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INTERSTATE COMMERCE COMMISSION

REPORT OF THE DIRECTOR OF THE BUREAU OF SAFETY IN RE
INVESTIGATION OF AN ACCIDENT WHICH OCCURRED ON THE
TEXAS & PACIFIC RATLWAY AT DENTON, TEXAS, ON APRIL
3, 1929.

July 31, 1929.

To the Commission:

On Apr:il 3, 192322, there was a side collisicn
between two lesourlmKansas—Texas Railroad Company
of Texas freight trains on the tracks of the Texas &
Pacific Railway at Denton, Texas, wialch resulted in
the death of one employee and one other person, and
the injury of one other person.

Location and method of operation

This accident occurred on the Whitesborc Sub-
division of the Denton Division, extending between
Bonham and Fort Worth, Texas, a distance of 116.3
miles; in the vicinity of the point of accident this
1g a single-track line over which traians are operated
by time-table, train orders and a manual block-signal
system. There are several yard tracks located west
of the main track, track 1 leaves the nain track at a
point 1,136.4 feet south of the passenger station and
1s a facinz-point swilch for northbound trains, the
accident ocgurring at the fouling point of thig switch,
more than 1% miles inside of both of the yard-limit
boards. Approaching this point from the south the
track 1s tangent for a distance of 3,873.5 feet, follow-
ed by a 59 02' curve to the right 420.5 feet 1a length,
the point.of accideant being on this curve 151.3 feet
Trom 1ts southern end. Approaching from the north there
16 a 79 18" curve to the right 619.8 feet in length and
then tangent track for a distance c¢f 54.3 feet, follow-
ed by the curve to the left on which the a001dent oc—
curred. The grade at the point of accident 1s C.25
per cent ascending for southbound trains.

" The weather was clear at the time of the accident,
which occurred at about 9.30 p.m.

Description

Northbound freight train extra 586, known as the
Dallas-Denton local, was hauled by engine 596, anc was
1n charge of Conductor Lacy and Engineman Werline.
This train arrived at Denton from Dallas at 8.10 p.n.,
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and after sctting off the train the eagine was turned
and the crew started assembling a train for tne return
trip. With the engine headed south, 1t was shoving

nine cars northward from the main track in%to track 1

at a speed estirmated to have been between 5 and 12

riiles per hour when 1t was struck by train second No.373.

Southbound freignt train second No. 373 consisted
of 8% cars and a caboose, hauled by engine 907, and
was 1n charge of Conductor Quigley and Engineman Hodge.
This train departed from Whitesboro, 36 miles north of
Denton, at 7.52 p.m., rassed the station at Denton at
9.30 p.m., according to tho train sheet, and collided
with the side of engine 596 mhile traveling at an esti~
mated speed of from 15 to 30 miles per hour.

Engine 598 was overturned and came to rest on 1ts
right side on track 2, quite badly danaged, the tender
remalned upright but was derailed and slightly da.naged.
Engine 907 came to rest 1a an almost upright position
east of the main track and was also considerably damaged.
The tender and one truck of the first car were derailed
while impact caused the train tc buckle, derailing the
21lst to the 35th cars, inclusive, one belng demcllshed
and the othcrs more or less damaged. One of these cars
fell on an automobile whicn was parked alongside the
station platfora, killing one of 1ts occupants and 1n-
juring ancther occupant. The employee killed was the
engineman of engine 586.

Summazry of ezidence

Conductor Lacy, of extra 596, stated that a few
minutes aftcr arriving at Denton he received copies of
the line-up of trains expected to arrive, which 1included
the information that train second No. 373 would be due
at about 9.235 p.n. One copy of this liane—up was de-—
livered to the engine crew and another tc the brakesmen.
He was at the telegraph office when he heard traia No.
373 approaching, and as he did not want to delay that
train he went out on the platform and looked toward the
gsouth to see 1f his cwn engine was obstructing the main
track but did not see 1%, neither did he hear 1t working
stean. Conductor Lacy then returned to the telegraph
office, but a few seccnds later he heard an unusual
noise and upon ageln leaving the office he saw sone cars
turn over just south of the station; he did not leara
until later Just what had occurred. He estimated the
gepeed of train Noc. 373 at the time the engine passed the
gtation at 12 to 14 miles per hour. Conductor Lacy
further stated that he understood the line-up of ilrains
was 1ssued for the purpose of arranging his work in
order not to delay those trains 1f possible, but in his
opinion rule 93 provided ample protection for his train
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Enginenan Hodge, of train second No. 373, stated
that hies train aponroached Denton etation gt a speed of
about 10 .11les oer hour and after whistling twice he
received a clear board and then nerasiltted the train to
continue to drift until 1t rad nearly reached the
gtation, waen he opeaed the throitle. He was watching
ahead closely frorm the tire his train passed the ctreet
crossing soutn of the station and was not aware of any-
ting unusual uatill the fareman waraned him of the danger,
when he 1nnediately shut oif gteam but ne did nos
reuember wiocther he applied tae brakes, and hz said he
did not sce entine 596 until his own engine entered tne
curve on which the accident occurred, engiane 596 then
being about 100 feet distaat. He estimated tne speed
of his train at the time of tae accident at 20 .1iles per
hour. Engireaan Hodge had aot asked the fire.ian whether
the main track was clear anc nhad not ingtructed him to
keep a close lookcut while passiagy throuzh Deaton yard,
as he had always done so without being cautioned, and
he could not account for hig own failure to cbsexve
the reflection from the headlisnt of eagine 585, the
crew of waich was known by hirt to be switching atv Denton
every aighti at apout tails tine. Eaginenan Hodge further
stated that he xnew rule 93 reguires that second and
inferior class and extra trains must «ove within yard
limits prepared to stop unless bhe nain track 1s seen
or known vo be clear, and he was fawmiliar wita osulletin
ingtructions to the erfect that track conditions a2t
Denton are such that 1t 18 neceessary to proceed tarcugh
that vard at a veiy slow rite of soeed in order o corply
with rule 83, yet he was of the opinion bi1at he hacd
complied wita these reguireileats inasnuch as he thoupght
the track wae clear.

Fireman Cox, of train Wo. 373, stated that the speed
of his train was approxiwately 10 nilesg per hour when 1%
approached Denton bat after pascisz the station the speed
wag gradually increaced, and at the cime of the accident
1t was between 18 and 20 nizles per houar. He wae riding
on his seatbox keeping a sharp Jlecokout ahead but did aot
gee englae 596 uwatil the rays fron the headlighe of his
en_.inc shone upon 1t, about 100 feet distant. He 1n-~
rnediately notified hig enginewvan to ithig effect and
jumned of f, and as he did so he heard the air go 1ato
erlergency. Fireman Cox had Just previously seen a light
1n the vicinity of the switca leading to track 1 but
did not know whether 1t was on tae maln track or on sone
other traclk, and he attribaled vo Ltae curvaiure of the
track his failure to see engine 595 any sooner taan he
did, and sald that probaply the lijate shiniag ac sone
1ndustries 1n the vicinity preveated him frorr seeing the
reflection of the headlicht of thst eamne, he did not
gsee any stop signals given oy Brakeman TaylorT.
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Head Brakewan Heacker, of train second No. 373,
stated that waen his train passcd tae station at Denton
he was standing in the right side of the ganpway, look-
ing abead, and continued to do so unlil the engine
reached thce leaving end of the curve to the right, but
Le did nect see engine 526. There were lights 1n the
vicinlty of the point of accident but he could not as-
certain whether one was a cab light or whether they
were 1l street lights. When his engine entered the
curve on Which the agcadent occurred he started towards
the 1cft side of the gangway but before reaching 1t the
i1resan discovered that earine 59b wag on the main track
and shouted a warning; the engineran irmediztely shut
of{ steam and applied the brakes in emergency bul as
the train was then about three cnai-lengths from thae
point of accildeat the speed vas only reduced slightly,
being avout 15 11les per hour at the ti1.e of the colli-
8101,

Cunductior Quigley, of train second No. 373, was
riding 1n the caboose as his train approached Deaton
at a speced of about 10 miles per hour and tinis speed
was later increased to not uwore than 30 rales per hour.
The statemeate of Flagrnan Swiers, of train secoad No.
373, brought oul nothing of importance.

The statements of some of the witnesses rentioned
above were to the effect that 1t was customary for south-
bound trains to 1acrense sweed while passing through the
yard in order to get over the ascending grade which
begins about at the point of accident.

Operator Mays, cn duty at Denton at the tine of the
accident, stated that when he heard train second No.«373
call for the order board he cleared 1t and then notified
the digpatcher to indicate the train by at 9.70 D.i1.

His first intimation of anything wrong was whcn he heard
the crash of the cars piling up 0a the crossing south

of the station, He estimated the speed of the train

at the time 1t passed anie office atr 15 or 20 miles per
hour, which was about the normal rate of speed for all
southbound ireight trains througn Denton yard.

Trainmaster Troutt, of the T&P Railway, stated
that he was enployed as Chief Dispatcher at Denton from
Octover, 1930, to Deceuber, 1927, and Irom hls observa-
ti1ons durinz that time all trains woved under control
until the crews knew tne main track was clear or were
given a proceed signal from some .icmber of the local's
CTCW. Since that time he has closely observed the
operation of traiais through Denton yard and the crews
used every precausion; in faci, for several years 1t
has not been necessary to call the attention of any
crew to violations of the bulletin instructions. ALl
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crews were aware that they might expect to find the
Dallas-Denton local at Denton, on any track, between
the hours of 8 and 11 p.m., ard were governed accord-
ingly. It was his opinion that 1t would be necessary
for a tonnage train to reducc snced to 12 or 15 miles
per hour appreaching the peoint of accident to corply
with the bulletin instructions in effect at that point.

Trainmaster Winkel, of the Y-K-T of T Railrocad,
stated that from his observations of southbound freight
trains passing thiough Denton they restrict their spced
between 8 and 10 p.m., daily except Sunday, expectiug
to find the local switching on the main track. He said
the bulletin instructions remain in efrect until a clear
vieion can be had from the head end of the train south
of the freight house, lacated south of the wassenger
station.

The statements of Superintendent FPistole were to
the effect that he has frequently ridden scuthbouad
freight trains fron Whitesboro to Fort Worth and that
the soceed of thesc trains taroush Deabon was sucn that
they could easily have been brought to a stop within
range of visgion,. Tncse tralins were operated at slow
speed from the time they passed the north yard-limit
board until they reached tne tangent track south of the
point ¢f accident and then speed was 1ncreased, wilch
he considered was not in violation of rule 93 or the
balletin instructions.

Between 10 p.m. and midnight on April 6, vision
tests were made i1n the vicinity of the point of accl-
dent by using the same type of engines that were 1n—
volved in the accident. The first test was made with
one engine, headed south and coupled to 9 cars, the
engine and one car on the main track and the balance
of tne cars on track 1. The otiher engine was moved
southward from the station until 1t had reached fthe
polnt where the engineman could see the reflecction of
his headlight shining on the cars fouling the maln
track, and 1t was found that this point was 487.8 feet
north of the point of accident. This engine was then
noved southward an additional distance of 234.3 feet
before 1t could be definitely ascertaincd from tne
engineman's side that the cars were fouling the main
track, The standing engine caie into view fror the
fireman's side of the movias engine when the latter
engine was 480 feet north of the point of accaident.
Ancther test revealed that stop signals given fro, about
the point at which Brakeman Tayler said he was located
at the iime he firet observed train No. 373 anproaching,
could be seen frowm the fireman's side of an approaching
southbound cngine when 531 fect north of the poiat of
acclident.
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Cornclusions

This accident was caused by the failure of Eagine—
rian Hodge, of ftrain second No. 373, to operate his
train under proper control within yard limits.

Rtule 23 of the Texas & Pacific Railwzy requires
that within yard limits the main track may be used,
protecting against first-class trains, second and
inferzor class and extra trains nust rmove withia yard
limits prepared to stop unless the main track 1s seen
or knovn to be clear. There are also bulletin in-—
structions 1n effect that due to track conditions at
Denton 1t 1s necessary for traias to proceed through
the yard at a very low rate of spced. The evidence
indicates that train second No. 373 approached the
station at Denton at a speed of about 10 miles per hour
but after passing that pcint the specd was increased
until 1t was 18 or 20 miles peT hour when 1t was dis-
covered that the main track was occupied. Engloeman
Hodge was familiar with rule 93, as wecll as with the
bulletin i1astructicas, but for some rsason hc presumcd
that the —main track was clear and as a result he began
working steanm after passing the station, without having
recerved a siznal from any one, although e knew that
the Dallas-Denton local was usually workiag at Deaton
when his own train passed that pcint. Both Englaneman
Hodge and Firenan Cox maintained that they did not see
engine 536 until 1t was only 120 fee®t distant. Tests
conducted subsequeat to the mccident developed that it
was poseiblc for the engineran to have definitely as—
certalned that cars were fo.ling tne maln track when
they were 463.5 feet distant, and for the firemaa to
have seen englne 586 2t a distancc of 480 Ieet, and 1%
is believed that 1f these cuplovees had been on the
alert, with the train under conwrel as required by the
rules, this accicent would have been prevented.

The employees 1nvolved were experienced men and at
the tire of the accident noac of then had been on duty
in violation of any of the provisions of the hours of
gservice law,.

Respectfully subrintied,
W. P. BCRLAXND,

Director.



