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August 10, 1937.

To the Commlssiont

On June 26, 1937, there was a collision between a
passenger train of the Texas & New Orleans Rallroad and a switch
engine of the St, Louls Southwestern Railway, on the Texas &

New Orleans Rallroad at Shreveport, La., which resulted in the
injury of 7 passengers, 1 mail clerk, 1 person carried under
contract and 1 employee,

Location and method of operation

This accident occurred on the Shreveport Subdivision
of the Houston Divislon of the Texas & New Orleans Railroad,
hereinafter called the T.& N.O., which extends between Shreve-
port, La., and Lufkin, Texas, a dlstance of 114.5 miles, and
is a single track line over which trains are operated by time-
table and train orders, no block-signal system being in use.
The accident occurred on the main track within yard limits,
near the east end of the yard at a point 373 fecet west of the
S.P. Junction switch and 55 feet west of the register booth
for Te& N.Os passenger trains, A coach track parallels the
main track on the south, the east switch of which is located
44 feet west of the point of accident, Several yard tracks
paralleling the main track on the north are numbered conse-
cutively, beginning with track 1 on the south, X.C.S. Junc-
tion is located 1,836 fect west of the point of accident,

Approaching the point of accident from the west the
Ttrack 1s tangent for a dlstance of 1,355 feet, followed by
a 7% curve to the left 398 feect in length, then tangent for
a distance of 403 feet, the accident occurring on this tan-
gent 167 feet from its western end; approaching from the
east the track is tangent 238 feet to, and 167 feet beyond
the point of accident, The grade for east~-bound trains is
slightly descending for a distance of 1,250 feet, then 0,90
percent ascending for 260 feet to the point of accident and
for 690 feet beyonde.

Under a Joint agreement effective August 1, 1933,
terminal operations, at Shreveport, of the T.& N.O., and the
St. Louls Southwestern Railway, hereinafter referred to as
the St.L.S.W., were consolidated and placed under the super-
vision of officers of the St.L.S.W.; however, the T.& N,O,
handle their own passenger and road freight trains as far
as the end of the T.& N.0. tracks at S.P. Junction switch,
From this point eastward, train and switching movements are
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handled over the tracks of the Kansas City Southern Railway,
hereinafter referred to as the K.CeS., which extend to the
passenger ctation approxinately 0,9 mile farther east, the
main yard of the St.L.S.W., being approximately 1 mile east
of the passenger station., Ths rules of each respective rail-
road govern movements over their own tracliage.

The weather was clcar at the time of the accident,
which occurred at 4.43 Dl

Descrintion

Train No, 26 an east-bound T.& N.O, passenger train,
consisted of 1 coach hauled by gas-electric motor 1028, and
was in charge of Conductor Davis and Englneman Garrison, Thig
train departed from Lufkin at 1.25 p.m,, 15 minutes late,
passed Xeachie, the last open oifice, 22,7 miles west of the
point of accident, at 4,06 p.m., 13 minuter late, according
to the train sheet, and collided with St.L.S.W. switch engine
500 at the east end of the T.& N.0, ¥ard at Shreveport while
traveling at a speed estimated %o have becn 8 or 10 miles per
hour,

zngine 500, a wegt-bound St.L.S.W. switch engine, headed
east and hauling 15 cars, was in charge of Foreman Smitah and
Engineman Jackson, This engine left the St, L.S5.W. yard,
approximately 1,9 miles eact of the polnt of accident, at about
4,20 or 4.25 pem., according to the ctatements of emnloyees,
and arrived at S.P. Junction switca petween 4.34 and 4,39 Pl
It then cntered upon the main track of the T.& eOe, and had
proceeded a distance of about 400 fecet and stopped for the
purpose of entering the coach-track swlitch when the tank of
Engine 500 was struck by T.& N.Cs Train No, 26,

The first pair of wheels of motor 1028 were derailed;
this car sustained considerable damage while thc traller coach
was only slightly damaged. Switch engine 500 was not derailed
and sustained only slizht damage,

Thc employee injured was the baggapemnan of Train Uo, 26,

Summary of evidgence

‘ Engineman Garrison of T.& N.O, Train Mo, 26, stated that’
the air brakzs on his train had worked properly the entire trip,
After the switch had been lined benind his train at K.C.Se



Junction, he increased the gpeed of his train to about 15 miles‘
per hour in about 8 car lengths and then shut off the power;
after traveling about 3 or 4 car lengths farther he applied the
brokes to further check the speed of his train, released the
brakes, and then saw switch engine 500 at the east end of the
yard, When at a distance of 6 or 8 car lengths from the switch
enzgine, he tried to determine whichs track it was occupying,
After making another applicnation and release of the brakes

he saw thet the switch engine was ctanding on the main track,
wnereupon he applied the brakcs in emergency when 4 or 5 car
lengths or less from engine 500, He thought that his train was
running at a speed of about 12 or 14 miles per hour at the time,
This was his sixth consgccutive trip on this run within the

past 20 days and he did not recmemper having previously seen a
switch engine in this vicinity. Oving to the curve to the

left and other physical characteristics approaching the point
of accident, and dvue to thc fact that his train was an overdue
first—-cless train, he concidered that he was complying with the
rules, which required him to run with coution within yard
1imits not protected by block signals. Ye agc positive that
he did not pass or see a flagman prior to the emergency appli-
cation of the brakes but he saw a flagman about a car length
west of the switch engine, giving stop signale with his hat
from the south side of the treck, After the accident he noted
the time was 4,44 p.m,, and seid the weather was clear at that
time,

Conductor Davis of Te& N.O. Train No, 26 stated that no
trouble was experienced with the brakes and normal stops were
made en route, He was on the rear platform upon leaving K.C,Se
Junction and noticed the engineer shut off after the train had
travelled about 400 feet, at which time the conductor moved to
a position on the right rear steps preparatory to getting off
at the recister bootn, Ye did not nobtice any apvlications of
the air Ptrakes between K,C.S. Junction and the time the; were
applied in emergency immedlately prior to the collision, He
sald that he did not gee Foreman Smith of Engins 320 give
any stop signals, nor did he see him prior to the ~oclident,

He sald that from his position on the reer or “n> *“.cin he

believed '12 would have seen anyone that his troin fogsed on ‘
the right sice of the track betwecn X.C S, Juc : =nd the

point of ceccldent. His train was operated aft soovb Tn2 normal
rate of speed en route and he estimated the cpesd ro heve bcen
about 10 miles per hour prior to and at the time of the
accident, It was his opinion that had the cngineman of his
train known what track the switch engine was occupying, the
train could have becn stopped before the accident occurred,’
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He believed that the collision was caused by his engineman
being mistaken in the location of the switch enginc and the,
failure of the crew of the switch engine to afford proper flag
protection, He placed the time of the accident at 4.42 p.m.

Train Porter Pittman of T.& N,0., Train llo, 26, esti-
mated the speed of the train to have been 8 or S miles per
hour when the brakes were applied in emergency,.

Engine Foreman Smith, of St.L.S.7. switch engine 500,
stated that he is a regular helper on this assignment, but
is used in the capacity of engine foreman for 3 or 4 days each
month and this was his Tourth consecutive dav in that capacity.
He had had 4 years! experience in the Shreveport yards and had
becn examined on the T.& N,0., rules about a year ago and was
familliar with the tracks of the different railroads over
which St.,L.3.W. engines oneratc at Shreveport., On the day of
the accident he went on duty at 3,00 p.m., and compared hils
watch with a standard clock Just before going on duty. His
engine was moving backvard hauling 15 cars and left the St.l.
S.We yard between 4,20 and 4.25 pe.m., and tacre werc no irregu~
larities in the movements en route to the T.& N.O0. yard, He
had a Te& N.O. timetable in his possession and was famillar
with the ftime of train No, 23 at various points in Shreveport.
His engine entered upon the main track of the T.& WH,0. at S.P.
Junction about 4.38 p.m., and travelled about 7 car lengths
and he c¢stimated that it stopped east of the coach track switch
at 4,385 Dpeme He lined the switch for his engine to enter the
coach track and renlizing that train No, 26 was then due, he
ran westward along the track on the engineman's side, toward
the approacning train, giving stop signals with his hat, After
running a distance of about 8 or 10 car lengths, train Noe 286,
passed him at a speed of betwecen 20 and 25 miles per hour
with the motor working and no brakes applied, He was flagging
and snouting in an attempt to attract the attention of the
engineman who was looking down at thne cab floor, After the
train passed him he turned and ran after it, still shouting
and he then saw Switchman Hall of his crew also giving stop
signals from a point 7 or 8 car lengths west of engine 500,
Switchman Hall later told him that the engineman of Train No.
26 was lcoking in the direction o7 some cars stored on the
coach track at the time he went by, When the collicion
occurred Engine Foreman Smith was still 3 or 4 car lengths
behind Train No. 26; he saw that Conductor Davis had been
thrown to the ground and when he reached him ke asked if he
was injured. Engine Foreman Smith knew of nothing that would
have obstructed the view of the engineman of Train Mo, 26, and
sald that had he been looking anead the stop signals could have
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becn seen for at least 20 or 25 car lengths, Although he

knew that proper flagging equipment consisted of a red flag, ‘
fusees and torpedoes, Engine Foreman Smith said that he had
never seen anyone in yard service use a red flag to flag trains
in Shreveport yard. His engine had been working in the T.& N.Oe
yard practically every day when Train No. 26 passed, which was
due at T.Ps. Junction switch, located about 0.4 mile west of

the point of accident, at 4.35 p.m., and was due at S.P. Junc-
tion switch at 4.39 p.m, He knew that all trains werc re-—
quired to run with caution in the T.& N,0. yard, and for this
reason he considered that by placing himself 1in a position

where his stop eignals could be scen a distance of 20 or 25 car,
lengtihhs he was affording proper protection to his train. The
weather was clear and he sald thoe accident occurred at 4.40 peme

Enginemen Jackson of 8t.L.3.W. switch engine 500, statcd
that on June 28 he was transferrcd from Pine Bluffs to Shreve-
port for temporary yard service. About 1% years ago he had
been examined and qualified for scrvice in the Illinois Central
yards at tnat point and worked 3 or 4 days as fireman in yard
servlice at Shrevevort about that Gtime. This is the only work
he had done at that point until the shift on which he was work-,
ing at the time of the accident, He was not acquainted with
the tracks and svitches between the St.L.S.W. yard and T.& N.Os
yard, hor had he ever becen qualified for service over these
tracks and had ncver becn examined on the rules of the Te& NeOe
rcilroad; neither dld he have a T.& N.O. timctable, Hc went
on duty in the St,L.S3.W. yard at 3.00 p.m,, June 26, and at that
time he informed Engine Foreman Snith that he had never run an
cngine in Shreveport yard, The engine forenan informed him
that they were to deliver a cut of cars to the T.& N.,O. vards
He questioned hias fireman relative to any superior trains they
had to clear and the fireman informed him that train No., 26
was the first one they had to look out for; Engineman Jackson
then coneulted the fireman's timetable and saw that train
No., 26 was due at S.P, Junction at 4,39 p.m,; however, he did
not know where that point was located., HYis fireman ran the
engine leaving the St.L.S.W. yard in order to give Engincman
Jackson an opportunlty to observe the track leyout as they
Proceeded to the T.& N,0. vard, Their train passed the Union
Station between 4,34 and 4.35 p.m., and the engineman took
charge of the engine shortly afterwards, A stovn was later made
at a switch and his fireman advised him that this switch was
where thzy entered the T,% N.O. yard; however, IZngincman Jackson
did not realize that the locetion was S.,P. Junction and he was
depcnding for guldance on his fireman's familiarity with the
yerd, the fireman having told him thoere was plenty of time to
make the move ahead of Train No, 28, After proceeding a short
dlstance a stop was made while Engine Foreman Smith threw the



-9 Inv-2182

coach track switeh; when the switech was thrown, the engine
forecman started running westward on the track, giving stop
signals until he disappeared from view around the curve, about
6 or 7 car lengths beyond the tank of his englne, Very soon
afterwards, Traln Mo, 26 appecared about the same dlstance away
and sesmed to be running at a speed of between 20 and 25 miles
per hour and immediately colllded with his engine., Engineman
Jackson s2id that his engine had been standing about 1z or 2
minutes at the time of the collision, which occurred at 4.40
PeMey but previous to that time he did not know that he was
occupying the main tracX.

Fireman Amis, of S%t.L.S.W. switch engine 500, stated
that he had been in the service of the 3t.L.5.W. as fireman
for about 18 years, the most of which was spent working in
Shreveport yard and he was working his regular assignment
at the time of the accldent, He was exemined on the Te& N.0.
rules about a year ago and was familiar with the tracks upon
which St.L.3.%We engines opverate at Shreveport. Hc checked
the timetable schedules with Ingineman Jackson when they went
to work and it was understood that No, 26 was due at S.P.
Junction switch at 4,39 p.m, He nad a Xansas City, Shreve-
port & Gulf Terminal timetable 1n his possession upon which
is chown the time of Train No. 26 at 5,P, Junction, He had
asked for a T.& N.O. timetablc at both thc roundhouse and the
yard office but was told thzrc was none available and for this
rezson he had none 1n his vossession, e knew that Engineman
Jackson was inexperienced in Shreveport vard but he did not
inform him when they had reached 3.FP. Junction nor did it occur
to him to see what time it was; neither did he advice the
engineman that thsy had entered upon the T.& N.O, tracks,
He hendled the zngine part of the way en route but before
reaching the switches to the Te& N.0. yard, Engineman Jackson
tonk charge, He sald that there were no irregularities in
the movement of his train to the point of accldent, and while
on previous occasions No, 26 had bzen met in the T,& N.0. yard, .
the switch engine hed aiways clearcd the time of No. 26« The
stop at the point of acpident was made to line the switch for
his engine to enter the coach track and his engine had been
standing about 3 or 4 minutes when the collision occurred.
Engineman Jackson told him thet ons of the switchmen had gone
out to flag. He did not se=s the switciman flagrglng nor did
he sec the approaching passenger train until it was within
about 5 car lengths from his engine and he estimated that the
train was running about 25 miles per hour at that time,
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Sritchman Hall of St.L.S.W. switch engine 500, stated

that he had been in the cervice of the 8t.L.S.W. about 4 months,

Prior to reaching the point of accident he and Engine Foreman
Smith were riding on the footboards at the rear of the tender,
He said that they discussed Train No. 26, and 1% was his under-
standing that his engine foreman intended to enter track No. 1,
the switch of wnich is east of the coach track, After stopping

at the coach track switch at 4,39 p.m.; Engine Foreman Smith ran

down the track about 8 or 10 car lengths to flag No. 26, while
he threw the switch and when he looked up ne saw that the train
wac approaching at a speed of about 25 miles per hour; he also
immediately ran toward it, giving stop signals, and had reached
a point 4 or 5 car lengths from his engine vwhen the train
pnssed him at a speed he estimated to have been petween 15 and
18 miles per hour and immediately collided with engine 500
whnile running at about the same speed, When the motor of

Train No, 26 passed him, the engineman of that train appeared
to be looking off to the right of the track, Switchman Hall
sald that his engine had been standing 1 or 2 minutes when
gtrucke

Switchman Fobinson, of St.L.S.W. switch engine 500,
stated that his engine used about 15 minutes going from the
SteleS.W,. yard to the poin*t of accident, He had been employed
as switchman in the St.L.S.W. yards at Shreveport for about 3
years and this was nhis regular assignment, His engine moved
backward, hauling 15 cars, and while approaching the point of
accident he was on the rear car, When the stop was made for
the coach track switch he immediately lined one of the cross-
over switches behind his train and then saw No, 26 avproaching
5 or 6 car lengths behind nis engine, and Engine Foreman Smith
and Switchman Hall were running toward it, flagging as they
ran, In his opinion there was not sufficilent time between the
gtop of his train and the arrival of No, 26 to have afforded
proper flag protection as hls engine had just come to a stop
when the accident occurred, e looked at his watch at that
time and it was 4,40 p.m.

Joint Car Inspectors Berry and Gibson stated that they
werc standing near the main track in the T.& N,0. yard waiting
to inspect the cut of cars hauled by the switch engine. Train
No, 23 passed them at a point 8 or 10 car lengths west of the
point of accident at a speed of 8 or 10 miles per hour,
Inspector Berry, who was on the engineman's side, saw Engine-
man Garrison of Train No., 26, apparently alert, leaning out
of the cab window, looking ahead. The only Tlagman they saw

attempting to flag No. 26 wers the two switchmen near the switch
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engine, When Train No, 26 stooped, the car inspectors were but
4 or 5 car lengths from the rear of the train.

Assistant Section Foreman Dickerson, who resides along

the Te& 11304, right of way, south of the track and about 280
feet west of the point of accident, stated that he was sitting
outaide his house on the afteirnoon of the eccident and saw
engine 500 stop Just east of the coach track switch, Realizing
that Train \o. 26 was about dus, he loockcd at his watch and

saw that 1t was then 4.42 Do e started walking in the
dircetion of engine 500 and onc of the switchmen walked over
and threw the coach track switch, and then started westward
down the track waving his arms. About that time Train No. 26
passed the end of Assistant Section Foreman Dickerson's house
and came within his view. Aftcr reaching a point about 20

feet west of the coach ftrack switch, the switchman who was
running toward the approaching train, turned and started back
tovard the switch but he was passed by Train No. 26 hefore he
reached the switch, Assictant Sectlon Forcman Dickerson sald
that Train No. 26 wWas runninz at a speed of about 10 miles per
hour when it passed his house and he saw the c¢ngineman sitting .
on his secat box looking out the front window,

Mechanical Foreman Schlater, of the St.L.S5.W., stated
that he recelved a letter from the general yardmaster of the
Yazoo & lMississippl Valley Rallroad under date of October 3,
1935, to the effect that Enpgineman Jackson, wno at tiiat time
was employed as fireman, had been examined on the Yazoo &
Mlssissippl Valley Rules, and had gqualified for service on
October 2, 1935, It was the mechanical foreman's understanding
that this letter of approval from the general yardmaster

neluded all of the qualification requirements applicable to
switchmen and engilaemen for yard service at Shreveport.
He sald that Engineman Jackson was instructed %o familiaricze
himself with the tracks upon which he was required to work
whon arrangements were made for the rule examlnation on
Cctober 2, 1235, and 1t was nhis understanding tihet Jackson
had complied with these instructions.

Discussion

0}

4.

Train No, 25 was scheduled at T.P, Junction switch,
located 3,327 feet west ol the point of accident, at 4.35 Delle,
and was scheduled at S.P. Junction agwitch, located 373,5 feet
east of the point of accident, and also the point at which
enzine 500 entered upon the T.& N,0. tracks, at 4.39 DM,

There was much confliect in the statements made during the
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investigation relative to the time engine 500 left S.P. Junc-

tion switch and stopped east of the coach track switch, the
flag protection afforded, and also the time the accident oc-
curred, and these facts cannot be determined with accuracye.

The weight of evidence, however, 1s to the effect that engine
500 entered upon the T.& N,0. tracks at S.P. Junction switch not

earlier than 4,38 p.m., and had been stopped near the coach

track switch such a short period vefore the accldent occurred
that the engine foreman was able to get but a very short dis-

tance west of the switch when he was passed by Train No, 26,

Engineman Garrison's own statement relative to handling Train

No, 26 after stopping at X,C,S. Junction, located 1,836 feet

west of the point of accident indicates that his train at-

tained a speed of about 15 miles per hour in about 8 car lengths,
He then shut off power and after traveling 3 or 4 car lengths,

made a service application of the brakes and released, then

saw engine 500 at the east end of the yard. When about 6 or 8

car lengths from the switch engine he was still uncertain as
to which track the engine was occupying and he made another
application and release of the brakes and upon reaching a point

4 or 5 car lengths from engine 500 he saw that the switch

engine was on the main track, whereupon he applied the brakes

in emergency, He estimated the speed of his train to have

becn about 12 or 14 miles per hour at that time, The statements

of other witnesses whom Train No., 26 passed in the immcdiate

vicinity Jjust before the collision, as well as the damage
resulting from the accident, support Engineman Garrison's
estimate of the speed immediately prior to the collision,

Te& NoO, Rule No, 93 reads as follows:

"Within yard limits the main track may be used,
protecting against first-class trains, Second and
inferior class traing, extra trains and engines must
move with caution within yard limits., When not pro-
tected by block signals or whcn moving against the
current of traffic, first-class trains must move with
caution within yard limits,"

Te& NoeOo definition of the term "with caution" reads

follows:

"To run at reduced speed, according to condi-
tions, prepared to stop short of a train, engine,
car, misplaced switch, derail, or other obstruction,
or before rcaching a stop signal. Where circum-
stances require, train must be preceded by a flagman,"

as

A l
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Under the above rule, St,L.S.W. switch engine 500
should not have left 35,7, Junction less than 1 minutc ahead
of scheduled time of Train No., 26 without propcr flag bro-—
tectlon, On the other hand, thc rule required Train No., 26
to move "with caution" in the vicinity of the accident and,
according to the definition of this term appearing in the
Te& NeOe rule book, Train No, 26 was not so operated,

Conclusions
Thie accident was caused by failure properly to
protect St.L.S.W. switch cngine 500 by flag and by failure
to operate T.& 1iaOs Train No, 26 under proper control witihin
vard 1limits,
Respectfully submitted,

W, J. PATTERSOI,



