INTERSTATE CQMMERQOY COMMISSION

REPCRT OF THE DIRECTOR CF THE BURZAU OF SAFETY IJd RE
IMVESTIGATICN Of AN ACCIDENT WHICH COCCURRED ON THE
ST. LOUIS SOUTHWESTERN RAILWAY COLPANY CF TEXAS
NEAR PITTSBURG, TEX., ON DECEIBZR 13, 1929

March B, 1930
To the Comnisesion:

On Decenher 13, 1925, there was a TearT-end collision
between two freizht traine on the line of the St. Louls
Southweestern Railway Coipany of Texas, near Pittsburg,
Ter., Tesvli ng 1n the injury of five employees

Location and nethod of operation

Thig accident occurred on the ¥t Pleasant Subdivi-
g.nn or the Texas Division, extending between lit. Pleasant
and Tyler, Tex., a distance of o7 03 miles, 1n the
vicinity of the »oint of acciaent this 1s a single-track
line over wnich tresins are operagted by *ime-teble and
train oixdersg, no block-sigmal system being in use. The
accident occurred at a point 2.31 miles north of the
“enot at Pittsburg, or 5,L5l feet north of the north
switch of tae vassing track, the wmassing track is 4,200
fect 1a length and perellels the main track on the east.
Anproaching the moint of collision from the north the
track 1s tangent feor a “istance of 2,260 feet, then there
18 o 39 curve to the left 1,31¢ feet 1n length, folloved
by 200 feet of tangent, tae accident occocurring on this
tangent at a point 36 feet from 1is northern end. The
grace Tfor southboun? trains sprvroaching and for some
dlstance bevond the vpoint of accident 1s ascending, being
L1.87 =wer cent at the point of collision,

Tae visw of the point of colliglon across tne 1nside
f the curve fron the fireman's side of the cab of a
ovtahoon” esngine 1g restricted to a distance of 919 feet.

The w2ather aeg cloidy at tae time of the accident,
which occurred between 2.40 and 2.50 a. m.

TCescrirtion

Southbound freighs train exira 75¢ consisted of 41
cers ard a cabkooss, of 1,515 tons, hauled by engine 759,
and was 1m chare: of Condvctor Sterling and Ingineman
Blackwell., This train departed from Mt. Plecasant, 11.64
miles nerth of Pitteburg, at 2.08 a. 1., according to the
trein sheet, and while eitiner wmoving at a very low rate
of soveed or having juet stalled on the ascending grade
the cabooge was struck by extra 7656-774.



—2-

Southbound freight train extra 76G-774 consieted of
40 cares and & caboose, of 3,600 tons, hauled by engines
766 and 774, couvled, znd was in charge of Conducter Holmes
and Enginemen CJonrler and Waller. Tnis train departed from
¥t. Pleasant at .18 a. w., according to the train sheet,
and colliced with the rear end of extra 752 while traveling
nt a speed estimated tn nave been/18 and 25 miles mer
hour. between

The cavoose of extra 759 was demolished and the four
cars ahead of 1t were derailed and damaged Engine 766
came to regt on its right side, east of the main track,
almost reversed and about 125 fest beyond the peoint of
collision; 1ts tender came to rest almost upright. Engine
774 came to rest on 1ts left side across the roadbed,
about 11C feet south of the point of collision, the tender
was on 1te side. The first car in this train was derailed.
The employees injured were the enginemen, firemen and the
head brakeman of extra 766-774.

Su=tnary of evicence

Conductor Starling, of extra 758, stated that the
caboose of his train passed the devot at Lit. Pleasant at
abeut 2,08 a. m., then his train proceeded tc the socuth
end of Jouble-track and was brought to a stoo, where 1t
remained for about 10 or 12 =winutes, walting for an
onwosing train, extia 57C, northbound. After that train
passed, his owmn traln oulled ahead on to the single track
and then stooped while the engine took on water, about
thnree minutes being consumed for this purpose, the engine
not being cut off. He said that his train departed from
the water tank at 2.20 a. m., and that a speed of about
30 miles per hour was maintained after leaving Mt. Plea-
sant: while moving up the grade near Pitisburg, however,
he noticed tha% the spsed of his train was being retarded.
He sald e got down from the cupola of the caboose and
told Flagman Skidmore tnat the double-header extra wvas
following and to look out for that train, that i1f anything
snould happen to their own train to make 1t necessary to
doukble tne hill he would be over at the forward end of the
trein. Conductor Starling said tha* lhie looked back but
sav nothing of the fcllewTing train, then he started ahead
over the train and found the alr brakes siticking on the
second car ahead of the caboose, a flat car; he tried to
bleed off the air from the deck of the car, but being
unable to do sc he got off the car, on the west side of
the train, and bled off the air, then ran ahead to bleed
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off tne air on abouvt *the f1fth or sixth car from the
caboogzs hile ruvnning ahesd toward about the fifteenth
car from tne caboose in order to bleed off the air, he
lTocked back and raw the reflection of the headlight of
the following train as 1t rounded the curve and then the
collision occurred, at about 2.40 or 2 41 a m., at this
Yime his own Strain was roving at a very low rate of
speed, about 1 or 2 miles per hour. No stops vwere made
en route between 1t. Pleasant and the pcint of accident.
Conductor Starling could advance no reason for the air
brakes sfticking, saying that he looked for retainers
turned up, but saw none While the alir brakes had been
tested ot Texarkana, about 60 miles north of kt. Pleasant,
he did not receive say revert of the test. No trouble
had been experienced witn the air brakes previous to the
accident and sutbsequent thereto his engine handled the
head 37 cars, incluting the fifteenth car ahead of the
caboose, to Tyler without any trouble being experienced
with sticking air brakes, the alr was not bled off the
T1fteenth car before leaving the point of accident.
Corductor 3Jtarling further stated that he did not 1nstruct
his flegman Lo lronm off lighted fusgees, nor did he know
whether the flagrien was protecting, but the flagman saxd
that he would protect and the conductor was depending on
him to rrotect the train.

Flagman Skicdriore, of extra 759, corrohberated the
statements of Conductor Stailing as to —wThat transpired
tetween Texarkana and the time his train started up the
h1ill near Pitteburg, including tive of departures, stops
en route, length of stops, time of collision, speed, alr
brake condition, etc Flagman Skidmore stated that he
got down from the cupola of the caboosge with Conducior
Starling and on locking at his watch 1t was 2.40 2 m,
The conductor went out on the front end of the caboose
and the flegman stated thet after the conductor had been
zone about thres wminutes e 7alkxed to the rear end with
a lantern and fuses, onened the rear door and that the
headlight on the engine of the following train shone
directly 1in his face, being only about five car lengths
avay, the flagman gave a stop signal with his white
lantern and jurped off on the engineman's side, at which
time he esti=sted the speed to have veen between 5 and 7
mlles per heur, then the collision occurred. Flagman
S8kidwore sardl that he did not have ais red lantern with
him —hen ne went out of tne door, but that that lantern
was burning vroperly and hanging on the rear end of the
cabocse, the cupels lamp and tne tvo markers were also
burning prooverly. Flagian Skidmore stated that —hile in
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the cupola the cornductor told him that the air brakes
were sticking on tre second csr ahead of the caboose and
that he woulé Dleed off trn~ alr »n tnat car and fthat 1f
1t was necesscry for their own train to double the hill
for tae flagman to protect the rear end, and the f lagman
informed the confuctor he would protect, then got cown
fror the cunola. TFlagman Skidmore stated that the double-
neader extra was standing zn the yard at ¥t Pleasant
when his own train passed, but he did not know that 1t
closely followed his own trein from tnat point, ner did
he lo-k back to gee 1f any train was folloming prior to
the tire he stepned out of the rear door of the caboose,
just before lhe collision occurred. He ¢i1d not hear a
flag whistlea out. Flagnan Skidmore did not know what
nregsure was registered on the air gauge in the caboose
on leaving Texarkarna, and after lesving Mt. Pleasant ae
{1d not look at the gauge, althouch no irouble was ex-
perienced prior to going um the hi1ll near Pritsburg
Flagnan Skicdmere stated that 4e J1¢ not afford any pro-
tection whatever nrior *to tae time he gave the stop
s1enal 7Tith his white hand lentern at the time he stepped
out the rear coor of tre cehoose and saw exira T0o-774
about five car lengths away, he “ad no idea that that
train vas comlng and s.1¢ that the reason he did notd

drop off a fusee was thet i1 would have caused the follow-
ing train to couhle the hill and aleo that he figured
that his om train wes 10 mnutes ahead of tae follewing
train and that 1t wes not necesgsary to drop off a lighted
Tusee Since the sccifert, however, he felt satiefied
that aaC a liphted 10-minuvte frsse been dropved off on
the tangent, just before starting around the curve, that
the accilent would have been ovoi'ed, as taat train would
then have been held 10 minutee behind his own train.

Wittt regerd o the qualifications ¢f Flagman Skid-
more, the investigation developed that zlthough he was
an old employee 11 point of service he had not, according
to his o statements, kept hitself posted on bulletin
inetructions relative toc the speed of trains, nor was he
vroperly acqualntea wita the ruwles, he took an examina-
tion on the rules the past summer, but said that he did
nct get throagh and that at the present tine he was not
1n possession of a certificate of gualification on the
rules governing the eunployees of tne ovmerating departmnent.
During the course of the 1avestigation, Flagman Skidmore
was 1nterrognted as follows:
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" Don't rovr dutiep as a brakeman reduire you
to protect vour train end keep a lookxout on the
rear enc”?

A. Yes, sir, waen we stop on the maln line short
of yard limit board, thet's the first thing I
alvays do.

Q. Doeesn't the m.le require you, when your speed
gets down pretty low and tnere 1s a pogsibrlity of
sometody getting into you on a bad hill to throw
off o5 fusgee snd protect your train®

A. T think =o, am not positive how the rule reads

Q Cic vyou 'now thet on Novesber 15, 1922, bhulletin
Fo. 70 wees "sgued by Lz Post thet authorized freignt
traine 11tnovt loaded tonxs to wmrke 35 miles an hour
between Vinona and Mt. Plessant, without any restric-
tiong on tellast trains?

A. ¥o, I here not read that bulletain.

Q. Di¢ you lmow anything about hulletin No. 787
A. o, siT.

Q Or hulletin 72 or other bulleting?

A. EKnom nothing regarding speed regirictions.
)

a

a

. M¥r. Skiirore, 1s there not a bulletin board

t ..t. Pleasani -tnere you can read tanese tulletins
nd which vou ars supnosed tn read?
A, There 13 o little board un taere.

4. Then there arse bulletin boards at Texarkana —nere
you have been working out of and at lit. Pleasant
where vou could have resd all these bulletins and
kevt yvourself pcsted

A. Yes, sir.

3. Are yoa not supposea to keep posted on those
btulleting?
A. I suonpose I am, ves, siT.

Q Then you could have gotten the benefit of all
his 1nformation, if voa had tried?

Ao T guess I could. I an just a brakeasan dolng a

brakeman's =rorx and dixdnot coasider 1t necessary
to “eep vosted on those bulleting governing speed
restrictieons.

2« Then 1f there -vere otner things regarding the
operation of the railroad, don't you think you are
required 1e keep posted?

A. Yes, sir.
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Q. Are you familiazr with rule 917
A, No, sir, I don't know what rule 91 1s.

(Rule 91 was then read tc Flagman Skidmore, this
rule reading as follows:

Unless some form of block signals 1s used,
trains 1in the same direction must keep at least
ten minutes apard, except in closing up at stations.)

Q Do you think that this rule would have prevented
vou from throwing off a fusee 1n the vicinity of
where the accident occurred.

A. Yes, sir. I figured he was 10 minutes behind

me and him being 10 minutes behind me, I had 10
minutes to get back around the curve and protect

my train, 1f I stopped."

Engineman Blackwell, of extra 752, stated that the
alr brakes were tested at Texarkans and that no trouble
was exverienced with them en route prior to going up the
hill near Pittsburg, the gauge on the engine regilstered
the maximum brake-pipe pressure, 70 pounds, no indica-
t1on of any leakage being noticed, and the maln reservolir
pressure was S0 pounds. The speed was about 30 miles
per hour when first starting up the hill, however, while
going up the grade he noticed that the speed was being
considerably retarded, so he told the head brakeman that
he thought tne alr brakes were sticking and to get off
and look out for sticking brakes on the cars, which the
head brakeman did. Engilneman Blackvell did not know when
the collision occurred, saying that 1t caused no jar on
the engine, but thought that 1t occurred at about 2.44
a. m , as 1t Jas about that time that the air brakes
apolied in emergency from the rear, just about the time
that the engine stalled., Engineman Blackwell stated
that the rail was good and tnat the driving wheels were
not slipping; the engine steamed freely and he could
advance no reason for tne air brakes sticking. He
Thistled out a flag just before he closed the throttle
and the train came to a siop. After the accident the
head portion of the train vag moved %o Tyler, and no
trouble was experienced with sticking air brakes. State-
ments of Fireman Acker developed nething additional of
1importance, he thought that the accident occurred at
about 2.43 a. m. Head Brakeman Womack stated that the
gauge registered 70 pounds brake-pipe pressure before he
got off the sngine and that after getting off, on the
west side of the train, vhile going up the hill he found
the air brakes sticking so hard that the brakes squeaked,
on about the fifteenth and seventeenth cars from the
engine, and he bled off the ailr on thoge cars as he walked
along beside the train.
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Engineman Jonder, of engine 785, the lead engine,
getated that he saw extra 759 on 1ts arrival at % Plea-
sant, 1t naving passed the telegraph office at 2.0C a m
He knew that 4that train met a northbound train at the

- - end of double-track and presumed that extra 759 tock

water before depriting, but d1d not know exactly what

time 1% actuallwy ueoa*teq Before b1s own tralin “eparted,
hewever, he went tc the secord engine, 774, got 2 drink
of water and remarked to Enmdinemarn Waller that they would
cive exira 7t9 plenty of tiie to get out of the way before
following them. Enginemon Corder stated that nis train
departed from It. Plessant at 2.25 a m., and that while
rounding tne curve go:ing up the hill near Piritsburg at

a spesd of about 3C milesg per hour, when about 7 to 10

car lengths from the caboose ahead, the fireman chouted

2. warning of danger, the engiremsrn sald that he immediate-
ly avoplied the air bra eg 1n emergency snd reveised the
engine, the 1T brakes taking proper effect. He did not
see the marzers oI the caboose anead around the ouvtside

of the curve until about 23 or 3% car lengths from 1% and
estimated the speed to hLave been about 25 miles per hour
al the timz ef the collision. ZFEnginemnan Cender dir not
knew -vhether an air brake tcst had been made before his
train left Mt. Plersant, nor wes he aciually aware of
theilr ceonditicn unitil going down The hill peyond Kilfoyle,
thies statior being located 3.47 miles goutn of MNt. Plea-
sant, at which tlﬂe he made & heavy service air brake
aprlication, abou®t a 15 to 20 Bound reduction, and the

alr brakes responded properly. Enrineman Conder stated
that there are no carmen at Mt. Plecasant, but that when
coupling tne engine to the train at thet point he places
tine brake valve n&ndle on lap, thercby keeping applied
all the brakes tonat are set on tha cars in the train,

then the air 1 cuv 1n and *ne brake valve handle moved to
full release and returned %o runiing position. The air
brelke eysten 1s then wuipad up until the alr gauge
registaers 70 poundg brale-nine pressure snd S0 pounds maln
Tegervolr pressule, walch was the case in taile instance.
Engineman Concer further stated tanat he could have brought
alas train to a stop in time tc have averted the accident
had he been given prover warning of the caboose ahead.

Fireman Craycraft, of orgine 765, the lead engine,
stated that he was avare that extra 758 had departed ahead
of his own train. While going up the n1ll he was sitting
on hig ceat Lox maintaining a lookout zhead across the
1nside of tne curve and saw the =arker on the right sicde
of the cebonse waen about 7 or 8 car lengths from 11, he
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called a warning of danger, but his engineman Tralsed up as
1f he was goineg to look out of the window 1n order %o
agcertaln what was ahead, the fireman jumped over to the
engineman's side, started tc grab the brake valve handle,
but the engineman apoplied tne air brakes 1n emcrpency be-
fore the fireman pot hold of 1t. Fireman Craycraflt
estimated tae speed to heve been about 30 miles per hour
after leaving Mt Pleasant, about 25 miles ver hour when
he saw the marker on the caboose ahead, and about the

some when the collisien occurred, saying that the aix
brakes hed not taken effect at the time he jumped, when
avout one car-leagth from the caboose. The front and

si1fe cab windews of his engine were open, and the electric
headlight was turning properly

Statements of Head Brakeman Duggan, who was riding
on engine 708v, as well as those of Tngineman Waller and
Fireman Hill, of enwine 774, the helper engine, brought
out nothing additional of 1 wportance. Conductor Holmes
stated that he made an arr brake test at Lt. Plcasant
vefore the engines were counled to the train by having
the head brakeman open the angle cock on the first carx
and then ths conductor went back over the traln until he
met the flagman co ing Iforvard. Corniuctor Holmes sald
that tuie alr brakes were aovplied on all of tae cars that
he looked over and that the Tlagman advised him likewise,
no report, however, was macdz to lhe engineran as to this
test. Ocndactor Holres and Flegunan Ben..ett were unaware
of anvthing wrong until the air brakes avnplied 1n
emergency, they sstiimated tas time of the accident as
Detweea 2.48 and 5.50 a m.

Operator Sinclair, on “uty at Lt. Pleasant, stated
that extra 728, sovthibound passed the telegranh office at
$.05 a m , but thal 11 had a meet with extra 578, north-
bound, 2nd continued to the soutn end of couble track.

He sai1d that ezxtra 573, northbound, passed the telegraph
orfice at 2.18 a m., and since 1t required ~bout 6 or 8
minutes for sgxtra 570, after meeting extra 759, to travel
the distance fron the water tank to the telegraph office,
ne assumed *tnat =zxtra 759 could hrve left L. Pleasant

at about 2.12 8 ™. Overator Sinclair further stated
that extra 7.6-774, southbound, lcft the telegraph office
at 2.23 a m., but thet he 08'¢ that train out of It.
Pleasant at 2.1%9 a m , as o natter of form, knowing that
extra 7uvB-774, anuthbomd, would nave to also meet exira
578, morthbound, at thig point and that he 08'd extra



766-774 on the arrival of extra 576, esaying that extra
766-774 was sti1ll standing in the yard opvosite the yard
office at the time extra 578 passed and continued to
stand there until 2.23 a. m,

Conclusions

Tnis accident was caused by the failure of Flagman
Skidmore, of extra 759, to provide proper flag protection,
and the fairlure of fJonductor Starling to take prover
precautions for the safety of his train.

Under the rules, vhen a train stops or 1sg moving
under circumstances i1n which 1% may be overtaken by a fol-
lowing train the flagman nust take such action as may be
necessary to insure full protection, by night, dropping
off lighted fusees at proper i1ntervals. According to
his own statements, Flagman Skidmore made no attempt
whatever toward affording protection until about three
minutes after tne conductor left the caboose, and when
the flagman finally dicd start out the rear door for the
purpose of protecting 1t was tnen ftoo late to avert the
accident. Flagman Skidmore stated that he did not drop
off a lighted fusee for the reason tnat 1t would have
made 1t necesgary for the following train to double the
h1ll. He should have dropned off a fusee on the straight
track north of the curve, where 1t could have been sesen
oy the engine crew of the following train for a distance
of wmore than 2,000 feet, and had he done so the accident
could have been averted. Apwvarently, however, he assumed
that the following train was spaced 10 winutes behind his
own train and for that reascn 41d not act promptly to
provide the required flag protection. Conductor Starling
was 1n the caboose when his train began to slow up on the
grade, and he should have seen to 1t that proper protec—
tion was 1mmedliately provided That he was aware that
another train was clesely folloving nils own 1s apoarent
from the fact that he cautioned the flagman about the
following train before he started ahead over tne cars in
order to release sticking alr brakes. Conductor Slarling
gshould himnself have dropped off a fuses or seen to 1t
that Flagman Skidmwore did so.

As a result of the 1avestigation 1t appears that
extra 7oE and extra 765-774 were not spaced the required
10 minutes on leaving Mt. Pleasant. The train sheet shows
extra 758, southbound, as leaving Mt. FPleasant at 2.08
a m., when as a matter of fact that trarn had a meet
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with extra 576, northbound, at Mt. Pleasant and after
extra 759 passed the telegraph office 1t continued to

the south end of double track, =met extra 576, pulled
ahead to the water tank, took water, and then left MLt.
Pleasant, between 2 20 and 2.22 a. m., according to
members of the crew. According to the train sheet, extra
576, northbound, passed Kt. Pleasant at 2.18 a. m., tnis
also being shown as the time that extra 76o-774, south-
bound, left kt Pleasant. Operator Sinclair, however,
maintained that he 08'd that train as a matter of form,
sayling that extra 760-774 was still standing in the yard
office at the time extrs 576 passed and continued to
stand there until 2.23 a. n. MNembers of the crew of
extra 76c-774 placed tne tiae of departure as 2.26 a m
If these figures are correct, then extra 759 departed
from the water tank between 2 20 and 2.22 a. m., while
extra 76c-774 deovarted from the yard office between 2.23
and 2 25 a 1., Qfficials of this road should i1mmnediately
teke steps to see that ftrains i1in the saue direction are
spaced 1in accordance T1tnkhe provisions of the rules.
Consideration should also be given tc the need for addi-
tionzl protection which would be afforded by the use of
the block syster on this line. At the time of tnie
accident tne average movement was approximately 15 trains
per day.

The competency cof Flagnan Skidrmere 1s seriously
questioned end his statements during this i1nvestigation
d1d not indicate that he had a proper understanding or
realized the 1mportance of his duties. He was not in
possession of a certificate of qualification on the rules
governing the employees of the operating department

Flagman Skidmore entered the service of this rail-
road as brakeman on October 15, 1€15, was relieved from
duty on March 8, 1923, and reinstated as brakeman on
December 13, 1223, UWith the exception of Head Brakeman
Yuggan, who entered the service on June 8, 1928, all of
the employees involved -7ere experienced men and at the
time of the accident none of them had been on duty in
violation of any of tne provieions of the hours of
gervaice law.

Respectfully submitted,
W. P. BORLAND,

Director.



