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INTERSTATE COMMERCE COMMISSION

REPORT OF THE DIRECTOR OF THE BUREAU OF SAFETY IN RE
INVESTIGATION OF AN ACCIDENT WHICH OCCURRED ON
THE EQUSTON & TEXAS CENTRAL RAILROAD, SOUTHERN f
PACIFIC LINES, AT BRYAN, TEXAS, ON OCTOEER 4, |
19235.

AN

January 14, 1926.
To the Commission.

On October 4, 19235, there was a head-end col-
lisilon between two passenger trains on the Houston &
Texas Central Railroad, Southern Pacific Lines, at Bryan,
Texas, which resulted in the injury of 45 passengers, 4
employees and 1 Pullman conductor.

Location and method of operation

This accident occurred on the Hearne Subdivi-
sion of the Dallas Division, extending between Eureka
and Hearne, Tex., a distance of 114.7 miles, which in
the vicinity of the point of accident 1s a single-track
line over which trains are operated by time-table and
train orders, no block-signal system being in use. The
point of accident was about 350 feet east of the west
switch of the stock-pen track, approaching this point
from the east the track 1s tangent for a distance of
about 3 miles, while approaching from the west there
are more than 3 miles of tangeni track, followed by a
3° curve to the right 2,927 feet in length, and then
tangent track exiending to the point of accident, 887
feet east oif tne curve. The grade 1s variable, and at
the point of accident 1t 1e 0.432 per cent ascending
for east_bound trains. The view of the point of accident
from the cab of an eastbound engine 1s restricted by
buildings on the inside of the curve to a distance of
about 1,500 feet.

The single—track line of the International-
Great Northern Reilvoad crossee the track of the Houston
& Texas Central Railroad at a point about 2,200 feet east
of the station, movements over this crossing being handled
by means of an interlock plant controlled from Bryan
Tower, located close to the intersection of the tracks.
The passing track 1s east of this crossing, tne west
passing-track switch being about 600 feet distant there-
from, or about 2,800 feet east of the station, while the
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point of accident was about 2,500 feet west of the sta-
tion. All the points mentioned are located within yard
limits, and under the rules all trains are required to
move through such limits prepared to stop unless the
main track is seen or known to be clear.

The weatner was clear at the time of the acci-
dent, which occurred at about 2.51 p.m.

Description

Westbound passenger itrain No. 13 consilsted of
one cocmbination baggage and exprewns car, one coach, two
chair cars and one cafe-obrcrvation car, all of steel
construction, hauled by c¢ngine 376, and was 1n charge of
Conductor Q'Leary and fngineman McGarthy. At Navasota,
288.9 mi1les from Bryan, trarn order No, 257, Form 19, was
recelved, reading as follows:

"o, 13 walt at Bryan until Three Cne
301 p.m. for No. 16 and hag right over
Vo. 14 Navasota toc Hdearne.!

Train No. 13 departed from Navasota ot 2.12 p.ri., 35
minutes late, passed Bryan tower at 2.47 p.m., 30 winuies
late on 1%s time-—-table schedule and 14 minutes ahead of
the wait order, receiving a train order which was noi in-
volved in this accident, and was brought to o stop near
the west switch of lthe stock pen track, 1t was then de-
cided to back i1n on another track for train No. 18 and the
back—up movement had just started when tne train waec struck
by train No. 18.

Eastbound passenger train No. 16 consisted of
one combination mail and baggage car, one combination
baggage and express car, four coaches and one Pullman
sleeping car, all of gteel construction, hauvled by engine
706 and was 1n charge of Conductor Shirley and Engineran
Torrence. This train departed from Hearne, 21 rniles from
Sryan and the last open office, at 2.15 p.m., on time,
after having received a copy of train order No. 257,
previously quoted, and collided with train No. 13 at
Bryan while traveling at a speed variously estimated
to have been from 20 to 35 miles an hour.

The engine truck of engine 706 and the rear
truck of the first car in troin No. 18 were derailed,
Slight domage was sustained by both engines and also by
practically all of the cars in both trains, although
neane of the other cars was derailed.
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Surimary of evidence

Ligpatcher Rawling said he issgued train order
No. 257, addressing 1t to train No. 13 at Navasota and
to trains ¥o. 14 and 18 at Hearne, but did not send 1t
to the operator at Bryvan tower because at that time the
conductor of train No. 16 was being detained in tane office
at Hearnc for the order, and after ringing the office at
Bryan once and receiving no recponne he presuried that the
operator was busy with Lis dutles 1n connection with the
interlocking plant, ani acccordingly issued the order to
the above stations., Later ae 1ssued train order No, 260
to the operator at Bryan, addressed to train No, 13,
ana while he did not then give the operator a copy of
train order No. 257, as he admitted hc should have done,
he sard he did tell hir1 that train No., 13 nad an order
to walt at Bryan until 3.01 p.m. for train No. 16, this
1nformation kelng given so the operator would know
wny train No. 13 was stopping clear of the passing
track switch east of the tower. Dispatcher Rawlins
sa1d he did not tell the operator to stop or hold itrain
No. 13 2t that point and did not think that the receiv-
ing of 2 Forr 19 order at that point should have caused
the engineman of train No, 13 to pass the clearance point
of the westv switch of the passing track.

Operatecr-Towerman Black, who was on duty at
Bryan tower at the time of the accident, said that at
8.12 p.m. Digpatcher Rowling sent him train order No,
280, Form 19, addressed to irain No. 13, and irmediately
after copyirg this order he osked the dispatcher about
train No. 16 anu was told that train No, 13 had an
orcer to wait at bryan unt:il 3.0l p.m. for that train.
At 2.40 p.m. = oskzd the dispascher to clear train Yo.
13 wath train orcer No. 280 and he filled out a clearance
card for that train., Thea the annunciator gavs warning
of the aporeoach of train Jo, 13 he cleared the d=stant
signal and then lins3d the route througk the interlocking
plant, and zg thce train avproached the tower he raised
and lowercd the itrain-order signnl twice, 1ncicating that
there was o Form 18 order for delivery to %that train,
which was handed on as the train passed; hc then went back
1nto the office and recordec tae train as having pagsed
at 2.47 p.u. At about 2.50 p.m. he reported the pas-
sage of the train to the dispatcher, who inguirec 1f that
train were by, and he told the dispatcher that 1t was
then standing at the 01l 11211 track or stock pen track
and Lkhat 1t looked as 1f the crew werc going to head
train No. 16 1n on oae of those tracks. Operator—
Towerman Black seid that in the 2% years thet he had
worked at Bryan he had never known passenger trains to
meet on any track other than the passing lrack east of
the tower.
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Engincnan MeCarthy, of train No. 13, said a
signal :ndrcating that there was a train order on Form
19 for delivery to hie troin woas received as 1t oap-
proachcd Bryan tower and that the specd was rcduced 1o
obout 6 riiles an hour. He reod the order after 1t had
been handed on and as 1¢ 214 not affect his wait for
train No. 18 he proceeded slowly to the station, expect-
1nz to stop clear of tac crossover switch near the sta-
tion and head No, 16 n on the house track. but upon
finding that that track was not clear of cars he moved
on at reduced gpeed to tne west ewitch of the stock pen
track, stopping clear of that switch at 3.50 p.m. It
wag his intention to he~d trnin No, 16 in on the stock
pen track, but very soortly -~fter his tr-in h~d stopped
Conductor C'Leary came to the engine, told hinm thaot
that tranck wns occupied and 1t wos then decided that time
would be saved 1f their trein were backed in on the
house track. A back-up whistle signal was souncded and
the back-up movement was about to start when the firerman
called a warning of the gpproach of trpnin Wo. 18, he
succeeded 1n starting hig train in backward motion and
had roved 1t obout 15 feet when 1t was struck by the
opposing train. He snid that when he first sow train
Ne. 16 1t was traveling o1t a speed of about 50 miles
an hour, which had been reduced to about 235 niles an
hour at the time of the accident. Engineman McCarthy
at first stated that as no trock was designated in train
orcer Vo, 28567 for the wait for train No. 16 he had used
nis own judgment, and thinking to avoid the delay of
valting cast of thnc stationfnile train Mo. 18 did its
station work he woved his train west of the station,
intending %o have troin No. 16 nove around his treoin,
which would engblc his own trazin to leave Bryron
scveral minutes egrlier than otherwise would have been
the case, aid he s~id he thought Conductor {'Leary wos 1in
accort with the ~novement he wos nalkingz as no signol hod
bcen received fror the ccanductor at any time whilc they
were approaching 3ryan or waile subsequently rioving west-
ward although he spaid he dil not think o look back to-
ward the rcar end to sce 1f any sand signal were being
Llven, He laoter admitted, however, that the time shown
in the woit order, 3.01 p.m., applied to the passing
track east of the Internotional-3reat lorthern crossing.
He also s-iad he thought ftrain No. 16 would come into
Jryan expecting to find the main track occupicd and be
prepared to cnter any of the side tracks.

Fireman Estes corrcborated the statements of
Eaginenan McCarthy relat:ive to the movement of thear
train ot Bryon and added that at no time while in the
vicinlty of Bryan did he hecr any kinc of signal on the
corrmunicating signal.
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Concductor Q'Leary, of train ¥o. 13, said he
was riding in the second car from the engine as his train
approached Bryan and after the station whistle signal
hacd been given by tnec engineman he sounded one short
blast on the conmunlcitlng signal to remind the engineman
of the wait at that point for train No. 16, which signal
was aclnowledged. An order was handed on at tae tower,
and after readlng the order ancd checking the clearance
card he realized that the woit with train No. 16 had not
been changed, and immediately gave a stop signal on the
communicating cord which wae aaswered by two blasts on
the engine whistle, tne train kept moving, however, passed
the station at a speed of about 6 miles an hour, and he
sa1d he again sounded 2 stop signal, which on this occa-
gsion was not acknowledged. He told the train porter,
who was on the steps of the car, to stop the cngineman,
but apparently the porter's hand signals were not observed
as the train contimued to move slowly, all the time ap-
parently about to stop, until 2t was brought to a stop
three or four car-lengths from the west switch of the
stock pen track., Conductor O'Leary then got off and went
to the englnb and 1n answer to this question regarding
train No. 18 EZngineman MYcCarthy replied in effect that tley
would Walt at that point and hecead train No. 16 in on the
stock pen track; tney tnen noted that a car was standing
on that track and 1t was decided that their train would
first back up and 1t would be decided later where they
would wait for train No. 18. It was at this time, how-
ever, that train No, 18 was séen to be approaching at a
high rate of speed. Coaductor O'Leary said he understood
that the time specified -n the wait order applied to the
passing track east of ithe crogeing ond admittec that he
should not have per.itied his train to prss that point but
should have stopoed 1t by applying the air brakes by
mdans of the conduclor's emergency velve. The statements
of the other members of the train crew brought out no
additional facts o7 importance.

Engineman Torrence, of train lo. 16, said that
when train orcer No. 337 was received at Hearne he and
Conductor Shirley talked the matter cver and 1t was de-
cided that upon the arrival of their train at Bryan they
would head i1n at the house track or east track 1f either
were clear and tnen the conductor would telephone the
operator at the tower to let train No. 13 rove down and
pass them, thie arrangement, 1t was thought, would
minimize the delay to both trainse. Good time was made
after leaving Hearne and after passing the last station,
Benchley, he looked at his watch and 1t appeared then
that they would be able to perform the necessary station
work at Bryan and move on down to the passing track and
clear train No. 13 wituout delay to tnat train. He sgaid
he had shut off steam and had sounded the station whistle
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signal, 1mmediately after which tae conductor sounded the
communlcating signal calling attention to tae meet w1tho
train No. 13 at Bryan, and had just passed around the 2
curve when he saw train No. 13 on the main track 128 or

13 car-lengths distent. Fe immediately applied the air
brakes 1n emergency, opened the sanders and jumped from
the engine just before the collision occurred; not having
used the 21r between Benchley and the point of accadent,
he thought that a full emerzency effect was obtained and
tnat the speed of his train had been reduced from abuut
40 miles an nour to 35 or 30 miles an hour at the time

of the collision. Engineman Torrence sald that had he
been complying with the city speed ordinances he would
have been running at a speed of 6 miles an hour, and had
he been complying with rule 93 of the book of rules of the
operating department, which requires all trains to move
within yard limits prepared to stop unless the main track
15 seen or known to be clear, he would have been running
at a speed of about 15 or 18 miles an hour, and he ad-
mitted that in his anxiety to avoid delaying train Yo.

13 he was operating his train at a higher rate of speed
than was permitted. Engineman Torrence also sald that
he might have seen train No. 13 earlier than he did had
he looked across the inside of the curve, butv when ap-
proaching the point of accadent he was watcning tne road
croeslng near the leaving end of the curve, resulting in
his failure to see train ¥o. 13 until voo close to stop.
A test afterwards made showed that a box car standing

at the point of 2ccident could have been seen by him for
a distance of about 1,500 feet. The statements of Fire-
mant White brought out no additional facte of importance.

Concuctel Shirley, of train Wo. 16, esalc that
after receivang train order Ilo. 257 at Hearne he and
Engineman Torrence ¢igcussed the meet with train No. 13
and 1t was decided that the.r train woulcd head in at the
crossover to the house track just west of the passenger
gstatioa and 1f tne express were not too heavy they would
unload 1t from that track, he would then telephone to the
operator at the tower to let train No. 13 proceed and
in this manner save delay %o either train while the other
did 1ts station work. Conductor Shirley said hc was rid-
ing in the fourth car from the engine as his train ap-
proached Bryan cad after giving the meeting point signal
on the communicating cord, which was acknowledged, he
walked through the car and stepped down on the stops
on the station side of the car, where he was standing at
the time the brakes were applied in emergency, about the
time the train was coming off the curve; he savw some
one Jump from the engine and immediately thereafter
he gaw train No. 135 on the main track a short distance
ahead, the collision occurring walle his train was
moving 2t a speed he estimatec to have been agbout 20
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milles an hour. It was his uncerstancing that the time
stated 1n the wait order applied to the passing track
east of the towsr and he said he had never met a train
at Bryan on any other track than the passing track,

The statements of the other members of the frain crew
of train Wo. 13 brought out nothing ad itional of im—
portance.

Conclueions

Tnig accifent was caused by failure to obey a
walt order, for which Engineman McCarthy and Conductor
O'Leary were Teaponsible. A contributing cause was the
failure to operate train Vo. 16 within yard limits pre-
pared to stop, for which Engineman Torrence was Iespons-—
ihle. Dispatcher Rawline was also at fault for his
fallure to send a copy of the wait order to the operator
at Bryan.

Engincman McCarthy had not forgotten the wait
order anc finally admitted that 1t restricted the move-
ment of his train beyond the clearance point of the west
passing-track switch, instead of obeying the order he
proceeded a distance of about 1 mile with the intention
of heacing train No. 16 in on some of tne nearby side
tracks. Coencuctor O'Leary aleo remempered the walit
order and at 211 times was 1n position to know exsctly
what was transpiring, anc on account of his failure to
obey the tules and to bring his train tc a stop by
means of the conductor's emcrgency valve he 13 equally
responslble with the engineman for the occurrence of
the accident.

Eagineman Torrernce operated nis train from
Benchley to the point of accident, a distance of more
than 7 miles, 1n cpproximately eight minutes and entered
the yard limits ot Brysn at a high rate of speed, with
tho reeult that when he finally saw train No, 13 occupy-
1ng the rain track he was unahle to bring his train to a
stop. Es was a men of loas experience, knew of the
6-mile—an -hour speed restriction vithin the corporate
lirits of Bryan anc also was fully aware of the require-
ments of rule 93, and 1s at fault for his farlure to obey
thesge rules.

Dispatcher Rawlins said that before giving
train order No. 357 to the crew of train No. 16 he rang
the operator at Sryan, did not receive an 1mrmedlate answer
anc then gave the order to the crew of train No. 16 with-
out alsc giving a copy of the order to the operator at the
walting point. The dispatcher acknowledged that o copy
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of the order should have been given to the operator and
had this been done 1t 1e possible the accident might not
have occurred, inasmuch as the rules also provide that
the operator shall not deliver an order of this character
until the train affected lhes been brought to a stop.

The investigation incicated that all of these
various failures to obey the operating rules were the re-
sult of & desire to save time, Engineman McCarthy said
he intended to head train No. 16 1n ¢n = side track ond
thus avoid the delay which would have occurred had he
walted until that train arrived, performed its stabtion
work, and then pulled down to the passing—track switch,
and there 18 a question whether the conductor was not
entirely willing that such a procedure be followed 1D
view of his failure to take effective measures ftoward
bringing his train to a stop; Engineman Torrence was
opcrating his train at an excessive rate of speed in
order to be able to perform station work at Bryan and
also to meet train No. 13 without causing delay to that
trailn, and the dispatcher failed to 1ssue a copy of the
train order to the operater at Bryan at the time he gave
1t to the conductor of train Fo. 16 because the conductor
was walting for the order and he did not want to delay
him, It 18 thus apparent that the desire to save delay
resulted in several different violaiions of the rules,
and 1t 1s equally apparcnt that had any one of these
violations not occurred the accident probably would have
beendprevented; a clear case of sacrificing safety for
speed.

HaC an adequate block signal system been 1in
use on thig line this accadent probably would not have
occurred, an adequate automatic itrain stop or train con-
trol device would have prevented 1t.

All of the employees involved were experienced
men; at the time of the accirdent the crew of train No. 13
had been om duty about 3 1/3 hours and the crew of train
¥o, 16 about & hours, previcus to which all of these em-
ployees had been off duty for pericds ranging from 16 1o
40 heurs.

Regpectfully submatted,
W, P. BORLAND

Director.



