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INTERSTATE COMMERCE COMMISSION. 

REPORT OF THE DIRECTOR OF THE BUREAU OF SAFETY IN RE INVES­
TIGATION OF AU ACCIDENT WHICH OCCURRED ON THE INTERNATIONAL-
GREAT hOFTHERN RAILROAD NEAR OVERTON, TEXAS, ON JANUARY 
28, 1934. 

A p r i l 7, 1924. 

To the Commission-

On January 28, 1924, there \.as a head-end c o l l i s i o n be ­
tween a passenger t r ^ n and a woi , L r t r a in on tne In t e rna t iona l -
Great Northern Railroao. n^ai Overton, Texas, which r e su l t ed 
in the death of cne employee, and tne injury of e i g h t passen­
gers and tvo employees 

Locat ion and method of opera t ion . 

This acc ident occurred on the Longview Subdivis ion, ex ­
tending between Longview Junction and P a l e s t i n e , Texas, a 
dis tance of 81,3 mi l e s ; t h i s i s a s i n g l e - t r a c k l i n e over 
which t r a m s are operated by t ime- tab le and t r a in orders , no 
Olock-s igna: system being in use. The poin t of acc ident was 
abcuc 3.5 mi les soi^ba oi Overton; approaching from the north 
tne track i s tangent for oLbout 4,287 f e e t , fo l lowed by a 3° 
curve to the r i g h t 1,033 f e e t m length , the accident occur­
r i n g on t h i s curve, 618 f e e t from i t s northern end. Approach­
ing the point of accident from the south the track i s tangent 
f o r about 3,293 j e e t fo l lowed by the curve on which the a c c i ­
dent occurred. The grade f o r southbound t ra ins i s 1.04 per 
cent descending fo r about 2,600 t e e t , l e v e l for about 700 
f e e t , ana then 0.82 per cent descending for about 865 f e e t to 
the point of acc ident . The grade fo r northbound t r a ins i s 
3.07 per cent ascending for aoout 1,400 f e e t , l e v e l for about 
200 f e e t , 0,87 per cent descending for about 800 f e e t , l e v e l 
for about 200 f e e t , and i s then 0 o 82 per cent ascending for 
aoout 235 f e e t to the c o m t of acc ident . The accident o c ­
curred on a 6_foot f i l l and a t each end of t>^e curve on which 
the accident occurred there i s a deep cat ^ . i c h r e s t r i c t s the 
range of v i s ion u n t i l approaching t ra ins are about 1,665 f e e t 
apart . I t was ra in ing and near ly dark a t tne time of the a c ­
c iden t , which occurred aoout 6.55 aum 

Desc r ip t ion . 

Southbound passenger t r a m No. 3 cons is ted of two s t o r ­
age mail cars , one combination mail and baggage car, one bag™ 
gage car, one coach, cne chai r car and one Pullman s leep ing 
car, m the order n^med, the f i r s t and second cars being of 
s t e e l underframe cons t ruc t ion , the t h i r d and l a s t cars of 
a l l - s t e e l const ruct ion and the remainder o f wooden construc­
t i o n , hauled by engine 355, and was in charge of Conductor 
Devers and Engmeman O'Connor, This t r a i n l e f t Long view 
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Junction at 6.10 a .m. , 1 hour and -±0 minuses l a t e , according 
to the trctm sheet, a t wn*ch point a copy of tra in order No, 
9, Forin 31, *va3 received, reading as fol lows: 

"No 3 Eng unknown run one 1 hour and thirty 30 
mms late Longview Jet to Hume and one 1 hour 
and twenty SO mms late Hume to Palest ine." 

This train l e f t Overton, the l a s t open telegraph o f f i c e , at 
6.4d a.m., one minute late on the run-late order, and co l ­
l ided with work extra 401 while travel ing at a speed of about 
25 miles tin hour. 

Northbound work extra 401 consisted of 15 cars and a 
caooose, hauled by engine 401, and was in charge of Conductor 
McWnorter and Engmeman Giddmgs. This t r a m l e f t Palestine 
<̂ s an extra at 4. '±5 a .m., holding running orders to Troup, 
including a, copy of train order No. 9, above quoted, and upon 
a r r i v a l at Troup, which is 13,5 miles from Overton, was cre­
ated a work extra and also received a copy oi* train order No. 
14, Form 1Q3 addressed to them as extra 401 north, reading 
as fol lows: 

"No 3 Eng unknown wait at Kilgore unt i l six f i f t y 
nine 6.59 am Reeds unt i l seven ten 7.10 am Over­
ton unti l seven twenty five 7.25 a.m." 

also copy of train order No. 30, Form 19, addressed to them 
as work extra ^01, reading as fe l lows: 

"Wo 3 Eng unknown run one 1 hoar and thirty 30 
mms late Longview Jet to Kume." 

Before extra 401 arrived at Troup, t r a m order No. 14 was an­
nulled to the operator at Troup by train order No. 16, Form 
31, reading as fol lows: 

"Opr Exa 261 
Order No fourteen 1-* and f i f teen 15 are annulled." 

The operator at Troup f a i l e d to notice that the annulment or ­
der was addressed to him, as wel l as to extra 261, and d e l i v ­
ered t r a m order No. 14 to work extra 401. This t r a m de­
parted from Troap at 6.30 a.m., according to the train sheet, 
and col l ided with t r a m No. 3 wnile travel ing at a speed es­
timated to have been about 30 or 25 miles an hour. 

The engines telescoped each other for a short distance 
and were derai led but remained upright, being badly damaged, 
and the tanks of both engines were detached from their frames. 
The f i r s t car of t r a m No. 3 was telescoped for a considerable 
distance, but with the exception of the front truck of the 
second car none of the other cE-rs in this train was derai led. 
The f i r s t and second cars of the work extra were demolished 
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and the third car badly damaged, none cf the other cars of 
this tram being derai led o r damaged. The employee k i l l e d 
was the fireman of the passenger t r a m . 

Summary of evidence. 

Operator Anders, at Troup, said he had not noticed that 
train order No, 16, annulling train orders No, 14 and 15, was 
addressed to the operator as wel l as to extra 361, and he was 
unaole to account for his f a i lure properly to execute the or ­
der. Extra 401 arrived at Troup three or four minutes after 
he gave the dispatcher "complete" to t ram order No. 16, and 
he included among the t r a m orders del ivered to the crew of 
that t r a m a copy of train order No. 14J having fa i l ed to 
note that the order had been annulled by tra in order No. 16. 
Operator Anders further stated that although he usually made 
a practice of repeating to the dispatcher the order numbers 
shown on a clearance card when clearing a t ra in , he did not 
do so when clearing work extra *oi. 

Dispatcher Talcott said he did not address the annulment 
order to work extra 401 as he knew that train had not reached 
Troup ,vhen he issued i t ; that operators are not required to 
report to the dispatcher the numoers of the orders shown on a 
clearance card when clearing a t i a i n , although i t was some-
timesdone, and that the operator at Troup did not so report 
to him tne clearance del ivered to work extra 401. He also 
said that when he issued train order No. 14 i t .vas his inten­
tion to run extra 401 from Troup to Longview Junction as an 
extra north, thus accounting for tra in order No. 14 being ad­
dressed to "extra 401 north" instead of to "work extra 401", 
the order creating the work extra being issued at a later 
time, and he said the conductor and engmeman of that train 
should have refused to accept the order addressed to extra 
401 north inasmuch as they were cleared as work extra 401. 
Chief Dispatcher Yarbrough also said the crew should not have 
accepted the order, also that this tra in , being newly created 
at Troup, should have oeen furnished -vith a tra in order r e g i s ­
ter check; Dispatcher Taicott , however, said the rules did not 
require him to issue a reg i s ter check to the crew of the work 
extra. 

Conductor Hcivhorter, of work extra 401, said he checked 
the numbers of the train orders with the clearance card, but 
f a i l e d to note that t r a m order No. 30, which was made com­
plete at 6,22 a.m., gave him less time on t r a m No. 3 than 
train order No. 14, which was made complete at 5.29 a.m. 
Conductor Mci/horter 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 account of having engine 
401 there was nothing i rregu lar in the address of the order. 
He was unable to say whether or not an a ir -brake application 
was made prior to the accident and estimated the speed to ho-ve 
been about 20 or 25 miles an hour d.t the time of the accident. 
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Flagman Chapman, who vas r i l i n g m the cupola, said he read 
the t r a m orders but h i s a t t e n t i o n was not d i r e c t e d to any­
thing wrong wi th therr. 

Engmeman Ciddmgs sa id he no t i ced t r a m order No. 14 
was addressed to e x t i a 401 north oat considered i t proper to 
accept the order as he ho-d engme 401 and because i t had been 
customary to accept l i k e orders ceoreen r e g i s t e r s t a t i ons . 
The time shown complete on t r a m order No. 14 and t r a in order 
No. 20 d id not make him suspic ious that there was anything i r ­
regular about the orders and he used t r a in order No. 1* to 
make Overton f o r trc-m No. 3. His f i r s t in t imat ion of the ap­
proach of that t r a in was when the fireman shouted to him whiifc 
passing through tne cut south of tne poin t of acc iden t , at 
which time the speed of the t r a m was about 25 miles an hour, 
and he shut o f f steam_. app l ied the a i r brakes m emergency, 
and jumped, he thought the speed had been reduced to about 20 
mi les an hour ^nen the c o l l i s i o n oocwrred. Fireman Bradley 
said he no t i ced nothing c-bcut the orders that was i r r e g u l a r , 
He was on the m s i d e o f t re carve approaching the point of ac 
c ident when ne d i scovered the approach o f t r a m No. 3, about 
•q: mi le d i s t a n t , and n o t i f i e d the engmeman. Brakeman Chapman, 
who was r i d i n g m che f i reman 's s ide of the cab, thought t r a m 
No, 3 aas about 150 or 200 yards d i s t an t v/hen the fireman 
f i r s t gave warning. 

Conductor Eevers , of t r a i n No. 3, sa id a s top was made at 
Overton, and the t r a m departed from that po in t one minute 
l a t e on the run- la te order , which was the only order which 
they held . His f i r ^ t in t ima t ion of the acc ident was when he 
f e l t a j a r a few seconds be fo r e the acc ident occurred, at 
which t i ne he es t imated the speed to have been about 25 miles 
an hour. Engmeman O'Connor wd-s unable to es t imate the d i s ­
tance h i s t r a m wa^ from the work ex t ra .vhen he f i r s t saw i t , 
but s a i l h is own engine vas on the curve , moving at a speed 
of ^5 or 30 r a l e s an hour, and a f t e r shutt ing o f f steam, he 
app l i ed the a i r brakes m emergency and jumped. 

Conclusions. 

The primary cause o f t h i s accident was the d e l i v e r y of 
t r a i n order No. 14 to the crew of work ext ra 401 by the opera 
tor a f t e r t h i s order had been annulled. 

The ru le on th i s r a i l r o a d cove r ing the annulment c f t r a i . . 
orders reads ds f o l l o w s : 

" I f an order which i s to oe annulled has not been 
d e l i v e r e d to a t r a m , the annul l ing order w i l l be 
addressed to the ope ra to r , who w i l l des t roy a l l 
cop ies of the order annulled but h i s own, and 
wr i t e on that : 'Annulled by order No . ' " 
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Operator Anders in conformity with this rule should 
have destroyed a l l copies bat his own and should have made 
the proper notation on tne copy he retained. Instead of 
complying with this ra le Operator Anders del ivered t r a m or­
der No. 14 to the crew of the work extra; he offered no ex­
cuse for his omission except that af te i having copied the 
order he did not again notice i t was addressed to the oper­
ator. 

The crew of work extra 401 were equally at faul t for 
accepting and using tnis order. I t resulted in their being 
in possession of two orders giving them time agaj.net train 
No. 3, train order No. 14, made complete at 5.39 a.m., pro­
vided that t ram No. 3 would wait at Overton until 7.35 a.m., 
making i t 3 hours and 8 minutes late at that point, while 
t r a m order No. 30, made complete at 6.33 a m. , directed 
tra in No. 3 to run 1 hoar and 30 minutes late . The conductor 
however, did not notice this discrepancy in the orders^ while 
the engmeman said he did not think" there was anything i r r e g ­
ular about i t and that he could ase the wait order in running 
against train No, 3. The receipt of these two orders should 
have caused a doubt to arise m the minds of the crew as to 
just how much time they had against t ra in No. 3, and had 
either of them raised any question with tne operator concern­
ing the matter the error would have been discovered and this 
accident would not have occurred. 

Although not involved in the accident, i t is to be 
noted that the statements of the dispatcher and of the chief 
dispatcher conf l ict as to whether or not a register check 
should have been furnished, the ru le provides m substance 
that a train must not leave i t s i n i t i a l station unti l i t has 
been ascertained whether a l l trains due, which are superior 
or of the same c lass , have arr ived or l e f t . 

The rules provide that t ra in orders for a t r a m must be 
addressed to tne conductor and engmeman, as well as to any 
one acting as p i l o t , extras being designated by the engine 
numbers and the direct ion, as "extra 401 north " Among the 
orders involved there were i r r e g u l a r i t i e s in the addresses, 
train order No. 16 was issued to "exa £61" whereas i t should 
have been addressed to the conductor and engmeman of that 
tra in , while the time-table direct ion should a lso have been 
included. Tram order No. 14 was addiessed to "extra 401 
north," the conductor and engmeman not being included in the 
address Other s imilar i r r e g u l a r i t i e s were noted in the 
train order book. 

http://agaj.net


This accident again c a l l s attention to the l i a b i l i t y of 
error under the t r a m order method of operation and to the 
necessity for automatic t r a m concrolj the use of which woulc 
have averted this accident. 

The empxcyees involved were experienced men, none of 
whom had been on duty in v io lat ion cf any of the provisions 
of the hours of service law. 

Respectfully submitted, 

\\\ P. BORLAND, 

Director. 


