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DATE:

RATLROADS :

LOCATION:
KIND OF ACCIDENT:

EQUIPMENT INVOLVED:

TRAIN NUMBER:

LOCOMOTIVE NUMBERS:

CONSISTS:

ESTIMATED SPEEDS:

OPERATION:

TRACK:

WEATHER :
TIME:
CASUALTIES;

CAUSE:

Summary
April 6, 1967

Missouri-Kansas-Texas

Caphead, Texas
Collision

Yard movement

Diesel-electric
units 13, 4

52 cars

3-7 m.p h.

Timetable, train orders,
automatic block-signal

system; yard limits

Single; tangent; 0.22
percent descending grade

southward
Clear; dusk
7:09 p.m.

5 injured

Missouri
Pacific

Freight
train

Extra MP 467
South

Diesel~
electric
units 467,
463, 421, 489,
402

94 cars,
caboose

25-35 m.p.h.

Failure of the crew members
on the locomotive to operate
the MP train in accordance
with signal indications and
yard-limit rules, and operator
failing to line proper route

for train involved



RECOMMENDATION:

It is recommended that the MKT
and MP immediately familiarize
all MP train-service employees
performing service on the MKI
line inveolved with the meanings
and requirements of all aspeects
displayed by controlled signals
at Caphead and MoPac Jet. It

is also recommended that the MKT
take immediate measures to famil-
iarize assigned operators with
proper manipulation and function-
ing of traffic control machines
in their charge.
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Svnopsis

On Apyil 6, 1967, a collision occurzed between a
Hissouri-Kansas-Texas Raflroad Company vard movement and a
Missouri Pacific Railroad Company freight train =t Caphead,
Texas, resulring in injury to five train-and yard-service
employees

The accident was caused by failure of the crew members
ont the locomotive to operate the WMP train in accordance with
signal indications and yard-limit rules, and operator fail-
ing to line proper route for traim involwed.

Location aznd Method of Operation

The accident occurred on that part of the Fort Worth
Subdivision of the Missouri-Ransas-Texas Railroad extending
b?&wen Tort Worth and Bellmead, Texas, a disrance of 85.9
niles In the accident area this is a single-tyack line
Wer which trains of the Missouri-Kansas-Texas Railroad
Company (MKT) and the Missouri Pacific Railroad Company (MF)
ée jolntly operated by timetable, train otders, an auto-
WEic block-signal system, and yard-limit rules. MKT
"Perating rules are in effect,

. Caphead is 1 Q0 mile north of Belimead. Yard-1iimit
1805 are located 4,856 feet north of the Caphead station

Point and a considerable distance south of the Bellmead
ftation
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At Caphead, a track parallels the main track on the
west, as indicated in the sketch appended to this report.
A crossover connects these tracks. The north crossover-
switch is facing point for southbound movements on the main
track and is 57 feet north of the Caphead station point.
Northward from the south crossover~switch, the track paral-
leling the main track is a track of the MRT Rotan Subdivisicy
Southward from that switch, it is the lead track for the
north end of the MKT yard system at Bellmead. The crossover
at Caphead is considered by the MKT to be part of the lead
track.

The collision occurred within yard limits, on the lead
track, 297 feet south of the north crossover-switch at
Caphead

At MoPac Jet., 2,064 feet scuth of the north crossover-
switch at Caphead, an MP main track diverges southeastward
from the MET main track.

Autocmatic signal 8403, governing southbound movements
on the MKT main tyack, is 1.5 miles north of the north
crossover-switch at Caphead. Sigoal 4 RAD, a two-unit
dwarf signal governing southbound movements on the MKI main
track and southbound movements from the main track to the
lead track at the north end of the Bellmead yaxrd, is 16 feet
north of the north crossever-switch at Caphead. Signal
2 BAB, governing southbound movements on the MKT main track
and southbound movements from that track to the MP main trac
at MoFac Jet,, is 44 feet north of the switch conmecting the
MRT and MP main tracks.

Signals 4 RAB and Z RAB are remotely controlled by the
Bellmead opervator from a traffic control wmachine in the
Bellmead yard office., The north switch of the crosscver at
Caphead, and the switch connecting the MKL and MP main
tracks at MoPac Jet., are of the dual-control type. They
may be manually operated, or remotely operated from the
traffic control machine in the Bellmead yard office.

A highway bridge Spans the MKT main track and the Rota
Subdivision txrack, 824 feet north of the north creossover-
gwiteh at Caphead,

Special instructions in the MKT timetable provide that
between Caphead and a4 point 4.5 miles south of Bellmead
"Irains Will Have No Superiority and All Trains and Engines
Will Move At Restricted Speed."

Details concerning the main track, signals, MKL cper~
ating rules, MKI timetable special instructions, ctrain
invelved, damages, and other factors are set forth in the
appendix,
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Desceription and Discussion

At 3:59 p.m. the day of the accident, & MKT ward crew
comprised of an engineer, foreman, and twe yardmen went on
dury at Bellmead yard to pexform switching cperations with
a2 lotomotive consisting of switcher~type dissel-electric
wnits 13 and 4, coupled in multiple~unit contrel  The
engineer operated the locomotive from the control compart-
ment at the south end of unit 4, which was the scuth unit.
sbout 6:03 p.m,, the vard locomotive procaeded to the lead
track at the noxth end of Bellmead yard tc assemble a cut
of cars on the north end of yvard track No. 10. These cars
were to be placed in the consist of No. 2, a northbhound
second~class MKT freight train, when that train arrived at
Belinead yard. No. 2 stopped on track No. 15 in Bellmead
yard at approximately 6:30 p.m., after which its locomotive
was moved Co another track. Soon afterward, the yard loco-
motive pushed a cut of cars scuthward on the lead track to
a coupling wicth the cut of cars on yard track No. 10, form-
ing a combined cut of 52 cars. About 7:05 p.m., after the
air hose were coupled znd the air brake systems were charged,
the vard locomotive started to pull the cut of 52 cars from
track No. 10, to double it to the north end of yard track
Yo 15 and couple it to the front end of Neo, 2. To accom-
plish this movement, it was necessary for the locomotive to
proceed northward on the lead track beyond the south switch
of the crossover at Caphead. This had been anticipated and
cne of the yardmen had previously lined the south crosscver-
svitch for movement from the lead track to the Rotan Sub-
division track.

The yard foreman and ore cf the yvardmen remained in the
vicinity of the north switch of track We. 10 as the cut of
tars was being pulled from that track. The other yardman
and the engineer were in the control compartment at the
south end of the loceomotive. The engineer was seated on
the east side of the control compartment and the yardman was
seated on the west side. Because of his pogition in the
eontrel compartment and curvature of the lead track, the
engineexr's view of the lead track and wein track northward
®as waterially restricted by the engine housirgs of the
locomotive  The yardman's view ahead was somewhat obstructed
by trees and by supports of the highway byidge located a
short distance north of the Caphead station sign

According to sstimates of the crew members, the yard
locomotive moved at 3 to 7 miles per bour as it pulled the
cut of cars from track No. 10 and proceeded northward on
the lead track. When it neared the south switch of the
trossover at Caphead, the vardman in the control compart-
Ment saw the headlight of Extra MP 467 South, a scuthbound
MNP freight train operating on the MKT main track, come into
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view a relatively short distance ahead. At this time,
according to the yardman, the front portiom of Extra MP 467
South was moving under the highway bridge at 25 miles per
hour or more and he informed the engineer, whose view was
obst:ructed, about sighting the approaching train. He said
he then commented to the engineer on the speed at which the
train was moving. About that time, according to the yardman
he saw the headlight beam of Extra MP 467 South sweep in
his direction and realized that the approaching train was
being diverted through the Caphead crossover to the lead
track immediately in Ffront of the yard locomotive. He
called a warning to the yard engineer, then left the control
compartment to alight from the locomotive. The engineexr
said the yardman informed him about the approach of Extra
MP 467 South and remarked that it was moving unuswally fast,
He said that he was unaware of anything being wrong before
the yardman called a warning, and that he promptly applied
the independent and automatic brakes. Immediately there-
after, at 7:09 p.m., before the speed of the yard movement
was reduced, the locomotive was struck by Extra MP 467 South
on the lead track, 297 feet south of the north crossover-
switch at Caphead. The accident occurred before the MET
engineer and yardman could alight from the yard locomctive.

H

The engineer and yardman on the MKT yard locomotive,
and the engineer, firemen and front brakeman of Extra MP 467
South, were injured.

The engineer of Extra MP 467 South, whose injuries in-
cluded two concussions, was unable to recall the events
leading to the accidant.

Extra MP 467 Scuth consisted of 5 diesel-electric units,
94 cars and a caboose, manned by MP employees. It left a
yard in Fort Worth at 4:38 p.m., entered the MKT Fort Worth
Subdivision, and passed Ney, 1.5 miles south of the Fort
Worth station, at 4:55 p.m. At Ney, the crew members
received, among others, coples of train order No. 92, which
read in part as follows:

No 2 Eng 81A wait at Caphead until 715 PM
for Exitra MP 467 South FRY KRk

The time specified in train orxrder No. 92 applied at
the north switch of the Caphead crossover. Under the pro-
visions of this order, if No. 2, the superior train, left
the Bellmead yard and proceeded northward on the north
lead track before 7:15 p.m., it was restricted from entering
the MKT main track at the Caphead crossover before that time,
unless Extra MP 467 South had arrived at Caphead and had
cleared the main track north of the crossover. In the event
that Extra MP 467 South proceeded to Caphead for No. 2 and
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the route was established at Caphead for movement from the
MET main track to the MP main track, it was authorized to
continue southward at Restricted speed on the MKT main track
and to enter the MP main track at MoPac Jet. When the route
is established for such movement, signals 8403 and 4 BRAB
display Clear aspects and signal 2 BAB displays either a
Clear or Approach aspect. Siznals 8403 and 4 RAB display
spproach and Low aspects, respectively, when the route is
established at Caphead for a southbound movement on the MKT
main track to enter the Bellmead yard lead track at the
north switch of the Caphead e¢rossover.

Extra MP 467 Sputh passed Itasca, 40.6 miles north of
Caphead, at 5:52 p.m. and continued southward on the MKT
main track, sn route to the MP main track at MoPac Jet.
Shortly before 7:00 p.m., apparently as it nedared Elm Mott,
5.5 miles north of Caphead, trhe Bellmead operator radio-
telephoned the conductor and inquired as to how far the train
would go with respect to train corder No. 92. The conductor
replied that it would go to Caphead, He stated the operator
then informed him that the route would be lined at Caphead
and MoPac Jet. for the train to procezed to the MP main track,
This statenment was substanciatad by the fivewan, who said he
overheard the radio-telephone conversation betwsen the
operator and conductor. A few minutes after passing Elm
Yott, Extra MF 467 South neared signal 8403, which displayed
an Approach aspect, and the crew members on the locomotive
called this aspect to each other, The fireman and front
brakeman said the engineer then initfated a service brake
application and the train passed the signal while moving at
40 to 50 miles per hour.

Before the locomotive passed signal 8403, the top unit
of dwarf signal 4 RAB came into the fireman's view and he
saw that it was displaying a red aspect. The top unit of
signal 4 RAB came into the engineer's view a feu moments
later. He apparently also saw that it was displaying a red
aspect., The aspect displayed by the top unit of sigpal
4 RAB and the Approach aspect displayed by signal 5403
should hzve indicated to the crew members on the locomotive
that the route at Caphead was not establishesd for their
train to proceed on the MKI main track to MoPac Jet. Soon
after the locomotive passed signal 8403, both units of signal
4 RAB, which vas displaying a Low aspect (red-over-lunar)
came into the engineer's, fireman's, and front brakeman's
range of vision at a distance cof 1.3 miles, as revealed by
sight tests after the accident. However, aceording to the
fireman and front brakeman, they were unable to discern the
aspect displayed by this signal until the locomotive had
Proczeded a considerable distance farther southward,
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As Extra MP 467 Socuth proceeded on the descending grade
in the block of signal 8403, the front end passed the yard-
limit sipn located 4,836 feet north of the Caphead station
sign The fireman, conductor, and front brakeman said the
train speed had been reduced to about 15 or 20 miles per
howr by this time  The flagman, however, stated that the
speed was about 45 miles per heour, and thae the brakes had
not been applled in zpproach to Caphead before the train
neared the yard-limit sign According to the fireman's and
front brakeman's statements, they and the engineer still
were unable to see the full aspect displayed by signal 4 RAB
as the locomotive proceeded southward between the yvard-limit
sign and the highway bridge located 824 feet north of the
crossover at Caphead, but could see that the top unit con-
tinued to display a red aspect, They said that they and
the engineer had called that aspect to each other  The
fireman stated he first saw both units of signal 4 RAB, and
saw that the signal was displaying a Low aspect, at a
distance of 400 or 500 feet, apparencly soon after the loco-
motive moved under the highway bridge  Both the fireman
and front brakeman said they and the engineer called this
aspect to esach other., About the same time, according to the
fireman's statements, the engineer released the train brakes,
although the Low aspect displayed by signal 4 RaB indicated
that the route was established at Caphead for movement from
the MKT main track to the lead track at the north end of
Bellmead yard, instead of for movement on the MKT main
track to MoPac Jet. Soon afterward, apparently as the train
approached the crossover at Caphead within a distance of a
few hundred feet, the front brakeman saw that the north
switch of the crossover was not properly Lined for the train
to proceed on the MKT main track to McPac Jct and he called
a warning, The fireman estimated that the traln was about 250
feet from the Caphead crossover when the front brakeman called
the warning, and said that the train was moving between 15
and 20 wiles per hour at this time. He sald he cperated the
emergency brake valve and the engineer simultaneously
applied the train brakes in emergency. Immediately there-
after, at 7:09 p.m., 6 minuteg before the time shown in
train order No. 92, Extra MP 467 South entered the lead
track at the norith switch of the Caphead crossover and
struck the MKT yard movement.

Statements of the fireman, front brakeman, conductor,
and flagman of Extra MP 467 Suvuth indicate that they took
no exception to Lhe manner in which the engineer operated
the controls as the train approached Caphead, and that they
thought the spesd of the train was being properiv controlled
at that time

The residence of a MKT vard clerk is located on the
west side of the MKT main track between signal 8403 and the
highiray bridge According to his statements, the yard
clerk cobserved Extra MP 467 South as it moved on the



4119 7

descending grade in the block of signal 8403, and as the
Iront end passed the yvard-limit sign located nerth ol the
Caphead station sign and moved out of view beyond the highway
bridge. He estimated that the train was moving at approxi-
mately 45 miles per hour as Lt neared the crossover at
Caphead, and stated that he did not observe any reduction

in its speed before he heard the sound of the collision,

According to statemenis of the Bellmead operator, he
radio-telephoned the conductor of Extra MP 467 South about
7:00 p.m. to determine hou far the train would proceed with
regpect to train ovder No. 92, and wvas inforwed that it
vould go Lo Caphead. He said he acknovledged this informa-
tion by replying '"0.K.," The cperator could not recall
details of the radio-telephone conversation, but said it
was possible he told the conductor that the route would be
lined at Caphead and MoPac Jct, for his train to proceed to
the MP main track. When this conversation was concluded,
the operator manipulated the controls of the traffic
control machine to establish the route at Caphead and MoPac
Jet, for Extra MP 467 South to proceed to the MP main track.
He then left the vard office and proceeded by automobile to
MoPac Jet , to pick up the register ticket that the conductor
would throw from the caboose at that point. According to
the operator's statements, he hurriedly manipulated the
controls of the traffic control machine before leaving the
yard office and did not check the indicater lights of the
machine to determine wvhether he had properly established the
route intended In addition, the operator stated it was
possible that he failed to follow the proper sequence when
he manipulated the traffic control machine levers and code
start buttons to establish the Intended rcute for Extra MP
467 South.

Tests made after the accident disclosed that the north
switeh of the crossover at Caphead, the traffic control
machine ir the Bellmead yard office, and the signals in~
volved functioned properly,

According to the MKT timetable special instructions,
the north crossover-switch at Caphead 15 in normal position
vhen it is lined for wmovement from the MKT main track to
the lead track.

The traffic control machine in the Bellmead yard office
has two switch levers, two signal levers, and two code start
buttons. It is provided with time and route locking. A
track model board is associated with the traffic control machine
and is equipped with indicator lights to show track occupancy.
Indicator Llights are also above the switch and signal levers
of the machine to show the positions of controlled switches
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and signals. Lever No. 3 controls the north switch of the
Caphead crossover and Lt has two pogitions, "N' and "R."
The lever must be placed in "R" position to move the north
crossover-switch to normal position, lined for movement
from the MKT main track to the lead track. When this switch
is in normal position, the amber indicator light located
above the '"R" position of lever No. 3 is illuminated. The
lever must be placed in '"N'" position te move the north
crossover-switch to reverse position, lined for movement
on the MKT main track. When the switch is in reverse
position, the green indicator light above the "N'" position
of lever No. 3 is illuminated. To establish the route for
a southbound movement on the MKT main track to proceced at
Caphead and MoPac Jct. to the MP main track, the Bellmead
operator must place the switch and signal levers of the
traffic control machine in preper positions before pushing
the code start buttons.

Examination soon after the accident revealed that the
north switch of the Caphead crossover was lined for movement
from the MKT main track to the lead track, and that the south
crossover-switch had been run through by wheels of Extra MP
467 South  All four levers of the traffic control machine
were found in the positions required to establish the route
for a southbound movement to proceed on the MKT main track
at Caphead tec the MP main track at MoPac Jct., However, the
amber indicator light above the "R" position of switch
lever No 3 was illuminated, indicating that the north
crossover-switch was in normal position, lined for movement
from the MKT wmain track to the lead track. It is apparent
that this switch was in normal position and that lever No.

3 of the traffic control machine was in "R" position before
the operator started to establish the yxoute for Extra MP
467 South to proceed on the MKT main track at Caphead to
the MP main track at MoPac Jct. The operator appavently
pressed the code start buttons of the traffic control machine
before he moved lever No. 3 to "N" position, and thereby
locked the north switch of the Caphead crossover in normal
position. Because of the time locking provided, the north
switebh of the crossover remained locked in normal position
when the operator later moved lever No. 3 of the traffic
control machine to "N position, and signal 4 RAB was
thereby caused to display a Low aspect, instead of a Clear
aspect. Thus, the operator inadvertently established the
route for Extra MP 467 South to enter the lead track at the
north switch of the GCaphead crossover, instead of the route
intended.

The investigation disclosed that the MKT yard movement
was moving on the Bellmead yard lead track in compliance
with the rules when it was struck by the MP train, and its
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crew members were unable to take any action which might have
prevented the accident.

As Extra MP 467 South apprcached Caphead on the MKT
main track, the Bellmead operator radioed the cenductor and
apparently informed him that the route would be established
at Caphead and MoPac Jct. for his train te continue south-
uvard on the MKT main track at Caphead to the MP main track.
Upon conclusion of this radio conversation, the operator
manipulated the controls of the traffic control machine to
establish the route mentioned above. However, he failed to
manipulate the controls in the proper sequence and thereby
erroneously established the route for Extra MP 467 South to
enter the Bellmead yard lead track at the north switch of
the Caphead crossover, instead of the route intended., He
then left the traffic control machine without checking its
indicator lights to determine whether he had properly
established the route for the train te proceed at Caphead
to the MP main track at MoPac Jet. It is evident that the
information transmitted by the operator to the crew members
of Extra MP 467 South through his radio conversation with
the conductor, and the operator's failure to establish the
proper route at Caphead for the train, contributed to the
cause of the accident.

The engineer, fireman, and front brakeman of Extra MP
467 South apparently overheard all, or portions, of the
Bellmead operater's radio conversation with the conductor
and assumed that before their train arrived at Caphead the
route would be established at that peint for it to proceed
on the MKT main track to the MP main track at MoPac Jct.
However, they were prohibited by MRT timetable special in-
structions from utilizing the information that the Bellmead
operator transmitted to the conductor over the radio in any
manner that would have the effect of supplementing or
modifying strict compliance with MKT coperating rules and
special instructions. As the train approached signal 8403
at 45 to 50 miles per hour, the crew members of the loco-
motive observed that this signal was displaying an Approach
aspect and were able to discern that the top unit of dwarf
signal 4 RAB was displaying a red aspect. These aspects
should have indicated to them that the Bellmead operator
had not established the route at Caphead for their train to
proceed on the MKT main track to the MP main track at MoPac
Jet., and that the train was therefore required to stop
short of signal 4 RAB. The Approach aspect displayed by
signal 8403 authorized Extra MP 467 South to proceed in the
block of that signal at not exceeding 30 miles per hour,
prepared to stop short of signal 4 RAB., When the locomotive
passed the yaxd-Timit sign 4,856 feet north of the Caphead
station peoint, the train was further required by rule to be
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operated within the Caphead-Bellmead yard limits at Restricted
Speed, prepared to stop short of a train, engine, obstruction
or switch not properly lined.

In view of the extent of damages resulting from the
accident and statements made by the flagman of Extra MP 467
South, the yardman in the control compartment of the MKT
yard locomotive, and the MKT yard clerk, it 1s apparent that
the fireman, fromt brakeman, and conductor of Extra MP 467
South were mistaken as to the speed of their train in approach
to the collision point. Aftrer the front of Extra MP 467
South passed signal 8403, which displayed an Approach aspect,
the train apparently proceeded southward on the descending
grade In the block of that signal and enteved the Caphead-
Bellmead yard limits while woving at approximately 45 miles
per hour, or 15 miles per hour faster than the wmaximum speed
authorized under the aspect displayed by signal 8403. The
engineer then initiated a service brake application, which
apparently reduced the train speed to somewhat in excess of
25 miles per hour as the front end moved under the highway
bridge located 824 feet north of the crossover at Caphead.
Shortly thereafter, the crew members on the locomotive saw
that signal 4 RAB was displaying a Low aspect, which should
have indicated to them that the route was established at
Caphead for theixr train to enter the Bellmead yard lead
track at the north switch of the Caphead crossover. The
engineer then apparently released the service brake appli-
cation and neither the fireman nor the front brakeman took
any exrception, Indicating that all the crew members on the
locomotive thought the north crossover-switch at Caphead was
lined for their train to proceed on the MKT main track to
MoPac Jet., and that they did not realize signal 4 RAB dis-
played a Low aspect only when the route is established for
a southbound movement on the MKE track to enter the Bellmead
vard lead track at the north switch of the Caphead crossover.
None of the crew members on the locomotive was aware of
anything being wrong before the train reached a point about
250 feet north of the Caphead crossover, at which time the
front brakeman saw that the north crossover-switch was lined
for movement to the Bellmead yard lead track. He called a
warning and the engineer and fireman promptly applied the
train brakes in emergency. A few moments later, befdre its
speed was materially reduced, the train entered the lead
track at the north crossover-switch and struck the MKT yard
movement, apparently while moving at 25 to 35 miles per hour.
It is evident that after Eztra MP 467 South entered the
Caphead-Bellmead yard limits, it was not operated at Restricted
Speed as required, resulting in the collision. Had the train
been operated at Restricted Speed after it entered the yard
limits, it could have been stopped short of the north cross-
over-switch when that switch was seen to be improperly lined
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and the accident would have been avoided.

Findings

The MKT yard movemsni was moving on the Bellmead yard
lead track in cenformity with the vules when the accident
occurred

The Bellmead operator radiged the conductor of Extra
MP 467 Bouth and informed him that the route weuld be
gstablished at Caphead and MoPac Jet. for the train to
proceed on the MKT main track to the MP main track. He
then manipulated the controls of the traffic contrel machine
without following the proper Seguence and erroneously
established the route at Caphead for the train to enter the
Rellmead yard lead track instead, It is evident that the
cperalor had not been thoroughly and properly trained in
operation of the traffic contrel machine and this deficiency
contributed teo the cause of the accident.

The crew membzrs on the Iccomotive of Extyra MP 467
South overhesard sl or part of the information that the
Bellmead operator conveyed £o the conductor by radio, and
utilized this informstion. As a result, the train pro-
cended at excessive speed in the block of signal 8403 and
within the Caphead-Bellmead yard limits, and could not be
stopped short of the north crossover~gwitch at Capliead and
tho MET yard wovement, as reguired, after the switch was
observed to be improperly lined. Had the spesd been properly
controlled wvhile the train moved on the MKT main track dn
the bGlock of signal 8403 and within yard limits, the accident
probaily would have been averted., Although the aspects dis-
played by signals 8403 and 4 RAB should have indicated to
the crewr members on the leocomotive that the route at Caphead
was not properly established for thelr train to proceed on
the MKT =main track to the MF main track at MoPac Jet., they
evidently thougzht the route had been established for such
moyement, indicating that they were uwnfamiliax with the
traffic control installation at Caphead and MoPac Jet. 'This
unfamiliaricy evidently also contyibuted to the cause of the
aceident,

Cause
This accldent was caused by fallure of the crew members
on the locomntive to operate the MP  ¢rain in accordance
With signal indications and yard-limit rules, and opevator

<ailing to line proper route for train involwved.

Recommendation

It is recomyzaded that the MEL and MP immediately
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familiarize all MP train-service employees performing
service on the MKT line involved with the meanings and
requirements of all aspects displayed by contreolled signagls
at Caphead and MoPac Jet, It is also recormended that the
MKT take immediate measures to familiarize assigned operators
with proper manipulation and functioning of traffic control
machines in their charge.

Dated at Washington, D. §., this 7th
day of December 1967,

By the Federal Railrcad Adwinistration,
Railroad Safety Boarad,

Bette E. Holt
(3EAL) Acting Executive Secretaty
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Appendix

Track

The MKT main track is tangent throughout a considerable
discance north of the north crossover-switch at Caphead and
a short distance southward. The grade for southbound trains
averages 0.38 percent descending throughout a distance of
1.3 miles north of the Caphead crossover, and is .22 percent
descending at the crossover The north and south turnouts
of the crossover are provided with Ne. 11 and Ho. 9 frogs,
respectively.

Slgnals

Automatic signal 8403 and controlled signals 4 RAB and
2 RAB are of the color-light type and are continuously
lighted. The aspects applicable to this investigation and
the corresponding indications and names are as follows:

Signal Asgpect Indication Name
BAD3 Creen Proceed Clear
4 RAB Green-over-
2 RAB red
8403 Tellow Proceed, imnediately Approach
reducing to 30 MPH,
Z RAB Yellow-over- or slower if necessary,
red preparxed to stoep before

leading wheels pass the
next signal

4 RAB Red~gver- PROCEED AT LOW SPEED *%% Low
lunay

Signals 4 RAB and 2 RAB are controlled from the traffic
control machine in the Bellmead vard office. The controlling
eircuits of these signals and signal 8403 ave so arranged
that when the operator of the traffic control machine has
established the route at Caphead and MoPac Jet for a south-
bound train on the MKT main track to proceed to the MP main
track, sigrals 8403 and 4 RAB display Clear aspects and
tignal 2 RAB displays a Clear oy Approach aspect. If the
toute has been sstablished for a southbound Lrain on the
W8T main track ko enter thez Bellmead yard lead track at the
north sypitch of the Caphead crossover, signal 8403 displays
an Approach aspect and signal 4 RAR displays a Low aspect.
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MKT COperating Rules

Bestricted Speed. - Proceed prepared to stop short of
train, engine, obstruction or switch not properly lined.

Low Speed, - A speed that will permit stopping short
of train, engine, obstruction or switch not properly lined

P N

R bub not exceeding 15 miles per hour.

34. Calling of Signals. =~ All members of engine and
traln crews must, when practicable, communicate to each
other by its name the indication of each signal affecting
the movement of their train or engine.

L
ek

34{a)., Keeping Lookout. ~ Engineers must, and firemen
and forward traiomen when practicable will, keep a constant
and vigilant lookout for signals or any condition that may
affect the movement of their train or engine.

ehavlanle
WA

93. Yard Limit Rule. ##%%*

aalants
R

Within yard limits, the main track may be used without
protecting against second and inferior class traifis, extra
trains and engines.

Within vard limits, second and inferior class trains,
extra trains and engines must move at restricted speed.

107. <Co-operation Between Crew Members.

ek

(6)  Fwi

When the conductor or engimser fails to take aciiom to
stop the train, and an emergency requires, bragkemsn and

firemen wust take immediate actlion to stop the train.

MKT Timstable Special Instructions

Operation of Radio

Communications vie radlo must not be utilized by any¥
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enploye in any manner that would have the effect of supple-
penting or medifying strict compliance with Operating Rules
and Special Instructions,

whE
Train Inviolved

Extra MP 467 South consisted of diesel-electric units
557, 463, 421, 489 and 402, coupled in multiple-unit controel,
a4 cars and a caboose, The train brakes had been tested
and had functioned properly when wused en route. The head-
iight was lighted, As the train approached the accident
point, the engincer, fireman and front brakeman were in the
control compartment of the first diesel-electric unit. The
conductor and flagman were in the caboose.

Damzzes

Both diesel-electric units and the first car of the MKT
vard movement were derailed and heavily damaged (see Photo).

Extra MP 467 South stopped with the front end 71 feet
south of the collision point., All five diesel-electric umits,
the first and second cars, and the eighth to fourteenth cars,
inclusive, were derailed. They stopped in various positicns
on or near the structures of the MKT main track and the lead
track, The first and second diesel-electric units were
destroyed, and the other three units were heavily damaged.
0f the nine derailed cars, two were destroved, three were
heavily damaged, and three were slightly damaged.

Uther Factors
The accident occurred at 7:09 p.m. It was dusk at
this time and the weather was eloudy.

The maximum zuthorized speed for freilght trains between
Yort Worth and Caphead is 45 wiles per hour. Within the
fellmesd-Caphead vard limits, the maxiwum autherized speed
for freight trains is Restricted Speed.

. According to their daily time returns, the engineer,
fmeman, and two vardmen of the MKT yard locomotive had

ten cn duty 3 hours 10 minutes at the time of the aceident,
after having been off duty 16 hours. The engineer, fireman,
Wnductoy, fromt brakeman and flagman of Extra MP 467 Souch
¢ been on duty 3 hours 39 minutes at the time of the acci-
fent, after having been off duty more than 63 hours.



SR g

1
R e ,MW e
Sk o, i v
A ST s e
s e S e e Sn e it
AL T
e o
&

%
= &
S e g Bee SR i
CRARRT s O o 7. S
R b e
(et
PRATSEL g
RIS Coa et
e ST A
S el
T YRR

ot
s

o .
et
el bm..wﬁwﬁn

#
e n R et e B T
wv%.ﬂ, T

e
(et i
[t el

RRAT e

Al
ey

Vi

track at right
hoto shows

F

Lower arrows point to MKT main

and Bellmead yard lead track at left.
wrecking train occupying MKT main track between arrows.

View northward with collision point shown by arrcw at

center.



L
-]
Cuu...uw
Yo D
o - I 4
cimao
[T L) Y]
- 08 nk
g & oA m
[ =
[ B R e ]
L e Lo o
[ T~
¢ Q Pu s
o e O Yy
= I ]
U B 2
H o0 @
= - T L )
=2 < o
[« JE AT
8% 5.8
- -
2 L]
Otrm.ﬂ
E A
P
= [=7]
L 00T E
+£ o
mtt o
385 2
i~ msh
[ 4 e
o +
- n -
=15 i VI
U ~ O
REYhH.
nwwu.m
OMNM g =
- HQ
LI
— 4+ rhm
32870
SE8E A



Port Worth, Tex,
1,5 ot,
Ray
42,8 mi,
Itagca
35.1 mi,
Elm Mott
%5 ml,
Caphead
(Point of colllaion}
1.0 mf,
Bellmead, Tex,

4119

Yardel{mit
sign = I

=

MET
mafn track

1,5 ul,

——-———-—-——-fz“—-g

4,856 £t,

HET Rotan
Subdivision

!

*-—4—__..____—-5?—4———————-——_-———-ﬁ_—._
|
o2
1#3

= !&___H _ Caghead
I s station point
|
297|£t.
|
2‘05'4 ft,
!
!
!
{
12 f;«
! 2,
A
W
!
i
Lz, j 8y,
1
- 2 ohar
T
—— -
.
r e Missouri«Kansas~Teras Reilrod
Missourl Paclfle Railresd
Caphead, Texas
April) &, 1967
in trg or M
Daln trapk



