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TWTERSTATE COI'MERCE COIQ'ISSION.

REPCRT OF THE CHIEF CF THE BUPEAU OF SAFETY IN RE IKVESTICA-
TION OF AN ACCIDENT WHICH OCCURRED ON THEZ TEXAS & PACIFIC
RATLVAY NEAR CALPS, TEX., Os NOVEMBER 10, 1921.

January 1&, 1923.

To the Com513510n:

On Joverber 10, 1¢<]1, there was a hecad-end collision
between « passenger tri.n and a freight train on the Texas &
Pacific Railway near Caw.s, Tem,, which resultsd in the death

cf 1 em_loyee, and the njury of 43 passengers and 4 enploy-
ees.

Location and method of operation.

The Dallas Sub-Divisicn of the Ft. Worth Division,
on wiich this accident occurred, extends between Longview
Junction ana Fort TWorth, Tex., a d.stance of 158 miles, &nd
1s a siagle-track line over which wrains are operated by bime-
table, train orders, and & manual block-signal system. The
accilaent occurred at a _oint avout 1 mile west of the west
switch a3t Car;s. Approaching frow ihe sast, bezimning at tae
awitch, there oie 3,200 feetv of tangent, followed ay a 1-
degree 3-wrinute curve to the right 1,868 feet in length, tne
accident occurred on this curve at a point about 360 feet frouw
1ts western end. Approaching from the west there are aboutb
3.7 niles of tanzent, followed by the curve on waich the
accident occurred, The grede in each Girection is undulating,
being 1.057 per cent aescending for westbound trains in the
1t ediate vicinity of the point of accident. The view of
engine crews of trains approaching the point of accident
from either diredtion 1s limited to about 1,500 feet.
The weather was clear at the tire of the accident, whicn
occurred at aosout 5.11 a, m.

Description.

Westboune passenper train No. 3 consisted of &
bagsaze cars, 3 mail cars, 3 Coaches, and 3 Pullran sleeplnig
cars, in the orier namen, hauled by engine 700, and was 1n
charge of Conductor Turner and Engineman Jarreit. Ug.on tne
arrival of this train 2% Longview Junction, 7.6 miles east of
Camys, toe conductor received from the operator a clearance
card stating that the block was clear, and listing the aum-
bers of the train orders attachea,namely,slow oraers Nos. 911
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and 814, on Form 19, train crdars Nos, 3 and 8, on Form 31,
and train order No. 14, on For.a 19, the last three orders
‘ reading as follows:

Train Ordsr No. &, Form 31:

/

/MEng 518 run second 67 Longview Jctn
to F&. Worth, ahead of Nos 33 and 3
until overtaken”

Train Order No. 8, Form 31:

"Wo 3 Eng 7Cu waits Glaaewiter Five
fifteen 515 am ™Mlking Five twenty two

555 am Ferguson Five thirty five 545 am
Hawzins Five faifty 55C am No. <3 Eng 707
waivs Willowspring Five taenty five 535 am
Gladewater Five thirty five 535 am
Ferguson 351x naugat five B0L5 am Ho o

Eng 700 runs aheaa of No 23> Eng 707
Longview Jotn until overtaken®

Train Order No. 14, Form 15:

"No 3 Eng 700 weits Camps Five fifteen and
No 83 Eng 7C7 waits Willowspring Five
forty five 545 szm for 1st 66 Eng 5380

According to thz train sheet, train No. 3 left Lonz-
view Junction at 4.55 a.m., 50 minutes late, passed Can.s
witbhout stopping av abvout 5,10 a.m., and colladed with train
first No. 66 while traveling at a spsed of 10 or 15 miles
an apur.

Eastbound freight train first No. 68 consisted of 4+
¢ars ana a caboose, hauled by enzine 538, and was in charge
of Conductor Goode and Engineman Smith. This train left
Mineola, %8.9mlgs west of Camps, with a copy of train order
No. B, Form 1€, previously quoted, ana approached Gladewater,
5.8 miles west of Carmps and the last open office, prepared to
enter the siwing; on receiving a proceed signal, given by
Operator Cloud witk a lantern, no stop was mage; and as thae
train rassed the staticn, at 5.05 a.r. according %o the train
‘ sheet, the crew received a copy of train order No. 14, Form

1%, greviously quoted, and a caution card reading in sub-
stance as folliows;
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"Ft Yorth Nov 10th 1luel Trein 1lst 66
and Train & will meet at Camps As per
Trairn Order No. 14 Train lst 66 and
Train 23 will meet at Willow Springs
As per Train Qrder No. 14 Complete
449 am By WTL Trainmaster. Cloud
Signalman."

As the train agproached the curve Engineman Smilth
saw the reflcction of the neadlight of the passenger train,
and naa reduced the spe-d to 12 or 15 miles an hour when the
accident occurred,

Both engines remairned ugright, but were guite badly
damaged, wnile the boiler of engine 700 was loogendd from 1ts
frame. TFor a distance of about 20 feet the rear end of the
first bapggage car, which was of wooden construction, was tele
scoped by the following car, which was of steel-underframe
construction, Tae first nine cars in the freight train were
desProyed or badly damaged as a result of the collisicn and
of the fire which broke out i1n tne wreckaze. The employee

=

killed was the fireman of the freight train.
Summary of evidence.

Before Conductor Turner, of train No. &, went 1nto
the telegrarh office atu Longview Juncition, Operator Robinson
han prepared copies of train orders Nos. 3, 8, 211 and 913,
together with a clearace card waich listed these four orders

aru stated the block was clear. Afser Conductor Turner
signea for the orders, and they had oeen mace complete, the
dlspatcher asked the operator when train No. & wolla oe regdy
to depart, and was informed 1t would be at 4.55 a.m. oOT
5 a.m., Dispatcher Tucker then issued ¥rainm order No. 14, on
form 19, and instructed Operator Robinson to 1ssue a caution
card, giving him a serial letter for 1t. Operator Hobinson,
however, did not i1ssue a caution card, he entersu the nunber
of the order on the original clearance eard, instead of
1ssuing a new Card, and wid not change the card to show that
the block wgs occupied. Operator Robinson s2id he did not
1ssue a caution card, as the writing of a new clearance card
and the 1ssuing of a caution card would have delayed the
train, and also as Corductor Turner had said 1t was un-—
necessary to have the caution card, with which opinion Lé
agreed,

Conductor Turner said he received five train oraers,
together with a clearance card, and was told by the operator
tnat the dispatcner had authorized a caution card, but that
the opposing train would be at Camps and 1% would not be
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necessary to issue a caantlon card; alsc that as the clearance
card stated the block was clear, he assumed the freight
train was into clear or that it was being held at Gladewater,
Conductor Turner stated that after cnecking the orders, one
s€t indluding ¢learance card and register check, was deliver-
ed personally to Engineman Jartett, but they were not Con—
pared as required by the rules; he them handed. his set of
orders to Flagman Dehn to read. He said he was listeniag

t¢ hear the whistle sounded when approaching Camps, 1ntend-
1ng to give the engineman the communicating siznal to siop,
cn account of the wait corder, but failed to hear the whistle
oT to nciice the train passing over the switches, and did not
tnoW Canps had been passed until after the occurrence of the
accident., When Flagman Dehn r.turned the orders to him after
the accident, the clearance card was with them, but he him-
self lost 1t afterwards.

Engineman Jarrett, of train No. 3, stated that after
¢elivering the orders, register check anu clearance card, on
which was listed only the four oroars attached, the con-
dugtor irmmediately walkxed back toward the rear end of the
train, which accounted for the orders not being compared; he
was positive he did not receive a copry of train order No. 14
and that 1t was not listed on his. ¢learance card, which said
the block was clear. After checking and rsading the orders
he ,assed them to Fireman Hoffmeister, together with the
Cclearance card and register checz, and on returning them to
him, minus the clearance card, the fireman made mention
of the order to wait at Gladewater until 5.15 a.m. Engineman
Jarrett w&s the reflection of a headlight on the rails at
the curve, made an emergency epplication of the air brakes
and jJumped., After the accident his copy of the clearance
card and register check could not be locatea, but three
orders were found in a pocket of his overalls, and the
fourth order was later found by ancther employee. Fireman
Hoffmeister stated that there was no zegister check or
cl'earance card with the four train orders when he received
them, although he observed that Engineman Jarrett bad a
clearance card and a paper resembling a register check in

n1s hand; train order No. 14 was not among thcose seen by the
fireman, .

Flagman Dehn said he only received four train orders
and a clearance card froem the conductor at Longview Junction,
among which was the one reguiring train No. 3 to wzat ag
Gladewater until 5.15 a,m. Fmmediately after the accident he
weBt back to Camps to flag, at which point ke later returned
the orders and clearance to Conductor Turner; he was not

rositaive as to having checked the orders against the clear-
anae card.

)
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Enginemar Smitn, ol trawn first ¥o, B8, stated that
or IrecCeiving a rroceed signal from the operator at Gladewater,
the train continued on the wmain track without stoppang, the
operator handing en a Copy of train order No. 14, Form 19,
a clearance card statirng the block was occupled, and a cau-
tlon card stating tnai trains Nos, 3 and first 66 woula meet
at Caups. Approaching the curve on which the accident
ocourred, he heard the fireman tell Brakeman Theornton that
the rtassenger train was coming, the brakeman replied inrthe
negative, but shortly afterwards Engineman Smith saw the
reflection of the headlight of the opposing train, made an
erergency aprlication of the brakes, and jJumped. Enginexan
Smith was of the opinion that in running against a LUpericr
Train on a wait order, a 5-minute clearance was not reguired,

but that the time could be rsed ur to the expiraticn of the
wait order, and said this had been the practice for 13 yoars,
In this conmection, 1%t should be noted that the siding at
Camps was not long encugh to nold train first Ho. 86 and
that 1t would have been necessary to sena a flagman to stop
train No. 3 preparatory to %sawing by". Conductor Goode
said 1% was 5.02 a.m. Just after the caboose passed (lade-

water, while Engineman Smith said 1t was 5.04 a.m, when he
passed the east switch.

Operator Cloud, on duty at Gladewater, had nis
Iecelving set on at the time OJperator Robinson asked Traln
Dispatcher Tucker to clear tiain No. 3 at Longview Junction;
the dispatcher first issued train order No. 14, Form 19, foT
train Ko. 3 at Longview Juncticn and train first No. 66 at
Gladewater; after these orders had bzen completed,cauticn
Cards were issued for Longivew Junction and Gladewater. As
train first No. 66 approached Glaaewater, Operator Cloud
gave a proceed signal, and the train continued on the wmain
track, receiving the train orders as 1t passed the staticn
at about 5.05 a.m.

Train Dispatcher Tucker stated that train first Ho.
66 left Big Candy at 4.40 a.m. and he expected 1t would
arrive at Glacewater 5 a.m. or 5.01 a.m., and that 1f 1%
proceeded 1t would be necessary for it to oe into clearﬂat
Canps, 5.6 miles distani, by 5.10 a.m. He further stated
t:at the speed permitted for freight trains in this vicinity
was 45 miles an hour, with a S-wile wvariation, —aking a
maximum speed of 30 miles an hour. It 18 to be noted that
even had the train passed Gladewater at 5.01 a.m.1% voula .
have had to travel approxamately 4C .i1les an hour 1in oTder
to be into clear at 5.10 a.m.

Superintendent Knigntlinger saio tnere had besn no
instructions issued moudifying the 5-minute clearance rTule.
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Rule 8%, which governs this perticular feature, provides that
at meeting points Detwecn trains of different classes, the
inferior train nust clear the superior train at least 5
minutes,

Conclusions.

This accident was caused primarily by the failure of
train Wo. & to walt at Camgs for train first No. 66, 1n com—
rliance with the provisicns of train order No. 14.

Conductor Turner knew of the requirement of train
order No. 14 that his train should wait at Camps until 5.15
a.m., bat permitted 1t to pass at 5.10 a.m., saying he dad
not know 1t had passed that point until after the accident
occurred. It was also the duty of Conauctor Turner to kncw
that Enzineman Jarrett received a copy of the order smd was
acquainted with 1ts contents, but asice from his own state-
ment there 1s no eviaence thot eiltner the englneman oT
firemwan saw the oruer or kne- that such an order had been
1ssued.

Engineran Jarrett 1s positive that train order No. 14
was not arong those Jdelivered to nim ana that 1t8 numbeér was
not shown on ni1s clesarance card. Had Conductor Turner and
Engineman Jarrett comgared their orders before departing
from Longview Juncticn, as recuired by the rules, the absence
of train order No. 14 1 doubtedly would have been discovered
and tke accident averted.

Conductor Goode and Engineman Smith, in charge of
train first No. 66, are also at fault for allowing thear traw.
to derart from Gladwater without sufficient time to reack
Camps and clear the time of train Ne. 3. The distance be-
tween the east switch at Gladewater and the west switbtch at
Camps 1s nearly 5 miles and according to Engineman Swaith's
statement he did not pass the east switch at Gladewater until
5.04 a.m. When 1t 1s also considered that the siding at Canps
15 not long anough to hold a train of the length of traln

first No. 88 aru that 1t would have been necessary to saw
by, the chances being taken by these employees are clearly
apparent.

Operator Robinson, on duty at Longview Junction, 1s
also 1nvolvea in the responsibility for this accident for
1ssuing a c¢learance card stating that the block was clear
when 1t should have stated that the block was occuplea, also
for failing to issue a caution card when the rules required
one should be 1ssued and he had been instructed by the train
Qispatcher to do so. Had the clearance ard béen properly
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filled out and a caut on «ard issued, 1t 18 cossible that
the absence of train orie: To. 14 would have been dis-
govered by Engineman Jecrretot. Conductor Turner should have
refused to accept the :learance card which he knew was im-
rrorerly made oubv and crhowld have insisted that a caution
Gard be given him,

Dispatcher Tucker is also open to criticism 1n con-
nettlon wmth this accident. According to his own statcement
oe expected train first No. 56 to run a distance of 5.6
6118 1n @ ninutes when the raximum speed permrtted for
freight trains 1s 25 nailes per Mour. In 1ssuing a wait orader
under these circumstances he encouraged the crew of train )
first llo. 68 to violate the rules with respect to speasd and
clearance. Dispatcher Tucker openly viclated the rules when
he permitted train oraer No. 14 to be delivered to train
No. 3 on fqrm 1S; the use of such form to restrict the
superiority of a train at a station where no telegraph
opeérator i1s locatew 1s expressly prohibited.

This i1nvestigation ai1sclosed the fact that Englnéeman
Swith Hdid not have a correct unuerstanding as to the clear-
ance time reguired of an inferior trzin on a wait craer. Thais
15 a reflection uron those officials whose auby 1t 1s to seé
that all erployees in train service have a correct and
uniform understanding of operatinz rules.

Under the circumstances as they existed immediately

prior to the occurrence of the accident, train order No. 14
was ine rmest irportant order which had been 1ssued and yet
not one person nandled 1t correctly with the exception of the
operator at (Glanewater and the possible exception cf the
flagman, Dispatcher Tucker issued the order on an 1mMLTOper
form, Operator Robinsorn failed to 1ssue the caution card
Tequired in vaew of the order, apnd 1ssued an 1mproper clear-

ance card; Conductor Turner and Enginenan Jarrett maae no
attemrt to compare orders; Fireman Hoffmeister read the
crders, but dic not check them against the clearance card,
while the flagman had not completed reading the orders when
the accident occurred. It i1s also notad that the conductor
of train first No. 86 delivesred corders to his engineman
by means of the flagman instead of uelivering them personally.

Tohe manner in waich Operator Robinson and Conductor
Turner aealt with the clearance and caution Cards rnalcates
tnat they are not observing closely the rules with respect
to the operation of the manual-block systesd.

Proper supervision would have disclosed the misunder-
stanuing and non-observance of rules disclosed by tais
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accident, and tne Texas and Pacific Railway should take
such steps as will re-ult in a correct and uniform un-
derstanding and observance of 1ts operating rules.

? All of the employees involved were experienced men.
At the time of the accident the engine crew of train No. 3
haG been on duty about 2 hours, after about 80 hours off
duty; tne train crew had been on duty about 5 hours, after
aboat 30 hours off duty. The crew of train first No. 686

ga% been on duty about © hours, after sbout 14 bours off
Gty .

Respectfully submitted

W. P. BORLAKD,
Chief, Bureau of Safety.



