
tn HE IBVUSTIGATIOH OF AS ACCIDENT MICH OCCURRED 0^ THE 
ST, LOUIS-SAH FRAHCISCO RAILWAY REAR HEYEUKH, 

OKLA., ( M HAT 9, 1916. 
July 1, 1918. 

On May 9, 1918» there was a da bailment of & pas­
senger train on the St, Louia-S^n Franc 1 ooo Rail my, near 
Heyburn, Okla., ^nloa resulted la the death of 1 eisijloyee, 
and the injury of 1 passenger aaa 4 employeea. After in­
vest igat ion of this aooiden,t the Chi of of the Bureau of 
3s»f0ty reports ao follows: 

The Oklahoma Sub-division on which thia derail­
ment occurred is a elngle track line extending between Okla­
homa City and Sapulpa, a distance of 105 mils3 over which 
the movement of trains is governed by tiiae-table and train 
orders, no block signal ay stem being in use. A raaximuia 
speed of SO miles an hour for passenger trains and 35 miles 
an hour for freight trains is permitted. 

The train involved in this accident was eastbound 
passenger train Ho. 10, known aa the Meteor* en route from 
Oklahoma City, Okla., to St. Louis, Ho. It consisted of 
1 combination mall and baggage oar, 1 baggage and express 
oar, 1 day eoach, and 1 ohair oar, all of steel construction, 
and Pullman oaxa Falkirk and Reginai. This train hauled by 
looomot ive Ho. 1034. and in charge of Conductor Rosenberry 
and Engineman We at fall, left Oklahoma City at 2.35 p.m. on 
ti»e, left Brlstown, 33.3 miles east of Oklahoma City, at 
4.53 p.m., 6 islnutea late, and at 5.10 p.m. while running at 
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& dpQ®& estimated between 40 aad 43 miles an hour, wan 
ajlad near Bridge 4kwi, which in about 8.S miles east 
•Bjrt^ow a»u ;WfcU» j»gt of ftsytami. 

> ^ - ^ 0 ^ X 0 0 ^ i n g ffeeia the we-rfc tfca g^a&e is descending 
eaat*«fcd, varying frosi on* nile west to .448^ at the point 
of dfcsâ aiisent. the derailment ooourp«a on the apiral leav­
ing tha aasrt end of a 4-degreo curve to tha rigit B93 feet in 
length the east end of tihioh is on a 5-foot fill, Tha track 
oonaiata of 75-pound rails, 33 feet ia length, relied in 1909 
and laid la 1910, There are about 30 pins and oypreae ties 
under each rail, tie plated and single spiked, and laid on 
13 to 18 inches of abate ballast. About 50$ of the ties are 
treated. Six anti-c reapera are applied to each rail at tha 
point of derailasent aaa to a point one mil© weat. The 
weather was olear and the temperature on that data ae recorded, 
by the Government leather Bureau at Sapulpa, 13 ailea from 
the point of derailment, varied from 66 degrees jalniouin to 
97 degrees maximm. 

The fir at mark a of the derailment appearing were 
f lunge marks on the ties on the south or low side of tha rail 
at a point about 4,5 feat west of Bridge 450-8, whioh is about 
360 feet in length, These mrke apparently made by a four-
wheel truck paralleled tha south side of both raila, slightly 
diverting to the right across tha bridge and on the ties to 
& point east of tha bridge where the tender, combination m i l 
and baggage, and the baggage oar turned over on their left 
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eide on the north side of and paraxial with the traokj the 
tender o©jsin§ to rest at a point 1090 feet east of the ini­
tial point of derailment. The ooaoh ami chair 03x were also 
derailed and leaned partly ovar. The front truok of sleeper 
Falkirk was derailed* bat the car r&raalned uprightj the 
engine end rear sleeper fere not dor ailed. 

Section Foreman St&iger stated that the worst 
trouble with the track *t the point of derailment was that 
it would keep slipping dom. About two ^©eka previous to 
the derailment the track at that point had been reiined end 
surfaced and that (luring the morning of the day of the de­
railment, It was again ralinod end eurfaaed from the bridge 
to & point about 300 feet west. About 11 o'olook he started 
to Brietow, boarding & work train about 1/3 mile e&®t of the 
bridge and while passing over the tr&ek west of the bridge 
em route to Br 1 stow* observed that it w&u in good line and 
surface, but there was not imoh. shoulder on. the outside of 
the ties. He left the m& in charge of John McOlung whoa 
he had oa previous occasion® used as a tainporary foreman and 
had always found his vrerk satisfactory. At the tiwe he left, 
the men were completing about oat rail length of the work 
<2-bout 5 rail lengths west of the point where the derailTasnt 
later ooourr^d. On the wming following the aooident he 
found the track froa the bridge to a point about 5 or 6 rail 
lsngtha neat of the point of aooident irregularly moved out 
of lime fro& 2 to 6 inches, being out of line at the point 



of derailment about 4^ inches. Previous to the derail­
ment he oonsi&er©^ the track in safe condition and the only 
improvement that could have bean &ade wag to strengthen tha 
shoulder which would have required about 3 oar loads of chats 
ballast at that particular place. He had made previous re-
queeta for ballast, bat had received none. To put hie sec­
tion of track to the proper shoulder, in aooordanoe with tho 
blue print, would require about 3C*0 oar loads of ballast. 
Ha stated that the anchors whloh had been put on the rails 
about 3 year3 ago had been pulled away frow the tlae from 
one to one and a half inches. Ha also stated that on the 
hot day a recently ha had noticed the rail running down hill* 

Acting Section Foreman John HeClung stated that 
the regular foreman had surfaced the track and had left only 
one or two rails for him to line end finish dreaeing up. 
He completed the work in 35 or 40 minutes after the regular 
foreman aad started to Bristow and was later plowed up by 
the work train and taken to another point to unload cindera« 
He atatad that tha track waa in perfect lino and ourface, but 
osring to Insufficient material at that point did not have a 
full shoulder of ballaat. 

Roadmaater Abrahaiagon atatad that on the day of 
the deraileant ha paeeed over the track on train 418 between 
11 and 11.40 o'olook a.m. and again on train 7 about 3.45 
p.m., and observed nothing wrong with it at the point Miere 



the derailment later occurred. The track was In good line 
and surface and rode good; he would have considered it 
good track if it had a shoulder. Aoout 18 aonths previous 
to the derailment he had been informed that he rrould be sup­
plied with sufficient ballast to take care of all hie skele­
ton track) therefore, in order to take oare of the worst 
condition fir at he began at Bridge 451-S, and unloaded down 
the hill, but ran out of ballast, leaving a partly open see-
tion of track 150 feet in length about 150 feet we at of Bridge 
430-8, and did not get aay more to complete the work. Short­
age of thia material left the shoulder on tha outside of the 
curve weak in that vicinity which gradually grew weaker by 
the continual use of the ballast forming tha shoulder in re­
surfacing the track. Tho tie condition was good, but for a 
long tine ballast had been rather soarce. There had been no 
oooaaion, however, for slow orders at that point. He ar­
rived at the derailment about midnight and upon examination 
of the track after daylight on the morning following the de­
railment, ha found there had been a sun kink. One rail had 
kicked out, the adjoining rail had apparently not moved and 
tha next rail kicked out to a aaxiniua of 4 inches on the out­
side of the curve, and at thia point tha wheels derailed on 
the inside of the curve. The kinks occurred at the rail 
joints, 

Engineman We at fall of train lo. 10 atatad that he 

left Br i stow about 4.53 p.m. and at M.P. 454, when starting 



down the grade about 3 or milea west of the point of 
derailment, out the engine down to a drifting throttle. 
He reduced speed to IS or 30 miXm m hour crossing over 
Bridge 453-5 a&d after crossing that bridge, though not 
working steaa any more than to cushion the engine, the 
speed increased down the grade end the train was running 
about 40 &ilee m hour when the derailment occurred. Ap­
proaching the point where the derailment ooourrod he was 
looking ahead with a good view of the traok, but notioed 
no thins wrong with It. He further stated that It might 
have been out of line sotae, but oould not have been any­
thing lilc$ it wao after he passed over it or It would have 
been noticed. HIa first lntimation of scything wrong waa 
when the engine gave a twisting lunge from one side to the 
other and began rooking ae If it would leave the traok. 
Thinking it was oauaed by a broken rail he applied the brakeo 
In the emergency. Tha engine then righted itself end he 
saw it was sot off the fcsaok, but while oxosatng the bridge 
he heard a noise baok of the engine and knew mm thing wao 
derailed. Th© front part of the tender needed to stay lined 
up with tha engine and he thought the rear tender truck wae 
first to derail. After Grossing the bridge he eaw the wail 
oar turn over and pull the tender over with It. He went baok 
to examine the traok and found it kinked In two places fonrn 
ing the letter *S" shape> the ties having moved 4 inches out 



of their original positions. Ho thought that due to ex­
pansion the traok had buckled or sprung out of line while 
hia engine waa passing over it. 

The statement of Fireman MoLau^ilin of train ITo. 
10 was practically the mm as that of Enginesaan Westfall, 
except that he stated that at the place where the track was 
kinked the ties had slipped from 8 to 8 inches from the old 
bed. 

Conductor Rosenberry of train Ho. 10 stated that 
he was riding in tha head end of the smoking oar and that 
the speed of the train at the time of derailment was about 
45 mile a an hour. So thought the front tender truck waa 
the first to derail. After the derailment he found the 
track crooked in the shaped of the letter *S* about one car 
length west of Bridge 450*8, and in his opinion it taa 
oaused by expansion. 

The records show that between noon the time at 
which the seotioniaon completed th© work of relining and sur­
facing the track and the time of derailment! No. 8 an east-
bound passenger train, 1st Ho. 7, a westbound passenger train, 
end 3d Ho. 7, a westbound train of deadhead equipment, passed 
the point where the derailment occurred approximately at 
13.45 p.m., 3.80 p.it, and 3,00p.*. 

After the accident m examination of Bridge 450-6 

showed that something had contacted the wooden guard rail on, 



the rlgit or aouth side of the bridge, at a point about 15 
feet from the treat and defaced it to the eaet end of the 
bridge. It was also found that the lower portion of the 
nut em the rigxt front ooluan holt of the front tender truok 
was filled with wooden splinters, evident!? having been the 
projection that oaras in oontaot with the guard rail; this, 
together with the fact that there was an abrasion on the out­
side rio of the left front tender wheel, apparently caused by 
oontaot with the gauge aide of the left rail evidence of which 
appeared for a dletaaoe of about 8 feet on the eiue of the 
rail at the point of derailment, indioatea that the front 
tender truck m e the first to derail, 

Loooraotive 10*34 le of the Pacific type and with the 
tender has a ©oublned weight of 377,300 pounds, The tender 
has a cistern oap&olty of 8100 gallons of water and the cia~ 
tern Is provided with both longitudinal and vertical aplash 
plates. There ia alao sp&oe farlli tons of ooal. At the 
time of derailment from 3 to < 4 tone of ooal had been uaad 
end the oistern was praotioally full of water, having been 
filled at Brletow only 17 minutes before. Inspection dis­
closed no defect about the looomotive or tender that would 
contribute to the derailment. 

Tha statement e of the employees W£LO were on the 
ground at the time of the aooldent and of those who escamlned 
the traok after the aooldent, are to the effeot that the de-



railment wan caused by a sun kink. 
Examination and measurement 3 of the track made by 

the company* 3 engineer on the day following the derailment 
disclosed facta from which it la evident the derailment waa 
due to the condition of the track, tfhile it is believed 
that the imediate condition of the track causing the derail­
ment was due to expansion of tha rails causing them to 
buckle, the investigation showed that the maintenance was 
not up to the standard required by the oottpany* a om speci­
fications, and that the proximate cause of this accident was 
the poor condition of the track. If the track had bean proper­
ly maintained and ballasted, it is believed that this accident 
would not have occurred. 

During the investigation it developed that there 
are several other similar plaoea on this particular section 

en 
requiring ballast to properly strength/the track. Those 
charged with the responsibility of maintenance should take 
immediate steps to provide sufficient material to maintain 
the track to the proper standard of safety. 

At the time of the accident the crew of the train 
Involved had been on duty 3 hours amd 15 minute a after a 
period of IS hours off duty. 


