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INTERSTATr COMa:RCE COuMISSION

RePOSRT OF THEX DIR:CTOR OF THX BURtAU CF SAFETY CORCERYVING
AN ACCIDENT WHICH OCJURAwD ON THE TxXAS & PACIFIC RAIL-
WAY AT DALLAS, TeX., ON OCTOScR 11, 1233,

December 13, 1923,
To the Co-milission:

On October 11, 19Ct2, there was a derallment of a freight
tralin on tihe Texas & Fzeciiic RailwPy at+ Dallas, Tex., wnich
resulted in tne i1njury of four employces.

Location aad method of operstion

This accident ocec.rr.d orn the Dallas Subdivisina of the
Fort vorth Division, extcndinz beitween Lancaster Yard, Ft.
Worth, Tex., and ¥ineola Yard, Mineola, Tex., & distance of
112.9 miles, betieea U.T.Jet., and T.P.Jct.,, Tex , a distance
of 7.58 milee, both of wnich points are 1n the vicinity of
Dallas and within which territory the acciaent occurred, this
18 a2 belt line corposcd of sections of cingle and doable-
track over which trains arce aperated by tine—-table aad an
gutonatic block—signal sysicen. The accident occurrced within
interlocking limits at T.& P. Jet., at derail 230, of ine
switch-point type, located £8 feet cast of dwar? signal 285,
approaching frovw the #cst on yard track B-1, beginning at a
point 287 feet west of siznal 28, the track 1s tengent for
a distance of 317 feut, or almost to the signal, and then
there 18 a 1° curve to the loft extending for a considerable
distance beyond the derail, the accident occurriag cn this
curve at a point B8 feet frorm 1ts western end. The grade
18 descending for eastbound trains, varying from 0.80 to 1.3253
per cent, being 0.52 per cent at the deraill, wgast of signal
28 therc 1s & dip 1n the track and then a long ascenaing
grade and trains pulling out on track B-1 make a run for this
grade.

Tower 119 1s located within the southern part of the wye,
near the Junction of the west leg witn the east leg, the
telegravh office 18 locAted in the tower. 8Signals aand switches
arc controlled by an <lectric i1aterlocvin plant, detector
bars are not usea but detector track clrcaits are in use on
all tracks ani aonroach and rout. locking are uscd on certaln
tracks. Sigaal 28, hovever, 1s direcct lever-controlled, am
1t 1s possibtle to change 1ts 1ndication to stop and to open
dera1l 20 direetly 1in Zront of an appreaching eastbound train,
the signal ¢an not be clearea unless the der21l 1s reverscd,
The track circuit on ireck B-1 exXxtends e2stward {ron a point
2cout € fect east of sign2l 28, and 2lso cxtends in on the
cagt leg of th. wye ?s far as sizgnal 1. SignAl 13 1s located
420 feet from tne Junction of the eeast leg with track 3-1,
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and 1,260 feet from the north ena of tower 112, Signal 14

1s locoted Z4B feet south ol tne south switch ¢f the eacst leg
of the wye, The mechanical locking 1s such that lever 12

can not pe reversed unless lever 20 1s normal, with the de-
ra1l 1n derailing positilon., Night indications are red,

yellow, and green, for stop, caution, ani proceed, respectively

The weather was clear at the time of the 2ccident, which
occurred about <£.03 a.m.

Descripticon

Northpoounl switch engine 483, hauling 11 cars and a
caboose, was 1n charge of Engine Foreran Looney and Engineman
Freeman. After the route around the east leg of the wye
had veen lined for tnis train 2t passea signal 14, which was
displeying & preccesd indicztion, and continued at 2 low
rate of speed. As the engine approached signal 12 a proceed
indication #as at firet dieplayea, out on nearing that signal
the i1ndication changed to stop, this being caused by extra
€50 paseing signal 28 on track B-1, ani Engineéman Freeman at
once stopped his train.

Faestround freight train extrs 656 consisted of 87 cars
andi a caboose, nauled by englne -5, and vas 1n charge of
Conductor Turvin and Engineman Elliott. After switching had
been completed, toz train started to pull out egastward on
track B-1, 1t peing inteded to make a run for the hill, passed
dwarf signal 28, +hich was displeying a steop indication, and
was dersiled at cderaxl 20 while travelin, at a sveed csti-
mated to have been oceswesn 5 and 12 milss per hour.

Engine 626, 1ts tender and the first four cars were de-
ralled to the south. The enzine stopoved on 1ts8 right side,
parallel with the track, 1ts forvnard <nd being =78 fcet erst
of the d2rail, the sender ana first cAr werz also on thelr
right sidcs, but the other threc derailad cars remalned up—
right or practically so. The employees 1njured were the engine-
man, fireman Aanx two brakemen, all of whom were riding on
the engine,

Surmary of evidence

Engineman Elliott, of extrsz 656, stated that shortly
before starting to pull out, he observed signal 28 displaying
& proceed i1ndication, called the indication to the fireman,
and acknowledged the signal with two blasts on the whisgtle.
On starting domn the hill he opened the throttle wide, using
both hands to do this, Aftcrwards he noticed the switch engine
on the east leg of the wye, and when apout three car-lengths
from signal 28 he observed that 1t was displaying a stop
indication, the speed of his train was about 8 or 10 miles
per hour, and he at once applicd the air brakes 1n emergency,
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opened the sanders and rcversed the engine, but was unable to
stop. Approaching signal 28 Engineman Elliott thought he was
prepared to etop, and said the reason he did not do so was
because of the desceniing grade and the heavy train of 01l and

gravel. .

Fiieman zoormen stated that the signal was at proceed
when the train started, he did not again observe 1t and the
firet he knew of anything wrong was when he felt the engine
on the ties.

Head Brakeman Butler stated that signal 28 was displaying
a proceed 1ndication when he boarded the engine, Just before
the train started, he did not azain look at the signal, as-
suming that 1t was still 1a the proceed position, and, like
the fireman, the first he knew of snything wrong was wnen he
felt the engine on the ties, at which tiwe he estinated the
speed to have been aooutr & or 7 miles per hour. He estimated
that etout taree minutes elapsed from the time he got on the
enzine until the train started.

Brakeman Hughes boarded the engine after 1t started and
had Just stepped up in the gangway when the engineman did
somethin: that attracted his attention, what 1t was he did
not know, and by th t tiume the engine was on the ground.
The 1ast time he observed signal 28 was several minutes before
the train started and at that time 1t was displaying a oroceed
indication,

Engineman Freeman, of switch engine 463, stated that as
his train approached signal 14, about 1.29 a.m., 1t was dis-
playing a stop indicatioa, so he reduced speed to about ©
miles per hour, follomng which the route around the esst leg
of the wye was lined for hies train and he proceeded. When
his engine was about threc or four ¢ar-lengths beyond tower
112 he observed t2e 1ndication of signal 12 change from stop
to proceed, but on reaching a point about 8 or 10 car-lengths
from that signal 1ts indication changed to stop again, he ap-
plied the air brakes and brought the train to a stop without
1ncident. Fireman Britt stated that sighal 14 displayed a
gtop indication as his train approached the wye, and that 1t
changed to procged aoout the time he hecard the freigat train
whistle off., Fireman Britt did not see signal 12 as his
train approached 1t.

Operator-Towerman Hagewood stated that he placed signal .
28 1n proceed position for extra 653 while 1t was switching.
At about 2 a.m., however, switch c¢nglne 463 approached and
whistled for a eignal, and the towerman placed signal 28 1n
stop position, so that extra 85¢ would be reouired to call for
the route in the event 1t was resady to depart, and then
telephoned the yard office and informed Switchman Taylor,

who answered the telephone, that engine 46832 was comlng.
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Shortly afterwards Operator-Towerwan Hagewood agala telephoned
and 1nguired what tne yard office wanted done, and he said he
was told that extra 656 was not moving and instructed to have
englne 483 proceed and then back into the yard. Accordingly,
the towerman set derail <0 against extra ©E6 and changed
signals 14 and 12 to permit tne rovement of engine 463 around
the east leg of the wye, this being accomplished when thet
engine wag about B0 feet from signal 14, he then went down
stairs to get the register check as the caboose passed tne
tower, at 2,03 a.m., and about one minute later he was 1ih—
Tormed of the accident. Towerman Hagewood did not hear extra
656 whistle off, There 18 a track indication chart 1n the
tower and when a train :s on the tracx circuit i1t extinguishes
the light on the cnart representing that circuit, at the timwe
he changed the route and lined 1t for engine 4353, the light
on the chart covering the circuit for signal 28 was burning,
which showed that that circuit was clear, while the light
showing the condition of the eircuit west of signal 38 was
out, showing that extra 656 was on that particular circuit

al that timec. Towerman Hagewood thougnt signel 23 had been
displaying a stop indication two or three minutes before he
opened derail 20, and about thres or four miuutes before he
cleared signal 14.

Signal Supervisor Belvin stated that Aftcr the wreckage
was cleared sway the day following tnes accident he tested t.e
derall and signal apparatus and found them to be in proper
working order, the only damage caused to the track circults
by the accidcent was the breaking of numerous pond wires.
The 1nterlocking plant 1s so arranged that conflicting routes
can not be sct up, 1n the <¢vent 1% 18 aesired to change the
Toute with & train occupylng the locking circults 1t 1s neces-
sary to opecrate a time-rclease mechanism, regulring two minutes
to function. It 1s possible, however, to change the 1ndica-
tion of dwarf signel 28 to stop and open derall 30 directly
in {front of an approaching eastbound train, as the track
circult does not commence until 2 point aprproximately 29 feet
east of dwarf signal 28 1s rcacned.

Various tests were made of the inteérlocking plant in an
endeavor tc set up conflicting routes, but 1t was not vossible
to accomplish any such result, and 1t was demoastrated thet
the vlant opwrated As 1ntended.

Vision tests made with an engine of the same class as
engine 6556 discloged that the indiceation of dwarf signal 48
could be plainly seen from the point where engince obb6 stood,
337 feet west 2f the signal, until a voinl 75 feet west of
the signal was rcached, where thc 1ndicAtion dissppeared from
view,

Attention 1s called to the fact that Bnzineran Elliott
sa1d he applied the brakes 1n ererzency when he first saw the
stop i1ndication of signal 38 tanree car-lengtns distant, and
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yet his firemanh and also the head brakeman said their first
knowledge of anything wrong was when they felt the engine drop
to the ties, the statements of Brakeman Hughes a2lso 1ndicated
that not until about the time the engine was derailed did he
notice that there was anything wrong.

Conclusions

This accident was caused by the failure of Engineman
Elliott, of extra 656, properly to observe ani obey the stop
indication of signal 28,

Engineman Elliott said signal 28 wae at oroceed Just
before his train started to pull out, and that he did not again
observe the 1ndication of this signal until his engine was
avout three car-lengths from 1t, at which time 1t was 1n the
stop position. Engineman Elliott thought that he was ap-
proaching signal 28 prepared to stop, and as the reason for
failure to do so, he sala he had a heavy train of o1l and
gravel and was traveling down grade,

It 1s 1mpossible to state Just when signal 28 was placed
at stop and the derail opened. The towerman first placed the
signal at stop and then telephoned the yard office, after
which he opened the derail and reversed the signals for engine
463, Judging from the statement of the enginem2n of engine
463, as to the distance traveled by his engine after signal
12 went to proceed, 1t 1s apparent that the derail in front
of extra 656 must have been opened at or just before the time
extra 856 began to move. Signal <8 was at stop before the
derail was opened,

Respectfully submitted,
W.P.BORLAND,

Director.



