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IN RE INVESTIGATION OF sN ACCIDENT WHICH OCCURRED ON THE
WICHITA FALLS & NOHTHWESTERN RATLWAY NEAR HESTER,
OKLALOMA, ON FEBRUARY 10, 1918,

March 11, 1918,

On February 10, 1918, there was a rear-end collislion
of two freight trains on the Wichita Falls and Northwestern
Raillway near Hester, Okla., resulting in the death of two
employees and the injury of five employees., After lnves-
Tigation, the Chief of the Bureau of Safety reports as
follows:

The Altus Division of the Wichita Falls District,
on which this accident occurred, is a single track lilne,
extending from Wichita Falls, Texas, to Mangum, Okla., a
distance of 95.U4 miles, _rain movements are governed by
time table and train orders transmitted by telegraph, no
block signal 'system being in use,

The trains involved in this accident were westbound
frelght trains No. 25 and Extra 558.

Train No, 25 was in charge of Conductor Meguire
and Enginemgn MoCracken It left Wichita Falls at 11.55
a,m,, February 9th, 4 hours and %0 minutes late, and passed
Frederick the last open telegraph office, 50.7 miles west
of Wichita Falls, at 7.00 p.m. At the time of the acci-
dent the train consisted of locomotive No. 914, deadhead
locomotive No, 551, 10 loaded cars, 1 empty car and 2
cabooses, This train stonped between Martha and Hester
and again at a point 1.8 miles west of Hester, both stops
being made on accounu of low steam pressure, While
standing at the latter place, 1t was struck by Extra 558
at 3,40 a.m, , february 10th, -

Extra 558, in charge of Conductor Smart and Engine-
man Bailey, and consisting of locomotive, 9 loaded cars
and a chair car used as a caboose, left Wichita Falls
at 6,00 p,m,, February 9th, It left Altus, 13.7 miles
east of Hester, at 3,00 a, m., and while running at a speed
estimated to have been from 10 to 15 miles per hour col-
lided with the rear end of No. 25.

Both cabooses of train No, 25 were demolished and
Conductor Meguire and Brakeman Brown, who were riding
in the front caboose, were killed. Lhe rear end of a
coal car next to the forward caboose was damaged and 1ts
rear trucks derailed. The pilot and pilot beam of loco-
motive 558 were destroyed, the headlight and smoke stack
broken off, and the front end considerably damaged, With



the exception of the rear drivers, the entire locomotive
was derailed, .

Approaching the point of accident from the east,
the track 1s tangent for a distance of about 133 miles.
The grade 1s slightly ascending for westbound tralns from
a point about 2,000 feet west of Hester, the accident oc~-
curring on the maximum grade, which 1s about 35p At
the time of the collision it was dark and clear,

The crew of train No. 25 had been called to leave
Wichita Falle at 11.30 a.m.,, and under the company's rule,
reported for duty at 11,15 a.m, At the time of the acci—
dent they had been in continuous service 16 hours and 25
minutes,

Rear Brakeman Carrington of train No. 25 stated
that when they left Altuse about 2,30 a,m. there was no
other train in sight; nor could he see any headlight be-
hind them during the 0 or 15 minutes they stopped near
Martha on account of low steam. When they made this
stop the engineman 4id not signal out a flagman; nor, so
far as he knows, did any one go out to flag. The next
stov for steam was at the point of the accident, but Jjust
before this stop was made the conductor noticed a headlight
behind them. Conductor Meguire was then sitting in the
cupola of the front caboose, while Carrington and the
head brakeman were on the floor, He was not in a position
to see whether the conductor or brakeman was asleep, but
knows that he himgelf was not. As soon as the train came
to a stop, and before the engineman whistled out a flagman,
Carrington told the conductor that he was golng out to
flag. He took with him a fusee and white lantern, but
said he d1d not have time to find any torpedoes; neither
did he have a red globe for hils other lantern, although he
endeavored to get one from the car man before leaving
Wichita Falls, At the time he got off to flag the red
lights on the caboose were burning; the electric headlight
on locomotive 558 was also burning, and when he first saw
the latter it was about 1,000 feet from him, He walked
back on the englneman's side of the track, all the time ‘
flagging with hls burning fusee, and was about § car
lengths from his train when engine 558 passed him, He
stated that he could have gotten back further by running
but did not do so for tle reason that he thought he was
back far enculls urd wac walting for the engineman to answer
him, which he &id not do until within 7 or & car lengths
of his caboose. After getting off his train he continued
flagging until his fusee was about burned out. He stated
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that after they arrived at Mangum he heard Fireman Jenklns
of engine K58 say that he begged Engineman Bally to stop

and that Brakeman Ely also stated that he asked the engine-
man if he was not going to stop, and that Ely stated further
that he could not understand why Bailey did not stop "unless
he elther lost his head or control." Carrington stated
that he had been in the service since September first last;
that he had never been examined on the book of rules, nor
had he recelved any book of rules until about one month prior
to the aecident; that he was acquainted with the flagging
rule, and while in some cases he had been told to go out

and flag, in others he had used hls own judgment about 1¢t,

Engineman McCracken of train No, 25 stated that when
he stopped near Martha to blow up for steam he signaled out
a flag but did not see any gc out; that when he was ready
to proceed he did not call in the flagman. When he stopped
at the point of acciient he whistled out a flag, and while
he 4id not see the flagman go out, he did see him flagging
Just before they were hit; that he was flagging with a burn-
ing fusee and aypeared to be standing right at the caboose,.
He did not hear Extra 558 answer the signal; he saw 1its
headlight when 1t was about one mile to the rear of his
train and 't seemed to be a4 poor light, The collision oc-
curred four or five minutes after his train had come to a
stop.

Fireman Kennedy of train No. 25 stated that when
they stopped near Martha to blow up for steam the engine-
man whistled out a flagman, When they stopped at the
point of accident the engineman agaln whistled out a flag-
man, but he was busy with the injectors and did not see the
flagman go out. Shortly after they stopped he saw extra
558 behind them, at which time he estimated it to be between
one-half and three quarters of a mile away. This was the
first knowledge he had that a train was behind them. About
30 seconds elapsed, he Judged, from the time he first saw
the headlight until the collision occurred,

Engineman Balley of Extra 5£8, who was making his
flrst trip as an engineman, stated that his englne was
working all right when they left Altus, except that his
electric heailight was burning poorly on account of carbon
hangirg in the clutch, although when jarred it would burn
all richt and mares a good light., When they left Altus
he Aid nct "nmow there was a train ahead of themn. When
near Heste: nh- “lszoverzd the red lights on train No., 25
and kept wscchong bthem for some time, expecting to see
them go arcun’ a curve just beyond mile post 91, a short
dlstance from the point of the acclden®; he called this
to the attention of the fireman and head brakeman on his
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engine, but could not tell how far off these lights were. )
One of the rear lights was very dim vhile the other was .
very bright, and at the time he saw them his headlight

was burning good. He sihut off hls steam and was drifting
when he Giscovered that he was about tnree train lengths
from train No, 25's caboose, at wnich time he saw the flag-
man come out of the caboose with a burning fusee and give
him a stop signal, Ee saw him get off the caboose and
passed him when he was about three car lengths in the

rear of l11s train, As soon as he saw the burning fusee

he set the air in emergency, opened the sander and reversed
the engine, at which time he was running from 18 to 20 miles
an hour. He then answered the signal and told the fireman
and head brakeman to jump off, doing the same thing himself
just before the collision. ©On account of belng so close

to train No. 25 when he discovered that it was not moving

he was unable to prevent the collision on account of the
weight of his train and engine and the speed he was travel-
ing. About six minutes elapsed between the time he first
saw the markers on train No, 25 and the time of the accildent,
At that time, as near as he could remember, it was possible
to see an object the size of the caboose only about 250 yards;
this was due to dimness or nolish on hls headlight. Until
he saw the flagman come out of the caboose with the burning
Tusee he thought that train No. 25 was moving all the time,
He thought the accident could have been avoided had he

been properly flagged according to rule, as his brakes were
in good condition, a terminal test having been made before
leaving Wichita Falls, 3Sefore he saw the flash of the

fusee he heard no torpedo nor was he given any other signal
ahead of him, At the time of the collision he was running
from 12 to 15 miles an hour. Xe &id not remember hearing
the fireman or head brakeman calling his attention to any
markers on the caboose of train No, 25.

Fireman Jenkins of Extra 558 stated that when they
left Altus he knew notliing of a train ahead of them; that
while somewhere near Hester Engineman Bailey said something
about seeing red lights, but that he did not see any until
a mile and a hallf west of Hester when his attention was
attracted to train No, 25 by one red marker, and later, when
they got closer, he saw the other markers, He did not see
the flagman of train No. 25 until within about 200 feet of
the caboose; he was then standing on the rear caboose plat-
form and did not get down until Extra 558 was within 20 feet
of train No, 25, Engineman Balley answered hls signal with
a whistle, then made every effort to stop the train by re-
versling hls engine and applying the brakes, after which
Jenkins jumped off, When he first saw the red marker he
called the attention of the head brakeman to it; he did this



because he thought it might be a switch light at Mangum,

this being his first trip on that division, When the brake-
man told him i1t was on the main track he notified the
engineman, who did not seem to understand him; he then
called to him the second time, and the brakeman 4did llkewlse;
after calling his attention to it the third time, the
engineman replied "All right," and began his efforts to stop
the train. The smoke was so thick they could hardly see
the markers, and as they had not run over any torpedoes nor
been flagged until almost on top of train Nec. 25, he thought
the collision could not have been avoided.

Student Fireman Taack of Extra 558 stated that the
first knowledge he had of any danger was when the brake-
man told the engineman that there was a red light ahead.
The engineman told h’m to jump, but he did not understand
him until he tol& him the second time to jump. He did not
see any red lights until within about 100 yards of the
caboose, at which time the flagman was standing beside the
caboose flageling with a burning fusee.

Head Brakemen Ealy of Extra 55& stated that he first
noticed a train ahead of them near mile post 91 when his
attention was called to it by the fireman, who thought one of
its rear markers was a switch light near Mangum; he then told
Enzineman Bailey that a train was ahead of them; at that
time he could see but one light, his view being obstructed
by smoke; this one light appeared to be about one-half mile
away. When he first saw the flagman the -latter was about
100 feet from his caboose and engine 558 was then about 100
yards from the caboose, When told of the train ahead the
engineman lmmedlately answered the flag with hils whistle,
then applied 21s air, reversed his engine and opened his
throttle, at the same time calling to the men on the engine
to jump, The flagman 4id not light his fusee until he had
gotten about 50 feet from his caboose; and when he first
saw him the train was running about 10 miles an hour. They
were under the lmpression that trailn No. 25 was moving
on account of having nc flag out, and when they were flagged
it wae too late to avold the accident,

Conductor Smart of Extra 558 stated that when they
left the coal chute at Altus about 3.00 a,m. he was informed
that train No. ZF was about one hour ahead of them, Approach-
Ing the scene of the accident he heard two short blasts of
the whistle in answer tc the signal; that almost immediately
theréafter the collision occurred, He was certain all of
the air brakes in his train were coupled up and in good order.

Brakeman McCollum of Extra 558 stated that at the
time of the collision the train was running about 10 or 12
miles an hour; he was then sitting in the coach-caboose.
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After the accident he went to the head end of the train,

walking on the right hand slde; he saw the flagman of train

No, 25 standing between the fence on the right of way and
engine 558 and about opposite the engine; also opposits gngin‘
558 he saw the remains of the fusee the flagman had thrown

away,

Car Inspector Parish at Wichita Falls stated that he
was on duty when train No, 25 left; that he had red globes
in the storeroom and would have gotten one had the brake-
man asked for it; but this he dld not do.

Rule 99(a) of the Wichita Falls and Northwestern
Railway Company reads as follows:

When a train is detained by an accident or ob-
struction, or stops at any unusual point, the flag-
man must immedlately go back with danger signals
to stop any train moving in the same direction,

A% a point twenty telegraph poles from the rear of
his train, he must place O2e torpedo on the rail on
the engineman's side; he must then continue to go
back at least twenty-five telegraph poles from the
rear of his train and place TWO torpedoes on the
rail on the enginemah's side, ninety feet (three
rail lengths)apart, when he may return to a point
twenty telegraph poles from the rear of his train,
where he must remain until an apgroaching train

has been stopped, or he is recalled by the whistle
of his engine. When he comes in, ne will remove
the torpedo nearest to the train, but the Two tor-
pedoes must be left on the rail as a caution signal
to any following train. At night, or when the

view 1s obscured by fog or other cause, in addition
to leaving two torpedoes, a fusee must be left
burning in center of track as an additional caution
signal to following train,

If, from any cause, the speed of the train is
reduced, the conductor will be held responsible for
fully protecting the rear of the traln by the use
of proper signals,

The direct cause of this accident was the fallure of
Flagman Carrington of train No. 25 properly- to protect his
train, While there are discrepancies in the statements of
the employees with respect to when Flagman Carrington started
back to flag and how far back he went, hé admits that he
went back only five or six car lengths from his caboose,

This certainly was not a compliance with Rule 99, The in-
vestigation disclosed the fact that the company had never
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examined Carrington on the book of rules and had not given
him a book of rules until about one month prior to the
accident, but this can not be considered as an excuse for
his fallure properly to protect his train, as he stated
that he was familliar wilth the flagging rule.

Engineman Bailey of Extra 558 must alsc be held to
have contributed to a large extent to the cause of the ac-
cident, His locomotive was equipped with an elsctric head-
light; the track was stralght for at least 12 miles east
of the polnt of accident; he could see a caboose 250 yards
ahead of him and actually saw the markers on the caboose
glx minutes tefore the collision., As negligent as was the
flagman in disobeyinzy the flagsging rule, the accldent would
no doubt have been avolded had the engineman of Extra 558
exercised even ordinary care in the running of his train,
instead of relying upon the flagman of train No. 2b.

The investigation also disclosed the fact that at
the time of the accildent the crew of train No, 25 had been
on duty continuously 16 hours and 25 minutes. What effect
this length of service had on the conductor and brakeman,
who were both killed, 1s impossible to say. The second
paragraph of Rule 99 requires that when the speed of a train
is reduced the conductor shall be held responsible for the
protection of the rear of hls train, Flagman Carrington
stated that scmewhere near mile post 91 the conductor noticed
a light behind them and sald somethling to him about it, al-
though in another statement he said that he was not in a
position to see whether or not the conductor and brakeman
were "nodding."  However, the flagman made the further state-
ment that when he went out to flag nelther the conductor nor
brakeman made any move to indicate that thev realized the
danger. The crew were under general instructions not to
remain on duty over 16 hours; that at the expiration of such
period they were to tie up unless given specific instruc-
Tions to the contrary, but no such instructions were given
in this instance. The investligation disclosed the fact
that the crew were anxious to go to Mangum instead of tying
up out on the road, anéd they were no doubt encouraged in
thelr action in tials respect by the fact that the carrier,
on numerous occasions theretofore, had made a practice of
ordering crews to comclete their runs "regardless of the 16
hour law,"



