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INTERSTATE COIMERCwm COMIUISSION

REPORT OF THEL DIRFECTOR OF THE BUREAU OF SAFETY IN RE INVES-
TIGATICN OF AN ACCIDELT WHICH OCCURRED CN THE TEXAS &
PaCIFIC RaILWaY AT £aGLE FORD, TEX,, CN OCTCEER 1=,
1320,

Novewmber 3, 1930,

To the Cowmigsicn;

On October 12, 1230, there was a derailment of a
passengsr traim con the Texas & Tacific Railway at Eagle
Ford, Texas, result.ng 1n ihs death of one emplecyee, and
the irnjury cf ore pagsenger and one employee, also Two
travelers on the highway "'ho were 1n an autcomobile at a
grade crossing walting for the train to pass, they peing
injured as 2 resuvlt ol tac derazlment,

Location and wetiod of operation

This accident occurread on that pert of the Lallas
Sub-division of the Fort Vortn Division, extending between
Lancaster Yard, locaved 5.3 miles west or Fort Worth, and
Union Terminal, Callas, Tesas, a distance of 35.3% miles,
Vork of constructing cdouole-~track ceiween Fort Yorth and
Dallas has been in progresgs durirg the past year and at tne
time of bthe accident the double-track porticn of the line
was open from Lancaster Yara to Eagle Ford, a distance of
2l.4 umiles; Grand Prairie 1s located 7 mileg west of Eagle
Ford and on the double-track netween Grand Prairie and
Eagle Fora, trains weie being operated by time-table, #rain
orders, and a manual block-signal system, this methoc of
cperation teing covered oy superintendentts balletin No,
120, 1ssued under date of June &, 1930, and reading as
fellows:

ALL TRAIN AND ZFVGINEMEN:
Fort Worth Divieion:

Effective 3,20 #.Y., June 3Zih, 1930, dcuble
track operation extcaded from east end of middle
si1ding, Grand Prairie, M:ile Posi 224,6, to swiich
at lile Posgt 220,35, approximately five hundred (500)
feet wegt of depot at Zagle Foid,

Dual-control switch wachines installed on tre
tnree switches at east ead of uicdle siding, Grand
Prairie, and automatvic blmck signals at this loca-
tion changed to correspond to *the new arrangement
of switches,
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Telezraph and troin order office, east end
Grand Prairie, discontinued.

Telegraph arnd train corder office, Eagle Ford,
roved from present location in depot to cabin op-
posirte switch asv end of double track,.

Svitcn at end of couole track, Eagle Ford,
w1ill oe nandled by ovwerataors, Yormal pecsition
of this swiich w11l “e lined for westward track;
eastward trains must not pass clearance point at
end of double track unvil switch 1s lined for eagt-
ward novement,

llove 1ent of eastuard trains under the lanual
Block System between Grand Prairie and Eagle Ford
v1ll be governed vy tne contrelled automatic block
signals at east cnd of middle sioing, Grand Prairie,
These signals are comtroliec by the operator at
Arlington, vho will not display a proceed signal for
an eastward train to Leave Grand Prairie unless the
wloeck from Grand Prairie tc Eagle Ford i1s clear.

See special 1nesructions 1n current tire table
governing deuple tracr oncration and the usc of dual-
contrcl svitches,

The accident occurred at the switch lccated at the
end of double track, within yard limits, at a point 2,995
feet east of the west yard-lirit oocard. The switch 18
a trailing-point switch for eastbound trains, ihich move
thrcugh a ¥e, € turnout froa deuble track te single track,
Approaching the switch from the west, the track was
tongent for a aisvance of 4,393 feet, followed by a 1° 02!
curve So the 1i1ght 1,308,8 fcet 1n length, the switch
beinz located on this curve at a point 1,473,282 fect from
118 western end, The grade 1s slightly undulating, be-
ing 0.22 per cent wcescending for eastbound t18ins at the
switech, The track 1s laid vith 110-pound rails, 38 feet
in length, with about &2 tiee to the rail-length, fully
tie-plated, single-spiked, except around the turnout, —hich
1s douvole-spiked, and bellasted with ciusned rock to a
depth of 12 inches; anti-creepers are also used. The track
is well maintained.

Tne switchstend 1s of the high, sinple-target type,
with a switch lawp mounted on top of the mast, and 1s lo-
cated on the south side of the track; the normal position
of the ewitch 13 for the weustbouna traclk, —hen the switch
18 liaed for th2 easctbound track, a réd indication 1s dis-
played by the target and laap, At a point 180,23 feet
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west of the sw.tch and on the south side of the tracks,
about 10 feet away, there 1s a sign 1eading as follows:
"DOUBLE THRACKX ENDS," This sign 1s painted white with
black lettering, about 3 inches nigh, the sign 1s about

3 feet in length, 14 inches 1in height, and 1s fastened to
the top of a post adbout 12 feet 1n height, The telegraph
cabin 1s also located on the south side of the track,

about 85 feet east of the switch and aboutr 15 feet from

the track; the train-order board is located in froni of

the cabin and about 13 feet from the track, The view of
the sign marking tne end of double track, and of the swiich
target and the train-order board, 1s totally obscured from
view from the engineman's side of an eastbound engine until
a point about the center of the curre 1s reached, at the
top of an 0.43 per cent ascending grade, from which point
the grade descends to tne switch, after starting down the
grade, the view 1s somewhat obscuresd on account of looking
through a maze of telegraph poles, wires and foliage, and

a clear view 1s not obtarnable of the sign, switch target,
and train-order board, uniil within 850 feet of them,

The maximum speed permitted by time-table 1s 65
miles per hour, however, through the turncut involved the
speed 1s restricted to 15 miles per hour,

The weather was clear at the time of the accident which
occurred about 5.06 p.m,

Description

Eastbocund passenger train No. 10 consisted of five
baggage cars and twe coaches, 1n the crder named, hauled by
engine 303, of the 4-8-2 type, and was 1n charge of Con-
ductor Phillips and Engineman Petty. The first, second,
and fourth cars were of all-steel coastruction, while the
remainder were of steel-underframe construction, This
train passed Arlington, 6.2 miles west of Grand Prairie, at
4,51 p.m., according to the train sheet, five minutes late,
and was derailed at Eagle Ford while passing from double
to single track at a speed as shown by the speed-recorder
tape on the engine to have been 52 miles per hour,

Engine 903, 1ts tender, the first three cars, and the
forward truck of the fourth car, were derailed to the
north and came to rest i1n line with the track, The engine
was on 1ts 1left side, just east of the grade crossing, with
1ts front end 285.,8 feet east of the swltch; the tender was
behind the engine, The derailed cars remained practically
upright. The employee killed was the fireman, while the
employee 1njured was the engineman,
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Summary of evidence

Engineman Petty stated that while he had worked
over the track between Feort Worlh and Dallas, cn the Fort
Worth Division, for abecat 30 years, and was acquainted with
the general conditious, vet this was the first trip he had
made over 1t for the last 12 —onths prior to this trip; hav-
1ng worked west of Tort Worth, his seniority rights were on
the Kio Grande Divistion, It 2also appeared from his state-
ments thot 1f an emgineman does not make a trip over a part
of the division for six months, 1t 18 reguired that he make
a trip before running ovel such track, About 10 a,m, the
day of the accident, he was called for service on train No,
10, at which time he cla.ms he notified the engine das-
patching foreman that he had not made a trip over the east
end 1n over a year and suggested that someone be used who
wag better pogted on the later changes 1in the road between
Fort Worth and Dallas, tre engine digpatching foremon in-
formed him that he would see 17 this could be arranged and
would let him know later, also notifying the engineuan to
remain at home where he could be reached at any time, which
he did, and about 3 p.,m, the engine disnatching foreman
called again and told him that 1t was necessary for him %o
make the trip. Engineman Petty accepted, although he said
1% was 11s privdlege to have declined when he was not
qualified, but inasmuch as he had besn called the second
time he decided to go, feeling confident that he was per-
fectly capable of making a successful trip and that 1f the
fireman was an experienced man on the run, ne could go any-
where with a man that knew {he road, he did not reguest
that a pilot be furnished, after registerine and cnecking
time, he loo.ed over the bulletin beck, reading over what
bulletins he could that pertained tc the east end, but be-
fore he got to bulletin No, 120 the train arrived from the
west, ana the result was that he never did see this bullefin,
While engines were bLeing changed, he asked the fireman 17
he was acguainted with the run and the fireman said 1t was
his second trip, that he cid not know one place from an—
other only in the time card, Engineman Petty also talked
with the conductor who told him aovout various changes which
had teen made, but did not say anything about the lccation
of the end of double track, After departing from Fort
Worth the trip was made without incidenl to Grand Prairie,
which ncint he thought was the end of double track, it
being shown as ending there in the current time-table, No,
44, effective October 5, 1230. On arrival at that point,
hewever, he noticed that 1t did not end there, so he asked
the fireman 1f he knew where 1t did end and the fireman
inrormed him, 1n a very positive way, that 1t was just west
of Dallas, and the engineman took 1t for granted that such
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was the case, Apcroacharg Eagle Ford he sounded the pta-
tion signal on toe erngine whisile, when in the vicirity of
the mile board, locoted &5l foet west of the yard-limit
board, and perultted the traia to drift around the curve;

he then soundea the engine whirtle for the frain-crder

board and recoived a clear indication; he was not familiar
with the changes made 1a this vicinity, however, and did

net see the ond of couble tracx until the train wae close

to 1%, and he clso saw that tie sw.tch target was red,

whech 1ndicated that the rwitch was lined for an eastbound
movement, Ergineuan Pzity stoted that he apnlied the air
brakes 1n emergency &s socn as be saw the end of double
track, when juct a few hvudred feet from the switch, about
500 or 400 feet away, at which time he estimated the speed
toc have been about 55 miles per hour, saying that the brakes
took nold properly ard thot tne speca was reduced slightly
by tne t.me the switch was reached, Engineman Petty under-
stood that he was zequired to fawuiliarize himself thoroughly
witii all tulletins, and raid that apout one month prior to
the accident, Engine Dispatching Foreman Wilkins told him
he wanted him 1o qualify between Fort Worth and Dallas and
he tecld the engine fcoreman that he would, but between *that
time and the trip on wnich the accident occurred, he had not
made a trip earct ~»7 Fort Worth, He figured that the ead

of douole track woula be at Browder, located 3,3 miles east
of Eagle Ford, he did not notice tue sign indicating the

end of double track, he thought, unvil about the time he
pasged 1t, and said he did not sez any other signs of warn-
1ng when approacning tne end of double track.

Conductor Phillips personally delivered a train order,
clearance card, and register check %o Engineman Petiy,
and converse.. with him before leaving Fort Worth, and from
this conversalion the conductor was satisiied that Engine~
man Petty was gualified to run on this district and was ac-
quainted with road conditions, and thought that inasmuch
ag Firewan Short had bees over thig territory recently,
the fireman was reasonabiy acguailnted with 1%, Jonductor
Pnillips was riding in the sixth car approaching Eagle Ford;
he heard the station signal sounded on the engine whistle,
after which the signal woes scunded for the train-order voard,
and he got up and started forvard, but the accident occurred
before he reacled the door of the car, Ee said that he was
net concerned about the speed as the train rounded the curve,
and that he could not tell the exact location of the train,
nor did he have an opportunity to judge the rate of speed
at the time the engine whistle was scunded for the ftraln
order board, although he thought the train was right close
to 1t at that time, Conductor Phillips was familiar with
the contents of bulletin Mo, 1230, vatements oI Flagman
Clay, Joint Express-~Baggageman Jeffries, Express—Baggage
lesgenger Helper Hestings, and Train Porter Hyde, developed
nothing additiconal ol 1wmportance.
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Enzine Dispatching Foreman Wilkins had charge of
the callers, handled bulletins, and positions of enginemen
and firemen, and both yard and road enginemen were required
to lay off and return to service tnrougn him, and he stated
that he 1s charged with the responsibility of knowing that
men are qualified for the run for which they are called,
During the morning, the engineman who was to make the run
on train Nec. 10 called and asked to get off, 1in connection
with a court case, and the foreman agreed. Foreman Wilkins
then called Engineman Petty, in order to relieve the firast
engineman, saying that Engineman Petty had tnld hiuw some
time previously that he was going to qualify for this run;
the foreman maintaired that he asked Engineman Petty whether
he was gualified and was told that he was, but that owing tc
a court cage, the same case the first engineman was con—
cerned with, he would rather that the foreman get some onc
else, provided 1t could be arranged, Foreman Wilkins then
called a third enginewan, >ut this perticular engineman was
not qualified, llagter Il.echanic Nolan then cane 1nto the
office and Foreman Wilkins explained the situation to him
and the naster mechanic toiu the foreman tc let Engineman
Petty make the trip and that 1f necessary 1t could be ar-—
ranged to relieve him for court, foreman Wilkine then
called Engaineman Peity and informed him that he was elected,
saying that the engineman madc no protest, nor did he ask
for a pilot, Foreman Wilkine maintained that Engineman
Petty tola hir that he was gualified, and that at the time
the foreman ¢alled him 1n the mcrning, the engineman did
not say anything acout not having been over the district
between Fort Torth and Dallas for approximately one year,
and Superintendent Knightlinger stated for the benefit
of the record that Wilkins simply took the engineman's word
for the fact that he was qualified,

Master llechanic Nolan stated that he was in the
round house office about 1 p,m., October 1z, and that Fore-
man Wilkins wmentioved the fact that the first engineman was
off, thereiore, the maester mechanic¢c inguired as to whe
would be used for the trip and the foreman said that he had
twoe other qualified wuen, When the foreman said they were
qualified, the matter passed out of the wind of the master
mechanic and he told the foreman that he had better use
Engineman Petty, as he was the oldest man, Master lMechanic
Nolan further stated that a record 1s kept as to what men
are gualified and over what portion of the road they are
qualified, nowever, he dia not know whether Foreman Wilkins
referred to the record to determine vhether Enginemon Petty
was gualified, as the foreman did not say, the foreman only
gaying that Engineuan Petty was gualified, M1, Nolan also
stated that there was no record of Engineman Petty having
gqualified in the territory 1m guestion,
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Superintendent Knightlinger made a statenment as
follows:

"Regard Time Table io, 44, effective
13.01 a,m, Sunday, October 5, 1230, showing
end of double track, Grand Prairie, }Mile Post
334,6

This Time Taole was reissued for account
M-K-T Railroad operating over itne Texas & Pacific
Railway between Fort Worth and Whitesboro, No
schedule chonges were made in Texae & Pacific
trains; Time Table 44, insofar as Texas & Pacific
1s concerned, 1s a reissue of Time Table No. 43
effective 12,01 4,M. Sunday, Harch 18, 1930.
Bulletin Ho, 120 dated June 8, 1930, designating
end of double track at end of switch, Mile Post
820,25, approximately 500 feet west ol depot at
Eagle Ford, Texas, 18 1n effect 1n accordance
with Transportation Rule No, 593, which reads:

"Bulletin orderc will be posted on the face
cf dbulletin vcards for thirty days, after which
those sti1ll in force will be placed for further
reference in a permanent file connected with the
bulletin, Bullectin orders, unless otherwise
epecified, expire with t..2 calendar year, and must
be reigsued 1f intended to remain in effect.”

Conelusions

This accident was caused by train No. 10 entering
upon a Ho, turnout at the end of double track, at a tco
high rate of speed, due to the fact that Engineman Petiy
was unaware ol the *location of the end ol double track,

There 18 a clear discrepancy 1n the statements of
Engineman Petty and Engine Dispatching Foreman Wilkins; the
engineman saild he told the foreman he was not qualified east
of Fort dlorth, while according toc the foreman, the engine-

rian said he was qualified, There 1s, ol course, no
pogitive way of determining what conversation took place
between these two men, In any event, however, the matter

was settled by Engineman Petty accepting the call and at-
tempting to operate a train in territory with which he was
not familiar; he did not know where the double-track sec-
tion came %o an end and neither did his fireman; there was
no adequate warning in the vicinity of the end of double
track, and the result was that Engineman Petty approached
the No. 9 turnout at a speed shown by the speed-recorder
tape to have been 52 miles per hour, whereas he should have
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reduced speed to 15 wiles per hour, and alsc should have
been prepared to stop 1n case the switch was not properly
lined, wkich, however, happened not to be the case 1in
this instance.

While excessive speed, due to the cngincman's lack
of familiarity with the road, was the immediate cause of
thiig accident, there are three other features i1nvolved for
wnich there 1s no excuse,

1, The engine dispatching foreman, assuwaing that

n1s version of the conversation between himself and the
engineman was correct, tock the engiaeman's word for the
fact that he was qualified, yet 1t was the foreman's duty
to know whether this actually was the case. A record 1s
kept of tre gualifications of men in 2nginc service, and
according to the master mechanic, tacre was no record of
Engineman Petty having qualified in the territory in ques-—
tion, yet 1a spite of tnis fact, and the further fact that
vnder che practice of this railroad an engineman 1s not
allowed to make a rua when he has not been over the terri-
Yory within the preccding six wonths, 11 1s evident that
no one tcoxk tnz troucle to lock at tne record and to xnow
definitely whether Engineman Petty was properly gualified,

3. The end cf double track had been changed from
Grand FPrairie to Eagle Ford, the latter station being 7
t1i1les east of Grand Prairie, and this change was covered
oy superintcondent's bulletin No. 120, cffective June 8,
1920, The current time-table did not taxe effect untal
October 5, 1930, yet 1t failed to show any change in the
location of the end »1 double track, The only recason Igr
this failure 18 the fact that the time-table was merely a
re-1gsue of the previous time-table, sc far as the time of
Texae & Pacific trains was concecrned, being put out for
the benefit of the !-K-T lines in connection wirth thc opera-
tion of the trains of that rocad over certain portions of
the Texas & Pacific lines not iavolved in this accident,
While the Texas & Pacific officials may not have desired
to participate i1n the expense 1ncident to re-issuing a time-
table, tais 1s not an adeguate cexcuse for the failure of
the new time-table to carry correct information,

3., During the past ycar the company nas been engaged
1n tne work of double draciing the road beiween Fort
Worth and Dallas, with 1ts attendant changes i1n track lay-
out, and necegsitating the oxtension of the end of double
track from 1ts prior location at Grand Prairie. e only
visible roadside warning, however, wags @ sign located only
180 feet from the point of switch at the end of double
track, Under all the circumstances, with the view obscured,
there was a situation created at Eagle Ford wnerein the safe
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cperz2tion of an eastbouna train depended entirely on the
eaginemnan being flly acquaihted with the variols changes
which had been nade, ana when, as in this case, an eagine-—
mar. wasg allo~ed to got out of the lermanal who vas not so
accuainied, then cthe occurrence of on accident was practical-
1y 1nevitable, A sign 1indicating aporoach to end of double
tracs, located brakinz distnnce from the cleerance point,
would nave provided amnle roadslide waraing, and would have
resulted 12 preventing the accident,

All the employees 1involved were experienced men, and
at the time of the accident nong of them had been on duty

in violation of any ol the provisions of the hours of
service law,

Hespectiully submitted,
W. P. BORLaND,

Tirzctor.



