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INTERSTATE COMMERCY COUMISSION.

REPORT OF THE DTRECTOR OF THE BURFAU OF SAFETY IN RE INVES-
TIZATION OF AN ACOIDENT WEICH OCCURRLD ON THE INTERNATIONAL-
GREAT LORTHERN RAILROAD NEAR OVERTON, TEXAS, ON JANUARY
28, 1934.

April 7, 1924,

3
To the Commission.

On Januvery 8%, 1924, thers was a head-end collisicn be-
tween a paessenger tru'n and a work tr=i1. on tne International-
Great Nortnuern Rdailroaa rnzar Oyverion, ITexas, which resulted
wn the death of cne employee, ond tne injury of eight passen-
Eere and YVvo explcyees

Location and method of operation.

This «tcident occurred on the Longvies Subdivision, ex-
tending between Longview Juncticn 2nd Palestine, Texas, a
diatance of 81.3 miles; this 1s a single-track line over
whilch trains are opsrated by time-table and train orders, no
Dlock-signal system %e:ng in use., The point of accident was
abcut 4,5 miles sovitn of Uverton; approaching from the north
tre track 1s tangent for wbout 4,387 feet, followed by a 3I°
curve to the right 1,033 feet in lengthk, the accident occar-
ring on this curve, 618 feet from 1ts northern end. A4poriech-
irg the poant of accicent from the south the %reck is targsnt
for about 3,293 1eet followed by the curve on which the &3ci-
dent occurred. The grade for scuthbound trains is 1,04 p=T
cent descending for about 2,800 teetv, level for about 700
feet, ana then 0.82 per cent descendlng for about 865 feet to
the point of accident. The grade for northbound trains 1s
1.07 per cent ascending for aoout 1,400 feev, level for about
a00 feet, 0.87 per cent descending for about 800 feet, level
for abolt 200 feet, and 1s thea (.82 per cent ascending for
2pout 535 fest Yo the poant of accident. Th2 accident oc-
curred on a 6-footr £11l and a% each enda ¢f *%he curve on which
the accident occurred there 1s a deep cat w«.ich resiricts the
Tange of wvision uatil approaching trains &re about 1,865 feet
apart. It was rdining and neavly dark at tne time of the ac~
cident, whxch occurred avout 8.55 z.m

Description,

Southbound rassenger train No. 3 consisted of twe stor-
age mail cars, one Couwcination mail and baggage carl, one bag-
gage car, oag coach, cne chair car and one Pullman sleeping
car, in the order nemed, ths first and second cars being of
stes) uvnderirame construction, the third and last cars of
all-steel constiruction and the remainder ol wooden construc-
tion, hauled by engine 355, and was in charge of Conductor
Devers end Engineman G'Connor. This train left Longview
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Junction at 8.1C a.m., 1 hour end +0 minutes late, actcording
Lo the trein sheet, at wn.ch noint a copy of train order No.
9, Form 81, was rsceived, reading as follows:

“No 3 Eng unknown run one 1 hour aad thirty 30
mins late Longwview Ject to Hume and one 1 hour
and twenty 20 nmins late hums to Palestine."

This train left Overton,the last cper telegraph office, at
6.49 a.m., one minute late on the run-late crder, and col-
lided with vork extra 401 while traveling at a spesd of about
25 miles wn hour.

Northbound work extra 401 consisted of 15 cars and &
capbcose, hauled by engine 401, and was 1n charge of Conductor
McVWnorter and Ingineman Giddings. Thas train left Palestine
48 an extra at 4,45 a,m., holding running orders to Troup,
including & copy of train order No. 9, abova guoted, and upon
arrival &t Troup, which i1s 13,5 miles from COverton, was cre-
ated a work extra and also received a copy of train order No.
14, Form 19, addressed to them as ex*ra <401 north, reading
a8 follows:

"No 3 Eng unknown wait at Kilgore until six fifty
nine 6,59 am Reeds until seven ten 7,10 am Over-
ton until seven twenty five 7.25 a.m."

also copy of train order lic. 2C, Form 15, addressed to them
a8 work exira <01, reading as fcollows:

"No 3 Eng unknown run one 1 hour and thirsy 30
mins lave Longwview Jot to Fums."

Before extra 401 arrived at Troup, wrain order No. 14 was an-
nullsc to the operator at Troup by txain order No. 18, Forp
61, reazding as follgws:

"Opr Exa 261
Order No fourteen 1« and fifteen 15 are annulled."

The operator at Troup failed to notice that the annulment or-
der was addressed to him, a5 well as to extra 261, and deliv-
ered train order No, 14 %o work extra 401. This train de-
parted from Troap at 6.30 a,m.,, according to the train sheet,
and collided with train No, 3 wnile traveling at a speed es-
timated to have been about 20 or 25 miles an hour.

The engines telescoped each other for a short distance
and were derailed but remsaned upright, being badly damaged,
and the tanks of both engines were detached from the:ir frames,
The first car of train No. 3 was telescoped for a considerable
distance, but with the exception of the front truck of the
second car rone of the other cirs in this train was deralled,
The firet and second cars of the work extra were demolished
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and the third car badly dameged, none of thé other caré of
this train being dera-led er damaged. The employee killed
was the fireman of the passenger train.

Sumrary of =svidence.

Operator Anders, &t Troup, s«id he had not noticed that
train order No, 16, annulling train orders Ko, 14 and 15, was
addressed to the opsrator as well as to extra 361, and he was
unavls to account for his failure properly to execute the or-
der. Extra 401 arrived at Troup three or four minutes after
he gave the dispatcher "complete" to traain order No. 16, end
he included among the train orders delivered to the crew of
that train & copy of train order No. 14, having failed to
note that the order had been annulled by train order No. 16,
Operator Anders further stated that although he usually wmade
a pracgtice of repeating to the dispatcher the order numbeTs
shown on & clearance card when clearing a train, he did not
do so when clearing work extra «01.

Dispatcher Talcott said he did not address the annulment
order to work extra 401 as he knew that train had not reached
Troup when he issued it; that operators 4re not required to
réport to the dispatcher the numpers of the orders shown on a
clearance card when clearing a tiain, although 1t was some-
timesdone, and that the operator at Troup did not so report
to him the clearance delavered to work extra 401. He also
said that when he issued train order No, 14 1t w~as bis inten-~
tion to run extra 401 from Troup to Longview Junction &as an
extra north, thus accountving for train order Jdo. 14 being ad~
dressed to "extra 401 north" instead of to "work extra 401",
the order creaiing the work extra being issusd at & later
time, and he said the conductor and engineman of that train
should hawve refused to accept the order addressed to extra
401 north inasmuch as they were cleared as work extra 401,
Chigef Dispatcher Yarbrough also s2id the crew should not have
accepted the crder, also that this train, being newly created
at Troup, should have oeen furnished with a train order regis-
ter check; Dispatcher Talcott, however, said the rules did not
re%ulre bim to 1ssue a register check to the crew of the work
extra,

Conductor lcWhorter, of work extra 401, said he checked
the nuwmoers of the train orders with the clearance card, but
failed tc note that train order No. 20, which was made com-
plete at 5,32 a.m,, zave him less time on train No, 3 than
train order No. 14, which was made complete at 5.239 a.m.
Conductor Meithorter admitted that under the rules he should
not have accepted train order No. 14 addressed to extra 401
north but said he thought that on acceount of having engine
401 there was nothing irregular in the address of the crder,
He was unable to say whether or not an air-brake application
wag made prior to the accident and estimated the speed to have
been about 20 or 25 miles an hour «t the time of the accident,
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Flagman Chapman, who vas riding in the cupola, said he read
the traain orders but his 2ttention was aot directed to any-
thing wrong with ther.

Engineman Gidd:ngs said he noticed irain order No. 1lé
was addressed to exstia 401 north pat considered it proper te
accept the order as he had engine 401 and because 1% had besn
customarr to accept like orders op=soeen register s*etions.

The time shown complete on trailn order No. 14 and train ordeT
No, 30 did not rake him suspicious that there wasg anything i--
regular about the orders and he used train order No. l« to
make OUvsrton for treiln No. 3. Fis first intimation of the ap-
brodch of thit traain was when the fireman shouted to him whiie
Mssing through tne cut scuth of tane poaint of accident, &t
which time the epeed of the train was about 25 mles an hour,
and he shut off steawn, applisd the air obrakes in emerzency,
and jumped, he thought the speed had been reduced to abozt 20
miles an hour wpen She cellis or oucurred. Fareman Bradley
said he noticed nothing <bcut the orders that wvas i1rregular,
He was on the .nside of uwre cuarve «pPrroiching the point of as
1dent when ae ciscoverzd the approzch of train No. 3, about
¥ mile distand, and notified the engineman. Brakeman Chapmem,
who was riding in che fireman's side of she cab, thought train
No. & a2z about 150 or 200 yards distant when the fireman
first gave warning.

Conjuctor Cevers, of train No. 5, said a stop was made at
Overton, and the train departed from that point one minute
late on the run-late order, which wag the only order which
they held. His first intimation of the accident was when he
felt a jar a few sesconds before thz accident occurred, at
which tine he estimuted the speed to have been about &5 wmiles
2n hour. Enginemaa 0'Connor wes unable to estimatz the dis-
tance his train was from the work extra shen he first saw 1%,
but sard his own engine 'was on the curve, moving at a speed
of <% or 30 males an hour, and after shattinzg off steam, he
applied the air brakes 1in emergency and jumpad.

Conclusions.

The primary cause of this 2ccident was the delivery of
train crder No. 14 to the crew of work extra 401 by the opera
tor after this order had been arnulled.

The rule on this railroad covering the annulment cof trai.
ordars reads a8 follows:

"If ar order which 1s to e annulled has not been
delivered tc a train, the annulling order will be
addressed to the operator, who vill destroy all
copres of the orger annulled but nis own, and
write on that: 'Apnulled by order No ___.'"
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Operator Anders i1n conformity with this rule should
bave destroyed ali copies but his own and should have made
the proper notation on the copy he retained., Instead of
complying with this rule Cperator Anders delivered train or-
der No. 14 to the crew of the workx extra; he cffered no ex-
cuse for his omission except that after having copied the
ozder he did not agein netice 1t was addressed to the oper-
ator,

The crew of work extra 401 were equally at fault for
accepling and using tanis order. It resulted in their being
1n possession of two orders giving them time against train
No. 3, train order No., 14, made complete at 5.29 a.,wm., pro-
vided that train No. 3 would wait at Overton until 7.25 a.m.,
@aking i1t 2 hours and 8 minutes late a4t that point, while
train crder No. 20, made complete at 6,23 a m., dairected
train No, 3 to run 1 hour and 30 minutes late., The conductor
however, did not notice this discrepancy in the orders, while
the engineman s3id he did not think there was anything irreg-
ular about 1t and that he could uase the wait order in running
ageinst train No, 3. The receipt of these two orders should
have caused a doubt to arise in the mirds of the crew as to
Just how much time they had against train No. 3, and had
€1ther of them raised any question with the operatoer concern-
ing the matter the error wouald have been discovered and fthas
accident would not have occurred.

Although not involved in the accident, it 15 to be
noted that the statements of the dispaicher and of the chiefl
dispatcher conflict as to whether or not a register check
should have been furnished, the rule provides in substance
that a train must not leave its 1nitial station until 1t has
been ascertained whether all trains due, which are superior
or of the same class, have arrived or left.

The rules provide that train orders for 2 train must be
addressed to tne conductor and ernginemdn, as well as to any
one acting as pilct, extras being designated by the engine
numbers and the darection, as "extra 401 north " Among the
orders involved there were irregularities in the addresses,
train order No. 16 was issued to "exa £61" whereas it should
have been addressed to the conductor and engineman of that
train, while the time-table direction should also have been
included, Train order No. 14 was addiessed to "extra 401
north," the conductor and engineman not being included in the
address Other similar irregularities were noted in the
train order book,
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Thig accident agairn calls atiertion to the liability of
error under the train order method of operation and to the
necessity for automatic train conerol, the use of which woulc
have averted this accident.

The empicyees inveolved were experierced men, none of
whor: had been on duty in violation c¢f any of the provisions
of the hours of service law.

Respectfully submitted,
W. P. BCRLAND,

Director.



