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. SUMMARY
Railroead: Missouri Pacific
Date: January 1, 1948
Location: Syracuse, Mo,
Kind of accident: Rear-end collision
Trains involved: Passenger : Mall-express
Train numbers: First 9 - ¢ Second @
Engine numbers: 5326 r 2213
Consists: 12 cars : 8 cars
Tstimated speeds: 15 m, », n. : 40 m, p. n.
Operation: Timetable, train orders and

automatic block-sigral system

Track: Single; tangent; 0,14 percent
ascending grade westward

Jeather: Snowing: daylight

Time: $:48 a, m,

Casualties: 14 ¥illed; 37 injured

Cause: Fallure to operate following train

in accordance witnh signal indlcations
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"TIESOURI PACIFIC RATLROAD COMPANY

Feoruary 26, 1948

Accident near Syracuse, MMo,, on January 1, 1948, caused
ty fellure to overate tne followlng train 1n
accordance witn signal indications,

REPORT OF THT COM

=

ISSION -

PATT

v'i

250N, Commissioner:

On January 1, 1948, tnere wes a rear-end collision
Tetveen a passen“er trawﬂ and a mail-express train on tne
M_osouri Pacific Railrond near Syracuse, Mo,, which re-

ulted in the deatnn of 12 passengers and 2 Pullman employees,
and tne injury of 32 passengers, 1 dining-car employee,
1 trein porter and 3 train-service employeess, Tnis accident
was investigated in conjunction with representatives of the
flssouri Public Service Commission,

Lunder autnority of section 17 (2) of the Interstate Com-
merce Act the above-entitlad proceedling was referred by the
Commiscion to Commiscioner Patterson fcr consideration and
disposition,
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Location of Accident and Method of Operation

This accident occurred on that part of the Eastern
Division extending betveen Jefferson City and Rock Creek
Jet., Ho., 151.51 miles, a single-track line in tie
vicinity of the point of accident, over which trains are
operated by timetable, train orders and an automatic block-—
signal system. The accident occurred on the main track
45,05 miles west of Jefferson City and 2.25 miles west of
tne station at Syracuse. From the east there are, in
succession, a tangent 2,298 feet in length, a 3°03' curve
to Tthe risht 1,111 feet and a tangent 4,193 feet to the
point of accident and 845 feet westward. hrougheout a
distance of 2.42 miles the grade varies between 0.02 percent
and 1.30 percent descending westward, then 1t is, successlively,
level 300 feet and 0.14 percent ascending 295 feet to the
voint of accident and 205 feoet rastward,

The automatic block-sicnal system is arranged on the
absolute-permissive principle, with absolute si~nals necar
the ends of sidings and intermediate siznels betreen
stations, ©Signals 1681, 1687, and 1703, governing west—
bound movements, are, respecctively, 2,39 and 1.65 miles cast,
and 22 Teet west of the point of accident, BSignal 1687 1is
provided vith a marker displaying the letter "A", These
signals are of the color-lizht tyne, and arc continuously
lighted. VWhen the signal system is functioning normally,
the aspmects and corresponding indications and namcs of
these signals are as follous:

2

Agpect Indication lame

Green PROCEED CLEAR SIGIA

[

Yecllow Proceced, immediatcly APPROACH SIGITAL
recducing to lMedium
Speed, or slower if
neccssary, prepared
to stop before
lcading wheels pass
the ncxt signal.

Red STOP, THEN PROCEED STOP AND PROCEZD
AT LOW SPEED TEROUGH SIGVAL
TUE EITIRE BLOCK
(SEE RULE 509(a))

Red over STOP (SEE RULE 509) STOP SIGNAL
"AY marker



The controlling circnits of the signal systoem are so

arranged tlat, vhen a train-enters tac territory extanding
fron one siding to another, all signals goveraing opposing
movcnents betueen such sidings display red aspects. Normally,
when the block exteﬁalng betwzen sigaals 1587 and 1703 1is
occunied by a test-bound train, signal 1881 displays procecd-
preoared-to-stop-at-next- SLQna‘, and signal 1387 dlsplajs
stop. Thie signel pover sipply lines consist o7 two vires

for the trensmission of electrical cnerzy at 4,400 volts.

In a’'7ition, there are two 'rircs for the transnlesion of
electrical energy at 110 volts to charge batteries at points

here the use of transformers is not practicable. Between
sidings a minimum of three sicnal control wireg are provided.
If the nover-line wires bccome broken, the operation of the
signal system is not immeCiately aflected, as the storage
batteries have sufticlent capacity to supnly energy during

a minimum period of about 18 heurs. If tkhe control ulres
become broken, the signals aflected will dlsplay thelr most
restrictive 1ngicqtlono. During a period of about 8 hours
immecdiately nrior to the tine the accildent occurred the
signals in tne territory involved were displaying restrictive
indications, Decause the control trires were broken as tle
rcsult of a sleet storn. In addition, the nover-transmicsion
lines ana the communication-systenm Jlnrs “rcre brolen,

“

This carrlier's operating rules real in part as follovs:

NPT LI T T /o
DEFIWNITICIS.

.
S
ot
e

1.
b

Lo'r 3peced.—-4 s»ecxd tlat 'rill permit stonping
short of anothier train o1 an obstruction, but not
exceeding 15 miles per hour.

Yedium Soeed,~-A speed not exceoding one-nalf
autiorized speed, but not excnocdlag 50 milcs
vo1r hour,

Absolute Sl?ﬂal ~-A Tome signal cdesignated by
an ”A" _r]&r or , L

ae

S, * ¥ % yvhen Aoy sl .o 1s cannot be plainly
scen, night signals nust be used in addéition.
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11. A train finding a fusee burning on or -
rear its track nust stop and extingulsh the
fusce. Train may then ppoceed at low speed.

18+« The explosion of two torpedoes ls a
signal to proceed at low speed. The explosion
of one forpedo uill indicate the same as two,
but the usec of two is:required,

19. The following signgls 711l be displayed
to thie rear of every train, as markers, to
indicate the rear of the train: * % ¥ by night
* % % Lights * ¥ * ag markers, rhoulng green

to the front and side and red to the rear, ¥ * ¥

34, ALl members of engine and train crews
must, when practicatle, communicate to each
other by its name the indication of each signal
aflfecting the movement of their traln or engine.

35, The followiny sizgnals will be used
by flagmen:

(
Day signals ETorpedoes and

(A red Yight,
Night sicnals (Torpedoes and
Fusees.
9, o %k
¥ % %

Wren a train is moving under circumstances
in vhich it may be overtaken by another traln,
tne flagman nmurt take such agtion as mar be
nccessary to insure full protection. By night,
or by day when the view is obscured, lichted
Tusees must be thrown off at proper intervals.

When day signals eannot be plainly seen,
oulng to weather or other conditions, nigkt

()

signals must also be used. * % ¥

508 {¢), Absolute signals are designated
by A" markers, or the absence of number
plates. _ , (
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509. ~When a train or engine is stopped by
a Stop-indication, 1%t must stay until authorized
to nroceed. Upon information from the train dis-
patcher {or signalman on instructions of train
dispetcher) that there is no opposing train in
the block, it may, after filling out clearance,
when required, proceed at lor speed, expecting
to find a train in the block, broken rail,
obstruction or switch not proverly set, to the
next sigaal displaying a Proceed indication.
Dispatcher or signalman, or both, will make
record of information given.

If the means of communication fails, or 1f the
train dispatcher or signalman does not know that
there is no opposing train movement involved, the
train or engine may proceed vhen preceded by a
flagman to the next signal displaying a Proceed or
Proceed at Low Speed indication.

The requirements of this rule must be repeated
at each Stop-indication.

509 (a). 'en a train or engine is stopped by a
Stop, then Proceed at Low Speed indication it may
proceed:

A,--On any track signaled for traffic in both
directions, at lov speed through the entire
block, expecting to find a train in the
block, broken ra:l, obstruction or switch
not properly set, except that when a train
1s proceeding under protection of a flagman
from the last Stop-indication, it must con-
finue under protection of a flagman to the
next signal displaying a Proceed or Proceed
at Low Speed indication.

%3k b
In the vicinity of the point. of accident the maximum
avthorized speeds vere 75 miles per hour for the preceding
train and 55 miles per hour for the follouving train.

Description of Accident

First 9, a west-bounc first-class passenger train,
consisted of engine 5326, three mail cars, one baggage car,
one passenger-baggage car, two coaches, one dining-lounge
car, and four sleeping cars, in the order named. The rear
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car was of lightweight hish-tensile steel construction,

and the remainder of the cars -rere of ccnventional all-steel
censtruction. At Tipton, 5.26 miles east of Syracuse, the
crev of this train received copies of a message reading in
part as follows:

=

* % % there 1s no opposing trains
in block between Tipton and MKT

Crossing,

M-K-T Crocsing is 19.66 miles west of Syracuse. First 9
departed Irom Tipton at 7:20 a., m,, & hours 45 minutes

late, Because restrictive indications were displayed by

five successive signals east of signal 1703, this train
stopped at each of tlese signals. According to the
testimony, signal 1703 displayed proceed-prepared-to-stop-
at-next-signal and vhile the train was moving at an estinated
speed of 15 miles per hour, in complisnce with the indication
displayed by this signal, the rear end was struck by Second

9 at a point 22 feet east of signal 1703.

Second 9, a west~bound first-class mail-express traln,
consisted of engine 2213, two box~express cars, two express-—
refrigerator cars, threc box-express cars and one coach,
in the order named. The third and fourth cars were
constructed uith steel underframe and wooden superstructures,
and the remainder of the cars were of all-stecl construction.
At California, 17.7% miles eact of Syracuse, the crew of
this train receivad conics of a message reading in part as
follows:

* ¥ % there is no opposing trains in
block between Clarksburg and MKT
Crossing.

Clarksburg is 12,5 miles ecst of Syracuse. This train
departed from California, the last station where communication
was avallable, at 6:43 a. m,, 3 hours 23 minutes late, and,
without stopving, passed 23 successive signalg, of which ©
displayed stop and the remainder displayed stop-then-proceed-
at-lowr—-speed, passed signal 1687, which displayed stop-then-
proceed—-at-low-speed, and vhilc moving at an estimated specd
of 40 milcs per hour it struck First 9 at a point 1.865 miles
west of signal 1687,

The force of the impact broke the brake-pipe at the
front end of the first car of First 2 and caused separations
betuveen the third and fourth cars, between the filth and
s8ixth cars and betieen the eleventh and twelfth cars. The
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Tirst two separations vere caused by brolen couplers. The
rear cor only was eluipped with tightlock couplers, The
sixth car was off ceonter at the front truck. The rear truck
of the el:xventh car vas torn locse at the time of the collision,
end this crr, remaining coupled to the tenth car, stoppsd
upri~kt on the roadbed, witk the rear end about 10 feet north
of the centerline of the main track, 287 feet wcst of the
point of collicion and 184 feet west of the front end of the
tirelfth cor. The right side of the rear vestibule was damaged.
The twelfth car vas tclescoped at the front end a distance
of albout 12.5 lcet LY the eleventh car and at the rear cad
a distance of 52 feet 3 inches by the encine of Second 9,
The engine of Sccond 9 sheared the rear end of the tvelfth
car from the underframc, sidcs and roof, and pushed it
forward through the cer, and tore ovt partitions and fixtures.
The center sills were broken off at the rear—end bolster and
were badly broken and twisted thiroushiout practically their
entire lengtn., All cross membere 'rere torn loose frem the
side sills and puched zhcad of the ergine. The fatalities
cecurred in tois car. The engine and the tender of Second
9 wvere derailed, but remsined on the roadbed and leaned to
thz north at an angle of 3C degrees, with the front end of
the cnzine 12 feet north of the centcrline of the main track
and 191 feect west of the point of collision. The boiler was
covcered by the rool and the sides of the rcar car of First
9. The pilot wes broken off aad 1t was draggzed under the
engine~tryck, which was pushed backward from its normal
position cbout 1.5 fcet. The cir-compressor-frame castings
and the smokebox vecre bent. The first to sixth cars,
inclusive, and the front truck of the seventh car trere derailcd.
Separatlons occurred =2t cach end of the second to fifth cars,
inclusive. The first car remained upright and in line with
the track. The second cor storped upright, at the rear of
the first car and at an angle of 40 degreces to it, with
the rear end 40 feet north of the track, and vas demolished.
The third car stopned against the sccond coer and practically
parallel to it., The fourth car stovped on its gide and at
an angle of 30 decrees to the track, with the front and the
rear ends, respectively, 58 Teet and 20 feet south of the
main track, The fifth car stopped at the rear of the fourth
car and in line with it, and leaned to the sovth at an angle
of 60 degrnes, with the front end 20 feet south of the track
and the rear end on the roadbed. The sizth and seventh cars .
remained upright on the roadbed. The first cor and the third
to sixth cars, inclusive, wvere badly damaged, and the eighth
car vas slightly dnmaged. These care vere not edquipped with
tightlocl: couplers.,
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The engineer, the fireman and the conductor of Second
9 were injured.

It vas daylicht and snow was falling at the time of the
accldent, vhich occurred about 7:48 a. m,

In tests of the air-brake equipment of Second 9 after
the accident the automatic brake valve and all control valves
of the units involved functioned properly. The travel of
the brokc-cylinder pistons of the engine, the tender and
the cars vas within the requirements. The engine and the
tender vere provided ith No. 8-ET brake equipment. The
fecd-valve was adjusted for brake-plpe pressure of 91 pounds.
Of the cars of Second 9, five were equipped with AB-1-B
valves, two with LI valves and one with UC valve. Cne car
was provicded with clasp brakes, and the remainder with a
single broke shoe per wheel.

The tuelfth car of First 9, Pullman Golden Cloud, &
sleeping car of ligntveight low-alloy high-tensile steel-
coastruction, was one of a lot of 119 cars built during
1941-1942, It wns 84 feet 9 inchcs long betivcen the pulling
foces of the couplers, contained 4 bedrooms, € roomettes
and 6 standard sections, and vos cquipped uvith a vestibule
at one cnd only. Its lightucight was 139,000 pounds. At
fhe time of the accident, the non-vestibule cnd was at the
rear end of the train.

Discussion

The investigation disclosed that during a period of
about 8 hours immcdiately prior to the occurrcnce of the
accident the automatic block system at various locations
betwveen Jefferson City and M-K-T Crossing, a distance of
62.45 miles, was disrupted as a result of a slcct storn,
which demzaged the powcr-tronsmission lines and the circult-
control wires at many locations. The communication-system
betwe:zn Tipton and M-K-T Crossing also was out of service.
This condition causecd all absolute signals to display stop
and all intcrmediate and approach signals to- display stop-
then-nrocecd-at-loi-speed throughout a distance of 25.28
milcs immediately ecrst of the point of accident. These
signals are of the color-light type, and they remeined
illuminated by power supplicd by storage batteries.

The rules of this carricr requires that, when o stop
indication 1s Adisplayed by an absolute signal, a train must
stop short of the signal and must not procecd until authorizcd
to do so by recelviag proper information that no opposing
train has departed from the last station in cdvance, and by
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the issuance of a clcarance form from the train dispatchcr.
A train so authorized to procced may then procced at lou
specd to the next siegnal. If means of communication falls,
a vrein ray, after stopping short of an absolute signal .
displaying stop, procecd to the next signal under protection
of a flogman preccedinz the train. The requirements of this
rulc must be repected at each absolute signal displayia=
stop. ‘hen an intermediate signnl or an approach signal
digplays & stop-then-proceed-at-low-spccd indication, a
troin must stop short of the signnl, then i1t may proce:d,
but must be prepared to stop short of & train or an
obgtruction, However, if the troln has been preceded by

a flaznan from an absolute signal displaying stop, the

troin must continue under rTlag protection until it reaciacs

& s8l-0al displaying an incdicntion more favorable than stop-
Then-procced-ct-lov-specti. All the employces concerned so
understood,

After receiving a mecssage containing ianformation that
there vas no opposing itrein in the territcry extending
betireen Tinton and M-K-T Crossing, First 9 doparted from
Tipton at 7:20 a. m., stonped ot tio absolute signals, vhich
displaryed stop, and stopped at three other sicnals, which
displayed stop~then-proceed-at-low-speec¢. Ag First 9 -ras
approachking the point where the accident occurred the speed
was about 15 miles per hour. The enginemen were in the
engine cab, the conduclor was in the fifth car, and the flag-
men was seated near the rear end of the eleventh cor. The
enginemen saild that signal 1703 disnlayed pnroceed-prepared-
To~stop—-at-next-signal and this troin wos proceeding ot o
speed of about 15 miles per hour, in compliance with the
indilcatlion disnlayed by this signal, when the reor end mas
strucikk by Second 9 at a point 22 feet enst of signal 1703
anc. 1,65 mlles west of sicnal 1687. Because the rear end
of the rear car of First 9 +asg anot eguinped uith a vestibrle
and platform steps, the flagman was in the elevaenth cor,

His flagging equipment was in the vestibule &t the front end
of tne rear car, The flagman understood that, in occordance
"ith the rules, lighted fusees were required to be drorped’
at proper intervals tthen hisg train wa moving undcr
circumstances in which it might be overtaxen by another
train, as in this case. The flagman sald thet he had left
1ighted 10-minute red fusees ot the rear of Lis train at
points there stops vere made in corpliance with signals .
displcying stop indicotions. He had a supoly of 18 fusecs
when he left 5t. Louic and, at the time of the nccident,

all but 4 of this supply hed been used. He had expected to
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renew the supply at Sedalia, 18.56 miles vest of the point
of accicdent, He said that about 12 minutes prior tc the
time of the accident he last ilighted a fusee and placed

it on the main track at a point about 2,868 miles east of
the point where the accident occurred, He did not place
torpedoes vhen his train stopped momentarily as the time
was insufficient to place them to the rear of his train
during such stops. The first that any member of the

crew of First 9 knew of anything being vrong was vhen the
collision occurred.

The crew of Second 9 held copies of a mecssage contain-
ing information that there 'ras no opposing train in the
territory extending betveen Clarksburg and M-K-T Crossing.
Second 9 departed from Clarksburg, 13.75 miles east of the
point of accident, sbout 7:30 a. m, and, without stopping,
passed all the signals in the territory between Clarksburg
and the polnt of accident, including signal 1687, the last
signal which Second 9 passed. As this troin was approaching
the point of accident, the throttle was in heavy drifting
position, and the engincmen were malntaining o lookout cheed
from their respective sides of the cab. The conductor, the
flagmon and the train porter were in the rcar car. Faolling
snowr materially restricted visibility. o burning fusec
was scen and no exploding torpedo was heard throughouvt this
territory. The first the encinemen Xnew of anything being
wrong vas vhen the fireman saw the rear of First 9 o short
distance ahead, and he warned the engineer, no immcdiately
cloced the throttle, moved the brake valve to cmergcency
position and the indepcncent broke valve to application
pocition, opened the sonder velve, and placed the reverse
lever in position for backrard movement, However, the
collision occurrcd before the cction of the brakes becane
effcctive and before the engincer saw the preceding traln.
The cngine of Second 9 was not cquipped vith a spcedomecter,
The crew of Second 9 cstimated the speed of their train as
about 40 miles per hour at the time of the collision, but
from the rcsultent damage,it apparently vas somewhat greater.
The avecrage spced between Clarksburg and the point of accldent,
bascd on the clopsed time and distence, was 44,5 miles per
hour. The brakes of this train had been tested and had
functioned properly en route. In tests after the accident,
the brekes functioned properly in both service and emergency
applications, and the travel of the brake-cylinder pistons
was in conformity with the requirements,

The obsolute and the intermediate signals between
Clarksburg and the point of accident displayed their most
restrictive indications for Second 9. Under the rules,
this train was required to stop short of each signal, and,
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where absolute signals were involved, not to proczed unless
authcrized by the train dispatcher to do so, or under fleg
protection. After stopplng fcr each signal, Second 9 was
required not to exceed 15 miles per hour and to.be prepcared '
to stop short of another train or an obstruction. The

crews of both trains understood the messages received from

the train dispatcher to mean that no onnosing train was
moving in the %territory involved and that they were not
required further to call for instructions at each absolute
block sipnal, Witk this understanding and because of the

icy conditions prevalent, First 9 was not preceded by a
flegnan, Hovever, this treoin stopred at ecach signal digplay-
ing its most restrictive indication and then proceeded at

louw speed in accordance with the requlirements., The engincer
of Second 9 wes confused ¢3 to the meaning of the messag
addressed to Second 9 and aslked the conductor for instructions.
"The conductor sald he told the engincer to proceed nt low
speed. Hovever, the engincer said thot the conductor vould
not give him definsite instructions but merely renlied vhnt

the message meant just vhat it s2id., Tre troin dispatcher
snid that, since the Lines of communicrtion were rapidly
Teiling cver ¢n increasingly lorger territory, he had sent

the messngeg to First ond Sccond © as informetion only,

but expcctcd the creus of these *recins 1o comply with tre
rules ot noints vhere block signals digploved restrictive
incdications. The engincer of Seccond 9 urnlerstood the

messngze to mean *hat his train wne not recqulired to ston

2t any sign~l thet disploaved 1ts most resteictive lndlention,
and that his train could procced at mediuvm speed end without
providing flag protection nkead, Furthermore, ne thou.rt

the messame indiceted that Firet 9 hod orrived at some point
beyond the territory involved, 2lthough the message menitioaned
opposing trains only, Undor the rulces of the corrier, toe
only provision for taking the aatomatic block—slignal system
out of service is by the iscuance of o train order specifically
stating that the cystem is t of service. The cngincer

sald that Le could have st cd Tis troin vitrin esiznting
renge oft o lighted fusee. The fireman of Sccoand 9 hind mude

no nrevious trip over tue territory west of Jelferson Citvy

cnd veg not sulficlently informed coacerning the operating
ruics to wern the cngincer to toke actioa to control the
movement of his train. The conductor and tkhe flcgman depended
upon the cngincer to procecd in comnliance with the rules,

ond these employecs snid they thought the sipgnels nossed Ry .
thelr troin vere displaying indicntions more foverable then
their most restrictive indications.
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The means of protection for .the trains involved in
thiis accident consisted of the provisions of the rules
requiring that flag protection be provided by First 9,
and an automatic block-signal system. UNotwithstanding
the adverse weather conditions which existed at the time

‘ of the nccident, and interference with the normal opcration

of ihe block-signal system which resulted therefrom, the
accident vould not have occurred if the rules had been
complied with, Flag protection for First 9 was not
proviced, ~nd the block-siznal indicationg were not complled
with bty Second 9. As a result, when the enginemen of Second
9 sair the preceding trcin only a short distance ahead, it
was impossible to stop in time to avert the accident,

The twelfth or rcar car of First 9 was constructed
of lightweight low-alloy high-*ténsile steel, and the
underframe wvas fabricated by welding. It is aprarent that,
whea the colllsion occurred, the deflecting-tyre pilot of
the engine of Sccond 9, becnuse of its rounded contour and
retracted coupler with coverplate, forced the rear coupler
of First @ to the left ond the buffer plate to the right.
This cction split the draft sills ond broke the entire draft
and bufler asscmbly free from the rcar body bolster. The
front end of the %ngine sherred nway all partitions, the
renar body bolster, ond cross freming, and pusihied this debrils
aheac, Tuac center sills buckled vaaly. The draft and
buffer asscmbly on the front cond apperently was forced down-
ward undexr the rear couvler and draft assembly of the elcventh
car. Domcge to the eleventh car was comparatively light,
Most of it resulted ofter the rear truck wes torn loose,
ond the cor dropped to the track after the rear two cars
separated just prior to stonping. Demage to the rear car
of rirst 9 directs ~ttention to the capacity of lightreigcht
cars to withstoand heovy buffing stresses. The specificabtions
for crrs used in trains of more than 600,000 pounds lightweloht,
mrde standcrd by the Association of American Railroads in
1945, require that the structure of prssenger—-train cars
resist o stoatic end-load of 800,000 poundcs applied on the
ceriterline of draft without developing permanent deformation
and not more thnn l-inch verticnl deflection ot the center
of the cor., The ccr structure must vithstand horizontal
end load of 500,000 pounds on the buffer at o point 12 inches
above centerline of draft. The buffer beam, anti-climbing
arrangement ond coupler carry-iron cssembly must vithstond
,. a vertical load of 100,000 »nounds, The main vertical end


http://sepa.ra.ted

- 16 - 3154

members must have an ultimpte shear valuve of 300,000 pounds

at the top of underframe to which they nre attacked. The

car involved was onc of a lot of 119 cars. Onc of these

cars had wvithstood a squeeze-test load of 800,000 nounds

rithout nermanent deformation and with oniy 1/2-inch

deflection at the center. Apparently, the congtruction of ‘
the Golden Cloud met the specifications of the A.AR,

Cause
It ig found that this accident vas crused by failure
to operate the following train in accordance vrith signal

indications.

Dated at Washington, D. C,, this tirenty-sixth
oy of February, 1948,

By the Commission, Commissiocner Patterson.

( SEAL) ' . P. BARTEL,

Secretary.



