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INTERSTATE COMMERCE COIMMMISSION

REPORT OF THE DIRECTOR OF THE BUREAU OF SAFETY COJCERNI.IG AN
ACCIDENT O THE TRACKS OF THE UUION TERMINAL COuPANY AT
DALLAS, TEX., ON DECEMBER 17, 1934.

February 26, 19305.

To the Commission:

On December 17, 1934, there was a rear-eond collision
between a Texas & Pacific Railway freight tranefer and a St.
Louis, San Francisco & Texas Railwey freight train on the
tracks of the Union Terminal Company at Dallas, Tex., which
resulted in the injury of 2 employees.

Location and nethod of operation

The tracks of the Union Terminal Co.pany extend frowm North
Junction to Santa Fe Junction, a distence of 1.86 miles, and
serve several different reilroads; all of the tracks are within
yard limits, and trains are operated by time table anc 1nter-
eking signals. Beginning 1,409 feet north of the point of
accldent there is a double-track freight line, extending generally
north and south, the tracks being known a¢ main No. 1 end main
No. 2, the latter track paralleling the former on the west; tiere
are several passenger tracks between these freight tracks and
the station. The accident occurred on main track No. 2 at a point
846 feet south of the center line of the passenger station;
approaching this point from the north, the track is tangent for
a distance of 1,059 feet, followed by a 6% curve to the left 77¢
feet in length, the accident occurring on this curve at a poiat
350 Tfeet from its northern end. The grade at the po ut of
acclident is 0.28 percent aescending for south-bound treias.

Tower 1 is located east of the tracks and immcdistcly south
of Pacific Avenue, while Tower 2 is located 3,035 feet fartaer
south, on the same side of the tracks. The signals involved are
signals R-48 ancd dwarf signal R-70-A, located 2,376 and 1,933 feet,
respectively, north of the point of accident, snd signal R-24,
located 469 feet south of tiae point of accident and 335 feet
north of Tower 2. Signal R-48 is nmounted on a signal bridge and
both this signal and dwarf signal R-70-A are 2-pocition, upner-
guadrant signals, displaying eitner stop or caution; signal
R-24, mounted on a signal bridge, is a 3-position, upper-
quadrant signal, displaying stop, caution or proceed indications,
All signals except dwarf signals are semiautomatic; signal R-48
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and dwarf signal R-70-A are operated from Tower 1, while signal
R-24 is operated from Tower 2. Signal R-48 governs movements
either into the station or as far as dwarf signal R-~70-A, which
in turn governs movements as far as signal R-24.

Work of constructing an underpass at Main Street, located
two city blocks south of Pacific Avenue, near signal R-48, was
in progress and on December 8, 1934, General Order No. 44 was
issued, limiting the speed of freight train to 8 miles per
hour between Pacific Avenue and Jackson Street, a distance of
four city blocks. Uncer rules and regulations contained in the
tine table, the speed of treins is Jimited to 6 miles per hour
between Towers 1 and 2, and tnere also is a requirement to look
out carefully tor trains and to be prepared to stop in the
distance the track is seen to be clear.

Tests conducted under favorable conditions and before it
became necessary for all lights to be turned on, showed that with
a car standing at the point of accident it was impossible to tell
which track it was occupying until it was only 560 feet distant.
The day indication of signal R-24 could be seen by the fireman
of a soutn-bound train when 442 feet from the point of accident
but the night indication could not be seen plainly until less
than 300 feet from the point of accident.

Day was bresking and it was misting at the time of the
accident, which occurred about 7:03 a.m.

Description

The freight transfer of the Texas & Pacific Railway, herein-
after referred to as the T&P, was soutn-bound and consisted of
seven empty box cars, hauled by T&P yard eangine 475, in charge
of Engine PForeman Burdett and Engineman Ridgely. This train left
Tower 1 on main No. 2 at 6:54 a.m., according to the towerman's
daily train-report sheet, and stopped at signal R-24,which was
displaying a stop indication. Wnile standing at this point
its rear end was struck by Extra 706 of the St. Louis, San
Francisco & Texas, hercinafter referred to as the StLSF&T.

Extra 706, a south-bound StLSF&T freight train, consisted
of 4 loaded and 2 empty freight cars and a caboose,hauled by
engine 706, and was in cnarge of Conductor Rogers and Engineman
Wyatt. This train passed signal R-48, waich was alsplaying a
caution indication, passed Tower 1 on main No. 2 at 7:02 a.m.,
accorcaing to the towerman's report sheet, passed signal R-70-A,
woich was displaying a caution indication, and collided with
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the rear of the T&P transfer while traveling at a speed variously
estimated to have been between 2 and 20 miles per nour.

The T&P transfer was ¢riven forward about 20 feet and four
of the cars in thé train were more or less damaged, but only
the rear truck of the last car and the forward truck of the
fifth car were derailed. The front end of Engine 706 was
damaged slightly, and the enginec truck was derailed. The
employees injured were the StLSF&T conductor and a T&P switchman.

Summary of evideance

Engine Foreman Burdett, of T&P? engine 475, stated that he
was on the rear footboard of the engine and alfter the stop was
made at signal R-24 he started to walk to Tower 2 in order to
ascertain tne reason for the delay. On glancing back, hovever,
he saw the following tiain approaching, assumed that it was on
main Wo. 1 and that nis own trzin was being held in order to
permit it to go, and therefore he returned to his engine. The
accident occurred immedistely afterwards, 3 or 4 minutes after
his own train stopped at the signal. Foreman Burdett further
stated that under the rules flag protection in the terminal
was not required except against firest-class trains, which do not -
ordinarily use these freight tracks; there was nothlng unusual
about the movement being made, and it was customary in this
location for the towerman to permit two movements in a block
at the same time. The statements of "tne engine crew brought out
nothing additional.

Switchman Wood stated that he rode on top of the rear car
until the stop was made at signal R-24, and then walked over the
tops of the cars toward the engine and got off. On looking back
he saw the headlight of the approachiag train but thought it was
on the otner track; at that time it was about 100 feet north
of the transfer and was traveling between 15 and 20 miles per
hour. ©Switchman Wood also said that 1t was customary for a man
to ride the rear car, although the rules did not require that
such action be taken nor did they require flag protection.

Engineman Wyatt, of Exura 706, stated tunat caution
indications were displeyed by signals R-48 onéd R-70-A and that
he complied with the slow order of 8 miles per_ hour, reducing
speed while moving under the bridge between Tower 1 and Jackson
Street and then increasing speed slightly when leaving Jackson
Street, permitting the engine to drift on the descending grade,
but at no time was the speed in excess of 10 miles per hour.

On reaching the curve involved and when about five or six car
lengths from the rear of the transfer, the fireman held out his
hand as i to give an "easy" signal. The speed at this time was
about 10 miles per hour and the engineman immedistely began makiny

~.

an air-brake application, but the fireman then shouted to apply



the brakes in emergsncy anG tne englueman endeavored to do o0,
however, he was unable to move the breke-valve handle into
emergency position, and nis trein collidea with the transfer

while traveling at a speed of about 2 uiles per hour. After

the accident it was discovered that the brake valve was defective,
the cuedrent peing worn to such an extent that the latech would

not permit tne handle to nass by tae service »oosition into
emergency position, the shoulder preventing it. Engineman Wyatt
sald taat so Tar as the air brakes thciiselves were coacerued,

tney racd pbeen tested and workec prooerly at all points en route
frow Sherman to Dallas, a distsaice of 70 .iiles, anc¢ that prior

to tne accident he had aot and occasion to make aa emergency
apolication. He thnousnt o full service effect was obtainec

Just prior to the accident =nd trh-t nad e Uon able Lo make an
emergency apolication ne could nave stopped in time Lo evert the
accident. He did not test the broke-valve by making an emergency
applicetion before leaving tne terminal st Sherman anc at tnse

time of tze accident he uxacdc uno attenpt to apnly the independent
brake or to reverse the cngine; the reil wes wet ana slipnery

and he onened the sanders, but after the eccident he could

fina only o smnll amount of sand on the rails; the sand supply

was not exhousted cut it dic not cowme out very well. Engineman
Wyatt hacd been runaning in tnis territory rfor reny years, knew
that flag protection azainst csecond-class and inferior traias

was not recuired,; ~nc sald ae wes Tomlliecr witn the rules of the
Union Terminal Co.amany .lthousth he had not been examined on those
rules; h-.s answers to gquestious, nowever, lndicated that he did
not nave o correct understending of time-table rule 5 which
restricted the speed of 21l trains to 6 miles per hour between
Towers 1 end 2, for ne said ne tnoagit t.is restriction applied

to the passenger tracks and not to the double-track freight iine.
In epitc of this amisundersteoating, howevur, he tnoroughly uncer-
stooc tnat ne was recguired to move under control prepered to

stop short of any obstruction and ne considercda thaat ne was
complying with tae rules in tliis rcspect, saying that the accideat
was caused, rirst, by the fact that he wes not warned of the
preseance of the transfer ghend in time to stop, a2lthough the
fireman and the ncad brakeman epoeared to be maintelning a osroper
lookout, and, secondly, the fect that lie was unaonle to move the
brake-valve hendle into emergency position after he had been warnecd

Fireman Vaughn, of Extra 706, stoted that ne was not paying
much attention to the s»neea or to the presence of a train aheed,
but was watching for sipgnel R-24, located on the signal bridge
above tac tracks and cousiderebly higher than the cars. His view



across the insice oi thc curve was Intorfered with by cars stana-
ing on a spur opvosite the stirtioa end by a cottonvood tree
growing on the insice of tac curve, as well as by the glare from
floodlights mounted on a high tower south or signal R-24; he
J1ret saw the cers 1. tnce traasfer vhen trey were aboubt 8 or 10
car lengths distant, at woich time the gnecd of n.e traln wes
about 12 miles ver hour end he pave tace engineman on "easy
81301 as at taat tlne he could not tell definitely waat treck
tie cafs were occunyinz. After movant ~nother cor lensth he saw
that they were on mein No. 2 ~nd saouted a warning of danger;
tne ensineman immedietely adonlied the br-kes, the ccllision
occurriuad wiitle tne train still was traviling at a specd of
avout 8 iiles per hour. The reedlicpt ou his engine was burning,
but on account of the curve ugc was able to secc the atending cars
before thne roaye from the ccadlight snowa upon then.

dcad Brakeman Boon:, of Extre 706, “t ted that he was in the
gengway, 1looking, out on the firecuan's siic; after Dessing the
voint vnerc toe counstraction vork 'ae in progress the speec was
increased sligetly ond wicn about 2.0 or 12 cor lengths from the

s
transfer, at wi.ich tine the sHecd ae 10 or 12 miles per hour,

he sawv the cers ant varnca the eagiscana, ebovt ta- tiame that the
firemen wverned »iwm.

Conduvctor Logers nnd Braceman ceffoi'eon were in the caboose
and werc ..ot avere of anytoiny wron:; uatil the accicdent occurred.
The conductor seid that ke wns not »eying much attention to the
speed but thought 1t wes cbout the g ¢ r£s usual, estimnting
that his troin passced Tower 1 cbout 6 or & miies »noer hoar, ond
waile he ¢id nol notice it being weterinily increasged after
that tiae, hc fixea 1t ag soaewvherc cround 10 niles per hour when
tae accildent occuired. Co.ductor Rogers 2150 sald that no fleog
protection wes roeculrc. to be ofrorced vy the transfer under the
existing conditions ancd that Treimt trains were rcquired to
nove under control, prepared to stop snort of o train or obstruc-
tion. Neiltner he nor breokeman Jefrerson, who cstiluanted the speed
to nave been about 10 or 12 ailes oer nour ot the tilae of the
accidcent, noticea auny esvplicaticn of the brakes prior vo the
accloent,

Towerman Welther, on duty ot Tower 1 at ihe tine of the
accident, statea tonet under the intoerlocking rulcs it was
permissible to lct two trsins in a vlock ot the somc time.

The standard electric clock in his tover cdeoes not register the
seconds, anc the minute nrnd jJunps o full minute at ¢ time,
consequently trhe dally records in tihe tower vary to some extent
from the cctual arriving ondé departing tices as saown on the
train-report saects. Towerman Welthcr thought the majority
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of treaine obeyed tle erred rogtrictiong, while Towerman Scirratt,
of Tower 2, wvi:o Wad just been reirevec ond wre lenving the office
wren the accident occurrec, seicé tralns usually traveled about

12 or 15 aileg pe™ hour rndé Towermnan Tnurnan, on cuty at Tower 2
at the “iue of the accident, estatec tast most of the trains
ravelecd avout 8 or 10 niles pev hour.

Acting Roundhouse Foreman Joluson, of the Guli, Colorado

& Senta Fe Reilway, steted thet alfter tae accidont he was re-
aueste. Ly Enginenan Wyatt to execiaine the brokc-valve handle

on e.axtne 7006, He nulled ou t.e hendie es aara as he could odut

it would not po into eunerer ney position; tnrrcfore he ob-

tnined a wrench esnc fil. cac prri<d unGer the latch on the
quadrant with the Iilc wncd by so colny ne was able to Zet the
nondle 1nto emergency mosition. Bxamtaation srowed thst there was
a buri or shnoulaer on the cuacdrant an. the latca of tac brake-
valve nandle was vorn, by rounding, off tne e¢ud of the latch rnd
“oundiAL out the noten 1 tac quacrent he was avle to move the
anudle frocly to emergency nosition. Meeninist Melton, of the
Uaion Termisal Company, ex:nminec the breoke velve before the cngiac
vaas movea frowm tuc station wnd said the haandlce could boe ariven
into rwergency position but could not be nullcd to tart position;
thc latcn was worn to & bevel Cdge, tne gpring tensioa causing

thce latch to wear on the quscraat,

Locoamotive Inspcctor i1ill.r, of tane StLSF&T at Sherman,
steted tha® he testcd cur inc 706 befoire 1t departec on the trip
in question enc at thrt w1 o, after melring ¢ full service
application, he moved tie »i* Lo volive from full service to
cmersency vosition, by giviug it & wulck jerk, anc imncdiately
moved 1t to full rgleas ; ale vuarposc in moving the nandl: in tnis
manncr wag to avoida bloving out the trein line and jamuaing the

bracs rard, He did not nctice any voirn warts on the brake
valve or hancdlc, or any defucts in the alr-brake couipment,
Conclusions

Ti.is accident was causcd by e conbination of several ractors,
as follows: failure of StLSP&T Extra 706 to be operatec under
proper control withia yerd linits; the failure of tie firenan ana
head brazxeaan to nsiutein & vnroner loolout, and the defective
conaition of the brake valve waich Hreventec tue englneman fro.a
neking an eunergency avplicetion of tne brales.

Under the rules no flag, orotection asainst freignt trains 1s
recuired in tnis territory; and »11 trains are required to be
operatec uncer control, lookin:; out carefully for trains occupying

tracks and being prencfrq to stop in toe distance tne track is



seen to be clear. A slow order n-d been issued limiting the

speed to 8 miles per hour between Pacific Avenue and Jackson
Street, north of the po’int of accident, within waich limits work
of coastructing an underpass was 1in progfeuJ, while under the
rules contained in the time table, the speed of trsins between
Towers 1 and 2 was limited to 6 miles per hour. Engineman Wyatt
had not been examined on the Union Terminal rules and said he did
not understand that tne 6-miles-per-hour speed restriction

applied to the double-track freight line ovcr w:iich he was
operating, but there is no question as to his understanding that
he was running under signal indications winich told nim there was

a train ahead and that he should be under =zountrol prepared to

stop within range of vision; he sald his fallurc was because of
the fact that he was not warned in tiuwe to stop from his speed

of about 10 miles per hour,ccupled with tne fact that he was
unable to move the brake-valve hendle into emergency wositicn
because of its defective condition. While the engineman taought
tne fireman and head brakeman vere maintaining a proper lookout,
it aomweared from the fireman's statements that he was locking

for the indication of the signal beyond the point where tne cers
were standing, while the head brakeman said he saw tne cars when
they were 10 or 12 car lengths dietant, both he and the fireman
apparently warning the engineman at about the same tine; the
engineman, however, sald he was not warnea until the .
distance between the two trains was only 5 or 6 car lengtns. Wnile
under tnese circumstances it is impossible to point definitely te
any one Tactor as being the sole cause of the accident, it is he-
lieved that even had the warnine been given when the stancing cars
were only © or € car lengths dictant, as steted by the engineuman,
he should nhave been able to stop with a Iull service application
of the brakes had he been operating nis trein under proper control.

Examination of the brake-valve after the accident snowed
that because of the defective condition of the latch tne handle
could not be pulled into the service position elthough by a quick
operation 1t could be moved into that position. Engineman Wyatit
had not detected thls condition prior to the time of the accident
wnile the inspector who examined the engine prior to its
departure on this trip saic he moved the hendle from service to
emergency pocslition by means of a quick jerk anc then back to full
release, and that he did not notice anytiing wrong; in other
jords, in his test he happened to follow the only method Dby
which the handle could be moved to emergency position. Rule 106
of the Federal rules and instructions for the inspection end
testing of steam locomotives svwecifically requires in pvart that
before each trip it must be known that the brake valve works
pronerly in all positions; the tests walch were made at Sherman,
the initial terminal, were not adequate tc discover the defective
condition which afterwards became apnarent,
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Engineman Wyatt did not aopecar to have a correct under-
standing of the speed limit rules of the Union_ Terminal Company
and had never been exanined upon those rules. It further apvears
under the Union Terminal rules that the rules of the various
tenant liaes apoly in terminal territory when not in conflict
with the rules of the Terminal company; such an arrange.ent,
in case tunere is no rule of the Terminal company applicable to
a particular situation, recults in the enployees of one tenant
line being governed oy the rule of their own railroad walle the
employees of another line may be following an entirely different
rule. For example, rule 93 of the Rock Island requires in part
as follows: "By nignht or in storay or foggy weather proper
lignts must be displayed on all trains, cars or engines
obstructing; main tracks vithin yarcd limits", while 1t does not
appear that the T&P hac any such requirement. Careful attention
should be given to this cuestion for the purpose of seeing to
1t that one specific rule is laid down to be followed in every
case by the employees of all the tenant lines andc that thoge
elployees are instructed upon such rules anc understond them
thoroughly.

The investigation further developed thet not only wes the
view avoproaching signal R-24 coasiderably obscured, but the light
giving night indicatione was aot properly focused, wvhile other
conditions, such as flood Jights and cars on tracks on the inside
of the curve, woere such that men on the lert side of en eagine
in trying to locate the signal snd 1ts indication might for the
time belng overlook cers on the track im.cdiately ahead of them.
Since tils accident, however, the light giving the night
indications of signal R-24 has been so arrenged to become
visible as soon as the signal location itself comes within
range of vision.

Respectfully submitted,
W. J. PATTERSON

Director.



