee dncreascd, ond o roclazing “hey wors
Eairg Lo pacs the swileh he grve tre enginrmam @ sigt el

[ el

to heaed 1., but 1 this tine Tthe cngi e v looKir g
£t hig toae-1 ble, Drekomor, Veeteon s5°1d bhe thon 1ort

back 1110 the ¢ b o wpie d tre enmvornn 1L they vors
notl geing to meet trein o, 03 ot thel peirrn. cnd wt
Lbcat this tire the war brak s verc pPllCd irom The
cabooge. Fooiizang they vere ,»1tiug clese lo the
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tive of train Jo. 123 he procuared a 1cd flag, already
having four torpedoes in Ll1¢ poscesslon, and as s0on
as the train caue to & stop he got off the engine ard
atarted foiwerd but Lh> enginemon called to hin to look
oek ard see what xirnd of si7-als were bein: zaven IrTow
the cear of tloe train, ue inforved the engineman thet a
back-vp movenment was 1o bhe rade, ftris conversalion de-—
taining him o fow scconds, Upon recacning a point a few
feel n fronmt ol the snwiac trne (noineman again called
a1 4 back,"hich request we fe-led to corply with, oul
1nstead he turneo arcund and zave the engineran a oeck-—
up signal. He then sterted rarins forward but haod oaly
reached 2 point arout 200 or 250 feet frow his train
vhia he observed irain No 103 approaching, abouot one
teleriaph-pole lensth from the goutuern end of tac curve,
and ot once bezan wvavins bis rea flag. Brezeran Keeton
1urtrer steted that 1t was impocosible for hiaim Lo have
gone ahead . greater listance as his train had ceen
stopped only one ~iaute bvetore the accident orncurred,
a2t about £.05 p,x., althoozh a2 sa1d 2t w.s act as lrte
38 5 p.m. whea Lis train tas apnroaching the noruz svitch.
e could give no reagorn why the engineman requested .ix
to wetch for sigrals .nstead ot peraitting nim to pio-
teet his train prorpily, as the troin wis on gtraiebt
track and therd wos nn reccon way signals given fronm the
rear ¢rd coulx not have ocecn seen either by the engone--
nanl or by the fireran.

Cenductor IHilawm, of train ¥eo, 330, stated that

Le vas ridinz in the caposse as hig train approached
Westport and when tre ergineman =ounded the station
whigtle sigaal he gave the eacinexran a siop eipnal ¢k
Wa& oCinowledged, a8 the trezin neared the neortl. svitceh
stecar wos shut off rnu the brakes applied and he gap-
pesed the trein would rtexd in at tlat point, but shorsly
afterwarés tne brukes vere relesscd and the engine bugan
working ctear. He tnen supposed that the train-ordst
siznal was set agoinst them anc toat they would recewve
an order involving train Mo. 103. His fairst kno ledge
that the signal wus rot sot ageinst them was when he
vent to the rear plailiorr of 1le caboose for the purpoze
£ catching the exrected order and at this tire he ob-
served the signzl in the cleer poeition, the train taen
was troveling between 25 and 30 mi1les per howr ard tae
caboorse was betvecn tne north switech and the station.
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Thinking the engineran had overlecoked frain No. 103 he
1nrediately re—entered the caboose and applied the air
brakes by weans of the conductor!s emergency valve,
closing the valve jJust before the train came to a stop,
at 5 p.m., with the caboose about one car-length south

of the south switch, Shortly after 1t had stopoed he
ohserved the head brakemdan get off the eagine with a flag
and start forward, and at about the same tire he instructed
the rear brakeman to open the switch and then go back to
piotect the train. The switch was then oprened and & sign-
al was given the engineman to back up, which signal was
answered by three short blasts of the engine whistle. An
attespt was made to vack the train out on account of the
fact that the prakes were sticking an interval of about
three manutes elapsed before the train could be started.
Conductor Milam said that during that time he bled off
the air frum the two rear cars but that there were still
some braxes which were sticking onr the front end oi ihne
train, and that the train had been moved back only a
stort distance before 1t was struck by train No. 103;

he w1mnrediately looked at his watch and i1t was then 5.05
p.m., Conductor Milam further stated thet his train
pasaed the north switch at about 4.59 p.m., which would
have allowed ample time to get into clear at this point
as Train N¥o. 103 1s not scheduled to leave Wesiport until
5.08 p.m., and he was of tne opinion that had the head
trakemran gotten off and gone forward prowptly there was
time enough for him to have warncd the crew of the op-
Posing train in time to have avoided the accident. Con-
cuctor Milam also stated that he wight have observed the
train-order signal sooner than actually was the case,

tut as the engineman applied the brakes before reaching
the north switch he was of the impression that 1t was

the intcention to head in & tnat point and paird no
further attention to the matter until after the caboose
had passed that point.

The statements of Brakcoman Nelson, of train

Fo. 330, practically ccrroborated those of Conductor
¥ilam, adding that he got off btefore the train came to
a stop, opened the south switch, gave a signal to back
up, and then proceeded to the rear for the purposc of
protecting the movement, reaching a point about three
car-lengths south of the station before the cccurrence
of the accident, at this tire the coperator was inside
the station.

Engineman Kane, of train No. 103, stated that
his first knowledge of anything wrong was when the fire-
man, who had just cowrpleted putting in a fire, looked out
on the inside of the curve and shouted a warning of danger.
The speed of his train then was about 45 or B0 miles per
hour and he 1-rediately applied the air brekes 1n emer—
gency and opened the sanders, but he did aot think there



was time enough for the speed to be reduced to any creat
extent. He estimated the time of the accadent at about
5.07 p.m.

Firewman Wilkins, of train No. 103, stated that

he first observed train No. 330 just as soon as 1t was
poasivle to do so, his range of vision being obscured
by & tree located on the inside of the curve. He 1n-
rediately called to the enginemnan and then got down on
the steps preparatory to getting off. He dad net see
any fusee nor did his train explode any torpedces, out
he gaid he noticed zo.c one leave the engine and start
towards the right of wey fence.

Tne staterents of Conductor Vallandingham and
Brakeman Boren, of train No. 103, added nothing of 1w-—
portance as they were unaware of anything unusual until
the brakee vere applied in emergency as their troin was
rounding the curve scuth of the point of accident.

Apent Kirksey, staticoned at TWestport, stated
that he had nc orders for either of the irains involved
and that the train-order signal was in the proceed posi-
tion, As train Yo. 330 was approaching ne Leard one long
blaet of the engine vhistle and reported 1ts arrival to
the dispatcher, He then went outside and asg the Troin
aPproached tne north switch of the passing track ne
noticed that steam was shut off, but stortly sfterwords
tre engine began to work steam and 1t wac st1ll working
wien 1t passed the station, traveling at a speed ol about
85 miles per aour. Apent ¥irkesey said he gave the engine-
ran a hand sipgnal indicating he was to take siding, which
was acxnowledged by the engireman by a hang spgral indi-
cating 1t was his intention to pull by and/ifion the s1d-
1Dg. It was then about 5 p.m. and as train No. 103
was not due cut of Yuma untal 5.08 p.w. Agent Kirksey
thought there was amplc time to make the intended move-

nent, The air brakes were applied just after the cabcose
passed the station, out the engine appeared to vork steam
until the train came to a stcp. He di1d not see either

the conductor or the rear brakeman on the rear platform

of the caboose as 1t passed him, but after the train
stopped he saw both of them on the ground signallinsg the
engineman to back uap. Tane train stoed at this point

Tully four minutes before 1t mwoved, and then three attempts
were made to back the train, which appeared to him to have
been efforts to take up the slack, before 1t was finally
started. The caboose had reached a point on tne passing
track about clear of the rain track when he heard train No.
103 whistle for the station, followed very clesely by the
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occurrence of the accident. Agent Kirksey was certain
thet he di1d not see a flagman proceed i1n either direction
after train No. 330 had been brought to a stop, being
particularly alert for movements of thig kind in view of
the existing situation, nor did he hear a whistlc signal
for flaz pirotection. After tne accident the engineman
of train No. 330 was brought to the station and uvpon 1n-
quiry the engineman said tnat ne thought he had plenty
of time in which to pack his train into clear. At the
request of the engineran his watch was removed from his
pocket and 1t was found %o have stopped at 5.08.

Conclusions

This accident was caused by the failure of Engineman
Wood, of train No. 330, to head his itrazin in at the north
switch of the passing track at Wwestport tco meet an cppros-
ing superior train; a contributing cause was the failure
of Head 3Brakeman Keeton preperly to protect the head end
of his train by flag.

The rules require that at meeting points inferior
troing nust elear the main track at least five minutes
vefore th= leaving time of supericr trains, and they alrso
require that inferior trains aust, rhen practicable, pull
in at the nearest switch, The reascn for the failvre of
Engineman Wool to head Lig train in ot the noith switch
of tie pascing track could not be ascertained. It seemed
apperent, however, taat e was a.ere Lis train was to meet
train Yo, 103 at th-t point, for not only did the conductor
eay he gave the engineman a stop signal, but he was in-
formed by boilh the fireman and the head brakeman that train
No. 103 was to be met at that point, while the agent said
the engineman gave him a hand signal indicating that he
was going to pull by and back in on tkhe passing track.
What benefit could have been derived from a wovement of
this kXind 1s problematical as there was nothing in the way
of cars on the passing track, the length of his own traain,
or adverse grade conditions, which would have warranted
taiis movement.

The e¢vidence was conflicting as to how long train
Yo, 330 had been standing efter 1t was brought to a stop
south of the =outh switch and as to what protection, if
any, was afforded while 1t was standing at tnis point.
Without discussing the matter in detail, 1%t seeng clear
that train ¥o. 330 rust have stopped not later than 5.03
E.m., pogsibly at 5.01 p.m., and that Head Brakcman Keeton
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had tire enough, even aftar allomin~ for ris ceonverration
with the en~ine~an, to have gone a considerakble distance
around the curve bvefore t-sin ¥o. 103 avproached, in fact,
had he pone out a distance of 1,220 feet he would have
reached the peginnine of a tanzent whicn 18 4,485 feet

in length and would have oneen vigible both te the engineran
and to the firewan of train No. 103. Under tacse ciT-
curstonces 1t 10 believed that nod Head Brareman deston
utilized the time at bas Iisposal 1t 1s probaple that the
accident would nave oeen averted.

Had an adequale antomatic block-signal eystem
Deen 1n use, this accident probably would mot have oc-
curred, an adecquate autoralic train stop or train coatrol
device would have preventel 1t.

The employees involved were experienced men and
at the tire of the accident none of them had been on duby
in violation of any of the provisions of the hours of ser-
vice law.
Respectfully submitted,
W. P. ECRLAXD,

Director.



