INTERSTATE COMMERCE COMMISSION
WASHINGTON

REPORT 0. 3411
TEXAS AND PACIFIC RATLWAY COMPANY
IN RE ACCIDENT
NEAR MINGO, TEX., ON
JULY 4, 1951




Date:
Rallroad:

Location:

Kind of accident:

Trains involved;
Train numbers:

Engine numbers:

Consists:

Estimated speeds:

Operation:

Track:
Weather:
Time:
Casualties:

Cause:
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SUMMARY

July 4, 1951

Texas and Paciflec

Mingo, Tex,

Head~end colllision

Freipht 1 Passenger

Ex+tra MKT 207 South: 312

Diesel-electric ¢ 391

units 2074, 207B

and 207C

78 cars, cabnose : 4 cars
Standing : 10 m, p. h,

Timetable, train orders and
automatic block~signal systen

Single; 2° curve; level
Clear

6.38 p., m.

10 injured

Train occupying maln track on

time oI onposling superlor
train without protectlon
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INTERSTATE CCMMERCE COMMISSION

REPORT NO. 3411

IN THE MATTER OF MAKING ACCIDENT INVESTIGATION REPCRTS
UNDER THE. ACCIDENT REPORTS ACT OF MAY 6, 1210,

TEXAS AND PACIFIC RAILWAY COMPANY

August 29, 1951

- Accident near Mingo, Tex., on July 4, 1951, caused by a
train occupying the maln track on the time of an
npposing superlior train wlthout protection.

1
REPORT OF THE COMMIESSION

PATTERSON, Commigsioner:

On July 4, 1951, there was a head-end collision between
a freight train and a passenger train on the Texas and
Pacific Railway near Mingo, Tex., whlch resulted in the
injury of eight passengers, one dining-car employee and
one traln-service employee.

1
Under authority of secction 17 (2) of the Interstate Com~
merce Act the above-entitled proceeding was referred by the

Commission to Couwxmissioner Patterson for consideration and
disposltion,
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Location of Accidcnt and Yetnod of Cperation

This accldent occurred on that part of the Eaustern
Division extending between Whitesboro and Fort Worth, Tex.,
71,5 wlles, Traing of the Mlssouri, Kansas and Texas Railvay
Company of Texas, hercinafter referrcd to as the MJK.T.T.,
regularly are operated over this portion of the Texas and
Paciric Rallway. In the vicianlty of the point of accident
this 1s a single-track line, over which trailns are operated
by timetable, train nrders and an automatic block-signal
systen, Aubrey and Mingo are located, respectively, 25,3
miles and Sl.4 mlles south of Wrnitesboro. At esch ol thene
stations a slding parallels the maln track on the east., The
accldent occurred on the main track at a point 4,782 [ecet
north of the north siding-switeh at Mingo. From the north
there are, in succession, o tansent 3,890 feet in length and
& compound curve to the right, having & meximum curvature of
2°, 396 Teet to the noint of accident and 868 feet southimied.
From the south there are, in successlon, a tangent 2,285 Teet
in length and the curve on vhlch the accldent occurred. The
grade 1s level throughout a distance of 5,000 feet lmrediately
north of the point of scecident, and 1t varles between 0.03
percent and 1,75 percent dcecendine northward throughout a
distance of 1,03 mlles imrmediately south of the point of
accldent,

Automatic signals 198,5, 200,1, 201,% and 202,7,
governing south-tound movements, are located, rospectively,
4,74 mileeg, 3.19 miles, 1,99 miles, and 2,844 fect north of
the point of accident. Automatic signnls 204.2, 202.6 and

201,4, governing north-bound movaments, ars located, rcspectively,

4,762 feet south, 2,844 feect north, and 1,99 miles north of
the noint of accldent, Siznals 19&,5 and 204,.2 are absolutc
slgnuls, and the other slgnals ere permlsesive slgnals. These
slgnals are of the searchlipht type ond are approach llgrted.
Each signal displays three aspects. The aspects applicable

to this lnveestigntion and the corresponding indications, names
and rule numbers are ac follows:

Signal Aspect Indication Hame Rule Humber
198,5 Red without  Stop., STOP 292
number
nlate
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200.1 ) Red over Stop, Thon Proceed STOP AND 291
201.3 ; number at Low Specd PROCEED
202, vlate trh.ronsl. the entire
blcex.
204,2 Yellow Proceed, imnedi- APPROACH 285
without ately reducling
number to &0 UPH, or
plate slower if

ecessary, nDre—
vared to stop
befere lesding
wheele dDass the
next sipnal,

The con®trol circulvns are avranegnd on the absoliute-pcrmlissave-
block principlc, This sjetem 1o deciennd to permlt fellowing
movementa between eidinzs, a.d ©o provide ciding-to-siding
protecticu Tor oppousing acvrnrntsc bloecizs for folloving
movenents cxtend boetween congeontiv . ¢leuelg which govern
movemcnts in the came dirasetion. Waen o troin possns a
slgnal in the dir-oction in whick tar sirinl zoverns, the
gignal is caus.d to Aisnlny its most restrictive aspect.

If the ®locks to the rear are vnoccupled after the train

has pasged the rignel, the slznsl at the entrance of the
firat blcck to the rvar 1ill 1udicete Apur oacii end the signa
at Lhe entrance of *the other blocks to the rear will 1naicat
Proceed, for a following movemsnt. EZlock: for opposing
movements extend between opposing shgslnte slensls, Wken a
traln eaters a block at an absclute sirnsl wiilch dlsplays an
aspcet to proceed, all orpoginT mermiscive sﬁJnals vlthxh
the block and the oppncing absolute firnal ere caused to
dlsplay thclr most restrictive aspects, Eowever, if o troin
passcg an absolute sirmal vhich indicutes Stop and enters a
block after an onposing train has vosgsed the oppoainrs abgnlute
signal, the sirnale to the rear of the train first occupying
the block are not actvated by She entry of the second tralan ©o
the block., Under this conditlon, all sirmals between the two
tirolns will display their mnst rest”ictive acpects, but the
glgnals to the rear of the truin flrst occuprying the block
will display the same aspects which they would dlsn¢ay 1f the
second traln had not entered the block,

.
15
e
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A block indicator is located at the north end of the
siding at Minpgo to indiceste the condlitlon of the block and
to govern movements from the siding to the main track., The
aspects and the corresponding indirstions are as follows:

Aspect dndication
Green Block clear,
Red Llock occupled,

The control circult 1s so arranged that the lndicator will
display a green aspect 1f sisnal 204,2 displays aun aspect
to proceed and the bloclk to the rear of signal 204.,2 1s not
occupled by a north~bound train,

This carrler®s operating ruvles read in part as follows:

S=71, A truin 1s superior to another train
by right # % #

Fight is conferred by traln order % % #

% % W

73, Extra trains are inferlor to regular tralng,

87. Frotection When Failure to Clear,--When an
inferior train falles to clear a superlor traln by
the time required by rule, 1t must be protected
af thet time as preseribed by Rule 89,

# % «

S=89, GClearing Time, Opnotlng Tralns,~-An inferior
traln must clear the time (1n timetable or traln
order) of an opnosing superior train not less than 5
minutes before the lcuvine time of the superiocr traln,

99, Flagging Rule,~- % # #

When a train stops under circumstanccs in which
1t may bte overtaken by anotner traln, the flagman
must go back 1mmcdlately with flapgman's slgnals «
sufficient distance to insure full protectlion % ¥ #

% % %
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9% (b). When neceusery, the {ront of the traln
must be protected as pressr'bed Ly Rule 99 by the .
forward tralnman ¢: by an cogline man.

The en~lneer vill recilie such protectlon ahiead
lmmediately.

FORMS OF THAil' ORULRS.
8-,
Glving Right Over A Qupousing Trailn.,

L

(4) Extra %2 Bouth hos risht over Extra vl North
A to 2 and walt Aot ¥ until © 10 p m
P & 25 p m for Exfra
91 North

Under Examples # % ¥ (4) ) the [lvgteramed tralin
must not passg the doslgonted waltlng polnts before
the time glvea, unlr ss the gecond=iiuacd tiain Las
arrived, The secound-narmcd traln must cloar the tlme
gpecificd at the dogigast:d points cr any intormediante
station not lese tinan & minutes,

#* W W

S”"E.
Time Orders.

(1Y No 2 Eng &3 walt at F unttl @ 59 a m for o 61 Eng
99.
No, £ muet not leave H untill) 2:59 AL M, wmless o, 61
hasg avrived,

If No. 61 goes to H Jor Mo, 2, No, 61 aust be
in the clear at 9:04 A, M., o1 & mdmins betfore the
leaving tlue, ‘


file://r:/vht
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If No. 61 cannot go to H for No, 2 and clear
according to rule, then No, 61 must be 1n the cleor
at 9:54 A, M. at any statlon before reaching H, where
the schedule time of No., 2 1s earlier than 9:59 A, M,

325, What Block * * * Sjeonals Govern.--Block
signals govern the use of the blocks * * ¥ but,
unless otherwise provided, do not supersede the
superiority of trains or dispense wlth the use of
or the observance of other slgnals whenever and
wherever required % % %

350, Stop Indlcation Per Rule 292,--When a train
or englne 1s stopped by a Stop-indication and such
indicatlon does not change promptly to a more favor-
able indication:

(1) Communicate with train dispatcher ¥ * * if
Beans of communication is avallable.

# % 0w

(3) Traln or engine may proceed only under flag
rotection to the next "Clear," ¥* * #* op UApproach'
lenal ¥ * % ypon verbal advice from traln dispatcher
# % in words: "Proceed under flag protection."
hese worde must be used when train dispatcher * % #
does not know that there ls any opposing movement
involved,

3 ¥0°'0

* % *

Timetable special instructions read 1n part as follows:

Train Order, Form S-E. The following form 1is
authorized:

No. 2 Eng 900 walt at C until 8:30 A, M. for
Extra 600 West .
No. 2 take siding C for Extra 600 West

Speclal rules governing:
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When a superlor traln 1s directed by traln order
form S~E (walt order) to take sidlng for another
train, such instructions * * # are in effect after .
the time stated in the order has expired and the
superior traln must approach the deslgnated point
at restricted speed prepared to stop, expecting to
find the inferior traln on the main track between
the sldling swltches without flag protectlion and must
take the siding 1f the inferlor train 1s at the
designated polnt,

If the supecrlor train arrives at the designated
point after the time stated in the order has expired
and the expected train has not arrived, and the main
track can be seen to be clear to the other end of
the siding, the superlor train may nroceed without
entering and using the siding.

# % %

The maximum authorized speeds were 65 mliles per hour
for passenger tralns and 55 miles per hour for frelght tralns,
but in the immedlate viclnity of the point of accident passenger
trains vere restricted to 45 mlles per hour and freight trains
to 35 mliles per hour.

Description of Accident

Extra MKT 207 South, a south-bound M,K.T,T, freight
trzin, conslsted of Diecsel-clectric units 207A, 207B and 207C,
coupled in multiple-unit control, 78 cars and a caboosc., A%
Whiltesboro the crew rcceived coples of train order No, 68
reading in part as follows:

L B )

Extra KOG 754 North has

right over Extra MKT 207 South

Denton to Whitesboro

No 312 Eng MKT 391 and

Extra KOG 724 North wait at

Mingo until 635 pm for

Extra MKT 207 South

No 312 and Extra KOG 754 North o
take slding Mingo for

Extra MKT 207 South
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Denton is located 36 miles south of Whitesboro. This traln
departed from Whitesboro at 5:33 p. m., pansed Pilot Point,
18.4 miles south of Whitesboro and the last open office, at
5:68 p. m., and stopped about 6:05 p. m., with the front of
the traln near a telephone in the vicinity of the north
slding-switch at Aubrey. The engineer communicated wlth

the train dispatcher and informed him that slwnal 198,5
indlcated Stop, The train dispatcher instructed the enginecr
that the train could pass the signal only under flag protectlon,
The train then procceded southwerd and stopped at signal 198,5,
which indicated Stop. The front brakeman proceeded goutlLward
to provide flag protection. The train passed signal 198,0
about 6:16 p, m., overtook the front brakeman at a pnlnt about
2,500 feet south of the signal, and continued southward
wlthout flag protection. Signals 200.1, 201.3, and 202,7 cach
indicated Stop and Proceed. The traln stopped at each of the
Tirst two signals and then immedlately proceeded southward.

It passed signal 202,7 and stonped with the front of the

first Diesel-electric unit 2,844 fcot south of this signal

and 4,782 feet north of the north siding-switch at Mingo.
Immedlately afterward it was struck by No, 312,

No, 312, a north-bound first—class M.,K.T,T. passenger
traln, consisted of encine 391, one beggare-mall car, one
dining car, one chalr car and one slceping car, in the
order named., The first two cars were of conventional all-
steel construction, and tlie other cars were of 1licht-weight
steel constructicn. At Denton, the last open offilce, the
crew recelved coples of traln order No, 68, No., 312
departed from Denton at 6:06 p. m,, 6 minutes late, euntered
the slding at Mingo, and stoppcd on the siding about 6:17
p. ™, It entered the main track at the north siding-switch
about 6:36 p, m.,, possed signal 204.2, which indicated
Approach, and while moving at a speed of about 10 m)ies per
hour 1t struck Extra MKT 207 South.

The force of the lmpact canted the east raill, and the
right wheels of the rear truck of the first Diesel-electric
unit of Extra MKT 207 South dropped between the ralls. The
pilot and the front coupler of this unit were demolished.
The front coupler of the engine of No. 312 was demolicshed,
the pilot was bent and torn, and the front bumper beam was
bent, The cistern of the tender was shifted forward on the
frame. The front coupler of the first car of No, 312 was
broken, and the othcr cars were somevwhat demaged,
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The fireman of No. 312 vwes injured, .

The weathey was clear at the time of the acocldent,
which occurred about 6:38 p. m,

»

The crew of each traln held copies of traln order
No, 68, Under the rules, No, 312 and Extra KOG 754 Norih
were required to enter the siding at Mingo and to walt at
Mingo until €:35 p, m,, unless Extra MKT 207 South had
arrived at that station., Ertra MKT 207 South was requlred
to bte clear of the north siding-switch at Mingo not later
than 6:30 p, m,, or, ir it could not reach Mingo by 6:30
p. il,, 1t was required at that time elther to be clear of
ﬁhe Sain track or to be protected as prescribed by Rule
0. 99,

As Extra MKT 207 South was approaching Aubrey, the
engineer observed that elgnal 198,5, located 32 feet south
of the south siding-switch, indicated Stop, Because he was
not certaln of the lncatlon of the telenhone at signal 198,35,
he stopped the trailn at the north siding-switch and communle
cated with the traln Gisvatcher by telephone from that polnt,
The train dispatcher informed him that No. 312 had departed
from Denton and that Extra MKT 207 South could pnss slgnal
198,5 only under flag protection, The englneer dld not
advise the fireman or the front brakeman as to the 1lnformatlon
he had received rrom the traln élspatcher, When the
train stopped at signal 198,5, the engineer instructed the
front brakeman to provide flzg protection for tiie movement
of the traln through the block, The brakeman told tihe
engineer that if 1t was necessary to provide flag protection
he did not belleve that there was sufficlent time for thelr
train to proceed to Mingo to meet No. 312 and Extra KOG 754
North., He then proceeded southward ahead of the train,
Several minutes later the treln departed southward., When
the brakeman was overtaken he boarded the first Dieselw
electric unlt, and again reminded the englneer that he did
not belleve there was sufficient time for thelr tralin to
clear the opposing trains at Mingo, The indications of .
slgnals 2€0,1, 201,3 and 202,7 were called by the englnemen
and the front brakeman. The traln was stopped tefore 1t
passed the flirst and the sccond signals, but 1t was not
stopped before passing the third signal, It passed that
sisnel at a speed of about 25 miles per hour. The englnecr
sald he understood that, under the rules, hls traln was nct
permlitted to proceed beyond signal 198,86 without flag oro-
tectlon, and also that the train was not permitted to ocoupy
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the main track north of Mingo after 5:30 p., m. wlthout

flag protection. Fe said that vhen hls train departed from
Aubrey hco consldered that there was sufficicnt time for the
train to proceed to Mingo to clear the opposing tralns,

Men he found that signals 200,1 and 201.3 each indicated
Stop and Proceed, he was aware that his train could not

reach Mingo before 6:35 P. M., However, he assumed that after
his train passed signal 198.5, opposing absolute signal 204.2
would indicate Stop for the opoosiny trains, 3Because he
thought that the opposing trains could not pass signal 204,2
w1thout flag protection, he consldered that his traln could
safely pass slgnal 202.7 and proceed to Mingo. The conductor
and the flagman wecre unable to see the aspocts of the signnls
before thce front of the trrin vassed them, and they dld not
know the reason for the stops at Aubrey and south of Aubrey
They sald thet when the train continued to procced after

6:30 p, m., the tlme at which fleg nrotection azainst the
opposing trains was rcquired, they thousght that possibly the
englnecer had arranged at Aubrey for protection of the movement
from Avbrey to Mingo., They 2lso thought thot,even though the
engincer had not arranged for protectlon,signal 204,2 would
indicatc Stop for the opposing trains, and they took no actlon
to stop thelr traln. As Extra MKT 207 South was epproaching
the point vhere the accident occurred the enginemen and the
front brakeman wepre maintolning a lookout ahead from the
control compartment of the flrst Dlesel-clcctric unit,

and the conductor and the flagman were in the cnboose,

The snced was 23 miles per hour. The brazes of the train

had been tested and had functioned properly when uscd

enn route, Becnuse of curvoturc of the tracic, No., 312 was

not visible to thc employces on the Diesol~oleotric unit
untll the trains were about 1,400 feet apart. The englneer
made an emergency apnlication of the brakes immediately alter
No. 212 coame withiin his range of vislon., The traln stonped
several seconds befove 1t was struck by No. 312,

As Ho, 312 entered the siding at Mingo, the crew
observed that signal 204,2 indicoted Appr0qch. At 6:30 p. M,
the signal continued to indicate Approach and the block
lndlbdbor 2t the north end of the siding indicated Block
Clear. The north siding-swltch was opened at 6:35 p. m.,
and No, 312 entered the main track and departed from Mingo
about 6:36 p, m, As this ftrain was approaching the point
where the accldent occurred the englnemen were maintalning
a lockout nhead from their respective positions in the cab
of the englne, and the conductor and the flagman were ln the
third car. The brakes of the traln hrd been tested and had
functioned properly when used cn route., The speed was 45 mlles
per hour. In the vicinity of the point of accldent the
enpineer's vicw of the track ahcad was obstructed by the front
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of the englne, and he did not see the opposing traln before
the accident occurred, He sald that the fireman called

a worning when the engine vas about 1,050 feet south of the
point of ncecldent, and he lmmedietely made an emergency .
applicotion of the brakes, The speed of the traln wns

reduced to about 10 miles per hour when the collislon occurred.

The flreman wag so scriously injured that he could not be
questioned during thls investigatlon.

g

Extra KOG 754 North, a north~bound frelght train,
followed Mo, 312 from Denton and entered the slding at Mingo
behind No, 212, It remained on the slding at Mingo until
af ter the accldent occurread.

After the accident occurred and before the rear end of
the train of Extra MKT 207 South was removed from the block
of slgnal 202.6, the dircetional stick relay for this signal
was found cnergized. Ordinarlly this atick relay 1s energlred
only whilc the bloeck of the sipnal is occupled by a north-
bound traln, but 1t will remain energlzed durlng the time
that the signal, for any rcason, continues to dlsplay lts
mcst rcstrictive nspect after a northebound trein has passed
throvgh the block, No other unusual conditlon was found
at this time, None of the sipnal equlpment was dameged
as a result of the accldent, After the two trelins were
removed, all slgnals indicated Proceed, The slgnal system then
was tested and 1t functioned nroperly. However, the inves=
tlation diszlosed thet o metallic cattle guard, located
in the block of slgnal 202.8, was in contnct with one of
the track rails and close enough to the other track rail
so that o slisht pressure would cause 1t to shunt the track
clrcult., Also, a loose conncetlon 1n the control clrcult
of signnl 202.8 was fouand on o relay at slgnal 201,4, The
last traln to move between Mingo and Aubrey prior to the
time of the accident was a north-~bound freight traln, which

asscd Mingo about 3 hours 30 minutes before the accldent
occurred. Evidently after this train cleared the %“lock of
signal 202,6 the slgnal contlinued to display i1ts most
restrictive aspect and the stick reley remalned encrglzed,
elther becouse the cattle puard was in contact with both
trock rails and kept the track circult shunted or because
the control circult was open at the lonse relay connectlon
at signal 201,4, With respect to the signal system, trls
condltion was identical to that which would be obtalned 1f .
the block of signal 202.6 were occupied by a northebound
train, As a result, signols 198.5, 200,1, 201,3 and 202,7
continued to display thelr most restrictive aspects, and
when Extra MKT 207 South passed signal 198,5, only the
northward gi-nale north of signal 202,6 were actuated and
slgnnl 204,2 continued to 1indicate Appronch.
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Under the rules, Extra MKT 207 South was not permlitted
to occupy the me2in track after 6:30 p. m. without flag pro=

tectlon against the opposing superlor trains, and, in
cddition, this traln wos not permitted to proceed beyond

elgnal 198.5 without flag protectlon, Tne members of the
crew understood these requirements, but, because the englneer
and the conductor assumed that signal 204,2 indicated Ston
alfter thelr traln passed slgnal 198,5, flag protection was

not provlded,

Cause

It 1s found that this accident vms czuscd by a traln
occupying the mein track on the time of an opporing superior
train without protection, '

Dated at Washington, D, C,, thls twenty-ninth
day of August, 1951,

By the Commigsion, Commlssloner Patterson.

{ SEAL) W. P. BRARTEL,

Secretary.



