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SUMMARY | ‘

Oklanoma
June 17, 1944
Berry, Okla.

Rear-end collision

Passénger : Passenger

First 238 : Second 258

Electric notor : Electric motor
219 224

ilotor car, : fotor car
trailer

Standing 1 30 m. p. n.

Timetable and train orders
Single; tangent; vertical curve
Clear

8:40 p. m.

4 killed; 35 injured

Failure of Oklanoma Railway Company
to provide adequate safeguards for
the mecvement of its trains .
Tnat the Oklanoma Railway Company .
establisn an adequate block system
on tne line nn wnirn tnis acerident
ocecu red
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INTERSTATE COMMERCE COMMISSION

INVESTIGATION NO. 2805

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

THE OKLAHOMA RAILWAY COMPANY

July 31, 1944.

Accident at Berry, Okla., on June 17, 1944, caused by
failure of the Oklahoma Railway Company to provide
adequate safeguards for the movement of its trains.

1
REPORT OF THE COMMISSION

PATTERSON, Cnairman:

On June 17, 1944, there was a rear-end collision be-
tween tTio passenger trains on tne Oklanoma Railway at
Berry, Okla., wnich resulted in tne deatn of 3 passengers
and 1 employee, and the injury of 35 passengers.

lUnder authority of section 17 (2) of the Interstate Com-
merce Act tne above-entitled proceeding was referred by the

Commission to Cnairman Patterson for consideration and dis-
position.
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Location of Accident and Metnod of Operation

This accident occurred on that part of the railroad desig-
nated as the Norman Division and extending northward from Morman
to Terminal Station, Oklanoma City, Okla., 18.4 miles. 1In the
immediate vielnity of the point of accident this was a single-
track line, edulpved with an overnead catensry system for the
electric propulsicn of trains, over which trains were operated
by ftimetable and train orders. There was no block system in
use. Tne accident occurred on the main track at Berry, 11.9
miles north of Norman, at a point 205 feet north of the stotion.
Tne main track was tangent througnout a distance of 4,763 feet
soutn of this point and 859 feet northward. The grede for
nortn-bound trains was 0.55 percent ascending 1,925 feet, then
tnere was a vertical curve 450 feet to the point of accident
and 70 feet beyond.

A% Berry a siding 586 feet long parslleled tne main track
on tne west. The nortn switch of the siding wes 454 feet nortn
of thne station.

Operating rules read in part as follows:

432. Passenger trains ¥ ¥ % will display the
following signals:

Green lignts to the front and side and red
ligats to the rear.

Tarkers must be 1it and Xept burning between
sunset and sunrise and in case of foggy weatner,

1 - B
3 o 5

o

461. Unless some form of block signal be used,
* % % frains running in the same direction must
keep not less than two thousand feet apart, except
in cloging up at stations or meeting points. When
the view 1s obscured by curves, fog, stormg, or
otner causes, trains must be kept under sucn con-
trol tnat tney may be stopped witnin tne range of
vision. :

470. Wnen a train stons or is delayed under
clrcumstances under wnicn 1t may be overtaken by
anotner train, tne REAR BRAK®WMAN OR CONDUCTOR
JAUST GO BACK IMMEDIATELY WITH RED SIGNAL A SUFFI-
CIZENT DISTANCE TO INSURE FULL PROTECTION, FOT LESS
THAN ONE THOUSAND (1,000) FEET. 'nen recalled he
may return tc nis train., % % % The duties nerein
required of the brakeman or conductor may be per-
formed by either wnen desirable for any reason.
Also, the duties required in this rule for protec-
tion of train by the brekeman or conductor will also
be performed by the motorman or operator when necessary.
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Time-table special instrustiens prescribe flagman's signals
as follows:
FLAGIAN'S SIGNALS;: . :

Day Signal: A red flag. /‘
Nignt Signal: A red lignt.

A speed-1limit sign, restricting the speed of nortn-bound
trains to 10 miles per nour over the siding switches at Berry,
was located 735 feet soutn of the point of accident.

No maximum authorized speed for passenger trains was spe-
cified by rule or by special instruction.

Descrintion of Accident

First 288, a nortn-bound first-class passenger train, con-
sisted of electric-motor passenger-car 219 and passenger trailer-
car 23¢, in the order named. Tais trein departed from Norman
at 8:10 p. m., on time, departed from Harvest, 7.3 miles soutn
of Berry, at 8:25 p. m., 5 minutes late, and stopped at Berry
at 8:38 p. m. About 2 minutes later the rear end was struck by
Second 258.

Second 258, a nortn-bound first-class passenger trailn, con-
sisted of electric-motor passenger-car 2z24. Tnis train departed
from Norman at 8:11 p. m., 1 minute late, departed from Hervest
at 8:26 p. m., 6 minutes late, and wnile moving at an estimated
speed of 30 miles per nour it struck First 258.

The force of thne impact moved First 258 nortnward about 40
feet. The equipment of both trains was derailed, and stopped
uprignt and in line with the track. Tne front end of trailler
car 239 was crushed inward 7 feet, and the rear end was crusned
inward 13 feet. Tne front end of motor car 224 was crusned in-
ward 16 feet, and tne fatalities and most of the injuries oc-
curred in tnis car.

It was clear and daylignt at tne time of the accident, wnich
occurred about 8:40 p. m.

The employee killed was the motorman of Second 258.
During the 30-day period preceding tne day of tne accident

the average daily movement in the vicinity of tne point of acci-

dent was 113.86 trains. '

Trailer car 239 was built in 1916. It was of conventional
steel, plate, girder, side-post, end-sill and side-sill con-
struction. Tne vestibule end-posts were 4-1/4-inch by 4-inch
wood posts, and thne vestibule center-posts were 3-1/2-inch by
3-1/4-incn by 1-3/4~inch V-shape wood vosts. The end body-sheets
and tne inside vestibule-sheets were of 1l6-gage steel. The
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end-sills and side-sills were of steel-angle construction 7
inches by 3-1/2 inches and 1/2 incn thick. The side posts

were of steel 2 incnes by 2 incnes and 1/4 inch tnick. The
cross members were of steel. The car was 49 feet 8 incnes in
length, and weighed 43,600 pounds. It nad seating capacity

for 52 persons. Motor car 224 was built in 1923. It was of
conventional, all-steel, plate, girder, post and sill construc-
tion. Thne side sheets were of 12-gage steel, tne body sneets
were of 10-gage steel and the inside vestibule sneets were of
16-gage steel. The end-sills were of channel-shape construction
and of 3/16-inch steel. The side-sills were of steel-angle
construction 5 incnes by 3 inches and 3/8-inch thick. The
center-sills were 3-inch Z-shape bars, the steel of wnich welgzhed
€.7 pounds per foot. The end vosts consisged of 1l-1/2-incn by
2-incn T-shape steel, the steel of wnich weighed 2.45 pounds

per foot. The cross members were of steel. The car was 52 feet
8 inches in length, weighed 53,720 pounds, and was divided into
a passenger compartment, a smoking compartment and a baggage
compartment. It had seating capacity for 49 persons. The floor
consisted of 1/4-inch metal covered with 1&/16-incn maple floor-
ing. Tne car was powered by four 275-norsepower electric motors,
and was provided witn straight air controlled by an M28 brake
valve and a foot-operated R-3 self-lapping brake valve witn a
type E relay valve. -

Discussion

About 2 minutes after First 258 stonped at Berry thne rear
end was struck by Second 258.

As Becond 258 wss approaching Berry the speed was about 30
miles ver nour. Tne crew consisted of only a motorman, wno was
in tne control compartment in the front end of the motor
passenger—-car. It could not be determined wnen he first became
aware of anything being vrong, es ne was killed in the accident.
Several passengers in tne motor car stated tnat tne motorman
apparently wos not aware that tne preceding train nad stopped,
as no action was taken by nim to stop the car until just prior
to tne collision. The brakes nad functioned vrecperly wnen
Second 258 stopped at Harvest, about 7 miles soutn of Berry, to
meet opposing trains.

Tne investigation disclosed that operating officers of tnis
carrier nad orally instructed tneir employees tnat tne flagging
rule was not anplicable to trains onerating as sections of the
same scnedule unless the trains were sufficilently late on tneir
scnedule to be on the time of a train operating on anotner
scnedvle, In tnis case there were four trains being operated
as sections of No. 258. First 258 consisted of & motor
passenger-car and a trailer passenger-car, and tne crew consisted
of a motorman and a conductor. Wnen tnis train stopped ot Berry
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tne motorman was in tne control compartment at the front end of
tne firet car and tne conductor was in the front end of tne
second car. DBecause their train was not late enougn on its
scnedule to be on the time of & train operating on another .
scnedule, flag protection was not furnished. In tnis territory
trains were operated by timetable and train orders only. The
only provisions for tne spacing of treins moving in the same
direction was by tne rule which required a following train to
malntain a distance of not less thsn 2,000 feet between 1t and

a preceding train, except in closing up at stations. If the
flagging rule nad been in effect in tnis case a member of the
crew of First 258 would have been requlred to furnish protection
for this train wnile it was stopped at Berry, and tnis accident
might nave been averted.

This carrier nad an automatic block-signal system in oper-
ation between Norman and Harvest, 4.5 miles, and between a
point 172 feet north of thne nortn siding-svitecn at Berry and
Oklenoma City, 6.4 miles. The accident occurred 7.3 miles north
of the nortn end of the first-mentioned territory and 421 feet
soutn of the south end of the latter. If an adequate block sys-
tem had been in use in the territory involved, this accident
would not nave occurred.

Cause
It is found tnat this accident was caused by fallure of
tne Oklanoma Railway Company to provide adequate safeguards

for tne movement of its trains.

Recommendation

It is recommended that the Oklahoma Railway Company
establisn an adequate block system on the line on wnich this
accldent occurred.

Dated at Yashington, D. C., this thirty-first
day of July, 1944.

By the Commission, Cnairman Patterson.

Wl. P. BARTEL, .

(SEAL) Secretary.



