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INTERSTATE CCMMEFRCE COMMISEION

REPORT OF THE DIRCCTOR OF THE BUATAU OF €AFZTY IN RE
INVESTIGATION OF Sl ACCIDENT WHICH OCCUERED AT TIf
INTERSECTION OF TEE TRLCKS OF THE KANS:S, OVLAHOMA
& GULF RAILVLY OT TRXAS AVD THE TEXAS & FACTIIC
RAILWAY AT DENISON, TEXAS, ON AUGUST 17, 1925.
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January 4, 1926.

To the Commission-*.

On August 17, 1525, there was « s1Ge colligion
between a yard engine and a vork trair of tlie Kansas,
Oklahoma & Gulf Railway of Texas at 1he intersection
of the tracks of this railwey and the Texas & Pacific
Railway at Denison, Texas, recult:r_. Ir the death of
one employece and ihe injury of threc ercloyees.

Locatior and method ot operaticn

At the point of accident boik rarlways are
single-track lines over which traing cre operated by
time-table and train orders, no block signal system
being 1n use. Approaching the point of accident
from the west on the track of the Kongas, Oklahoma &
Gulf Railway of Texas there 1s a corpound curve to
the left nore than 1,200 feet 1n lengtn, the curvature
varving from 42 20! o 59, the accident occurring on
this curve at a point 3297.4 feet from 1ts eastern
end, where the curvature i1g at 1ts minimum, the grade
Tor eastbound trains on thig track 1s 1.4 per cent
descendrnt for o coisiderable distance, extending to
within 71 teel of the crossing, frowr which point 1t
1s rractically level across the crossing. Approach-
ing irom the north on the Texas & Pacific Railway
there 1s a 3° curve to the right 1,086 feet 1n length,
the accident occurring on this curve at a point 438
feet from its southern end; the grade for southbound
trairs 1s 0,7 per cent descending for 80C fcet, then
0.7 per cent ascending for a distarce of esbout 375
feet to the crossirg and for about 25 feet beyond.

There 15 a decp raovine located in the northwest

angle of the irntersection and the view acrozs 1t {rom
ene track to the other was somewdut obisructed by the
tops ol treeg, whicl. extend from 5 %o 15 feect above
the level of the tracks. There 1. - 50p board



located 316 feet north of the crogsing on the Texas &
Pacific Railway, while the stop board on ihe Kansas,
Oklahoma & Gulf Railway of Texas 1s located 142 feet
west of the crocsing., In addition to the cperating
rules of both rsilroads, the State law requires all
trains to come 1lo a full stop when aprroaching a
Tallroad crossing at grade, provided, as in this
instance, 1t 1s not protected by an interlecking
plant.

The weather was clear at the time of the
accident, which occurred at about 12.57 p. m.

Description

Eastbound work extra 7 consisted of six
ballast cars and a coach, hauled by engine 7, backing
up, and was 1u charge of Conductor Kisberly and
Engineman McDonald, Thwig train deperted from
what 1s known as the coach track, located about
opposite the passenger staticn at Denison, at about
12.55 p.m., pulled out on the main track, and the
engine was brought to a stop at a pocint 593 feet
west of the crossing, after which the coach-track
switch was closed. Work extra 7 then continued
eastward, passed the stop board witnocut stopping and
on reaching the crossing, while traveling at a speed
of about 8 miles arn hour, the engineman's side of
the engine wasg struck by engine 239.

Yard engine 239, headed south, in charge of
Conductor Harbtlett and Engineman Davis, had just made
a transfer delivery of cars to the Texas & Pacific
Railway, and was returning light, southbound, over
the main t.ack of that railway, this engine also
passed the stop board without stopping, and on
reaching the croesing, while traveling at a speed
estimated to have been from 6 to 15 miles ar hour,
collided with work extra 7.

Engine 7, together with 1ts tender, was de-
rairled and overturned; engine 239 was also derailed
but remained upright. The empleyee killed was the
fireman of engine 239.

Ssummary of evidence

ingineman McDonald, of work extra 7, stated
that when about 250 feet from tre croscing he sounded
the cressing whistle, and just after paszsing the stop
board, only 142 feet from the point of accident, travel-
ing at a speed of about 8 miles an hcur, he looked across



the ravine toward the Texas & Paci:ric ilrack and saw
vard engine 2339 at a point rorth of the stcp board,
moving toward the crossing, but 1t d°c not appear

to be traveling very rapadly. Vhen e f110%

saw engine 239 1t was so much farther fronm the cross-
ing than the work engine that he did not thaink an
attempt would be made to cioss ahead of his t1ain,
and conszequently he btegan looking in the direciion
that his train was uoving, paying no furthcr atten-
tion to the vard engine until the tender of his own
engine was on the crossing. At trig time he saw the
vard engine within about 20 or 25 feet of the crossing,
traveling at too high a rate of speed to be able to
stop 1n time to avert an accident, and he imrediately
began to Work steam in an endesvor to get hig engine
over the crossirg, but was unable to do sn. Znglneran
McDonald also stated that he did not hear engine 229
whistle for the crossing, that after he first saw
yard engine 239 there was ample time for him to

have brouzht his train to a stop, but he had supposed
1t would be cver the crossing before the yvard engine
reached that point. The statements of Fairemaa

Hale practically ccrroborated thoee of Engirneman
McDonald, he cstimated the speed of the work train
to have been not more than 8 miles an hour when
approaching the crossing.

Head Brakeman Brady stazted that after closing
the coach-track switch he boarded the rear of the coach
and walked through 1t toward tie head end, on reaching
the front platform he saw that his engine was about
20 feet from the crossing, traveling at a speed of
about 6 mileg an hour, while yzrd engine 239 was
about 100 feet from the crossing, traveling at a
speed of about 15 miles an hecur, ard made no stop
prior to colliiding with engine 7. Eead Brakeman
Brady further stated that the only whistle signal
he had heard scunded by either engine was the two
tlaste gounded by ve engine 7 at the tine he gave
tne proceed signal after cloging the coach-track
switch, cnductor Timberly was in the yard office,
obtaining information in regard to trains which the
work train would have to meet, and Wwas unaware of anything
wrong pricr to the occurrence of the accident.

Enr:ie-sn Davis, of yard engine 239, stated
that the ¢11 Lrukes on nR1s enfine were in good conditaon
and worked pruperly, that he was thoroughly fariliar
witlh the rhysical ccnditions at Denison yard and was
aware of the daily rievements of the work rtrain. He
stated thuet tne speed of his engine was cbout & or
7 miles an hour when 1t was approacking the crossing
on the Texas & Pacific track, but that he did not
bring his engine to a silop. He ctated, however,
that he reduced speed and whistled for the crossing.



After passing the stop boaid re Jookel acLoss the
ravine gnd saw the work trair oo niisc on the Kansas,
Oklahoma & Gulf Rorlway of Texas tia.k while the
coach—-track switch was beilng closcd, and shortly
afterwards he hecare engaged 1. ¢ . Julsation with
the firerun Wher he azain looked ahead he saw

the work train about BO or 75 fect fiom tunc crocsing,
his own engine belng accut 1the scme distance away,
and he gaid he immed:zately clozec tae throttle,
applied the air brake= in erergency and reversed the
engine, when about 35 feet Irom {he crossing, but was
unable to stop. Engireman Davis further stated

that there was nething to interfere wmateriolly with
hig view of the work train froa the time he rassed
the stop board until he reached the crossing, that
1t was customary for the one who first cailed for
the crossing tc have precedence, that he did not
hear the work train call for 1t, and that he, therefore,
assumed that tie work train weuld wait until his en-
gine had pascsed. He admitted that he did not main-—
tain a proper lookout when approaching the crossing
on accounl of the fact that he was talking with the
fireman, and he also stated that he did not notice
the air brakes being applied from the rear of hig
engine.

Conduc tor Hamblett, of yard engine 239,
stated that he was riding on the right side of the
rear footboard of the tender, and thet when 1t had
reached a point which subseouent measurement re-
vealed was 7237 feet frou the crossing he looked
across bnd saw the cars 1In work extra 7, the work
engine veing 839 feet from the cro..ing at this time.
The engineman of the work tra r hid L.s oack partiy
turrned toward the yard engine, anu Wae aprarently
looking ir the direction in which the work train was
poving. As the work 1lrair was 1n plain view and 1ts
eénglne was go riuch nearer to the crcscing than his own
engine, he was of the opinicn that nis engine would
stop and let the work trein pass over the crcssing.
The sneed of his engine was not reduced, however,
8t11l being about 12 miles an hcur, and Cordactor
Hamblett stated thet on reachirg a roint about 300
feet from the crossing he shouted to Eagineman Davis
and berar sivine hmm gtoo sirnels, but was unsble to
attract tne engineman's attention. He said he opened
the anclc -~ ¢t the rear of the tender wnen at =z
point afterwairds found tohave been 148 fect from
the crogsine, ot woich time the tender of engine 7
wag praciten' )y on the rciossing, and tha*t the speed
of tle yo. 102 st111 was about 20 miles an
hour at the time of the accident. Conduc tor



Hamblett further stated tuet 1. was cuestormary vhen
approachiv» thig ~rvricint on the Yarczg, C%laonma &
Gulf Railway of Texas merely to slow down and drift
over the crcssing, but when approaching nn the Texas &
Pacific track it was customary tc stop at the gtop
board and vhistle for the crossing, but on this
occecasion Ergilnenan Davis did not stop or slow down

for the crossing, and that he did not hear him sound
the whigstle.

Head Brakeman Dillon, of yard engine 239,
stated that he was riding on the deck of the enrine
on the fireman's side, and that the speed of the engine
wWas between 12 and 15 miles an hour, aed that EIngine-
man Davis did not slow down, stcp, or sound the whistle
for the crossing; he also stated that Engineman Davis
held no conversation with tbe fireman whon approaching
the crossing. The first intimation ne had of any-
thing wrong was when the fireman, who was his brother,
pointed across the ravinre and shouted to Engineman
Davis, WLock out for that work ftrzin¥, at which time
the yard engine was approximately 186 feet from the
crossing, working steam; he said Enzineman Davis
then closed the throttle znd applied the air brakes.
Head Brakenman Dillon did not notice any applicaticn
of the a1t btrakes from the rear of the engine before
he jumped, and that he noticed no material reduction
in the gspeed of his engine after he jumped off and
prior to the accident.

Flagman Jackson, of yard engine 2339, who was
riding or the left side of the recr focotooard of the
tender, corroborated the statements of Conductor Hamblett
#Fs to the speed of the engine, and alsc about callaing to
the engineman and finally opening the angle cock on the
rear of the tender.

Conclusions

This accident was caused by the failwe of
Engineman McDonald and Davis to maintsin a proper look-
out and to know whether the way was clear for the move-
ment about to be made; Engineman Davis also failed to
bring his engine to a stop before passing over a Crossing
at grade.

Under rule 98-A, of the Rules of the TranspoT-
tation Department, trains are reguireC to come to a
full stop not less than 300 fect nor mere than 600
feet from a crossmng with ancother raiiroad at greade,
and are not to proceed until the way 1e known to be



-~ 8 -

absolutely cleaz tfter vorg er¥tra 7 rad pulled ouat
on the razn trock ara stepred 1o a'i1cw Sae nTaleran

tc close the ccacn-track switch, tae enrire was slirht-
ly legs then 600 fect fror the croacir. end techaically
1t came within the jeguirements of <l2Fk narticular part
of the rulc. DNo stop was rade % o2 nc.» the stop
board, located 142 feet fiom tro¢ cmoreie ond after
observing the approach of vard enginc 20¢ Entineran
McDonald paid no furtker etteation tc 1ts moveuent,
assuning 1t would be stopped to allow his trein to
pass, and he did not notice that 1t Led not been
brought to a stop until the tender ¢t hiz om enzine
was practically on the crucsing In cperating his
train 1n this ranner Engineme McDoreld viclated the
reguirement that he should not vroceegd unitil the way
was known to be absolutelv clear.

Rule 98 contains a provieion that where re-
quired by law, trains must stop. The evidence ir-
gicated that Enginerar Davis, of yard engine 239, ignor-
ed thie reguirencnt, as well as both of the provisions
of rule 88-A referred to in the precedin~ para raph, and
althovgh he bad seen the work extra approachinrs the
Crossing When nDlg OWN engine was approxizately 300
feet distant fror the crossinz, yet he paid ne Iurther
attentlon to the moverment of the work extra until too
close to the crossins to enable him to stop. Tt 1s also
apparent that Conductor Hambleti{ could have brouzht
his engine to a stop i1n time to zvert the accident
had he acted promptly, althou:h under the circur stances
ag they existed i1n thas case 11 would be difficult for a
man 1in his poesgition to realige, urtil too irte for
effective action, that there w2s danger of the occurrence
of an accident. Each en,’ine~man was orn the side of his
respective engine which was nearest oc the other train,
each had observed the approach of *»¢ cther train, and
each then engazed hirself in other dizeciiuns, failing
te look ahead agaln urtil too late to evert an accident,
for such negligence there 1s no excuse.

The employees 1nvolved were experienced men,
and au the tine of the accident ncne ot them had been
on duty 1in violation of any of the provisions of the
hours cf service law.

Respectiully submitted,
W. P. BORLAXND

Director,



