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DATE 
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LOCATION 
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LOCOMOTIVE NUMBERS 

CONSISTS 

SPEEDS 

OPERATION 

T R A C K 

WEATHER 

TIME 

CASUALTIES 

CAUSE 

SUMMARY 

December 24, 1965 

Texas and Pacific 

Argyle, Texas 

Collision 

F reight 

Extra 526 North 

Diesel-electric 
units MP 526, MP 
538, MP 511, MP 481 

126 cars, caboose 

35 m p h 

Timetable, train orders, 
automatic block-signal 
system 

Single, tangent 1 21 per­
cent descending grade 
northward 

Cloudy 

4 53 a m 

4 killed, 2 injured 

Failure of the TSLP train d is ­
patcher and T&P conductor to 
provide protection for the 
reverse movement of the T&P 
train 

Freight 

Extra MKT 84C 
North 

Diese l -e lec tnc 
units 84C, 75B, 
75D, 78F, 69 C 

91 cars , ca ­
boose 

27 m p h 



RECOMMENDATION It is recommended that the Texas and Pacific 
Railway Company take immediate measures 
to enforce its operating rules 
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INTERSTATE COMMERCE COMMISSION 

RAILROAD SAFETY AND SERVICE BOARD 

RAILROAD ACCIDENT INVESTIGATION 

REPORT NO 4072 

THE TEXAS AND PACIF IC RAILWAY COMPANY 

DECEMBER 24, 1965 

SYNOPSIS 

OnDecember 2^, 1965, a collision occurred between two freight trains 
onthe Texas and Pacific Railuay near Argyle, Texas four tram-iervice 
employees were killed, and two were injured 

The accident, wa? caused by failure of the T&P tram dispatcher and 
T&P conductor to provide protection for the reverse movement of the 
T&P tram 

LOCATION AND M F I H O D OF QPLHA.IION 

The acc ident o c c u r r e d on that part of the Red R i v e r Div is ion of 
the Texas and P a c i f i c Rai lway extending between For t Wor th and 
Whi t e sbo ro , T e x a s , a d i s tance of 71 3 m i l e s In the acc iden t a rea 
this is a s ing le - t r ack l ine o v e r which t r ams of the Texas and 
P a c i f i c Railway Company ( T & P ) and the Ivhs sou r i -Kansas -Texas 
Ra i l road Company of T e x a s ( M K 1 ) opera te jointly by T&P 
opera t ing ru les , t imetable , t rain o r d e r s , and an automatic b l o c k -
signal s y s t e m 

The c o l l i s i o n o c c u r r e d on the main t rack , 31 0 m i l e s north of 
For t Wor th and 2 9 m i l e s north of A r g y l e 

Automat ic s ignals 2142 and 2124, govern ing northbound m o v e ­
ments on the main t rack , are 3,726 fee t sou th and 4,814 feet north 
of the acc iden t point, r e s p e c t i v e l y Automat ic s ignal 2125, g o v e r n ­
ing southbound m o v e m e n t s on the main t rack , is oppos i t e signal 
2124 
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A yard is at Denton, 7 2 miles northof Argyle The south yard-
Lt'i-ut sign for Denton is 810 feet south of signal 2124 

T&P and MKT radio-telephone facilities operate on different 
frequencies Thus, there is no direct radio-telephone communica­
tion between these carriers The locomotives and cabooses of 
the T&P and M K T trains involved in the accident had radio­
telephone equipment However, the radio equipment on the first 
diesel-electric unit of the MKT train was inoperative 

Details concerning the track signals, T&.P operating rules. 
Red River Division General Order No 5, T&P rules governing the 
operation of railroad radio communication system, trains, dam­
ages, and other factors are set forth in the appendix 

Di.facRIPTioN AND DISCUSSION 

Extra 526 North, a northbound T&P freight train consisting of 4 
diesel-electric units, 126 cars and a caboose, left Lancaster Yard, 
Fort Worth, at 2 55 a m on the day of the accident and entered the 
P&P single-track line involved at FW Tower, 0 5 miles north of 
the Fort Worth station It passed FW Tower, the last open train 
oraer office, at 3 11 a m and passed Argyle approximately 1 hour 
10 minutes later As the tram continued northward, it entered 
the block of signal 2142 and moved onto an ascending grade known 
as Denton Hill Soon thereafter, it passed the south yard-limit 
bign for Denton and signal 2124 About4 35a m , the train stalled 
on Denton Hill, due to inoperative sanding apparatus on the diesel-
e lectnc units, and stopped in the block of signal 2124 with the 
rear end approximately 4,600 feet north of that signal The 
engineer rben began to inspect the sanding apparatus and other 
equipment on the diesel-electric units He found that the sanding 
apparatus of the three rear diesel-electric units would function 
properly if operated from the control compartment of the second 
unit Soon afterward, the front brakeman radio-telephoned the 
caboose and informed the conductor of the situation He stated 
during the investigation that it was usual practice under such 
circumstances for a stalled tram to back up and make another 
attempt to surmount the grade 

Since its tonnage prevented the trainfrom startingforward from 
the point where it had stalled, the front brakeman and conductor 
discussed means by which their train could negotiate Denton Hill, 
including backing it a sufficient distance for another attempt to 
reach the summit of the ascending grade After this discussion. 
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the front brakeman overheard the conductor inform the T&P 
train dispatcher by radio-telephone that Extra 526 North had 
stalled on Denton Hill and suggest to the dispatcher that the train 
might negotiate the ascending grade if it moved back on the main 
track a sufficient distance for a running start on the grade The 
front brakeman said he could not hear the dispatcher's responses 
to the conductor Meanwhile, the engineer reboarded the first 
d iese l -e lec tnc unit, and the front brakeman informed him about 
his conversation with the conductor Two or three minutes later, 
the conductor radio-telephoned the engineer and instructed him to 
back the train on the main track whenever he was ready Imme­
diately thereafter, about 4 50 a m . Extra 526 North started to 
back southward on Denton Hill without either the engineer or front 
brakeman having any knowledge as to what arrangements had 
been made for protection of tins reverse movement against 
northbound trains According to the engineer and front brakeman, 
they did not receive continuous radio-telephone transmission from 
the conductor or flagman, as required by rule, while the train 
moved in reverse on Denton Hill 

The rear of Extra 526 North passed southward signal 2125, 
which displayed a Stop-and-Proceed aspect, and backed into the 
block of northward signal 2142 After passing the south yard-
limit sign at Denton, it reached the bottom of Denton Hill ana 
entered an ascending grade southward The engineer and front 
brakeman heard the conductor announce over the radio-telephone 
that the caboose had moved onto the ascending grade, and they 
estimated that the train was backing southward at 15 to 20 miles 
per hour at this time They said that the brakes applied in 
emergency soon thereafter and that the train stopped with the front 
end a few hundred feet north of signal 2124 The engineer stated 
the front brakeman then radio-telephoned the caboose from the 
control compartment of the second d iese l -e lec tnc unit to deter­
mine the cause of the emergency brake application, but received 
no response The engineer further stated he assumed that the 
flagman had proceeded to the rear after the train stalled on 
Denton Hill and that the conductor had applied the brakes in 
emergency to pick up the flagman According to the engineer's 
statements, the brakes were released approximately threeorfour 
minutes later He said that he then started the train forward, or 
northward, on Denton Hill without having received any radio­
telephone communication, or signal to proceed, from the con­
ductor or flagman He further said that after attaining a speed of 
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approx imate ly 11 m i l e s pe r hour , the brakes again b e c a m e applied 
in e m e r g e n c y and the t r a m stopped with the front end about 990 
feet north of signal 2124 

The front b rakeman said he was in the con t ro l c o m p a r t m e n t of 
the s e c o n d d i e s e l - e l e c t n c unit, opera t ing the s a n d i r „ apparatus of 
the three r e a r d i e s e l - e l e c t r i c units, when the second e m e r g e n c y 
brake appl icat ion o c c u r r e d He stated that after de te rmin ing that 
the train b rake -p ipe p r e s s u r e was not being r e s t o r e d and making 
an unsuccessfu l attempt to c o m m u n i c a t e by r ad io - t e l ephone with 
the conduc to r , he went to the rear of the train to ascer ta in the 
cause of the second e m e r g e n c y brake appl icat ion A c c o r d i n g to 
his statement, then he found that the r e a r of his train had been 
s t ruck by Extra M K T 84C North The eng inee r stated that he did 
not know that an acc ident nad o c c u r r e d until about one hour after 
the train was s topped by the s e c o n d e m e r g e n c y brake appl icat ion 

The c o n d u c t o r and f lagman of Fxtra 526 North, apparently on 
the c a b o o s e at the t ime of the acc ident , w e r e ki l led The engineer 
and front b rakeman of Extra M K T 84C North w e r e a l so ki l led, 
and the f i r eman and conduc to r of that train w e r e injured 

Extra M K T 84C North, a northbound M K T fre ight train c o n s i s t ­
ing of 5 d i e s e l - e l e c t r i c units, 91 c a r s and a c a b o o s e , left Ney 
Yard , Fo r t Worth, at 3 20 a m and entered the T&P s i n g l e - t r a c k 
l ine at FW T o w e r about 3 47 a m It p a s s e d A r g y l e about one 
hour la ter and approached s ignal 2142 at 24 m i l e s p e r hour, as 
indicated by the s p e e d - r e c o r d i n g tape A c c o r d i n g to the f i r eman , 
he and the engineer , as wel l as the front b rakeman, saw that 
signal 2142 was displaying an A p p r o a c h a spec t as the l o c o m o t i v e 
approached and pas sed it About this t ime , the engineer shut 
off p o w e r and as the train p r o c e e d e d on the descend ing grade 
immedia te ly south of Denton Hi l l , its speed i n c r e a s e d to between 
27 and 29 m i l e s p e r hour The f i r eman sa id he did not s ee any 
l ighted fusees o r hear the exp los ion of any t o r p e d o e s whi le 
approaching the acc ident point , and that he was unaware of 
anything being w r o n g until he saw a sma l l white light a few hun­
dred fee t ahead He thought at f i r s t this was a light on a t rack 
m o t o r c a r and ca l l ed it to the attention of the eng ineer , who 
p rompt ly applied the t ram brakes in e m e r g e n c y A few m o m e n t s 
la ter , the front b rakeman saw the r ea r end of Extra 526 North 
approaching and ca l l ed a warning to the f i r eman and eng inee r 
Both the front b rakeman and f i reman then jumped f r o m the l o c o ­
mot ive Short ly thereaf ter , whi le moving in the b l o c k of s ignal 
2142 at 27 mi l e s p e r hour, the l o c o m o t i v e of Extra M K T 84C 
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North c o l l i d e d with the r e a r of Extra 526 North , 2 9 mi l e s north 
of the A r g y l e station A c c o r d i n g to his s ta tements , the f i r eman 
saw that Extra 526 Nor th was mov ing in r e v e r s e between 35 and 
40 m i l e s pe r hour just b e f o r e the c o l l i s i o n He did not s e e the 
m a r k e r l amp at the r e a r of the c a b o o s e of Extra 526 North, o r any 
light on the c a b o o s e o ther than the sma l l white light, b e f o r e the 
accident 

The conduc to r of Extra M K T 84C North stated that as the train 
m o v e d in the vicini ty of Arg> le , s o m e o n e at Ney Yard ca l l ed him 
by rad io - t e l ephone and inquired as to the loca t ion of his t rain 
The conduc to r stated that he rep l i ed " A r g y l e " He stated that he 
heard the s a m e p e r s o n speak again but, due to r ad io in te r fe rence , 
could not understand what was said Soon thereaf ter , whi le looking 
fo rward f r o m the bay window of the c a b o o s e , the conduc to r saw 
that s ignal 2142 was d isp laying an A p p r o a c h a spec t The c o l l i s i o n 
o c c u r r e d a shor t t ime after Extra M K T 84C North entered the 
b l o c k of s ignal 2142, and neither the conduc to r nor f lagman was 
aware of anything being wrong b e f o r e that t ime 

When the conduc to r of Extra 526 North rad io- te lephoned the 
T I P train d i spa tcher and r epor t ed the stal l ing of his train on 
Denton Hil l , he a l so told the d i spa tche r that the train could p robab ly 
negotiate the hill if it m o v e d b a c k on the main t r ack f o r another 
running start on the ascending grade The d i spa tcher r ep l i ed that 
Extra 526 North cou ld not make a r e v e r s e m o v e m e n t at this t ime 
because Extra M K T 84C North was approaching f r o m the r ea r 
After further d i s cus s ion , the d i spa tcher said he would de te rmine 
the whereabouts of the M K T train He then te lephoned the MKT 
ope ra to r at Ney Y a r d , For t Worth, and reques ted him to r a d i o ­
telephone Extra MKT 84C North and asce r t a in its loca t ion About 
one minute later , after being in formed bv the M K T opera to r that 
Extra M K T 84C Nor th was approaching A r g y l e , the T&P d i s ­
pa tcher told the M K T o p e r a t o r to instruct Extra M K T 84C North 
to s top immedia t e ly as Extra 526 North had s tal led on Denton Hill 
and would b a c k up f o r another attempt at negotiat ing the hill The 
T&P d i spa tche r stated he a l so told the M K T ope ra to r to advise 
him as to whether the c r e w m e m b e r s of the M K T t ram a c k n o w l ­
edged r e c e i p t and understanding of these ins t ruc t ions 

The T&P d ispa tcher said the M K T o p e r a t o r te lephoned him 
s o o n af terward and advised that the conduc to r of Extra M K T 84C 
North had been inst ructed to s top his t r am immedia t e ly A c c o r d ­
ing to the d i spa tcher , the M K T o p e r a t o r a l s o adv ised that the M K T 
c o n d u c t o r had acknowledged r e c e i p t of these ins t ruct ions by 
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* ?! vp; * f CK " Tne dispatcher stated he then radio-telephoned 
u r c< r du t to r of Extra 526 North and informed him that Extra 
^ Ci MG North haG been instructed to stop at Argyle He said 

t - m i a u r f o r rep l ied " O K " The dispatcher further stated that 
h d ie hot ve rba l ly , o r by train order, authorize Extra 526 North 
to . n r e v e r s e on Denton Hill, and that he had not known what 
actmii the I&P conduc to r would take after being informed that 
Fxtra VfKf 84C North had been instructed to stop at Argyle 

The MKT ope ra to r at Ney Yard said that when the T&P dis­
patcher inquired as to the whereabouts of Extra MKT 84C North, 
he ca l l ed that ^rain by radio-telephone and was informed by the 
conduc to r that it was in the vicinity of Argyle He promptly relayed 
this informat ion to the T&P dispatcher, who then requested him 
to r idio-telephone Extra MKT 84C North again and inform the 
c i e w m e m b e r s that Extra 526 North had stalled on Denton Hill 
The M K T operator stated that, in addition, the T&P dispatcher told 
r i im to instruct Extra MKT 84C North to stop at Argyle and wait 
t h e r e f o r further instructions According to the MKT operator, he 
radio-telephoned the conductor of Extra MKT 84C North again 
d'.t1 repeated to him the instructions from the T&P dispatcher 
1 MKT opera ror said the radio-telephone became noisy about 
this t .me, then became silent, and he was unable to communicate 
with the conductor further He said he promptly telephoned the 
1LP dispatcher and informed h im that his instructions had been 
transmitted to the MKT conductor, but it was not known whether 
r^e MKT conductor understood them He further said that in 
reply to an inquiry from the T&P dispatcher, he reiterated that 
he did not know whether the MKT conductor had understood or 
acknowledged the instructions to stop at Argyle 

Shortly after the accident, MKT officials, the conductor and 
flagman of Extra MKT 84C North, and members of the Denton 
police department discussed the accident circumstances with the 
front brakeman of Extra 526 North It is the consensus of their 
statements the front brakeman told them that Extra 526 North had 
stalled on Denton Hill and was backing down the hill at a relatively 
high rate of speed when the collision occurred 

Examination of the locomotive of Extra 526 North after the 
accident revealed the sanding apparatus of all four diesel-e lectnc 
units was inoperative from the sander control valve of the first 
unit, due to the mam reservoir air supply valve of the sander 
relays of the first unit being in closed position The investigation 
disclosed that the sanding apparatus of the locomotive was not 
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tested, as required by the Commission's rules and instructions, 
before departure from Fort Worth, and that the locomotive left 
Fort Worth without the sanding apparatus being in proper operating 
condition as required by the Locomotive Inspection Law 

Because the caboose of Extra 526 North was destroyed, the 
position of the switches for the electric marker light and seal-
beam track light at the south end of the caboose could not be 
determined 

FlNDf NO& 

After Extra 526 North stalled on Denton Hill, it moved back­
ward without required flag protection or train order authority 
Soon thereafter, it moved out of the Denton yard limits and, without 
stopping as required, passed southward signal 2125, which 
displayed a Stop-and-Proceed aspect The engineer and front 
brakeman apparently were mistaken in their statements as to 
when the train stopped after the rear portion passed signal 2125 
From all indications, Extra 526 North was moving backward in 
the block between southward signal 2125 and northward signal 
2142 at about 35 miles per hour, considerably in excess of the 
speed authorized by the restrictive aspect displayed by signal 
2125, when the rear end was struck by Extra MKT 84C North 
Since the conductor and flagman were killed, it could not be 
determined whether thev saw Extra MKT 84C North approaching, 
or whether they took any action to apply the brakes of their train, 
before the accident 

Interference over the radio-telephone system prevented the 
conductor of Extra MKT 84C North from hearing or understanding 
the T&P traindispatcher'sinstructiontostopatArgyle, as relayed 
by the MKT operator at Ney Yard Because of this and the in­
operative radio-telephone apparatus on the locomotive, none of the 
crew members of Extra MKT 84C North was aware of the 
reverse movement of Extra 526 North until that train was seen 
approaching just before the accident 

Although the T&P train dispatcher stated he did not know what 
action the conductor of Extra 526 North would take after being 
informed that Extra MKT 84C North had been instructed to stop at 
Argyle, it is evident that he made arrangements with the T&P 
conductor for Extra 526 North to back down Denton Hill without 
train order authority, and that he gave tacit consent to this 
reverse movement Had the T&P tram dispatcher not consented 
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to the reverse movement of Extra 526 North, or had Extra 526 
North not moved in reverse without flag protection or train order 
authority, as required, the accident would have been averted 

It is evident in the instant case that improper use of the radio 
contributed to the cause of the accident and violation of the 
carr ier ' s operating rules Under the existing circumstances the 
safe course would have been to double the stalled train to the 
siding in advance Apparently to minimize delay the train dis­
patcher made an unsuccessful effort to restrict the following MKT 
train and after he conversed with the conductor of the preceding 
train its crew members gained the impression they had received 
permission for a southward movement on the grade and this train 
then moved in reverse until it collided with the following tram 
which had not been restricted at Argyle, as was intended The use 
of radio should be surrounded with the necessary safeguards to 
preclude employees acting on partial or faulty receipt of radio-
issued instructions, or instructions contravening operating rules 

C A U S E 

This accident was caused by failure of the T&P train dispatcher 
and T&P conductor to provide protection for the reverse move­
ment of the T&P train 

RECOMMENDATION 

It is recommended that the Texas and Pacific Railway Company 
take immediate measures to enforce its operating rules 

Dated at Washington, D C this 12th 
day of May 1966 
By the Commission, R a i l r o a d Safe ty 
and Service Board 

( S E 4 L ) 
H NEIL GARSON 

Secretary 
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APPENDIX 

TRACK 

F r o m the south on the m a m t rack there a r e , in s u c c e s s i o n , a 
long tangent, a 0 ° 2 0 ' c u r v e to the left 530 feet , and a tangent 357 
feet to the accident point and 46 feet nor thward F r o m the north 
there a re , s u c c e s s i v e l y , a s e r i e s of tangents and c u r v e s , then a 
tangent 2 ,062 feet , 1°57" c u r v e to the left 1,301 feet , and the tangent 
on which the c o l l i s i o n o c c u r r e d 

F r o m the south, the average grade is 0 77 pe r cen t descend ing 
throughout a c o n s i d e r a b l e d is tance to the c o l l i s i o n point and 2,000 
feet northward, then an average of 0 90 pe rcen t ascending 2 4 
mi l e s to the summi t of Denton Hill In the immedia te v ic in i ty of 
the accident point, the grade is 1 21 pe rcen t descend ing northward 

SIGNAL 

Automat ic s ignals 2142, 2124 and 2125 are of the search l igh t 
c o l o r - l i g h t type and a re approach lighted They a re p e r m i s s i v e 
s ignals with their c o n t r o l c i r c u i t s arranged on the abso lu te -
p e r m i s s i v e b l o c k p r inc ip l e The absolute b l o c k involved extends 
between Denton and Roanoke , 4 3 mi l e s north and 12 0 mi l e s south 
of the accident point, r e s p e c t i v e l y The aspec t s appl icab le to this 
invest igat ion and the c o r r e s p o n d i n g indicat ions and names a re as 
fo l lows 

S^qnal 1 sped !nd%cation Name 

2142 YelUw Proceed immediately Approach 
reducing to 40 
m p h or slower if 
necessary, prepared 
to stop before reach­
ing next signal 

2124 Red Stop, then Proceed Stop and pro-
2142 at Low speed ceed 
2125 through the entire 

block 

The c i r cu i t s a re s o ar ranged that when the b l o c k of s ignal 2124 
is occup ied by a northbound train and the b l o c k of signal 2142 is 
unoccupied , s ignals 2142 and 2124 displav Approach and S top-and-
P r o c e e d aspec t s , r e spec t ive ly Under these c i r c u m s t a n c e s , all 
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the southward permissive signals, including signal 2125, within 
the absolute block extending between Denton and Roanoke display 
Stop-and-Proceed aspects If the northbound train occupying the 
block of signal 2124 makes a reverse movement and reenters the 
block of signal 2142, the latter signal displays a Stop-and-Proceed 
aspect 

T&P Uniform Code of Operating Rules 

Low Speed. - A speed that will permit stopping snii'-t of trains, engine, 
obstruction or switch not properly lined * * * but not exceeding 15 miles per 
hour 

35 Flagging Signals - The following signals will be used by flagmen 

* * * 

Night Signals - A white light 
Not less than 10 torpedoes and 6 red fusees 

80 Communication Concerning Train Movement - When a member of train 
* * * crew communicates with train dispatcher * * * or operator, he will give 
his name, occupation, location and train * * * number, and will repeat back the 
instructions received. 

99 Flagging Rule, - * * * 
When a train stops under circumstances in which it may be overtaken by 

another train, the flagman must go back immediately with flagman's signals a 
sufficient distance to Insure full protection, placing two torpedoes and, when 
necessary, in addition, displaying lighted red fusees. * * * 

99(c) Conductors must not permit other duties to interfere with the proper 
protection of their train, and must require the flagman to act promptly and In 
accoidance with the rules 

101(a). Trainmen must know by speed of train, grade or caboose air gauge, 
that train is being handled safely and under control, and, when necessary, take 
immediate action to get train under safe control 

R L L E S A P P L I C « L E T O * * * B L O C K * * * SIGNALS 

327 Where Stop Must Be Made - A train or engine must stop before the 
leading wheels pass a Stop, or Stop, Then Proceed at Low Speed, indication 
* * * 

354 Reverse Movements - Unless modifiedby rules governing movement of 
trains and engines by block signals, a train or engine having passed beyond the 
limits of a block must not back inlo that block without flag protection against 
opposing trains or engines, except as follows 

(1) On tram order authority permitting reverse movement and a clear signal 
indication * * * is displayed to re-enter the block. 

* * * 
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TIJ P RULES GO JEMMA THE OPT RATION OF A RAILROAD COMMUNICATION SYSTEM 

R A D I O H U L F S 

12 1 Except as herein authorized, these radio regulations and rules do not 
modify oi supersede any rule of the Uniform Code of Operating Rules, * * * 

12 2 The Railroad Radio Communication system must not be used in any 
manner which would cause a violation of any Uniform Code of Operating Rule 
* * * 

17 (a) When movement of a tram or cut of cai s is being made with the engine 
on trailing end, * * * and the movement isbeing controlled by radio communica­
tion * * * the employee transmitting the instructions for the movement must 
transmit continuously and tha failure of engineer to receive continuous trans­
mission mini" be construed as a STOP signal 

RED RIOT R [)I I IBION GENERAL ORDT R \ O 5 DATED JANUARY 1, 1 965 

* * * 

Radio communication may be used 

* * * 

(b). By an operator to relay a train order * * * to another operator, or to 
relay direct to a conductor or engineer, or both, a train order addressed 
to their train at a location not a train ordei office or at which the office 
is closed 

* * * 

Trains 

Extra 526 North cons i s t ed of r o a d - s w i t c h e r type d i e s e l - e l e c t r i c 
units MP 526, MP 538, MP 511 and MP 481 , coupled in mul t ip le -
unit c o n t r o l , 126 c a r s and a c a b o o s e The train b rakes had been 
tested and had functioned p r o p e r l y As the train backed on the main 
t r ack toward the acc ident point, the engineer and front b rakeman, 
the only c r e w m e m b e r s on the l o c o m o t i v e , w e r e in the con t ro l 
compar tmen t near the front of the f i r s t d i e s e l - e l e c t r i c unit The 
conduc to r and f lagman w e r e on the c a b o o s e 

The c a b o o s e of Extra 526 North was equipped with three 2 5 -
gallon d r u m s of l iquid propane gas , which was used as fuel f o r a 
gas opera ted r e f r i ge ra to r and heater The r e a r end of the c a b o o s e 
was p rov ided with an e l e c t r i c m a r k e r l ight having red lens It 
was mounted just be low the roof , midway between the s ides of the 
c a b o o s e with the red lens facing to the r ea r The r ea r of the 
c a b o o s e was a lso p rov ided with a smal l sea l beam e l e c t r i c t rack 
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light having white lens facing to the r e a r This light was mounted 
on a b racke t 48 inches above the f l o o r of the p la t fo rm, d i r ec t l y 
be low the m a r k e r light Both the t rack light and m a r k e r light 
w e r e opera ted f r o m swi tches ins ide the c a b o o s e The r e a r end of 
the c a b o o s e a l so had an A - 2 c a b o o s e va lve , fo r applying tram 
brakes f r o m the r e a r of t rains 

Extra M K T 84C North cons i s t ed of c a r - b o d y type d i e s e l -
e l e c t n c units 84C, 75B, 75D, 78F and 69C, coupled in mul t ip le -
unit con t ro l , 91 c a r s and a c a b o o s e It was manned by M K T 
e m p l o y e e s The t r am brakes had been tested and had functioned 
p r o p e r l y when used en route The headlight was lighted A s the 
train approached the acc iden t point, the eng ineer , f i reman and 
front b rakeman w e r e in the c o n t r o l compar tmen t at the front of 
the l o c o m o t i v e The conduc to r and f lagman w e r e in the c a b o o s e 

Damages 

The liquid propane gas in the c a b o o s e of Extra 526 North ignited 
as a r e su l t of the acc ident , and f l a m e s sp read o v e r de ra i l ed e q u i p ­
ment of both t ra ins 

The c a b o o s e and the 101st to 126 thca r s , i nc lus ive , of Extra 526 
North w e r e dera i led and s topped in va r ious pos i t ions on o r near , 
the t r ack s t ruc ture as shown in a photograph appended to this" 
r epo r t Of the dera i led equipment , the c a b o o s e and 16 c a r s w e r e 
d e s t r o y e d , and 10 c a r s w e r e heavily damaged 

Extra M K T 84C North s topped with the front end 167 feet north 
of the c o l l i s i o n point All f ive d i e s e l - e l e c t n c units w e r e dera i led 
The 36th to 40th c a r s and the 55th to 60th c a r s , i nc lus ive , a l so 
de ra i l ed when the train buckled due to the impac t The f i r s t 
d i e s e l - e l e c t n c unit over turned onto its r ight s ide and s topped on 
the eas t s ide of the t rack s t ruc ture at a 4 5 - d e g r e e angle to the 
t rack and with the front end on the east s ide of the t r ack s t ruc ture 
The s e c o n d unit s topped upright, in r e v e r s e pos i t ion , a longs ide 
the under f rame of the f i r s t unit The third, fourth and fifth units 
s topped upright on and in l ine with the t rack s t ruc tu re immed ia t e ly 
to the r ea r of the s e c o n d unit The de ra i l ed c a r s s topped in 
v a r i o u s pos i t ions on o r near the t rack s t ruc ture The f i r s t , 
s econd and third d i e s e l - e l e c t n c units w e r e de s t royed , the fourth 
unit was heavily damaged , and the fifth unit was undamaged 

Of the dera i led and damaged c a r s , s ix w e r e heavily damaged 
and seven w e r e somewhat damaged 
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Other Factors 

The acc iden t o c c u r r e d at 4 55 a m , in c loudy weather 
The m a x i m u m author ized speed f o r freight t ra ins in the t e r r i t o ry 

involved i s 60 mi l e s p e r hour Howeve r , it i s r e s t r i c t ed to 25 
m i l e s pe r hour when l o c o m o t i v e s a r e shoving t rains in r e v e r s e 
m o v e m e n t s 

A l ine of the Atch ison , Topeka and Santa Fe Railway c r o s s e s the 
T&P m a m t r^ck by means of an o v e r p a s s 1 0 m i l e north of the a c ­
cident In the acc iden t area, there a re s e v e r a l t r e e s ad)acent to 
the ftesL s ide of rhe t r ack s t ruc ture On the day involved, there 
w e r e four highway s tock p i l e s of g rave l and asphal t ic mix m the 
immedia te vic ini ty of the acc ident point These p i l e s , which w e r e 
of c o n s i d e r a b l e height, width and length, w e r e on the eas t s ide 
of the l a i l r o a d about 50 to 100 feet f r o m the t rack B e c a u s e of 
these p i l e s , t r ees and t r ack cu rva tu re , and the ATtkSF o v e r p a s b , 
tne v iew between oppos ing m o v e m e n t s approaching the acc ident 
point was mate r ia l ly r e s t r i c t e d 



Northward view Arrows point to Atchison Topeka and Santa Fe Railway overpass and to 
derailed locomotive units of Extra MKT 84C North 



Southward view Arrow points to 1st and 2nd dieseS-eSectric units of Extra MKT 84C North 
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