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REFORT OF THE DIRFCTOR OF THE PUREAU OF SAFETY IN
FE INVESTIGATION OF AN ACCINEWFP WhITH CCCURRED
ON THE TEXAS & PACIFIC RaIL7VAY AT ZABTLAND,
TEXAS, ON OCTOSER 23, 1d98=.

December 11, 1%34.
To the Commission:

Cn October 23, 1924, there was a head-end
¢ollision between two freight trains on the Texas &
Pacific Railway at Fastland, Texas, resulting in the
death of one employee and the injury of iso employees.

Location and method of operation

This accident ococurred on the Fort Worth
sub-division of the Fort Worth Division, sxtending
between Fort Worth and 2z:7d, Texas, a distance of
140 miles, 1n the vicinity of ths point of accident
this 1s a single-track line cvar which trains are
operated by time-table, train orders, and a manual
block—signal system. The collision ogcurred within
yard limits at Eastland, at a point 263 feet west of
the west passing-track switch, this switch being
located at a point approximately 1,500 feet west of
the passenger station, and 16,3235 feet east of the
west yard-limit board. Approaching the point of
accident from the west there 18 a 30 curive to the
left 500 feet 1n length and then tangent track to
and beyond the point of accicent, 4,000 feet distant;
the grade for eastround trains i1s from 1.6 to 0.8 per
cent descending for 2,600 feet and 15 then 0.35 to
0.15 per cent descending to the point of accident
1,400 feet distant.

The west passing-track switch at Eastland
18 a facing-point switch for eastbound trains and
leads off to the north from the main track, the
switch stand, which 1s located on the north side of
the main track, i1s of the Ellioit n.ph-stand ground-
throw iype, and displays a red or a green target, de-
pending on whether tne switch 1s open or closed. The
red target 1s 3« inches in length, with rounded ends,
and 1s parallel with the ground, the green target has
square ends and is at an angle with the ground ofs 30°,
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There was nothing to obstruct the view of the
track switch or the point of accident for a di
of approximately 4,000 feet.

passing-
sTance

The veather was clear at the time of the
accident, which occurred atv 10.439 a-m.

Degcr 1ption

Westbound freight train extra 325 left

Mingus, 1ts initral ternainal, at.7.10 a.m., 1n charge
of Conductor Thomson and Engineman Wood. At Ranger,
10 miles east of Fastland, the crew Tecelved a copy
of train order No. 52, Form 31, providing for a meet
wlth extra 530 at Fastiand. Extra b departed from
Ranger at 9.43 a.m., and upon ifc arrival at Eastland
at 10.25 a.m. 1t pulied by and backed in at the wast
rassing-track switch. Shortly afterwards the engine
with three cars attached he=d=ed out on the main track,
preparatory to making a movement to the Jouse track,
located south of tre wain track, and the sngine had
reached a point 383 feet west of the west passing-
track switch when 21t collided witn extra 520.

{

’ Easibotrd freight train extra 520 consisted
of 46‘bars and a czboose, hauled tv engine 530, and
vas 1n charge of Conductor Arnr.d and Engineman Crader.
It leffBBalrd, 1ts initzal termiral at ©.25 a.m., after
having freceived a copy of trawin order No. 53, prsaviously

menin*,d, It departed from Cisco, 9.9 miles from Eastland,

2t 10.33 a.m , according to the train sheet, and col-
lided with engine 383 at Eastland while traveling at a
speed of <5 miles an hour.

The force of the cellision drove engilne 389
and the attached three cars buckward a distance of 305
feet; while the squipmsnt 1n lhis train remained upright
on the rails 1t was badly dwvmaged, the first tvo cars
being practically demclisheu, and the head end of engine
389 sustalniung considerable damage. Engine 530 care
to a stop 133 feev sast of the point of collison up-
Tight on the roadbed, the head end of the engine being
badly damaged, the tender and folilowilng nine cars were
derailed, seven of the derailed cars belag demolished.
The employee killed was tne engiaeman of extra 33%.

Summary of evidence
After extra 382 had arrived at Eastland and

had backed in on the passing track, the engine and four
or five cars were cut off and backed i1n on the stock
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track, leading from the passing track, where two of
the cars were left. The cngine and attached cars then
moved westward through the passing-track switch out on
the mz21n track en route to the house track switch and
Fireran Nesh said they weTe moving westward on ths
main track at a spead of about 5 or 5 miles an hour
when the collisicn with extra 530 occurred. At the
time of leaving the stock track Engineman Wood ap-
peared to be searching for something in his ssatbox
and continusd looking i1nto 1t while the engine and
cars were moving out on the main track. Fireman Nash
3a1d he sa~ the agpproaching train as soon as his engine
entered upon the main track and called a warning to
Engineman Wood, wno reached for the brake valve, but
the collision occurred before any noticeable effect of
the brakes was obtalned. Fireman Hash said that steam
wias escaving from the safety valve and that he had not
heard any one calling to Engineman Wood.

Head Drakeman Thornton, of extra 389, said
he walked toward the main-track switch after tne cars
had been placed on the stock track and was betwsen
the stock and passing-track swilches when he first saw
extra 530 approaching, avbout 10 car lengths west of
the passing-track switcn, engine 333 being about at
the switch at this time moviidg westward at a speed
of atout & miles an nour. He immediately gave stop
81gnals and as these signals were unheeded and Engine-
rmgn Wood vas not in sight in the engine cab he shouted

w0 cr three times in an 2ffort to attract his atten-
ti1on, but apparently he was nct heard, as englne 339
continued to move westward without lessening its speed
until 1t collided with extra 530. He did not think the
air brakes on his gan trainisre applied prior to

the occurrence of the collision.

After the two cars had been set out on tae
stock track, Rear Brakeman Bowles, of extra 389 started
across to the house-track switch to lins that switch
for the intended movement for that track. He heard a
short blast of a whistle and on looking westward saw extra
530 approaching, about 300 yvards distant, while the englne
of his own train was passing throuzh the switch to the
malrn track; he also saw Zrarkeman Thornton gaving stop
sighals. Zrakeman Bowles and also Midd)s Brakeman Mathis
sard that after the single whistle plast had been sounded
they heard three snort biasts, vhich 25 a signal to back
up., Conductor Thomson was at the freight house and knew
nothing of the impending accident until he hsard one
blast of a whisetle and on looking saw his own engine con
the main tracx, with extra 520 approaching.
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Fngineman Crader, of extra 520, stated
that among the orders received at Baird was an order
to meet westbound extra 382 at Fastland, which he
understood reguired extra 359 to take siding as his
own train was super:or by diresction. He said he sounded
the station and mesiéing-point wnrstle signals wnen his
train was about ¢ mii= .ect of the west passing-track
Switch at Eastland and then sppl-ed the air brakes in
service application, shich reduced the speed of his
train from 35 to gbout 15 miles an hour and he szaid
1t »23% moving at this speed when he first observed
engine 282 standing on an inside track at least four
or five car lengtns from the west passing-track switch,
About the time his train was 5 mile west of the west
Bwitch he could see the switch but not the position of
the switch points, and could not i1dentify the indica~-
tlon displayed by the switch target, due to the fact
that the sun was shinin; from the opposite direction.
Hs sa1d he had released the brakes and that his engine
Wwas about 700 feet Iromn the swyitch when engine 3328
very suddenly caite out on the main track at a speed
he judged to have been zbout 5 or 8 miles an nour, and
he re-applied the brakss in sesrvice application, think-
1ng that extra 329 would s“op and back into clear, as he
had seen a trakera. glving stop signals and then back-
up sipnals to thz engineman ©f engine 382, but as soon
as he realized that zrgine 339y sas not going to stop
he placed the brake valve 171 the emergency position
but on account of the depleted train line, due to the
previous service apprlication, a full emergency effect
of the orakes was not obtained and the collision occurred
before the speed of his train had been materizlly reduced.
Fagineman Crader saxd he understood rule $3 reguired has
train to approach and pass through the yard limits under
control prepared to stop, but said he could see that
the main track was clear, with engine 389 on the passing
track, and expressed the opinion that the crew of engine
33% also should have besen governed by rule 93 to the ex-
tent of knowing thatv the main track was clear before
entering upon 1%t. Engineman Crader further stated that
tne brakes had besen tested before leaving 3aird and had
vorked vroperly cn routs.

Fireman Cunningham, of extra 530, szid the
speed of his train was alout 25 miles an hour approach-
1ng Fastland and following an application of the brakes
the epeea was reduced to abou}t 15 or 18 miles an hour
Just after starting down the grade about o mile West
of the station. About the time the brakes were released
he saw extra 389 on a track north of the main track but
¢ould not at that time see the passing-track switch target
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or toe position of the switch goints on account of
the sun shiwiag in his eyes. fiaen bis train was
about Zb car leraihs from the passing-track switch
extra 382 came ©¢a1% on the main track, and although
Engineman Crader tvice sounded stop signals and then
sounded a cack-up signal, extra 388 continued cut

on the main track anca was moving vestwara at the time
of the collision,

The statementsof Illead Brakeman Woods, of
extra 520, who was riding on top of tae 15th car,
practically agreed with those cof the fireman so far
as essenilal detalls were concerned, wnile the state-
ments of Conductcer Arrold and Rear 3raksran Wade,
who were riding in the cabocse, brought out no adda-
tional facts of importance.

EFngine 530 was equipped wx1th a Joyer srpeed
recorder, the tape from this recorder shovzad that
the speed of extra 530 at a point =,500 feet west of
the point of accident was about 31 miles an hour and
that 1t was about 25 miles zan hour at the point of
accident. This recordsr was subsequently removed from
the engine and tested as to 1ts accuracy, and 1t was
found to register 1 mle slow; 1t was in good condi=-
tion otherwise, having been overhauled and placed on
engine 530 on October 20, 124

Conclusions

This accident was c¢aused by the failure
of Engincman Crader, of extra 520, to operate his
train uader proper control within yard limits, a
contrituiing cause was the failure of Engineman
Wood, of extra 382, to know that the way was clear
pefore moving his engine out on the maln track.

Under rule 93 of the rules of the trans-
portation department trains are required to move
within yard limits “prepared to stop unless the
main track 185 seen or known to be clear.” Wnile -
Engineman Crader said he could ss¢ that the track
was clear, he could not see the 1ndication of tne
switch target, which would have told him that the
#est passing-track switch was open, and under thess
cilrcumstances the track was not clezr for the pass-
age of his train. It alsc appears from the svidencse
furnished by the speed recorder, and alsoc by the
fact that engine 332 was driven backwards a distance
of 308 feet as a result of the collision, that the
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speed was nigher than was =25timated by Engineman
Crader. Had he properly concro.lLza the spesd of his
train, SO tnat he could have stopoucd as soon as he
saw that the passirg-track cwitch was open, 1T 1S
probable thas the accident would nov have osccurred.

The testimony was to tne effect taat Engine-
man Wood was engaged i1n lcoking 1nte nig seac box
while his enjine was moving oot on Lh2 maia Track,
paying no atterticn to the track anead, sni toat no
application of the a1y brakes was mede prior to the
cccurrence of the acc-dent. Had Fnginasman Vood looksd
from his side of the eng.ns before procesding out on
the main track he could have seen extra 530 approach-
1ng and possitly could have prevented the occurrence
cf tne accaident.

In this comnection 1t might be pointad out
that the cyew of extra 232 did not display good judg-
ment 1n leaving the main-track svitch oren, wish no
member of the c¢crew i1n charpe, whitle thay were engsged
in setting out some cars on anotisr tiack, particularly
in view of the Tact that they vere to meet exctra 520 1
at Fastland and that that train might pe exreciad to
arrive at any time.

Attention 1s also called to the fact that
the speed luimit for freight traims on the Ft. Worth
Subdivision 18 35 miles am howr, while the tape from
the speed recorder on engine 520 showed tnat a spced
of 35 miles an nour was attained at severzal pcints an

route from 3aird to the point of accident.

Hzd an adequate block-signal system been 1in
use on this line, this accident probably would not
have occursec; an adequatse autoqsalic trein stop or
train corttrol device would have prevented it

The emnmloyees 1nvolved were experlenced men;
at the time of the accident the crew of sxtra 389 had
been on duty abocut 4 hours and the crew of extra 530
about 2 hours, previous to whicn both crews had been
off duty 14 hours or more.

‘ Respsctfully submitted,
W. I'. 20RLAND,

Director.



