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INTERYTATE ODAMIERCE COMIISSICHN

REPORT OF THT DIRECTOR OF THE BURFAU OF SAFZTY IV BE
TVESTIGATION OF ALl ACCIDENT THICH OCCURRED ON THE
ST. LOUIS-SAYT FRaMCISJO RAILWAY AT :ONETT, 0., OX
JADUARY 23, 1930,

b

Marca 23, 19Z20.
7o the Commigcoion:
On Jomwazy 33, 1930, there was a derallment ol a
pasgenger train on the St, Louils-San Francisco Rallway
ac¢ Lonett, Mo,, which reculved 11 *he death of one em—
nloyee, ard the 1nv ry of oa:z passsnger, two mail clerke,
ONE €XNTEess “egsenrer, and 0Me euplioyed.

Location and method of operation

This aczident occeurred on the Tort Srith Sub-Divis-
10n of the Cintral Division, wrich exteads osetneen Tort
Smith, ATk,, end llonett, 1llo,, a digvarce of 13«.4 miles,
and 1s a single-track line orveT vaich traine are operatad
by time-takle anl train orders, no wlock-sizgnal systen
ha1ine 1n usa. Tne accident occurrced ab a moint 1,453
feet scuth of the station at llonstt, referrving to time-
table direction, approaching rkils noint from the south,
there 28 a 3° curve to the lelt 731.1 feet 1n length and
ther tangent tracsg for a cdistince of 302.8 feet, fTollowed
Tty & 1.Y 23Y carve to the rizht 703.,3 fe.t in lenzth, the
accident occurriry on this cirve at a poirt 147.2 feet
from 1ts soubtnern end. The grads 1s level at the point
of accident, althouph desceading whern approachirz this
poaint, The maximur sp2ed permitted for passenger trains
is 20 miles por hooT,.

In the wieclw1sy of the point of accident, tne track
15 laid witn 20-poud rails, 33 Fect 1n length, with an
average of 30 oax Tties to tie rail-leazth, fully tie-
plated, doanlic eniked on tne outside and sinrle-soviked

0 the 1rside, and ballasted witn chats to a depth of

13 incnes. The general mainterance of she track 1s good.

gy

The w2atner —as cleagr at the time o

the accident,
“hich oceurrcd atout .22 a. u,.

t

2sgripvion

Norshbound passenzer train ¥o, 712 consisted of
one bagnafre cal, one combilnaticen mell and coach, one chair
car, and twe Pullman sleepin~ cars, hauled by enzine
1057, and was 1n ckharge of Jonductor liiller and EIngineman
Canary. This train departed from Fort Swrith at 4.35 a.m.
on time, passed Purdy, 7.2 miles south of ronett, at
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9.1%5 a. m., 2€ minates late, and was approzching the
station at sdonett when 1t was Jderailed =kile traveling at
a speed estimated at 25 milea per houT,.

Tne engine and tender were deralled to the left, the
engine coming to rest on :ts left szde at a point 137 feet
rorth of the first mark of cdesraillmeat, with the tender
bottom up, directly behind tne engine. The first car and
the rear tiucst of the second car wire ilso deralled, the
first car resting on 1ts rizhit side beyond the engine,
clecr of ard mearly at a righs anzle to the track. Tre
train stopned with the head end of ithe Iourth car nearly
opnoalte the rear of the engrne. The employee killed was
the fireman and the employee injured was the engineman,

Sumnary of evidence

Enginenan Canary stated thal he inspected the engine
tefore train IIn, 713 arrived % Fort Emith, inbound, and
noticed no dafecte. There was no Lrnke-test made after
the inpoiad engins oad been cut off and his own engine
coupled on, but aftcr leaving that point ke made a Tunning
test vhile traveling at a speed of 15 or 15 miles per hour
and tre brakes appsared o be 1n good working condition,
A1l station svops were made 1n the usual manner except at
tnree points where he ran by the stations, dus to the
platforns beins covared with snow and to his failurz to
begin braking soon enough. Thae trip was made without in-
cident cntil shortly afier passin~ Sarfield, 30.8 miles
south of ..onebti, where the brakes —rere anplicd from soms
unknown source. As soon as the train stopped, he made an
1ogpection and found the steam hose missing from the rear
of the tender and the leadinc car., Alter consuliing the
conductor, 1t was docided to go te Seligman, tne next sta-
tion 1n advance, to roke repairs. Aiter the train had pro-—
ceeded a shor’t cistance 1t was arain stopped by sone one
applying the brakes frot the train. The train then pro-
ceeded to Seligman, where the missiag hose wesre replaced,
and 1t wyas then bacfed up in order fo taxe water, the stop
being made from the engine. The signal line was working
at tnis tine, ag he received a signal to proceed, and
another running test of the brakes, made alter leaving thais
point, showed that they were furctioring nionerly, The
train was traveling at a speed of 49 or 50 miles per hour
when nearing Monestt, and when 1t reacbed the one-mile boar
soutn of Mone®tt, he made a brake-pipe rsduction of about
12 pounds, which had the desired effect and reduced the
speed to about 25 miles per hour, the brakes then aere re—
leased. A gsecend application of the brakes was made when
the train was aboul 800 feet south of the stock-~track
switch, this switch being located approximately 1,300 feet
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soutr of the point of accident, which further redaced the
speed to about 25 miles per houT, and this was the speed at
wnich the train was traveliny at the time 11 waz deralled.
The brakes nad not bcen released after this second applica-
t1on, and when he felt the engine overturning he moved the
braike—valve hardle to the emergency posltion. Engineman
Canary d1d not think the brakes tnemselves had acted any
differently on this trip than on pravious trips, and said
the brake applications coming in %o Monett were made at
avout the same locations. Ee khad previously operated trains
around this curve at the same spesd as the train was travel-
1ng on the dav of the accicdent, and thought this speed was
perfectly safe and that Le could have stopped ~vithout diffi-
culty before rcecachiagr the crossing 700 feet distant. He did
rol hear a cormunicatinz whisgtle siznal to reduce speed
wille approaching lfonett, although nhie did hear a signal to
shut off the steam reat. Engineman Canary further stated
that wnen tne train first stopped near Garfield, he made a
hasty examination of the engine but noticed nothing wrong,
Upon arrzval at Seligman, however, ho discovered that the
blow-off muffler Tox was miesing fron beneath the engine

and the muffler pipe vas bent. He examined the pilot,
engine truck, and trailer truck, and they were found to be
1n good condrtion, and Le had not heard anytning strike the
muffler box while en route nor had he noticed any opstruc-
t1on on the track. Enginewan Canary knew of no speed re-—
strictions for the curve on which the accident occurred, and
ga1d he did nct believe that the sneed limit of 50 miles

per hour rad been exceeded by more than 1 or 2 miles at any
time after starting the trip, seying he nasced Purdy at

9.13 or 9.14 a. w., instcad of 9.15 as shomm by the train
sheet, and tnerefore used more than eight minutes i1n travel-
1ng the distance of 7.4 miles to Monett. Engineman Canary's
regular assignment 1g 1n freicht service on the Springfield
Sub-Division, btut he said he 1s used 1n extra and emergency
passengsar service, he had made about 20 trips between fort
Smith and Monett, 1in addition to 3 trips in learning the
Toad, and said re wac familiar with tnat territory.

Conductor Miller stated thet after the snTine was
coupnled To the train at Fort Tmitn, a car man made the
Tegular alr-brake test and informed him that all of the
brakes were working properly. After paseing Garfield the
train appeared to have run over some ohstruction and he
pulled the signal cord, giving tne engineman an emergency
stop signal, and the traim came to a gradual stop. He then
got off, 1n company with the train porter, inspected the
train, and found the brake-pipe hose and ihe air-signal
hoce between the second aad third coaches partly separated,
which allowed tne ailr to escape, he also noticed that the
steam hose was miscing between the tender and the first car.



Some of the brake beams of the cars were s8lightly vent, but
he did not consider that this would interfere with the
braking powsr of the train. He then sent the porver back
to sce 1f he could locate what tne train had encountered,
and 1n the meantime he lookedunder the train for some
obslruction and for indications of something dragging, but
di1d not find anything. It was then decided to go to Selig-
man to Teplace the missing hoege, but shortly afterwards the
train wags again stopped, by either the porter or the flag-
man, and the porter went back and rolled some object oft
the track, but 1% was not until they reached Seligman that
the conductor was told by the fireran that the muffler box
wae missing from the engine., After departing from Seligman,
the engineman made a running test of the brakes, while a
perfect stop wvas made at another station en route to lMonett.
It was 9.15 a. m. vhen they passed Purdy, out Conductor
M1ller did not feel uneasy about the speed of the train un-
t11 1t was somewnere 1n the vicinity of the yard-limat
board; when about 1 =1le south of the station, the speed
had been 45 or 50 miles per hcur, but a brake-pipe rTe-
duction reduced 1t to 35 miles per hoar and this was the
rote of gpeed when he began to feel uneasy, the brakes did
not appear to release, however, and the speed had been re-
duced to about 25 miles per hour by the time the train
passed the stock-track switch., Realizing tnat the train
st1ll was travelang too fast, he comranicated a "reduce
sreed" signal to the engineman, but di1d not know wnat action
was taken by the engineman as the train entered the curve
on waich the accident occcurred and tnis might have retarded
the sneed somewhat; he thought *he train was trareling be—
tween 20 and 25 milles per hour at the time of the accident,
Conductor Miller was of the opinion the brakes were aot
released after they were applisd near the yard-limit board,
but was concerned about the speed of 25 miles per hour, as
trains usually round thie curve at a speed of between 1B
and 20 miles per hour, although 2s a matter of fact he said
he had been on trains that came around this curve probably
as fast as his own train was moving on the day of the
accident., After tre accident he went back and inspected
the track, but found no defects, and the only marks of de-
railment were on the ends of the ties,

Flagman Pfeiffer stated that he noticed no unusual
nandling of the train en route and was not alarmed about
tLe speed epproaching Monett, He estirated that the trzin
had been traveling 50 miles per hour, but this speed had
been reduced to 35 miles per hour by the time the train
passed the yard-limit board; 1t was further reduced to
about 25 miles per hour before 17 entered the curve on
which the accident occurred, and was running at about this
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pame speed when the derailment occurred. The flagman
further stated that he was the one wno gave the engineman
the signal to shut off the steam heat when approaching
Monett. Immediately after the accident, he went back to
flag and did not notice any marks on the rails or ties,

or 1n the snow, to indicate that anything had been dragging,
and he did not find any obstructions south of that point
that could have contributed to lhe cause of the accident.

Train Porter Austin stated that when he f2lt an un-
usual motion of the tr2in, bstasecen Garfield and Seligman,
he remarked to the conductor that the train must have
struck a broken raixl, After the train stopped, he got off
with the conductcir and adjusted the hose connecvions be-—
tween the second andi third cars, and upon instructions from
the conductor he went back behind ths train to see wshat
the trouble was and found a belt ard a spring hanger from
one of the cars lyinz on the track, Train Porter Ausitin
and the flagman were on the rear platform when the train
started and tnsy noticed scme o"ject on the track after
the rear of the train had passed over it, the flagman at
once applied the braxes by mesns of vthe tail hose and they
went back -nd rolled thig obstruction from the track; at
the time he <did not know what 1t was. After replacing the
steam hose at Seligman, the train proceeded and he did not
notice any unusual handling of the train until 1t reached
a point about 1 or 1%+ miles from Monett, when he realized
the train was traveling much faster than usual when approach-
1ng curves and commented to the conductor to this eifect,
Due to the spe=d of the train shen 1t entered the curve, he
braced himself expecting something to bappen. He Adid not
feel ary application of the brakes or notice any reduction
1n speed between the point where he first became apprehen—
sive, and the point of accident, and was unable to give any
estimate of the speed, but felt certain that the train
would not take the curve at the speed at which 1t was
traveling.,

Bridge Carpenter Henderson stated that he was working
on a bridge located on another part of the road, approxi-
mately 200 yards west of the point of accident, and when
he observed train No. 712 approaching he became alarmed
about 1ts safety 1ir rounding the curve south of the station,
due to 1ts speed, which he estimated as between ZH and 50
miles per hour, Bridge Foreman Carter, who was also working
on the same bridge, stated that Carpenter Henderson called
his attention to the speed of train No., 712 while 1t was
apnroachling the point of accident, and although he did not
pay particular attention, he taought the train was traveling
at a speed of about 40 miles per hour when 1t was 1n the
vicinity of the stock-track switch. Section Laborer Davis
stated that he was working in the vicinity of the point of
accident, when Lis attentvion was attracted by the whistle
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of the train, and as 1t was traveling st a high rate of
sveed he watched 1t continuwously until the derarlment

occurred. He estimated the sveed at 50 miles per hour
~ when he first noticed the train, and there did not appear
to te any reduction 1in speed prior to the accident. After
the accident, he examined the track south of where the
equipment came to rest and found no marks indicating that
anything had been dragging,.

Sectior Foreman Stolle stated that he inspected the
track sabsequent to the accident and did not datect any
marks, or anything that covld have contributed to the cause
of *the accident, Uersurements were taken of the gauge and
alinement at several points 15 feet apart, southk of the
polnt of accident, and tney indicated perfect track condi-
tionsg, the gaace running from one-eighth to one-half inch
wide, with a maxi~mm elevation ¢f 3 inches, the track was
not camaged av the point of darailment.

Ceneral Foreran Brooke, of the Bridze and Burliding
Department, stated trnat he assisted 1n examining the track
in the vicinity of the poiné of accident, about five
minutes afier 1ts occurrence, and found nothing wrong with
the track. The only mark of derailment wzs a furrow cub
in the roadbed aboat 15 inches from ithe gacge side of the
west rail, which appeared to have been cauced by the
wheels on the left side of the engine, and there were also
some maTrks on the ties, but theyr did not look like flange
maris,

Division Engineer Gelwix stated that upon his arraval
at the scene of accident, he made a careful erxAamination of
the track but was unable to find any mar<s on the rails.
The track was 1n first-class corditicen, with no sign of
a tendency to spread at the point of derailment; in fact,
no repairs were made to the track except at a point north
of the initial point of derailrient, where three rails were
bent on the i1nside of the c.urve. lleasurements taken of
the cross level, beginning at a point south of the first
mark of derailrent, and extending nortawvard for a distance
of 65 feet, showed that the elevation was one-half inch
under wnat 1t should have been, but he did no’t consider
. this vnusual, as 1t was net uacommon to Tind a variation

of from one-fourth te one-half inch either over or under
correct elevation, even on curves throuzn higa-speed ter-
ri1tory. The elevation of 3 inckes would te safe up to a
speed of 33 miles per hour, although for easy riding the
gpeed of a train shovld not be more than 17 miles per
hour. This variation of one-nalf inch in elevation, how-
ever, probably would reduce the maxirur safe speed on this
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curve, under wnich there would net be danger of derailment,
to 25 wilec rer hecar. In nis oninion, this under-elevation
was not a contribubtiag factor ¢o the derarlment, and he
thought that train Jo. 712 approached this curve and was
dera.led while traveling at a smeed 2f not less than 40
miles per hour.

Locorotive Inspector Sche“ry stated trhat he i1nspected
engine 1C57 while 1% was on a pit at Fort Smith but did
not noticz anything loose under the engins, altnough he
could not remember whether the puifler was secarely fasten-~-
ed, there was nothiny i1rregular sbout the bhrake pipes or the
brake valve of the eagine. Car Inspecter Swift statsd that
after the erginc was coupled to the train at Fort Bmith,
he made the resular air-brake test and the rrakes on all of
the cars worked properly. Air Zrake Forenan Sryant stated
that a test was rnade of the bral.es on the care whicn re—
mained on the track, and after moking a 20-pound rrake-pipe
redaction, the piston travel on each car was measured and
fouad to he proper, cxcent that the piston on the cylinder
of one of trhe Pullman cars would not set, on account of the
crossover oipe entering the cylindar peing broken, which
coniit:ion he thought was a resilt of the accident. He also
inshected the train immedintely arfter the derailment and
found all angle cocks open,

Superintendent llagers stated tnat there 1s no speed
restriction on the curve on waich the accident occurred
other than the maximum speed shown 1n the time-tabls The
rules, however, provide that trains must approach raﬂlroad
crossings &t grade, etc., prepared to stop unless signals
1ndicate proceed ani the track 1s clear, and that sach stops
shall be wmade not less than 100 feet before reachinzy the
crossing. A crosesiag of this character i1s located anproxi-
mately 700 feet beyond tne point of accident, and trains
should be operated accordingly. It —was his opinion that
the speed of the trailn was responsivle for the accident.

Congclusions

This accident 18 believed tc have Teen caased by
excessive speed.

An exarination of the track and eguainwent failed to
disclose anytning whiich could have contributed to the
accident, and while damags to air hose and brake beams
had resulted due to the train having passed over the blow—
off muffler box while en route, yet there was ample evidence
to 1ndicate that the brakes were in proper vorking order
when approaching the point of accident. The train crew
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cspeed of the train at the fTime of the accident
«t about 25 miles mer hour, altnough eyewitnesses to tne
acecreent fixed the rate eof speed av a wmuch hilgrher figure.
According to the statemsnts of Division Engincer Gelwix,
he considered that *he clevabion on this curve was suffic-~
1ent to weruit a train Sc negotiate 1t safely at a speed of
33 miles per hour although a slight variation =n the ele-
vation a short distance soutn of tne point of deraiiment
wouald reduce the s ife liwit of speed to about 28 miles per
hour. In view of the fact that the only markes of derailment
found on the tracg were some marks on the ends of the ties
oa tre oatside of ke curve, colpled with the distance the
enc1ne *traveled after 1t peca e Jerailed, 1t 1s believed
that the enzine overturned as o result of a speed in excess
of tre safe limit.

egatirated the

Rale © i
requires traine to approach rairlwar crossings at gr=de
prepared to op, i such a cross.ng 1s located o33 feet
peyvord she point of Jeroilwent, fnr vnich trains of this
division were requirel to stop unlerce & procceed signal
ware reccived. Thra saituation, cowpled with circular in-~
svructiong addressod to engineen nnd callint attention
to the fact that passenger trains were approaching lonett
yard at Loo high a rate of sneed, which circular was re—
1ssued anproxinately every six months, appearsd to heve
beer considered sufricient to cauze trairns to be operated
on this curve at a safe rate of speed. THRule £&41 of the
Rules Jor the Maintenance of Way and Structures, however,
provides that vherc tnz gpesd permavted by tze time-table
1s higicr than the elsvevion of curves w:ll pernit, speed
Mmust be reduced accordingly, and this rule also provides
that si1grns "srall" be placed cne—Tourth nile Iror the be-
ginning of cach curve where the spceed 1s to »we reduced,
snowlng the maximun permissitle speed. In thic varticalar
case, the permissitle spesd under the fTime-table 1¢ 50
mlles neTr aour, and the elevatian on a curve of thig degree
obviously could mever be made safe for such a rate of speed,
vet no sizn had Heen put 4p 1n accordance with the require—
ments of rule 54L. Tae inctallation of such a sicn woald
nrovide a gulde Jor Taie beaefit of ering Llonett
over this line and would eliminate “

for re~-
1gguing the circular iastrictions 5 eferred to
above.

1
g
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The employees 1nvolved were ¢xperienced men, althouth
Engineman Canary had done most of his rurning on another
sut—divieion, and at the tvime 2f the accident nome of them
nacd beern on duty in violation of any of the provisions of
the hours of service law,

Respectiully sabmitted,

w. P, EORLAND,
Dirzactor,



