INTRRSTATF COMMERCE COMMISSION,

REPORT OF THE CHIFF OF THE BURFAU OF SAFETY IN RE INVESTI-
GuTION OF AN ACCIDENT WHICH OCCURRED ON "HE MISSQURI,
KANSAS & TEXAS RAILWAY OF TRXAS NEAR WARNER JUNCTION,
TEX., ON JANUARY 17, 18235,

March 16, 1932,
To the Cormissiont

On January 17, 1923, there was a head-end collil-
sion between a passenger train and a work traln of the
Missouri, Kansas & Texas Pailway of Texas near Warner
Junction, Tex., resulting an tre death of 1 emplovee, and
the injury of 1l passengers and 3 ermployees,

Location and method of operation.

This accident occurred on the Choctaw Division,
extending bhetween MNuskogee, Okla,, and Denison, Tex., a
distance of 157.3 miles, which in the vicinity of the point
of accident i1s a single-track lane over which 4rains are
operated by time~table, train orders, and an automatic
nlock~-signal system, The accident ocecurred approximately
3,350 feet norih of Warner Junction; approaching this point
frori the north there is a 1l-degree 57-minute curve to the
left 2,608 feet i1n lengsh, then 1,620 feet of tangent ex-
tending =across the briqre spanning the Red Raver, followed
by & 3-degree curve to she left 1,723 feet in length, then
ahout 4,000 feet of tangent, the accident occurring on this
tangent at 2 point 698 feet beyond the curve., Except for
t %o short sections of practically level track, the grade is
descending for southbound trains, varving from 0.237 to
1.011 per cent, for a distance of about 3 miles, followed
by about 80C teet of level track extending to the point of
accident,. The bridge spanning the Red River consists of
five spans, averaging approximately 300 feet in length, the
track across which is used jointly with the St, Louis-San
Francisco Railroad, which road leads off the main track
of the Missouri, Kansas & Texas Railway of Texas at sWitches
located short distances north and south of the bridge, known
as North Frisco Junction and South Frisco Junction,
respectively,

The track, switches, and signals hetween North
Frisco Junction and Warner Junction are withain the limits of
an interlocking plant, the taRfer heing located at North
Frisco Junction, Approaching from the north, the followWing
signale are enceountered; home interlocking signal 20, locatea
Just north of the switch of the 8%, Louis-San Francisco
Railroad at North Frisco Junction, interlocking route signals
8 and 9, mounted on a single mast at South Frisco Junction,
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just nor*h of the switch where the %track of the St.Lours-
San Franzisco Rallroad leads awvay fror that of the Missouri,
Kansas & Texas Railway of Yexas; and sermrautoratic signal
6561, a@hich 1s 364 “eet south of signals 8 and 9, and

Whlch governs to a point heyond whevs the accidenx occurred,
ahout ),OOO feet south of sagnal /361i. Sagnal 6581 15 of
the three-positon, yprar-quadrant type, normally displaying
a s8top indication, and i1s the beginning of the autoratic
block svstem; no d1q+ant signal is anstalled in connection
#1th 1t., Under specaal 1nstruc+1ons in the +%ar e-table,
trains r1ove hetwveen VWarner Junction and North Frisco
Junction hv autoratic and interlocring signal indicataons,
disregarding taire-tahle superroratv., Tnerre vas also a
DPractice in effect, not requared hy rule, cf stopping
southbound trains a%t signil 20 when the track v%as occupied
betuveen that point and Warner Junction; under such circum-
stances the crew Aould on sore occasions Teceive verbal
anstructions author_zang them to Droceed a8 far as signal
6561. The weather w«as clear 4t the tare of the accident,
which occurred at abhout 3.35 p.r.

Despription.

Viork extra 692 consisted of 1 convoy car and &
cAhoose, hauled hy engins 692, and was in charge of
Conductor Geer and nginenan Sinclarr, This train was
Working under an order givang it no rights against regular
trains, The convoy car and cihoose were cut off and the
engine was roved ahout 300 feet to the north, “here the
Wwork of spurring out a ditcher #as being carraed on; the
engine das standing at thais point at the tinme it was struck
by train No. 5.

Southhound passenger train No. 5 consisted of 1
express car, 1l refrigerator car, 2 Haggage cars, 1 mall car,
1 coach, 2 chalr cars, 1 dining car, 3 Pullman sleeping cars,
and ). husiness car, haulea by engine 407, and was in charge
of Conductor Sr2th and Engineman Hohnel, The 3rd, 4th, 5th,
8th, 10th and 11th cars were of all-steel construction,

“While tne remainder were of steel-underframe construction,
At Atoka the crew receaved a copy of train order No., 138,
form 19, reading as “ollowse

nApproach £ 0 G and ¥ E T Crossings
Durant under Control

Reduce to 15 Miles Per Hopr
over traclk Between Red River
Bridge and Warner Jct
Where Spurring out Ditcher.,”

Train No, 5 18ft Atoka at 2.20 P. nm., 5 rminutes
late, passed North Frisco Junction, *he last open telegraph
office, at 3.33 p. m., 7 mnutes late, anl collided with
engxne 693 while traveling at a aspeed variously egtiurated
to have heen hetvween 15 and 30 miles an hour.
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Engine 592 was drive,n backwards a distance of
a‘mut 34b fest, straking tha convoYy car and caboose and
d-avaing them sousaward an additional distance of about 100
feet; engine 6923 was practically denolished, 'the passenger
train came to reat with the engine ahcut 310 feet heyond
the point of collisien, with the engine truck derailed to
the right and som® of %he cars slizhtly damaged, 'The
erhioyee kiiled was a hriageman,

Summary of evidence.

Before the Work train left Warner Junction, Foad-
master Gallagher told Conductor Geer to communicate with
Dispatcher Garrison and have an order 1ssued protecting the
Bork of spurrirg oubt the ditcher; this action was taken and
resulted in tne issuing of tra:n order NVo. 138, The Work
trawin then proceeded to the point where the Work Wwas to be
perferred, and the convoy car and nasoose Were cut off and
left standing on tne main track, after which the engine was
roved For®ardi a short distance., After the ditcher had been
spurred out, the conducter anl engineman decided that the
mawn track would not he ccnnected hv the time the passenger
train arrived. so Fead Brakeman Veargan was ainstructed to
protect:; according vo the engzinemin and conductor i1t Was
3.05 p. m. wnep these instructions were given to the brake-
man. The Work of connecilng the main track had heen completec
and the epgineran has received a hack-up signal, #shen the
fireman gave vwarning of the approach of the passenger train,
angine creW Jurping just before the collision occurred,
Ernginoman Sinclair said his engine Was rioving slowWly backward
at the time .t was struck, while Fareman (Clark said 1t 7Was
standing still.

Head Brakeman Yeiéan stated that it was about 3.13
P. n. When he received instructions to protect, and when
avout & car-lengths north of the engine, on hie wWay back to
flag, he looked at his watch and 1% was then 3.17 P. o,
According to his statement he had reached a point approxi-
mately 1,733 feet north of the point of accaident, this being
on the curve just south of signal 6581, which he saw dls-
Pleving a stop indication, shen the passenger train came into
view, He said he began to give stop signals, hut that no
attention wag paid to them, and that the engine was Working
steari When 1t passed ham, at a speed of 45 or 50 miles an
hour,

Engineman Hohnel and Firerman Miller, of train No. 5,
stated that after discussing train orier Wo., 138, they
decided the 15-miles-an-hour restraiction applied only at the
point Where the ditcher wagteing apurrsd out, and that i1t
referred to a pile driver at bridge 6561, just socuth of the
roint of accident, and the enginerian said he aintended to have
the train under control at that point. A clear saignal in-
dication wis received at signal 20 North Frisco Junctaon,
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anil on account of being late steam was Worked while crossing
Red Faver hridge, the aneed being increased to betwden 40 and
45 miles .n hour, according to Engineman Hohnel, When the
gouth end of the bridge was reached; he said a light
applicatzon of the air hrakes had heen mzde and the brake
valve phaced in the lap position preparatory to shutting off
steam and d=ifting down to where he thought the slow order
applied, when as the engane was leawing the south end of
the bridge he saw signal 6561 dasplaying a stop indication,
he then made an emergency application of the air brakes and
opened the sanders, and after passing the signal he saw the
flagman gaving stop signals, sounded the #histle and jumped;
he estimated the speed of the train at the time of the
collision to have been ahout 10 miles an hour., FEngineman
Johnel stated that had the flagman reached the straight track
south of the hridge and Fflagred within plain view, the train
coula have ween brought tc a stop in tirme to have averted
the ccllision, Fareman Miller stated that a8 the train
reached the south end of the bridge, traveling at a speed
of a»out GO o B0 rales an hour, he called the engineman's
attention to the flagman, and the enginenan began to apply
the air brakesl snortly afterwards he saw engine 6973 and
shouted to tne engineman, who made an emergency application
of the 1ir hrakes, Fireman Miller was riding on the engine
at the time of the collision end estimated the speed of the
;raln at this time to have heen bhet veen 35 and 30 rmiles an
our.

Towerman Wadsack stated that during the afternoon,
Dispatcher Garrison freqguently inguired and was inforred as
to the location of the work extra, When train No, 5 reached
Colbert, 3.7 miles north of North Frisco Junction, the bell
in the tower warned of its approach; To+erman Wadsack imrmedi-
ately notafied the dispatcher and inquired as to holding this
train on the north side of Red River wridge, stating the Work
extra was s8till at work, hut the daspatcher instructed hinm
to permit the passenger train to proceed, as the crew had a
glow order, and the work extra would be looking out for the
passenger train, Daispatcher Garrison stated that Towerman
Wadsack notified hir the track was clear, otherwise, he
would have instructed ham to hold the passenger traxn at
North Frisco Junction, as had been the practice, Towerman
Cox was in the fower as train No, 5 approached and overheard
Towerran Wadsack's conversation with the daspatcher, While
Operator Ham, on dutvy at Atoka, and Rear Brakeman Harrelson,
of Work extra 692, who was sStationed at Warner Junction,
were listening in on the telephones at those points and heard
the entire conversation; these tnwee employees stated the
towerran notified the daispatcher that the hlock in question
was occupied,
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. Tests made subsequent to the accident disclosed
that fron the enginenan’s side of a soutnbound engine, 1iv

is possihle to ses signal 65681 through the front cab window
While ernssing Red River bridge. starting at ahout the middle
of the c=nter span, for a distance of approximately 187
feet, af4er «which the signal 18 checured from view until

the enineran is within 100 feet of i1t; from the fireman's
side of the cah, this sagnal couvld he seen from the north
end of the south span of the hridpe, a distiance of approxi-
rmately 830 fest, while the firerman'e view of the point of
accident is lirmited to ahout 2, 1”5 feet.

"he invesitigation developed that there 7as not a
clear vnderstanding on the part of erployees as to tre inter-
Pretation to ke placed on a clear indication by signal 20.
T4 #as the understanding of Fagaineran Hohnel tha%t When
81,0l 20 displayed a clear inflicakaion, the track sould he
unoconpied as far as Warner Junction; he had never found
s1gnal 6581 displaving a stop indication after receiving
clear iniications a4 preceding signals except under unusudl
circunetances, as <hen he had a nessage that 1t was out of
order, and he fully expected to find it in the clear
Position on the day of the accudent. Theee erroneous
wrpressions undoubtedly resulted from the practice of
stolping southbound +rains at signal 20 when the track wWas
ogecupied bet..een trht point and Warner Junction, and they
als0 prevailed among other rmermvers of the cres of train
No. 5. It also appreared to rave been the practice, 1f a
cleer indication was received at signal 20, for southbound
treins to he operated through this territory without reduc-
ing speed #1th the expectation that signal 6561 Wwould be
wusplayang a clear indication.

Conclusions,

This ascident was caused hy the failure of Engine-
man Hohnel, of tra‘n wo. 5, propezly +o control the speed
of his train as required by a train order, and his failure
properly to obey the stop indication of 8iznal 8561; and by
the failure of Flagran Veargan, of work extra €93, properly
%o Protect his train.

Engineman Hohnel said he had intended to have the
train under control at the point whers he théught the slcow
order applied, which was in the irmediate vicainity of where
the a:cident occurred, and he thought he had reduced the
apeed ol the train to about 10 riles an hour at the tire of
the accident. That this estirage ie %too 1ot 1s apharent
froo the fact that the engine of tne vork exira Was driven
hackward A distance of nmore than 300 feet aal nracticallwy
der.olished, while 1% struck the %70 cars then cor posing its
train 71th sufficaent force to drave ther bhizk an additiconal
diatance of ahout 100 feet. When 1t is considered that
this darage #as caused after train Wo. 3 had traveled a
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(istance of approxirately 3,000 feet wath the brake valve

in th2 emergency position, it seers clear that the ereed

of th2 train rust have heen verv bigh at the time the brakes
were applied, and alao that eather the brakes were not 1n
prorer Jorking order or that the engineman dad not obtain

an emergency effect on account of prev-ously havaing rade a
slight serwice aprlicition. In view of Fngineran Hohnel's
ovn staterent tnat the hrakes were in good condition, and
that there 15 no evidences %o the contrary, 1t seens Drobable
that the service application which he rmade as his train was
leavaing the bridge was sufficient to prevent ham from ob-
taining =n emergency effect when he saw signal 6381 1n the
stop position. Tn any event, it is apparent that the
enganeran 1id not control the speed of his train as required
Dy the slow order, :n view of the anforration and instruc-
tions contained in this order, he should have reduced the
spe2d of his triin to such an extent as to he able to con-
trol. 1% with a service apvlication of the arr hralkes.

Unier the rules ana 1nstructionsg poverning the use
of interlocking and wutomatic sipnals, the clear indication
of interlocking signral 20 was no authority for train No. 5
to expect that s-gnal 6561 wouldl he in the clear positaion,
and Engineran Hohnel should have approached that signal
prepared to stop his triin hefore nassing 1t, should it be
found in the stop sosition. Engruomsntohnel's failure
rroperly to obey signil A561 vas due to his erronecus in-
pression that eigaal 230 in clear ros:tion indicated that
$1l;,nal 6561 +as also clear. Thais irpression apparently was
created by tne prantice followed hy the towerman at this
reint of held-ong s:1gnal 20 in the stop position until the
entare route .as clear in order to avoid stopping trains
on the hridge and delaring other moverments.

Accortang to his own staterent Flagnan Yeargan
had 33 rinutes in which o protect his traan after havaing
heen instricted to do so, while according %o the statenents
of other merhers of his crew he nad approxirately 30 riinutes
at his lisposal; under such cireounstances tnere 1s no reason
why he shouwld not have given has train preper protection,
and had he continued hack around the curve and flagged train
No. 5 from the south eni of the tangent track, Fngineman
Hohnel undoubtedly Would have heen ahle to stop his train in
tire to avoid the collision.

One of the primary cwvses of this accident was the
failure of an engineman properly to chbserve the s<op 12dica -
tion of an automatic signal. To gnard against such failurz:s
158 tre Function of the autoratrc traan stop, hut unuer the
conlitions existing At the taime 1%t is probahle that an
anttonatic train stor would not have prevented the accident
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resulting from this fallure, The evadence discloses that
the eng;aineman rade an emergency application of the brales
hefore pas3ing the signil in the stop position, which is
all that could “e acconplisned by an autonmatic train stop.
The failure of the erergency ariPlication to stop the train
W¥a,8 prohahly due %o the prior serwraice aprlaication or in-
efficient air-brake equipment. An efficient air-brake
svstern 18 one of the fundamental requirerments 2f the auto-

natic traain stop 1s to afford the protection for #hich 1t 18
designed.

At the tire of the accident the c-evt of train No., 5
had been on duty 9 hours or less, and the crev of work extra
892, and the dispatcher and operitor, less than 8 hours;

Drevious to going on .uty all of these erplovees had been off
duty 16 hours or more.

Respectfndly sumiitted,
W, P, Borland,

Chie®, Bureau of Safety.



