INTERSTATE COMMERCE COMMISSION
WASHINGTON

REPORT NO. 3742
FORT WORTH AND DENVER RAILWAY COMPANY
IN RE ACCIDENT
NEAR CLARENDON, TEX., ON
APRIL 1, 1957




Date:

Rallroad:
Location:

Kind of accldent:
Tralns iInvolved:
Trailn numbers:

Locomotlive numbers:

Cconalats:
Speeds:
Operation:

Treacl:

Weather:
Time:
Casualties:

Cause:

3742

April 1, 1957
Fort Worth and Denver
Clarendon, Tsx.

Rear-end collision

Freight Freight

Extra 701D North

Extra 82l North

Dlegel-electric : Dliegsel-electric
units 701D, 701C, units 824 and
702B, and 702A 829

6l cers, caboose : 21 cars, caboose

Standing : Undetermined

Timetable and traln orders

Single; tangent; 0.83 percent ascending
grade northwaerd

Clear
2:46 a, m,
2 Injured

Fallure to provide adequate protection
for preceding train
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INTERSTATE COMMERCE COMMISSION

REPORT NO. 3742

IN THE MATTER OF MAKING ACCIDENT INVESTIGATION REPORTS
UNDER THE ACCIDENT REPORTS ACT OF MAY 6, 1910.

FORT WORTH AND DENVER RAILWAY COMPANY

May 27, 1957

Acclident near Clarendon, Tex., on April 1, 1957, caused by
fallure to provide adequate protection for the preceding
train,

REPORT OF THE COMMISSTONY

TUGGLE, Commlssloner:

On April 1, 1957, there was & rear-end colllsion between
two frelght trains on the Fort Worth and Denver Railway near
Clarendon, Tex., which resulted in the injury of two traln-
service employsees.

1

Under authority of Section 17 (2) of the Interstate Commerce
Act the above-entitled proceeding was referred by the Commis-
sion to Commissioner Tuggle for consideration and disposlition,
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Report No, 3742
April 1, 1957

Fort Worth and Denver Railway

Clarendon, Tex.



a7h2
-5 -
Location of Accident and Method of Operation

This accident occurred on that part of the Amarillo
Division extending between Childress and Amarlllo, Tex,,
115.5 miles. In the vicinity of the point of acecident this
1s a single-track line, over which trains are operated by
timetable and traln orders. There is no block system Iin
use, The accident occurred on the maln track at a point
56.0 miles north of Childress and 1.8 miles south of the
station at Clerendon. From the south thage are, In succes-
sion, a tangent 1.85 miles In length, a 0°53' curve to the
right 989 feet, and a tangent 142 feet to the polnt of accl-
dent and a consliderable dlstance northward. Throughout a
distance of 1,825 feet Iimmedlately south of the point of
accldent the grade varies between 0.83 percent and 1.15 per-
cent ascending northward, and it is 0.83 percent ascending
northward at that pecint.

Between points 1,425 feet south and 575 feet north of
the point of aceldent the track 1s lald In a cut., The wall
of the cut rise to a maximum height of approximetely 20 fee:r

This carrler!s operating rules read in part as follows:

91. TUnless gsome form of block system 1s used, trains
in the same direction musat keep noet less than ten minutes
apart except in closing up at stations.

99. When a trailn ls moving under clrcumstances in
which it may be overtalten by another train, the flagman
must drop llighted fusees at proper iIntervals and take
such other action as may be necesgary to insure full
protection.

When a train stops under circumstances in which it
may be overtalken by another train, the flagman must
go back 1mmediately with flagman's signals a sufficlent
distance to 1nsure full proteection, placing two torpe-
does and, when necessary, 1n addltioen, dlsplaying
lighted fusees, # # %

Bulletin special instructlons provide that torpedoes
and red fusees willl be used as night signals by flagmen.

The meximum authorlzed speed for frelght trains in the
vicinity of the point of meccldent is h9 miles per hour.
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Description of Accldent

Extrs 701D North, a north-bound frelght train, conslsted
of C.& S. Diesel-electric units 701D, 701C, T702B, and 7024,
coupled in multiple-unit control, 64 cars, and a caboose,
This trein departed from Childress at 12:30 a. m,, passed
Memphis, 27.1 miles south of Clarendon, the last —pen office,
at 1:51 a. m., 8nd stopped on the main track with the rear
end 1.8 miles south of the station at Clarendon at 2:40 a. m.
About 6 minutes later the rear end was struck by Extra 82}
North.

Extra 82l North, & north-bcund freight train, consiated
of C.& S. Diesel-electric units 624 and 529, coupled 1n
multiple~-unit control, 21 cars, and a cabooge. This train
departed from Childress at 1:10 a. m. The office at Memphis
wes closed at the time this train passed, While the train
wag moving at an undetermined spsed 1t struck the rear end of
Extra 701D North.

Extra 82l North stopped with the front of the locomotlive
186 feet north of the point of accident. The caboose and the
rear four carsg of Extra 701D North were deralled and stopped
in various positions on and near the track., The caboose was
destroyed, three of the deralled cars of Extra 701D North and
the first Diessl-electric unit of Extra 82, North were badly
demaged, and the other derailed car was scmewhat damaged,

The engineer and the fireman of Extra 82, North were
in jured.

The weather was clear at the time of the accident,
which occurred at 2:46 8. m.

The Diesel-electric units of Extre 82 North were of
the road-switcher type.

Dilscussion

When Extra 701D North stopped at Clarendon the enginemen
and the front brekeman were on the locomotive., The conductor
and the flagman were in the caboose. The conductor sald that
the train stopped at 2:40 a. m. After the train stopped, the
front brakeman detached the locomotive for the purpose of
adding two cars to the train, The conductor and the flagman
saild that the flagman lmmedlately proceeded southward tc pro-
vide protection, The flagmsn had not dropped off fussees
before the traln stopped. The flagman sald that when he
reached a point sbout LOO feet south of the cabooge he saw
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the headlight of Extra 82l North. He immediately lighted

a red fusee and ran toward the approaching train giving stop
signals. He sald that the red oselllating signhal 1ight on
the locomotive of Extra 82l North became 1lluminated when
the locomotive of that train was about 1,200 feet south of
the cabooage.

As Extra 82 North was approaching the point where the
accldent occurred the enginemen were maintaining a lookout
ahead from the control compartment of the first Diesel-
electric unit, the front brakeman was in the control compart
ment of the second Diesel-electric unit, and the conductor
and the flagmen were 1in the caboose. The headlight and the
oseclllating white light on the locomotive were lighted. The
brakes of the traln had been tested and had funcetioned prop-
erly when used en route. The engineer sald that the speed
was ;7 miles ner hour as the train approached the curve irme
diately south of the polnt of aceclident. He said that as the
locomotive approached this curve he saw stop signals belng
glven with a lighted fussee and then saw the marker lights
on the caboose of Extra 701D North. He immediately made an
emergency application of the braekesg, and the red oscillating
signal light on the locomotive became 1lluminated. He could
not egtimate the distance at which he first saw thes merkers
or the dlstance betwesen the flagman and the caboose. Both
the engineer end the fireman alighted before the collision
occurred, and neither of them could estimate the gpeed at
the time of the collision. The conductor said that the train
stopped at 2:46 a, m.

Because of curvature of the track and the walls of the
cut in the vicinlty of the point of accldent, the view of
the track shead from a north-bound locomotive 1s conslderably
restricted. After the accident oeccurred it was found that
the west marker of a caboose stending at the point of accl-
dent would first becoms wvisible from the control compartment
of a north-bound locomotive at a dlstance of approximately
2,300 feet. These obgervations were made durlng the day time
and from the ground.

In thi+ Lerritory tralns are operated by timetable and
train orde.s only. The only provision for spacling following
tralns is oy the time-interval method enforced by operators
at open stations, and by flagman!s signals. The rules require
that a following traln must be spaced at leaat 10 minutes
behind a preceding traln, Between Chlldress and Plaines Ject.,
16,8 miles north of Chlildress, tralns are operated by signal
indications. Extra 701D North passed Plalnes Jet., at 1:30
a. m., and Extra 82l Worth passed at 1:54 e. m., 24 minutes
later. After 2 a. m. there are no open offlices between
Plalnes Jet. and the point where the aceident cececurred.
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Causge

This accldent was caused by fallure to provide adequate
protection for the preceding trailn,

Dated at Washington, D, C., thls twenty-seventh
day of May, 1957.

By the Commission, Commlssioner Tuggle.

(SEAL) HAROLD D. MeCOY,

Secretary.



