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SUMMARY 

R a i l r o a d ; 

Loca t ion : 

Kind of acc iden t : 

Equipment; i nvo lved : 

Tra in numbers 

Locomot ive number: 

Cons is t s : 

Est imated speeds: 

Op e ra t i on ; 

Track: 

Weather: 

Time: 

Casua l t i e s : 

Cause: 

June 16, 1956 

Gulf, Colorado and Santa Fe 

G a i n e s v i l l e , Tex. 

C o l l i s i o n 

Passenger t r a i n 

112 

Cut of cars 

D i e s e l - e l e c t r i c 
uni ts 37 and S1A 

7 care 

Standing 

S igna l i n d i c a t i o n s 

20 cars 

18 - 35 m. p . h, 

S i n g l e ; tangent; 0 . 8 2 pe rcen t 
ascending grade northward 

Clear 

1 1 : 55 p . m. 

3 in jured 

Cut of cars moving out o f c o n t r o l on 
descending grade as a r e s u l t o f an 
I n s u f f i c i e n t number o f hand brakes 
be ing a p p l i e d . 
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REPORT NO. 3692 

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

GULF, COLORADO AND SANTA FE RAILWAY COMPANY 

J u l y 25 , 1956 . 

A c c i d e n t nea r G a i n e s v i l l e , T e x . , on June 16 , 1956, caused 
by a cu t o f c a r s mov ing o u t o f c o n t r o l o n a d e s c e n d i n g 
g r a d e as a r e s u l t o f an I n s u f f i c i e n t number o f hand 
b r a k e s b e i n g a p p l i e d * 

REPORT OF THE COMMISSION 

CLARKE, Commiss ioner ; 

On June 16 , 1956, t h e r e was a c o l l i s i o n b e t w e e n a 
p a s s e n g e r t r a i n and a cu t o f c a r s on t h e Gul f , C o l o r a d o 
and San ta Fe R a i l w a y near G a i n e s v i l l e , T e x . , w h i c h r e s u l t e d 
i n t h e I n j u r y o f one p a s s e n g e r , one Pu l lman Company e m p l o y e e , 
and o n e t r a i n - s e r v i c e e m p l o y e e . 

1 
Under a u t h o r i t y o f s e c t i o n 17 ( 2 ) o f the I n t e r s t a t e Com­

merce A c t the a b o v e - e n t i t l e d p r o c e e d i n g was r e f e r r e d by t h e 
Commission to Commiss ioner C l a r k e f o r c o n s i d e r a t i o n and 
d i s p o s i t i o n . 

INTERSTATE COMMERCE COMMISSION 
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L o c a t i o n o f Acc iden t and Method o f Operat ion 

This acc ident occurred on that par t o f the Northern 
D i v i s i o n extending between Cleburne and North Yard, near 
G a i n e s v i l l e , T e x . , 93.8 m i l e s . I n the v i c i n i t y o f the p o i n t 
o f acc iden t th i s i s a s i n g l e - t r a c k l i n e , ove r which t r a i n s 
« i e opera ted by s igna l i n d i c a t i o n s supplemented by an au to­
matic t r a i n - s t o p system. At M-K-T Crossing, 0.1 mi l e south 
o f North Yard, a s i n g l e - t r a c k l i n e o f the Missour l -Kansas-
Texas R a i l r o a d Company o f Texas crosses the t racks o f the 
G» C n i 3 .F. North o f M-K-T Crossing seven a u x i l i a r y t racks 
p a r a l l e l the main t rack on the eas t . These t racks are d e s i g ­
nated from west to east as t racks Nos* 1 to 7, i n c l u s i v e . 
A l ead t rack connects the south ends o f t racks Nos . 2 to 7, 
I n c l u s i v e , wi th track No. 1 a t a p o i n t about 350 f e e t north 
o f M-K-T Crossing, and t rack No. 1 extends southward to a 
p o i n t about 3,230 f e e t south o f M-K-T Crossing and connects 
wi th the main track at that p o i n t . The acc iden t occurred 
on the main track at a p o i n t 91.8 mi l e s north o f Cleburne 
and 1.4 mi l e s south of the s t a t i o n a t G a i n e s v i l l e . From 
the south there a re . In succession, a tangent 2,740 f e e t i n 
l eng th , a 1 D curve to the r i g h t 940 f e e t , and a tangent 5,198 
f e e t to the p o i n t o f acc iden t and 1,02 mi l e s northward. From 
the north there a re , in succession, a tangent 1.22 ml ]es i n 
l eng th , a 1° curve to the r i g h t 1,160 f e e t , and the tangent 
on which the acc iden t occur red . Southward from the north 
swi tch o f t rade No. 7 v i a t rack T o . 7, the l e ad t rack, t rack 
No f t 1, and the main t rack the grade I s , s u c c e s s i v e l y , 0.37 
descending a d i s tance o f 4,640 f e e t , 0.36 pe rcen t descending 
3 ? 560 f e e t , 0.14 pe rcen t descending 1.02 m i l e s , and 0.82 p e r ­
cent descending 1,482 f e e t to the p o i n t o f a c c i d e n t . 

Automatic s igna l 40B2 f govern ing north-bound movements 
on the main t rack, and semi-automatic s igna l 154LB, govern ing 
south-bound movements from track No . 1 to the main tracks a r e 
l o c a t e d , r e s p e c t i v e l y , 2,914 f e e t south and 1,34 mi l e s nor th 
o f the p o i n t o f a c c i d e n t . These s igna l s form p a r t o f a t r a f f i c -
c o n t r o l system which extends between Dal ton J e t . , 24.5 mi les 
south of North Yard , and North Yard. The c o n t r o l l i n g c i r c u i t s 
a re so arranged that when a south-bound movement passes s i g n a l 
I54LB a l l opposing s i g n a l s between tha t s i g n a l and V a l l e y View, 
9 .9 m i l e s south o f G a i n e s v i l l e , are caused to d i s p l a y t h e i r 
most r e s t r i c t i v e a s p e c t s . 

Movpments ove r M-K-T Crossing are p r o t e c t e d by an i n t e r ­
l o c k i n g . I n t e r l o c k i n g s igna l 2A, govern ing south-bound 
movements on track No. 1, I s l o c a t e d 260 f e e t north of the 
c r o s s i n g . A power-opera ted s p l i t - p o i n t d e r a i l i s l o c a t e d 
i n track No. 1 immediately south o f t h i s s i g n a l . The yard 
mas ter ' s o f f i c e and the con t ro l machine o f the i n t e r l o c k i n g 
p r « "located i n the northwest ang le of the i n t e r s e c t i o n a t 
M-K-T Cross ing . 
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Thla c a r r i e r ' s ope ra t ing ru l e s read i n pa r t as f o l l o w s : 

R e s t r i c t e d Speed.—A speed that *d.ll permi t s topping 
short o f another t r a i n or obs t ruc t ion , but not exceeding 
20 mi les per hour. 

c 
655. A t r a i n o r engine stopped by a "s top and p r o ­

ceed" s i g n a l , may proceed at once at r e s t r i c t e d speed 
* * * 

8 1 1 , Cars se t out or switched must be l e f t with 
s u f f i c i e n t hand brakes se t , a f t e r the a i r i s r e l ea sed 
from a u x i l i a r y r e s e r v o i r , to p reven t moving. 

The maximum author ized speed f o r passenger t r a in s in 
the v i c i n i t y of the p o i n t o f acc iden t i s 90 mi l e s per hour. 

Desc r ip t i on o f Acc iden t 

No. 112, a north-bound f i r s t - c l a s s passenger t r a in , 
cons i s ted o f D i e s e l - e l e c t r i c uni ts 87 and 81A, coupled i n 
m u l t i p l e - u n i t c o n t r o l , th ree baggage care , one mai l car, 
two cha i r cars , and one s l eep ing car , in the order named. 
The f i r s t , s ix th , and seventh cars were of l i g h t w e i g h t 
cons t ruc t ion , and the o ther cars were o f conven t iona l a l l -
bceel cons t ruc t ion . This t r a i n departed from F o r t Worth, 
28.5 mi l e s north o f Cleburne, a t 10:30 p . m., 10 minutes 
l a t e , c o l d btopped a t s i g n a l 4082, which i n d i c a t e d Stop-and-
p roceed . I t then proceeded northward and stopped a second 
time wi th the f ron t end 1.4 mi les south of the s t a t i o n a t 
G a i n e s v i l l e . Almost immediately af terward the f r o n t end 
was struck by a cut of 20 f r e i g h t c a r s . 

Between 5 and 10 minutes b e f o r e the acc iden t occurred 
a yard crew a t the north end o f the a u x i l i a r y t racks north 
o f M-K-T Crossing shunted two loaded cars aga ins t the nor th 
end of a cut o f 20 cars ™-nlch were standing on t rack No. 7 
approximately 4,750 f e e t north o f M-K-T Cross ing . The cut 
o f cars moved southward on the descending grade v i a t rack 
No. 7, the l e ad t rack, gnd track No. 1, passed s i g n a l 2A, 
which d i sp layed an aspect to proceed, passed s i g n a l 154LB, 
which ind ica t ed Stop, t r a i l e d through the swi tch a t the 
south end of t rack No. 1, and w h i l e moving on the main t rack 
at an est imated speed o f from 18 to 35 mi les per hour I t 
struck the f r o n t end o f No. 112. 

The rea r truck of the f i r s t D l e s e l - e l e c t r l c uni t and 
the rea r p a i r o f wheels of the second unit o f No, 112 were 
d e r a i l e d . The f r o n t end o f the f i r s t unit was somewhat 
damaged, and the second unit was s l i g h t l y damaged. The two 
cars a t the south end o f tne cut o f cars , the r ea r truck o f 
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the third car, and the front truck of the fourth car were 
derailed. The first t-wo cars stonped on the west side of 
the track and at right angles to it. The other derailed 
cars remained upright and in line with the track. The 
first two cars were considerably damaged, and the other 
derailed cars were somewhat damaged. 

The engineer of No. 112 was injured. 
The weather was clear at the time of the accident, 

which occurred about 11:55 p. ra. 
Discussion 

A H Nu. 112 was approaching the point where the accident 
occurred the enginemen were maintaining a lookout ahead from 
the control compartment at the front of the locomotive. The 
metiiuore cf the train crew were in the cars of t h e train. The 
train stopped at signal 4082, which Indicated Stop-and-proceed, 
and then proceeded northward at a speed of approximately 18 
miles per hour. The enginemen saw the cars ahead a t a dis­
tance of from 800 to 1,500 feet, and the engineer immediately 
made an emergency application of the brakes. The collision 
occurred almost immediately after the train stopped. Th© 
e/.gir.eê  estimated that the cars were moving at a speed of 
18 or 20 miles per hour. The fireman thought they were 
moving a* a speed of 25 to 35 miles per houirB 

About 30 minutes before the accident occurred a yard 
locomotive pulled 42 cars to the north end of track No. 7. 
Twenty-two cars were detached from the north end of t h e c u t 
and were moved to other tracks. After the cars were detached, 
a yard brakeman applied the hand broke on the car a t t h e 
north end of the 20 cars which remained on traok No. 7, 
About 20 minutes later the yard crew shunted tvo loaded oars 
against the north end of the 20 cars. The yard brakeman 
rode one of the tT.ro cars and alighted Immediately before 
the impact occurred. He said that the impact was not un­
usually severe, and that the cars at the north end of t h e 
out moved southward several feet and then stopped. The 
yard brakeman then proceeded to another track. Apparently 
the 20 cars later started to move on the descending grade 
as a result of slack actio iB The two cars which were shunted 
against them did not couple with them. These care remained 
a t the north en* of track No, 7, and the members of the yard 

cw were not aware that the 20 cf>rs hnd moved out of track 
N o . 7 until they were so informed by the yardmaster. The 
ynrd brakeman who applied the hand brake had b e e n employed 
in this capacity during a period of approximately 9 months 

http://tT.ro
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prior to the time of the e.ccldent. The £0 c a r s were to 
have been moved off of track No. 7 "ithin p short time, 
and he said he thought that the application of the hand 
brake on one car would be sufficient to hold tne cars 
during the time they were to remain on the track. The 
members of the crew which removed the csrs from the main 
tracK after the accident occurred could not remember sfter-
waia wnether It had been necessary to release the hand 
brajce on the north car. This brake was tested after the 
accident occurred and was found to function properly. 

AL the time the 20 cars moved out of track No. 7 the 
route was lined for e south-bound movement over M-K-T 
Crossing on track No. 1. The operator said he was under 
the Impression that the yard locomotive was working In 
the south end of the yard, and he had lined the route so 
that it would not be necessary for a member of the yard 
crew to call him b e f o r e moving from one track to another. 
After the cars passed M-K-T Crossing the operator notified 
the tr?ln dispatcher, but at this time No. 112 had passed 
the controlled signals at Valley View, the last controlled 
signals south of the point of accident. 

Cause 
This accident was caused by a cut of cars moving out 

of contT»ol on a descending grade as a result of an insuffi­
cient number of hand brakes being rrnlied. 

Dated at Washington, D. C , this twenty-fifth 
day of July, 1956. 
By the Commission, Commissioner Clarke. 

( S E A L ) HAROLD D. McCOY, 
Secretary. 


