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INTIRSTATE CCMMERCE COLMISSION

REPORT OF THE DIRECTOR OF THY BURZAU OF SAFRETY IN RE
INVESTIGATION OF AN ACCIDANT WHAICH OCCURRZD ON THE
KANSAS, OKLAHOMA & GULF RAILWAY AT KENEFICK, OKLA.,

ON =AY 20, 1931.

June 29, 1831,
To the Commission:

On May 20, 1931, there was a head-end collision be-
tween two freight traing on the Xansas,Oklahoma & Gulf
Railway at Kenefick, QOkla., which resulted 1n the i1njuTy
ol two enployees.

Location and method of operation

This accident occurred on the Southern District, which
extends between Scuth Junction, near Muskogee, Ckla,, and
Denison, Texas, & distance of 191.3 miles; 1n the vicinity
cf the polnt of acecident this is a single-track line over
which trains are operated by time-table and tiain orders,
no block-signal system being 1n use. The accident occurred
at a point 100 feet north of the north passing-track switch
at Kenefick; approachlng this point from the north the
track is tangent for a distance of spprroximately 39 niles,
followed by a 1° curve to the right 1,600 feet in length,
and from this point the track 1s tangent for almest 2 miles,
the accident occurring on this latter tangent at a point
423 feel from 1ts northern end. The grade at the point of
accident 1s 0,24 per cent ascending for southbound trains,
although farther back 1t 1s gradually descending for neaTly
4 miles. The passing track at Kenefick 1s 1,986 feet 1n
length and parallels the main track on the east; there 1s
also a house track which 1s 1,862 feet in length and
parallels the main track on the west, the north switch of
this track being located 479 et north of the north passing-
track switch., Northbound trawins are superior to trains of
the same class 1n the opposite direction,

The weather was clear at the time of the accident, which
occurred about 10.25 p.m,

Description

Southbound freight train extra 501 comsisted of 90 cars
and a caboose, hauled by engine 501, and was 1n charge of
Conductor Pond and Engineman Davis. This train departed
from Allen, 56.8 miles north of Kenefick, at which point
engine crews had been changed, at 7.55 p.m., and at Tupelo,
34.3 miles from Kenefick, the crew received a copy of train
order No. 53, Form 18, reading in part as follows!:
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Eng 507 run Exa Denison to South
Jct taxe siding meect Exa 501 socuth
at Kenefick * * * Exa 501 south
look out carefully for Exa 503 Nth
doubling over at meeting point.

Extra 501 left Tupelo at 9.05 p.m., made a stop at Bromide
Junction, 19.8 miles from Kenefick, left there with 72
cars and a caboose, and just after prassing the north
switch of the house track at Kenefick 1% collided with
extra 503 while traveling at a speed variously estimated
at frow 10 to 20 miles per hour.

Nerthbound freight train extra 503 consisted of 49
carg and a ca&boose, hauled by engine 503, and was 1n
charge of Conductor Herrison and Engineman Cook, This
train left Denison, 37.8 miles south of Kenefick, at 9
p.ti., the crew having received a copy of train order No.
25, Form 19, partly quoted above, and upon arriving al
Kenefick 1t entered the pesssing track a1 the south switch
preparatory to meeting extra 501, but as the siding was
of insufficient length to accommodate the train 1t started
moving through the north switch, it being intended to place
the forward portion of the train on the house track, and
1t was while this movement out of the passing track was
being made that the train was struck by extra 501,

The 1mpact forced extra 503 backwards a distance of
about 100 feet, derailing both engines and considerably
damaging them, The tender of engine 501 was also derarled
and partly overturned, the first car in this train came 1o
rest on 1ts leit side, and the following four cars weTe
demolished and bunched within a distance of about one
car-length. The eighth car was broken 1n two and the
forward end of the ninth car was telescoped., The tender
and the first three cars of extra 503 werc derailed; the
first car was overturned but the second and third cars
remained upright, The fourth car was off center at one end
and the eleventh car had both draft gears broken. The
employees 1njured were the englneman and firewan of
extra 501.

Summary of Evidence

Engineman Davis, of extra 501, stated that he took
charge of the engine when the train arrived at Allen, and
after picking up several cars the train departed. The
next stop was Tupelo, where the cars picked up a2t Allen
were set off and others picked up, and where he receilved
the train order to meet exira 503 at Kenefick, and the
following stop was at Brouwide Junction. When he reached
a pornt about 1 mile from Kenefick he observed the head-
light of the opposing train in that vicinity, and then
began reducing speed by first making a brake-pipe
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reduction of about 8 pounds, followed by a Becond rsduc-
tion of 7 pounds, with the intention of bringing his
train to a svop hefore reaching the meeting point, but
when about 75 car-lengths from extra 503 1tes head-light
disappearsd rfrom view, which he said was the usual signal
that the main track was clear, although he knew there

was a cotton gin at Xenefick which had a tendency to ob-
struct the view. As goon as the headlight disappcared

he released the brakes, whistled off, and started working
stcam, but upon reaching a point about 25 car-lengths {rom
extra b03 1ts headlight reapreared and he i1mmediately
closed the throttle ard applied the brakes in emergency;
this appllcation of the brakes dxd not take proper hold,
however, on account of their having just been released
from the previous application. He estimated the spoed of
his train as 1t approached Xenefick to have bween about

30 miles per hour, thls rate of speed was reduced by the
gservice application and then had increased to about 25
miles per hour when he applied the brakes 1n emergency,
this letter apovlication of the brakes reducing the speed
to about 10 miles per hour at the time of the accident.
He considered that his trsin was under full control when
he released the brakes and that he could have brought 1t
to a stop ghort of the point of accident had not the
disappearance of the headlight of the opposing train
caused him to velieve that that train was then into clear.
Ee did not see any flagging signals displayed by the

crew of extrs 503 while his train was approaching the
point of accidenti, and dad not expect to receive such
signals, as 1%t was his understanding that when a siding
15 of insufficient length to hold & train, then that
vrain will re—-enter the main lrack against an opposing
movement without flag protecticn when the crews involved
hold a meet order similar to train order No, B3. He
knew that a movement of this kind was against the rules,
but said 1% had been the custom for some time to make
movements of this character.

Fireman Robertson, of extra 501, stoted that on
account of his positinon on the cutside of the curve
north of Xenefick he could not sec¢ the headlight of
extra 503, but the engineman informed him that that
tralin had arrived and was doubling over, the engineman
later stating that the headlight was being flashed 1in-
dicating that the opposing train was then 1n the clear.
As scon as nis engine had rounded the curve a sufficient
distance for him to see the retlection of the headlight
ne called to the engineman that souething was wrong, and
abovt the same tiwe the enginecman applied the brakes in
emergency, but by ilis time the trains were only from
200 to 250 yaras apart. He said his train was running
between 30 and 35 wurles per hour when the service applic-—
ation of the brakes was nade while approaching Xenefick,
which application had reduced the speed to 15 or 16 miles
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per hour by the time the engineman released them; this
was fecllowed very closely by the emergency applicaticen,
which further reduced the speed to 10 or 12 miles per
hour at the time of the accident. The brakes appeared
to function properly when the service application was
mwade, but did not take hold satisfactorily when they
were applied in emergency which he thought was caused by
not having sufficient time for the train line to Te-
charge after the brakes were released from the first
gpplication., He thought the crew of extra b03 should
not have attempted to double over without protecting by
flag, as the order did not relieve them of this duty,
they were, however, following the usual practice.

Head Brakeman Tope, of extra 501, stated that he
was riding in the brakeman's cupola on the tender of the
engine and when the train reached a point about 3/4 mile
from tle neeting nmoint he noticed the headlight of the
opposing train. The headlight did not remain constantly
in view, but would disgppear intermittently as his own
train approached 1t, When he first observed the head-
light his train was traveling about 20 miles per hour,
but the brakes were later applied and aspeed reduced fo
12 or 15 mrles per hour. The engineman sounded a meeting-
point whistle signal, then whistled off and released
the brakes, at which time his traian was about 40 car-
lengths north of the passing track. He estimated the
gpeed of the train at the time of the accirdent at 16
miles per hour,

Conductor Pond, of extra b0l, stated that a terminal
test of the brakes was made before leaving Muskogee, the
initial terminagl, and that when cars were picked up and
get off en route he noted that the train line was cut
through to the caboose. He received a copy of the train
order at Tupelo to neet extra 503 at Kenefick, and while
his train was gpproaching the latter point he was looking
ahead from the right side of the cupolas of the caboose
tc see 1f the opposing train had arrived. He observed
a light when his train was about 2 miles away but was
unable to determine whether 1t was the headlight of
extra 503, due to 1ts disappearing two or three times.
His train was traveling at a speed of about 25 miles per
hour at the time, but when 1t reached a point about 1
mile frow the umeeting point the speed was reduced until
the train was traveling about 5 or € miles per hour. From
his position on the train he thought the engine was
entering the curve north of Kenefick when the brakes
were released, allowing an increase of speed of 8 oT 10
miles per hour; shortly afterwards he felt a slight jar,
followed by the train coiiing to a stop. He sard that
while che meet order required his train to run carefully
expecting to find extra 503 doubling over at the mecting
point, yet he did not know now many cars that train
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congsisted of, and said that 1f 1t was aecessary to double
over, the train had ne auvthority under the rules to occupy
the main track north of the passing track without flag
protection, He also sald 1t was customary, however, to
get meet orders similar to the order held on the date of
the accident and on such occasions he had observed trains
making these movements without sending a flagman ahead,
and he had never been criticised for making such movements,
In his opinicn, however, orders of this kind do not re-
lieve train crews fror protecting vhile occupying the
main track beycnd the meecting point.

Rear Brakeman Sharum, of extra 571, stated that he
was riding in the cupola of the caboose approaching
Kenefick, and when aboat 1 mi1le from that point he saw
a light i1n the distance, but as 1t disappcared at inter-
vals he did not know wmhether 1t was the headlight cf an
approaching train or an automobile headlight. His train
had been traveling at a specd of 3¢ or 35 miles per hour,
but this speed had been reduced to 12 or 15 miles per
hour, which latter speed he thought was maintained until
he felt a shock just before the train stopped. According
tc his statements, also, 1t 1s not the practice tc flag
at a meeting polnt when covered by an order similar to
the one here involved,

Engineman Cook, of extra 503, stated that his train
headed 1nto the passing track at Kenefick, but on azcount
of the siding not being long enough to hold the train 11
continued to move throvgh the north switch without stop-
ping, with the intention of clearing btnc main track at
the south switch and then placing the head-end of the
train on tine house track. The train was moving at a
speed of about 2 miles per hour, and just about the time
the engine was fouling the main track he noticed the
headlight of c¢xtra 50 coming around the curve, apparent—
ly about 30 car—lengths distant. As the approaching
train appecared to he itraveling at such a rapid rate of
speed that 1t could not be stopned hefore a collision
occurred, he&wut off steam, applied the independent cngine
brake, and Jumped off just before the trains collided,

He sald the headlight of hie enpgine had not oecengmnt off
at any time and that 1t was burning btrightly at the

time of the accident. Therc was no flag protsction
afforded before the movemnent was started through the
north passing—track svitch as he understood that flag
protection wag not required in making wovewents of this
kind under an order such as he held on the day of the
accident. He was awvarce the rules required flag pretection
when a trava stops or 1gp delayved under circumstances 1n
which 1% may te overtaksen by another train, but as he had
recelved siwiler orders on previods occasicns he did

nct reouire thet a flagman be senc ahead. On some of
these previous tripsc there nad been an official of the
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company riding the engine but he had never received any
criticism for making lhese movementis.

Fiieusn Overbeck, of extra 003, stated that his
train moved through the rassing track at a low rate of
speed, and as 1t approached the north switch he heard a
whistle signal sounded by extira 501 and also saw the
headlight of that train appreoaching at a distance of
frou 152 to 3/4 mile, he notified the engineman to thig
effect, bucv did not hear the engineman replv. While his
train continued woving clowly, tae hsad brakeman opened
the switch and the train started out on the main t1ack,
heing gtruck shortly afterwards by extre 501. To the
beet of his knowledge the headlizht purned continuously
from the time the train left Denison until the collision
occurred, although 1t may have flickered to some extent.
His statements verified others to the effect that the
usual custom was being followed i1n doubling over under
orders eof the kind here involved.

Head Brakeman Romer, of extra 503, stated that he
rode on the pilot of the engine while the traln was
moving through the passing track and as 1t approached
the north switlch he got off, ran ahead and opened the
gwitch, bu% at the timc he did not see the headlight of
an approaching train, neirther did he hear any whistle
gignalyg sounded. As soon as he threw the switch he
crossed over to the west side of the track and he then
gsaw the headlight of ecxtra 501 approaching around the
curve. Noticing that the train was traveling at a rapid
rate of speed, he rtan towards that train about a car-
length and gave a stop signal, but as the signal was not
acknowledged he turned and ran in the opposite directiion
tor hie own safety. He wms certain that the headlight
of his train was burning as 1t moved through the passing
track and that 1t continusd tc burn after he opened the
switch., Head Brakeman Romer was under the impression
that the way themeet order was worded superscded the
rules and relieved him from providing protection, al-
though he had never been insirTucted to this effect.

Conductor Harrison, of extra 503, stated that he
noticed a light some distance ahead while his train was
moving through the passing track, but could not ascertain
whetner 1t was the headlight of extra 501 or some other
light 1n that locality. He expected his train would
stop before 1t re—entered the main track, and did not
know that 1t had not done so until it came to a stop
and he noticed the headlights of both trains were extin-
guished, He was familial with the rules requiring that
flag protection must be furnished when uaking crossover
movements at neeting points, but as 1t had heen the
practice for some time, under a similar order, to make
movements of this characler without protecting, he dad
not think flag protection was necessary on the day of the
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accident, and it was his 1dea that 1f these wovecnents
were not intendced to be made without Tlagming ahead then
the orders were wisleading and should not be i1ssued, 1n
tact, he said cificrals had told hin orders of ihe kaind
invelved vere cnought to allow him to double over without
Tlag protection,

Rear brakeman Shippen, of extra 503, stated that
as he understood crders of the kind here involved, 11
required extra BCl to stand back until his own train
made the deuble-cver movement. He was riding on the Tear
platform of the caboose, with tne intenticn of closing
the south switch as scon as thz rcar end of the train had
cleared L1t, but the train stopped before reaching thot
peint, and hesring a peculiar nolse near the head end
he knew that something had occurred, although at the
time he did nect know ihe nature of tae trouble.

The statements of Car Ingpectors liartin and Branham
were to the effect that they made a terminaltest of the
brakes of extra 501 tefore 1t departed frou Muskogee
and found them to be 1n proper weorking order. Car
Inspector Foreman Hopwood stated that in col.pany with
Inspector Wagner he made an air—-brake inspection and
test on extra H03 at Denison and the braxes were then
in good condition,

Trainmaster and Road Foreman of Engines Daniel
stated that wien he took office in February 1, 1929, 1t
was the practice to make the crossover movementg as was
intended on the day of the accident under the saue type
of train order involved. He knew these movements violat-
ed the rules, but he offered no otjections as he had
never been questioned concerning thewm, and as every one
seemed to understand thoroughly that protection was
afforded by such ordere. He thought the practice was
gstablished to expedite troin movements at meeting
points 1n order to save the time 1n sending a flagman
ahead,

Chief Dispatcher Caldwsll stated that he consider-
ed himself resmonsible “or all train orcders similar to
the one involved in the accicdent, and «::d that the
notation on the bottom of these orders vas merely to
convey +the information to the craws th.t the siding at
the medting point vould anet "10l1d the tiraoin roguired to

occupy 1%, and woul' ihus necessitats o double-over
movanent to sone otler tragcrs, and that such i1nformation
would enaplse the c¢rc 5 teo riadls their {idinsg without
unnecescary cclay. Lo Lis Judgaent 1t was much better
to convey tlhig inoruation on the meet order rather
than by wessage, as thc message was iwore liable to be
overlooked.
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During the night of May 237, tecsts were conducted
at Kenefick fto determine the distance at which an engine-
man of a southbound train could have a clear view of the
headlight of an approaching northbound train. These
tests were made by first placing an engine on the main
track with 1ts head end at tae scuth passing-track
swltch, then placing 1t on the passing track about mid-—
way between the switches, and finally placing the engine
gt the approximate point of zollision. Another engine was
backed away in uwaking the test, and 1t was found that
the distances at which the headlight of the standing
engine disappeared from vicw were 3,158, 2,347, and
2,539 feet, respectively. The passenger station and
other buildings located in that vicinity accounted for
the restricted 1ange of vision.

Conclugions

Under strict interpretation of the rules, this
accldent was caused by extra 503 occupying the main
track beyond the meeting peint without flag protection
for which Engineman Cook 1s primarily respongible,

The rules provided that when at meeting points
between extra trains the train in the inferior time-
table direction must take the siding unless otherwise
previded, and in this casse extra 503, superior by direc~-
tion, had an order to take siding. The rules further pro-
vide that 1{ necessary to back in, the train must first
be protected. It 1s 1n view of these rules that Engineman
Gook 15 at fault, but while the investigation developed
thatall of the employecs involved understood these rules,
yct 1t wae clearly established that a practice had been
1n effect for years, with full knowledge of the offai-
cigls, whereby an order similar to train order No. 53,
reculring extra 501 to look cut carefully for extra 503
doubling over at the meeting point, was 1nterpreted as
meaning that the latter train had authority to¢ occupy
the main track north of the meeting point without {lag
protection. It was so understood by Engineman Davis,
of extra 501, and in view of the fact that such an inter-
pretation of an order of this kind had assumed an official
character, 1t 1s believed that the rzal blame should be
attached to Engineman Davis. He was familiar with the
contents of the meet order, and, as he did nct expect
to be flagged, he reduced spced approaching Kenefick
until the disappearance of the opposing headlight caused
hin to think that extra 503 had cleared the main track,
he then released the brakes and began working stean,
and when he finally discovered that extra 503 was on the
malintrack 1t was too late to stop in fime to prevent the
accident. In view of his full understanding of the order
and of the situation as 1t affected the movements of the
1wo trains, he should have held his train under complete
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control until he definitely ascertained that the main
track was clear,

Not only was 1t clear that the flagging rules were
not enforced when doubling over at meeting points under
authority of a meet order similar to the one here in-
volved, but 1t appeared that there was laxness 1n the
making of proper air brake tests, that many of the
euployees did not know where standard clocks were located,
and depended entirely on semi-monthly watch inspections
for correct time, and that they had not been examined
en the Tules for ggreat many years, in faect, since last
hired or promoted, and the majority had never been
examined on the current book of rules, which took effect
1n February, 1913. This is a swall road, without great
density of traffic, but this 1s no excuse for the general
all-round slack cenditions which were found to exist,
and 1t 1s recommended that responsible supervising
officials see to 1t that all rules are enforced and
obeyed by all concerned,

A1l of the employees involved were experrenced nen,
and at the time of the accident none of them had been
on duty 1n viclation of any of the provisions of the
hours of service law.

Respectfully submitted,

Director,
W. P. Borland.



