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INTERSTATE COMMERCE COuMISSION

REPORT OF THE DIRECTOR OF THE BUREAU OF SAFETY CONCERNING AN
ACCIDENT ON THE TEXAS AND PACIFIC RAILWAY AT T.& P. JCT.,
(DALLAS) TEX., ON JUNE 14, 1935.

August 8, 1930.

To the Commission:

On June 14, 1935, there was a head-cnd collision between
a passenger train and a freight train on the Texas and Pacific
Railway at T.& P.Jct. (Dallas) Tex., which resulted in the
injury of six passengers,

Location and method of operation

This accident occurrcd on the Dallgs Sub-division of the
Fort Worth Division, extending between Lancaster Yard, Fort
Worth, and Mineola Yard, Mineola, Tex., a distance of 112.9
miles; in the lmmediate vicinity of the »noint of accideat
this is a single-track line over wnich trains are operated
by time table, train orders, and an automatic block-signal
system. The accident occurred on main track within inter-
locking limits wnere movement of trains 1s governed by signal
indications. A passing track, 3,671 feet in length parallels
the main track on the north, the accident occurring at a point
about 420 feet west of thne east passing-track switch, A line
of the Southern Pacific crosses tue Texas and Pacific Railway
at right angles and conuections between these two lines are
made througn wye tracks of the Southern Pacific Belt Line, the
east leg of the wye connecting with the main line of the Texas
and Pacific Railway Just west of the west passing-track switch.
This Belt line extends betwecn U.T. Jct. and T.& P. Jct., a
distance of 5,1 miles, and trains of tnc Texas and Paciric
Railway are operated over this belt line. Approaching the point

of accident from the eust, there is a 2° 02' curve to the left
1,641 Teet in lengtl, folloved by tangent track for a distance

of 5,249 feet, the accidant occurring on this tangent at a
point approximately 2,145 fect from itsg eastern end., The grade
for west-bound trains is descending for wmore than 2 miles to
the west switch of the passing track, verying from 0,695 to 1.4
percent, and 1s 0,9 percent at the point of accident., The

ﬁaximum autherized speed fol passenger traing is 65 miles per
our.,
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Tae signals and switches in this vicinity are controlled
by an interlocking plant operated from Tower 119, ukich is
located near the junction of the two legs of the wye at its
southern end and east~bound T&P trains are routed over the
eastern leg of the wye., Signals 1, 2 and 4, are located
2,921.2 feet, 483.2 feet and 89.2 feet, respectively,east
of tre point of accident., These signals are of the 3-position,
upper-quoadrant senaphore type, displaying red, yellow and green,
for stop, coution and proceed, respectively. Signal 1 is an
aulomatic signal and provides an approach indication for
west-bound trains approaching the interlocking plant; 1t 1s
normally in approach position and requires a train to "approach
next sinal prepared to stop"; siguel 2 is a semi~automatic
sipznel, located 63.2 feet east of the east passing—-track switch,
anu Jgoverns movements via eilther the main track or the paszing
track, and signal 4, wnich is also a semi-autonatic signal and
is mouated on a signal bridge, governs the movement of east—
pound trains leaving interlocking limits, There is an
annunclator in tower 119 which is actuated when a west-
bound train passes the west pgssing-track switch at Crphans
Home, a distance of 8,512 feet east of home signal 2, and
signal 4 1f in proceed vositlon also assumes stop position
at that tine.

The weather was partly cloudy at the time of the accident,
vinich occurred. about 11:06 a,.m,

Degeription

Extra 669, an east-bound freight train, coansisted of 63
cars and a caboose, hauleda py engine 669, and was in cnarge ol
Conductor Huff and Engineman Reesc. This train departed fro.
wvoancaster Yard, Fort Worth, at 9145 a.m., anc. arrived at T.& P,
Jct., at 11:58 a.m., according to the train sheet. In addition
to the train orders received by the crev at tower 119, there
was a messcape signed by the operator, reading:

"No., 1 about on time., If you can get up
there to back guess will have to head No. 1 1in
and let you pull up."

The route had been lined by the operator and Extra 669 proceeded
around the east leg of the wye, entered the main track, and
cpntlnued eastward on that track at a low rate of speed with

the intention of clearing the interlocking signals and then
backing into the yard to set out a car; whilec this movement

was being made the train was struck by Train No, 1.
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Train No., 1, a west—bound prsgsenger train, consisted of
1 baave car, 1 mail and baggage car, 1 chair car, 1 coach, .
1 din.ng car, 4 Pulluan sleeping cars, and 1 lounge car, all

of steel constructioun, hauled by engzne 907, ond was 1n charge

of Conductor Curtis and Engineman Leach., This train passed
Forncy, 16,5 miles east of T.& P, Jcb., at 11:59 a.a.,accordling

to tihe train sneet, 7 minutes late, passed distant signal 1
displaying an approach indication, passed home signal C dis—
playing a stop wndleatlon, and collided witn Exira 669vhile
traveling at a speed variously estimated to have becn between

4 anc 20 niles per Lour,

The engine truck of engine 907 was derailed, the pilots
end prlot beams of woth engines were knocked ofT, ana tne
coupler of the first car in Train No, 1 was broken. DNone of
tre other equipment in erther train was derailed or damaged.

Sumnary of evidence

1 Enginemaa Reese, of Extra 669, stated that on approach.ng
the tower at T.& P, Jct. the trein-order signal displayed a ctop
1ndicrtion anc the operator handed nim train orders ol a hoop,
together vith the message relative to Train o, 1. The romnte
vas clear for ais train to proceed and on reaching the main
track he observed sinal +, governin;, east-bounc movements, algo
cisplaying o proceed indication. Due to the length of his
train he was doubtful whelror tnere would be room for it
betwecen the two siTnal briwges, and as he proceeded very slowly
tovard signal 4 its indicnoioa changed fron proceed to stop
cnd shortly afverwards he saw Train No, 1 epproaching around the
curve, aﬁ wiich time he w o apbout 100 fect west of signal 4.
;L chen became evident that Train Ho. 1 was apprcaching ab a
leirly aish rate of gpeed and as 1t neared the switch he out
h}s oun engine in reverse «nd opened the throttle; ne thoupht
thav his train probaply was just getting started backwerd wlen
the aooldpnt occurred, From the message receLrved from the
operator hc had been undec the iwpression that Train No. 1
woule head 1n on tane passing track; if such were the cace,
1%l 2 would have displayed a caution i1ndaicatiun but tiais
s1znal displayed a stop widication, When Train No, 1 had about
reacned the switch tie enjineman of that train soundeu tnree
snort blasts of e waistle, indicating that he was not going
to sel stopped wnd the Englueman Reese was to back up.
Engineman Reese said the signals gave him the right to use the
ain track as far as cignal 4 but that he would not have gone
beyonu that signal on the time of a Tirst cluss train even
1f i3 had remained in proceed position and he added that in
the past ne had heen routcd on the main track agaihst opposing
passenger trains on several occasions while at other times he
nad been routed into the passing track.



Fireman Bright, of Extra 669, stated that the engineman
reversed the engine and opened the throttle, but dus to the
slack running in, tihe train had not startcc backward when the
collision occurred, Head Brakeman Rugsell tanought the train
vas moving forward at not more than 2 miles per hour when tine
accrdent occurred. Conductor Huff stated that when the train
stopped at the time of the accident they lacked & distance of
about two car. lengths from having the entire troain betwecn
the two sipnal bridges, but tiae caboose was cast of the
passing treck switch., Flagman Boyd thought the caboosc was
15 feet clear of the switch.

Enzineman Leach, of Train lo., 1, stated that tae brakces
on his train had becen properly tested at Texarsena, their
nitial termiial, and functionea properly. Practically all
stops en route vere made from low specd, thers belay one
poiat wiere he ran by about one car lenjth; tests of the
brakes were made at two points vhere cars wcre pickew up or
set out. He receivea clear sipnals until he ajyproached T.6 T,
Jev., wnd the train vas traveling at a specd o 60 or 65
miles per hour; his view of the distant gignal for T.&L P, Ject.
was obgeured, but the fireman called 1ts caution 1adication
vien about 9 pole lengths from 1t. fde said he made a service
reduction of 10 or 15 pouncs but the brakes did not scem to
hold and on passing the distant signal he placed the brake
valve 1n vmergency posgition, notv having released the Lrakes
arter the egervice application. He sar aad called the red in-
dication of tiie home signael; on passing that signal Lhe speed
wag about 10 ur 12 miles per hour, ana 1t wvas further reduced
to 4 or b miles pcr hour at the time of the acclaent. e nad
opened the sanders but there was very little sana runnily, as
the pines were partly stopped up. e stated thatl tiie reason
he vas unable to stop hkls train was becausc the brokes did not
hold wiich might have beeon duc to the coadition of tne rarl;
vhile nc had not passed throu h any rain en routc, taere nad
been some molsture as the grass was wet., He also statea thet
there had been occasions vhen he had headed in on tne pas-ing
track at T.& P, Jct., bul he haa never before found a freiglt
train occupying the main track without sccuring aavance notice,
and therc nave been times vhen the dislant signal displaycd a
cauvion indication cnd the hone signal a proceca wadicatiodn,

Fircnen Joknsoyu,of Train ITo. 1, ctatec on passiagy, toc
west switch at Orphan's Home the train was traveling at a
specd or 55 or 60 wiles pcr nour. de called Jhie ceution
indication of the distant gil.gnal vien avout 9 vole lengtns
east of the sipgnal and the engineman then made a gnivice


file:///jhen
file:///ihen

application of the air brakes; the snecd was reduced put he '
was unable to estimate 1ts reduction, Wien the train came

around the curve to the straight track he saw the home signal
displaying a stop i1ndication and also saw the freipht train

on the maln track; he immediately called the ctop indication

and the engineman thea ecpplied the air brakes 1n emergency.

Conductor Cirtis, of Train No., 1, stated that he felt
the service application which he thought was nade -len the
distant eignal was seen, the speed was reduced bur e dia not
fcel an emergency applicetion and it dia not seem to hiw that
the engineman vas «oinz to stop or was trying to stop. He
estimatea the speed of his train at the time of the accident

5

to have been about 10 m1les per hour,

Bagtageman Feeny, of Train No,l, noticed that the speed
vas being reduced slightly, but he did ..ot notice an emergency
application., He thougnt the speed wes 38 or 10 niles pex hour
at the time of tne accident, Flagman Hadeiu, vho was ia the
next to the last car 1u the train, felt a service cpplication
0f the brakes as the train came arouand the curve and after
pagsing the distant signal; he estinatea tae speed to rave peen
ahout 20 miles per hour at the time of the accident.

Operator Canafax, on duty at Tower 119, stated that ne luew
Train No, 1 would be a few minutes late and when the opnerator at
tower 118, from wnich movements over the Belt liie are governed,
called and told Lim tnat Extre 669 was Approacnllif, he asked him
about putting 1t con the siding at that poiant, but vas adavised
that the route nac alrcady been liunea Tor the extra and that
1t was approach.ng. Operator Canarax tiien figured taac 1t would
be the quickest wvay to run the extra up the main track and ncad
the passenger train 1a on the pasosing track, 1f necessary; ne
stated that is the customary ivay to nandle these novements,
altnough ne doesc not put a freight train on the main tiack wmcn
on snort time of passenger trains, He cleared the route for
the extra train, and also cleared sisnal 4 5o tnat the extra
could pull by that signal 1f the length of, the train .iecessitated
in order to make the back-up movement into the yara; he knew
that as sooun as No.l entered the block cignal 4 voulld automatica
£0 to stop position. After givaing the train orders to the
engineman of Extra 669 he returned to the tover, at warch time
the annuncictor indicating the approach of No. 1 had .ot started
to sound; he remained therc until the caboose got close anl as
the annunciator still had unot started to sound he decided to
let the sirnals stand; if he had lined the switch ior llo., 1 to




enter the siding he vould have taken vignal No. 4 awvay frou:
the extra and he deciacd to wait and see whether the extra could
get between the signuls; if not he vould head No,., 1 in tne
pagorng, track and then 1ot ithe extra pull un to clear ihe
sultch, Wnoen he again returned to the tover after tie cacoose
of Extre 669 had passed, the annunciatcor bell wa. ringing, wi-—
dicating that Train No, 1 naa entered the blocx, In order tiuen
Lo nave lineda tue route tarocugshr the pvascing track for Trai. lio,
1 1t vould rhave been necessary to operate tne time rclease on
the eact pagsing traclk switch, He stated that e dependedl on
signal 2 to stop Traia No.l, Operator Canafax also stated
that ke could have held the extra train back at signals 14

or 1.2 untii the arrival of Train No. 1 cn the paseing track

or on the main iiune clear nf the east end of the pasuing track
and then headed tue extra taroa.h: the passing track, but this
vould rave ieant delay to both treins. Thic plan had been
tricd and 1t was found nard to pull these heavy lralns into
clear after stopoiap them. Wnile he vas not sure the rulec
gave nim tle riht to clear signal 4 for an east-pound tra.n
on the tiie of &4 superi.r west—-vound train, preparatory to
packing, iato tue Dallas yara, it was tne ususl procedire,

lacter Mechanic Vinsaat stated that after tiie accident
cng,ine 907 wes takhen to the Dallags rounchouse coupled to eagiae
669, wvith the brake vmlve cut out, ana tne brukes were tesced
vith the broke valve »n eajlne 669 and iouna to apply and rclease
properly. Eagine 907 iLg euw pped vith a vent valve wnich was
not plugred and snowed ao Lnuication oy hav.ng bean plugged
recciutly. The first car 1an Train Wo. 1 was set out and anoner
ensine coupled to the iend end of this train, and the brakex
were tested and found to pe functioni.u, properly. A cnuck of
the speed recorder tape on er.ine 907 <nowed a steep dccline
in tne speed line and starting at tnis point the speed of
Train No, 1 wvas reduced from 65 miles ner hour to approxiaabcly
18 m1les por hour within a distance oif about 1,300 feet and uhe
train stoppeu within the next 50u fect.

Roed Foreman of Engines Harrig stated that 1f the bralics
vere workin, properly nn Train o, 1 tue englneman ha. ample
vernlag, and oppoctuniiy to stop his trarn short of the unome
sigpnal et T.& P, Jet., and ne was of tug opirica irom tie
evidence prou nt cut that tne brakes on tnis traln werc worsing
properly.

Signal Engineer Weathervy stated that the movement made by
Extra 6€9 was right and proper and could nave been made gsalely
nas the signals veen observed; he did not coasider it a
nazardous move o route a train on thne main track aganst an
Opposily, trall. as wvas adone in tilg casc. IT the Ifreijint train
had peen moved 1nto the passing track wvith the rear ead fouling

.
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the main track, Train Ho, 1 would have had a gpreater distunce

in which to stup, although he statea than vitn the ernyglnema
fa1ling to stop at signal 2 he probally would not have suvopped .
at signal 6, the following sional,

Signal Supervisor Belvin stated tnat after tne accident no
cacclkea all signals 1nvolved «nd found then working correcitiye.

Several days following the occurrence of Lhe accident tesis
verce made of the brale eguipment on e.gine 907 and nothing
wrolig, was developed vhen moking either a service or ¢n cuerdency

appllcction,
Discussion

Accordang to tne evidence, Train No.l overran the stop
sitnal a distance of 483 Teet and collidew vith tne copposing,
train waile runniia. at a rote of speed variously estimatew at
4 Lo 20 miles per aocur. Approach.ng, the point or accident cautim
and ctop si/nal i1ndications were displayed for tinis troia and
were secn anu called by the cupine crew; Enjlnecman Leach said
the reason Tor his rairlure to ctop for the stop siznal wagp
becouse the brrkes did not hold properly., ot Engineman Leuch
andl  Firernan Johnson sala e gervice application was made ag goon

s the dicgtant signal was secn to be displayiing a caution in-
dicrtion, iolloweu vy an ewergency ~pplication weilch was made,
according to tie enpineman, avout tne tiuac ol passiig the digtant
sLgnaly  however, tne fircman sald the eaergency application
was not meae until after pesging, the distant sipnal and entering
tne tangent trock when tihe none signal, at stop, z2nd the
Oonposing trein coae 1nto view; membeirs of the train aew dia not
notice an euerpency cpplication of the wrikes prior to tae
accraent, altlliousn the concuctor salid tncle was & gervice apdli-
cation when approacuings the distant signal ane tace flacaan
noticea it arter pacsing the uistant sijawel, Ingpection,tecie
and operavion of tac pbrakes on thig troin both priors and suv-
sequLnt to the accident inalcated that the brake equ,aucent was
in proper opecatin,, co..:ition; the speed recocder chert also
shoved tuat the bruokes sere eflective as specd v s reduced
frouw 65 Lo 13 miles per hour in approximately 1,500 fect,
Furtliiermore, the spcea recorder cnart iadicated tiaat the brakcs
were not applied until tue traln was approximately 1,800 fceet .
from the point of accident, wnercas signal 1 vhicn wes display-—
1n, @ caution indication 1s located wore than 2,900 feet cast
of the point of accident. It 15 thercfore apparent that
Ensineman Leach did not begpin breiking soon enougn to bring his
train under proper coontrol wnen approaching interlocking liarte
and. vo couply with tne restrictive signual indications waich were
displayed for nis twa.n.


http://equ.-g.mcnt

N

In thio connection thne indicetion Julch vas dicplayed Dy

¢
Signal 1, as shown oy tne T.& P, rulc book is:
"approach next sl nel prepareca to stop."

Tne corre;pond_ng «pproacn indication of the standara Code or
tne Ascociation of ancricen Roilroadg is:

"Prepare to stop at next gipnal, Trein
exceealns Ledlun speecd muct at once reduce
to that specd."

In previous reports tois Bureau nas atedl" recommeidea the
principle of reguwirin,; o derinzite xpo eduction for hign-speed
truins at approacn or caution SLgnels, °nu n many roads the
approacn indication as now uged o.. the Texas & Pacific has been
ruv1se¢ to conform to the regent ctaonders code, This questlon
was discussed at len,tis 1a the report upon tie collision at

Canp D“u glas, Wis,., on February 28, 1ool,

Conclusions
cousen Ty tre ~silure of snfaineman Leach

8
1J to control the cpecd o n1ig¢ Lrala Waen
Ly Lliaits ana to obey the stcp ilndication

Thiis accident wa
of Tr.in Wo, 1 proper
anproaclin: interiock
ol houwe si.n0l 2,

Recomienantion
It is recowmenas .l tnat tle Toxo s o Pacitic Ruilway Co.uipony

(-1ve enngldereation to & revicioa of Luw rrmile coverias the
apvroach st onel indic tion 5o as Lo roulire o defintte specd
reductiorn. waen tuat 1adics tlon 15 recelved oy a troin running
at hion epeoed,

Respeetlully submaitied,

Wed. PATTERSOL,

Director,.



