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INTERSTATE COMMERCE COMMISSION

REPORT OF THE DIRECTOR OF TIE BUREAU OF SAFETY CONCERNING AN
ACCIDENT ON THE ST. LOUIS -~ SAY FRANCISCO RAILWAY AT SWIFT,
MO., ON JANUARY 3, 1934,

March 8, 1934
To the Commission:

On January 3, 1234, there was a head-end collision
between two freight trains ou the 2t. Louls - San Francisco
Railway at Swift, lo., which resilted in the injury cf four
employees.

Location and method of operation

Thig accident occurred on the Chaffee Sub-Division
of the River Division, which extends between Chaffee, }Mo., and
Yale, Tenn., a distance of 166 miles, and 1s a single-track
line over which trains are operated by time table and train
orcders, no block-signal systlem being 1in use, The passing track
at Swift 1s 3,238 feet in length and parallels the main track
on the west; the accident occurred at a point 1,780 feet north
of the nortn passing-track switch, Approaching this point from
the south, beginning at the south passing-track switch, the
track is tangent for a distance of 5,417 feetv, the accident
occurring on this tangent at a point 669 feet from 1ts northern
end., Approaching from the north the tracik is tangent for a
considerable distance, and then there 18 1° 37! curve to the
left 1,568 feet 1in length fecllowed by the tangent on which the
accident occurred. The grade is level at the point of accident.

The weather was clear at the time of the accident,
which occurred about 3:15 a. m.

Description

Torth-bound second-class freight Train No. 832 con-
sisted of 28 cars and a caboose, hauled by engine 4028, and
was in charge of Conductor Stokeley and Eagineman Velxker. Upon
arrival at Hayti, 6.6 miles south of Swift, the crew received,
among others, a copy of train order 5, form 19, providing in
vrart for a wvait at Swift until 3:25 a. m. for Extra 4005.
Train No, 3832 left Hayti at 3:05 a. m., 1 hour and 6 minutes
late, passed Swift and was stopped north of the passing track,
where 1t was either standing or had just started a back-up .
movement when it was struck by Exira 4005.
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South-bound freight train Extra 4005 consisted of
19 cars and a caboose, hauled by enrngine 4005, and was in charge
of Conductor Horn and Engineran Aubuchon., At Chaffee, 62.4
miles north of Swift, the crew received a copy of train order
5, form 13, referred to above; the train left Chaffee at 1:10
a. m. and was approacining Swift when it collided vith Train
No. 832 while traveling at an estimated spced of about 20
niles per hour,

Both engines remained on the rails except the engine
truck of engine 4020; the tender of engine 4005 was derailed and
stopped leaning to the right, and the Tirst car in Extra 4005
wags also derailed and stopncd partly on top of the tender. The
erployees injured were the cngincman, fireman and head brakeman
of Extra 4005, and the fireman of Train No., 832,

Summary of evidence

Ingineman Welker, of Train No. 832, stated that a
terminal air-brake test was made before leaving Yale and the
brakxes functioned properly ¢n route, He received train order
5 at Hayti and understood his train was required to wait at
Suift until 3:35 a.  m. for Extra 4005, and while 1n the
vicinity of Netherlands, 3.1 miles from Swirft, he looked at
hie watch, read it to be 3:24 a. m., and remarked to the fire-
man that the wait order would not delay them. Being confident
that he had checked the time correctly he did not =sound the
station or walting-point whictle signal approaching Swift and
made no yreparationg to stop at that point. The train was

raveling between 42 and 42 miles per hour when it passed the
south switch and when the engine reached a point about 15 car
lengths beyond that point he felt the brakan apply. Thinking
this brake application vas causzd either », .o burst air hose
or by the train breaking in two, he placed the brake-valve in
lap position and continued to work steam to prevent the two
sectinons from colliding with each other. Juct about the time
the train stopped north cf the passing track he observed the
reflection of the beadliight of an approaching train about 1
mile distant and told ihe head brakeman, wnho had gotten off
to inspect the train, to go forward and flag the approaching
train with a fusee. He then atteupted to back up, but it
recuired 2 or 3 minutes to relsace the trakeg and get the
train in motion, and he thought it was moving between 2 and 4
miles per hour at the time of the accident., During the course
of the i1nvestigation oT this acsident Engincman Velker was
questioned as to the time actnally shown by his watch and at
the time he misread it, and he said he did not know, but that
evidently 1t was not showing the time as 3:24 a. m.
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Fireman Eriggs, of Train No. 833, stated that he had
a standard watch and compared time with the engineman, there
being a diflference of about 40 seccnds between the two watches.,
He read the train orders received at Hayti and understood his
train was required to wait at Swift until 3:35 a. m., but he
did nct note the time 1t lelft Hayti or approached Swift as he
was still engaged in getting up steam, and he did not check
the time because of the fact that near Netherlands the engine-
man told him the time would be up by the time the train reached
Swift and he was depending on tnec engincman. He thought 1t
was Just before the engine reached the north switch that the
brakes were applied in enmergency.

Head Brakeman Bisgnlinghoff, of Train No., 832, was
also depending on the engincman, and 4id not check the time;
wuen the brakes were applied i1n emergency he estimated the
engine was 15 or 20 car lengths south of the north switch.
He first saw the headlipght of the approaching train when his
own train was between 12 and 15 pole lengths north of the
passing track, and immecdiately procured a fusee, lighted it
and got off before his train came to a full stop, and ran
forward as rapidly as possible giving stop signals continu-
ously until cngine 4005 passed him, at which time he was
eight or nine car lengths from his own train. He estimated
the speed of Extra 4005 to nave pmecn 15 or 30 miles per hour
and saw sparks flying from under the train.

Conductor Stokeler, of Train ¥o. 832, stated that he
compared time with the engiaeman before starting the trip and
the engineman's watch was a few sccondgs slower than his, He
received three train orders at Hayti, among them being train
order 5, which he read and understood, The train departed from
Hayti at 3 a. m, and when it attained a speed of about 45 miles
per hour approaching Swift he knew it would be delayed at that
point providing Extra 4005 was not into clear. He did not
hear the station or waiting-voint signals sounded and when the
caboosc reached the south switch the flagman came down from the
cupola and asked him to compare time, the flagman then stating
thet apparently the engineman did not intend to stop. Conductor
Stokeley immediately went from his Jdesk to the rear platform ‘
and applied the brakes in emergeicy by opening the valve on the
tail hose., At that time the caboose was 10 or 13 car lengths
beyond the south switch, tut on account of the brakes being
applied from the rear end the speed did not begin to be reduced
until the train had traveled an additional distance of 15 or 20
car lengths and when it ctoopcd bthe caboose was approximately
9 car lengths north of the passiug track, the collision occurring
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about 1 or 14 minutes later. He estimated that the train
moved about 80 car lengths after the emergency application

was made, and said there was nothing wrong with the air brakes.

The statements of Flagman Bailey practically cor-
roborated those of Conductor Stokeley as to what transpired
prior to the accident. He looked at the air gausge in the
caboose after leaving Hayti and it regictered 75 pounds
pregsure, but no noticeable rediction in speed took place for
some distance alter the brakes were appliesd 1n emergency at
Swift, which he thought was probably caused by frost on the
rails and the engine workiug steam.

Engineman Aubuchon, of Extra 4005, had received train
order 5 and understood that mnder the rvizs his train was re-
guired to be 1mnto clear at Swift at 3:20 2. n., and as the
train passed Portageville, 7.1 miles norta of Swift, at 3 a. m.,
he conegidered trere was sufficient time to clear at Swift and
comply with the requirements of the wait order without exceed-
ing the speed limit of 45 miles per hour. His irain was
traveling about 40 miles per hour when he eased off the
throttle and rmade a light service application of the brakes
approaching tha curve north of the point of accident. Just
before reaching the curve the firewran notified him that the
opposing train was at Swift, and while rounding the curve both
the fireman and head brolicman crossed over to his side of the
cab and told him to stop as the otlcer train was nortia of the
passing track. By that time the cngine wis leaving the curve
and he saw the headlight of Train Lo. 832 directly in front of
him and immediately applied the braves in emergency and opened
the sanders; he wes not csrtain whetner he closcd the throttle,
neither did he remember of lLaving secen a ourrning fusee, Reali-
zing that a colligion could not te preveated he Jumped off, at
which time he judged the speed had been reduced to etween 20
and 35 miles, or possibly less; he could not estimate the
speed of his train at the time of the accident,

Fireman Briggs, of Extra 40CH, said that upon reaching
a point about 1% or 3 wiles rorti of Svift he saw a headlight
in the vieinity of $the passirg srack arna informed the engine-
man to this e¢“fect, and whcn his engine was 20 o 25 cer lengths
from the opposing train a fusee suddenly appearcd; ne immediate-
ly called a varning to the enginemen wlo in turm closed the
throttle, applied the bralkes in emer~crcy, and ovened the
sanders, The brakes toock hold nroperiy and the epe=d had been
reduced from approximatelv 40 miles »er nour to 20 miles per
hour when he jumped off about six car lengtls {rom the point
of accident,
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Head Brakeman Ozee, of Extra 4005, firsgst observed ‘
the headlight o- Train No. 8342 in the vicin 1ty of Swift from
a dig*ance of 1} or 2 miles but could not determine whether
that train was aoving. When his engine reached a point prob-
ably five or six car lergths from the leaving end of the curve
he saw a fusee flash immediately ahead of the lheadlight of
that train which was hiy first intimation that it was north
of tne passing track.

Conductor Horn, of Extra 4005, had seen the neadlight
of a train and then saw a burnias fusee, ouv fronm his position
in the caboose he could not deterumine their Jocation with re-
spect to the passing track.

On January 9 tests werc condvcted by ueing the same
tvpe of engine and a traian of approximetoly the Tonnage of
Train Mo, 833 on the night of the accident, to determine the
distance in which a train could be stopped 1f handled in the
manner described by *the crew of Train lo. 232, The test train
was agsembled at Haysi and before cdeparting, the rakes were
applied by meams of the conductor's valve on the caboose and
all brakes finctioned propoerly. Then tue caboose reaclied the
south gwitch at Swift the Train was treveling at a speed of
about 42 miles per 2our and the cuperinteadent, who was riding
in the cupnla, then went tnrcuza trhe coue movements as Flagman
Bailey and Conductor Stokeley gaid they did prlO* to the acci-
dent, During the time the superintendent went Irom the cupola
to the conductorts deck and then to *tne rzar platform where
he applied the brakes in eaergeicy the canoocse traveled a
distance of 775 feebt, and it stopped 1,473 feet Trom where the
emergency application was mede, with *he englae 505 Tect soUu..
of the clearance point at the nortn end of the paseing track,
or 498 feet gouth of the switch., Tais test was repesated a
gsecond time with practically fthe cams resiults sxcept that the
train stopped in approximately 150 fcet less distance than in
the first test.

The south house-track switch at Swift 1s located
2,437 feet north of the sonth passgint—track swisch., A third
test was made with tihe train movirg at a speed of about 45 ‘

miles per hour and when the caboose reachned the house-track
switch the conductor took the same action as oa ithe two pre-
vinus tests The cabocse wes approximately €00 fect north of
the housc-uraok switch when the brakes were apolicd and the
train stopped with the engine 325 feet norsth of the point where
the collision occurred. uuriAq vrese t.eSs the engine throttle
was not shut off and steam wagc used until tle train was stopped
by the application of the brazes.
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Conclusinns

This accideat was caused by Tailure to obey a
wait order.

The evidence 1indicates that all aesbers of the crew
of Train No. 832 read and wunderstocd train corder 5, received at
Hayti, requiring treir train to wait at Swift until 3:25 a. n.,
for Ixtra 4005. ZEngineman Velker said that he had the order
in mind and looked at hig watch approximately 2 miles south
of the waiting point, bat erroneously read the tire to be 3:24
a. m. and rerarkec that the wait would expire by the time the
train reached Swift; for this reason, he failed to sound the
usual whistle signal when approachinz Swift and did not make
any effort to stop. Fireman Briggs and Head Brakcman
Bisplinghoff had beard the engineman remar< that the wait order
would not delay them and did not look at their own watches to
see 1f the engineman had checked his tame correctly.

Conductor 3tokeley stated that considering the time
his train left Hayti ond 1%s sneed aporoaching Svift Le ex-—
pectad to be delayed somewunat 17 Extra 4005 was not 1n tanc
clear at that point. He was pbusy at hic desk, however, and
did not atterpt to stop the train vavil the flagman called his
attention o the time whbea ithe caboosc reached the south
passing—track switch and ne then applicd the orakes in
emergency. The evidence 1s conflicting, howrever, as to the
exact location of Train No. &32 when the brakes were applied;
the cngineman said the eagine wasg 15 car lengths beyond the
soutn switch; the counductor said the caboose was 10 or 12 car
lengths beyond the south switch whea lie onened the 7alve 1in the
tai1l hose and that the train troveled an additional 1o or 20 car
lengthe bceiore the speed ovegaan So be reduced, while the fireman
and head brakeman tlought the brokes were not applied uvntil the
head end of the train had almost reached the north switch,

Tests subscguecntly conducted indicated that 1f the conductor had
opened the tail hose valve when he said he did, the train vould
have stopped short »f the clearance point at the north switch;
in fact, not onliy did thzse taste indicate thas the firewan and
head brakeman were more nearly corrsct im the iocatlion of the
train at the time the brazes were applied, but they also in-
dicated that the conductor provakly did not begin to act until
the house-track switch wasg reached. The trackx at thig point

is straight and the weather was clcar, with nothing to i1nterfere
with the view, and hacd elther tl.e conductor or flagman acted
promptly they could have nullified the eflfect of the engine-
man's error 1n reading his watch.
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During the 30-day period prior to the date of this
accident tnc.ec was an averace of 185 trains per day operated
over thig district., Traffic of thnis density on a single-
track line, pariticularly under the present ecomnomic couditions,
warrants the recomumendation that this carrier give serious
congideration to ibhe ingstallation of an adequate block-gignal
svstem witnh a view to tle preveation of future accidents of

this character.

Respectinlly submitted,

W. J. PATTERSOI,

LCircctor,
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