
1208 

INTERSTATE QOMMERCE COMMISSION 

REPORT OF THE DIRECTOR OF THE BUREAU OF SAFETY IN RE 
INVESTIGATION OF AN ACCIDENT WHIOH OCCURRED ON 
THE HOUSTON & TEXAS CENTRAL RAILROAD, SOUTHERN 
PACIFIC LINES, NEAR ALMA, TEXAS, ON OCTUBER 15, 
1925. 

December 2, 1925. 

To the Commission: 
On October 15, 1925, there was a rear-end collision 

between two freight trains on the Houston & Texas Central 
Railroad, Southern Pacific Lines, near Alma, Texas, 
which resulted in the death of one employee and the 
injury of two employees. 

Location and method of operation 
This accident occurred on the Ennie Sub-division 

of the Dallas Division, which extends between Hearne 
and Ennis, Texas, a distance of 110-2 miles, In the 
vicinity of the point of accident this is a single-
track line over which trains are operated by time-table 
and train orders, no block-signal system being in use. 
The accident occurred at a point about 1.7 miles west 
of Alroa; approaching this point from the east the track 
is tangent for several miles, while the grade is ascend­
ing for a eonsidai able distance, 0.30 per oent descend­
ing for a distance of about 1,100 feet, and then level 
to the point of accident, an additional distance of 
about 1,200 feet. Freight (fcrainB are restricted to a 
speed of 35 miles an hour. 

The weather was cloudy and very foggy at the time 
of the accident, which is believed to have occurred at 
about 7,15 a.m. 

Description 
WeBtbound freight train extra 809 consisted of 35 

care, switch engine 103 which was being towed in back­
up motion, and a Caboose, hauled by engine 809, and was 
in charge of Conductor Osborn and Engineman Cox. It 
left Corsicana, 15,1 miles east of Alma and the last 
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open office, at 6,20 a,m 3 > according to the train sheet, 
and a*c about 7.H) a m b was brought *GO a op at a point 
west of Alma, the c^ake^ having teen applied oy the con­
ductor. Shortly e^ter the train came to a stop its 
rear end was struck by extra 780. 

Westbound freight train extra 780 consisted of 25 
cars and a caboose, hauled by engine 780, and was in 
chance of ConliXtor Seelye and ijftgî eman Johns- It left 
CorniTana, according to the train sheet, at 6„40 a>o,, 
and collided with the rear end of extra 809 west of Alma 
while craT-elmg at a speed estimated to hâ ue been be­
tween 30 and 40 miles an hour. 

The caboose of extra 809 was destroyed while switch 
engine 105 was belly damaged; damage was also sus-
ta-utd oy -tluee of tire Ocv-t> in ire tram of extra 809. 
Engine 730 turned over on its left cic?e and was quite 
badly lagged, The first eight Cars of tne tram of 
exta« 7CO ttere derailed, the m^oritv of -chem bemg 
demolieho'3

 a The employee killed was the head brakeman 
of extra 780. 

Summary of evidence 
According to the train sheet extra 809 departed 

from 0crs:c£.na at 5.48 a.m. , was delayed at the western 
end of the yard on account of pulling cu-; a d^aw bar, 
and f?_ua±ly departed at 6.20 a.m. CorduCuor Osoorn, 
however, stated that his train departed the f i r 3 t time 
at 5 U45 a.m. and the second Timr at h,30 a.m. After 
leaving Oorsioana for the second timi he was working at 
his deek but at the same time he knew that his "Grain 
was passing through a more or less danee fog. While he 
was engaged with niB work he heard the messenger m 
charge of switch engine 103 soxid a stop signal and not 
knowing what the matter was or whether the engine was 
derailed he ran up the steps leaasn^ to che cupola and 
opened the conductors emergency valvy? bringing the 
train to a stop* He estimated the speed of the train 
to have been between 20 and 25 m3 *©s an hour when this 
application of the air brakes was ma;ie. In the meantime 
Flagman Honeyou'ot, who had been riding in the cupola, 
oame doum and picked up his flagging equipment, got off 
and started back to flag. Conductor Osborn said he 
himself got off on the left side of the caboose, at 
which time it was 7.09 a.m., saw the flagman about 100 
yaxde m "She rear of the train on his way eastward, and 
he said he thought the flagman had a lighted fusee in 
his hai d but he was not positive on this point. Con­
ductor Osbo? n -then went to esvitc'a engine 103, was told 
by the ^eaeerger in charge that everything was then all 
right, went back around the rear end of the caboose 
and started to run toward the nead end of the train on 
the engineman1 s side in order to give a signal for the 
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train to proceedt On reaching a point about 3 or 1C 
car-lengths frora the caboose he saw The ho ad brakem-^, 
who was baok several ceo*-lengths from the engine, ai_d 
gave him a proceed rr'gnal which the brahmin in *i urn 
transTiittec to the er.̂ ineraan. It was at tills time that 
C^ndu^tor Osbc-^n hea-iq- extra 730 approaching, the colli­
sion occurring very shortXy afterwards., at a time which 
he though was be^veen 7.13 aad 7.13 a.m. > and he said he 
though fch<5 flagman had hsd time enough xo go back seven 
or eî fct u nies 'lie distance "beiwp^ telegraph polest 

Conductor O^com further scattsd that hie train had run 
at a muderate rate of speso between Ccr 2 i o a r_a and the . 
point of accident, estfmai. ng this speed to have been 
between 20 and 3b mil?3 an houi , tha' ;t had not 
occurred 5 0 fc-.n that the rear end of hie Irain was in 
any danger, that no fusees bad veen tlx own eff at any 
poinc en route although required by the rules in oase 
of fog or ctorny ffeatner , and ohat re wai responsible 
for this failure to tnrow off fusses at proper inter­
vals. 

Flagman Honeycutt said that when the messenger in 
change switch engine 103 sounded the stop signal he 
got down out of ins cupola, picked up his flagging 
equipment, consisting of red and white lanterns, fusees 
and toipedoes, and dropped off the caboose, wh_ch was 
then mo^-tng at a speed of about 10 miles an hour. He 
estimated that he got off at a pc:> nt about one car-length 
west of the cattle guard at the first ro-id crossing west 
of the seoiion house; if this esti^ri e wis correct he 
left the Caboose at a point apprcxjirately 600 feet from 
where it finally came to a stop, and he said that he 
lighted a fuses on reaching the road creeping and con­
tinued on his way ba rk tn protc*. t oho train. He then 
heard extra 780 approaching and placad one torpedo on 
the rail on the engineman-s side at about the time he 
could see tie hesat-g^t of the approaching train, 
approx^mceJy l/2 mile distant. Flegman Honeycutt said 
he oortinued eastward giving violent stop signals with 
the ljshfc3o fusee, and when the engine was about 175 
yards distant U U D him he realized tnat there was no 
one on tne engineman* s side of che cab. He said he 
then stepped off the track on the engineman's side, 
at a pemt between 30 and 50 ya-rtds east of where he had 
placed the torpedo, and thre** tne lotted fusee at the 
cab as tne engine pabsed him, the fusee striking the 
forward corner of the tender. The ergme then exploded 
the torpedo and continued working sJ,eam up to the time 
of the collision, with no application of the brakes 
having been made. He estimated uhe speed of extra 780 
to have been between 35 and 40 miles an hour. Flagman 
Honeycutt further stated that when extia 780 came to a 
stop after the collision he was about three or four 
car-lengths east of its Caboose. He went forward to 
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the scene of the collision and shortly afterwards, in 
comp&jiy with Conductor See 13 *j of extra 780 and Brake-
man Fleetwood of hie own train, he returned to the rear 
end of extra 780 to 3 ooi; for the remains of the fusee 
and torpedo and he said he found a part of the shell 
of a torpedo under the forward truck of tne caboose of 
extra 780 while the fusee, about one-third burned, was 
found at a point about 30 or 40 yards east of where the 
shell of the torpedo was found. He did not, however, 
see any sand on the rails to indicate thafc the engine-
man of ex̂ r̂a 780 had used sand in stopping the train. 
Flagman Honeycuxt thought that about two minutes had 
elapsed between the time his tra:3n stopped and the time 
he first heard the exhaust of engine 780, but he said 
he d^d not look at hie watch either at the time his 
train stopped or at the tine the collision occurred. 
It further appeared from his statements that he knew 
extra 730 was going to follow his ô rn train out of 
Corsicana but that his train had been traveling at a 
speed of 25 or30 miles an hour and that he had not 
thrown off any fusees en route because he did not think 
it necessary, it not occurring to him thac extra 780 
might overtake his own train, and he acknowledged his 
responsibility for his failure in this respect to comply 
with the flagging rules. 

Fireman Raeor, who was the messenger in charge of 
switch engine 103, said extra 809 had been maintaining 
a speed of 85 or 30 miles an hour until it reached the 
vicinity of mile post 227 and that at that point the 
reverse letter of the switch engine had dropped down in 
the corner in back motion; thinking that damage might 
result to the engine he sounded a stop signal on the 
whistle, Just before the tram came to a stop he heard 
the engineman sound a whistle signal for the flagman to 
protect the tram and he said, he saw the flagman get 
off just west of the highway crossing and run back with 
a lighted fusse, in addition to which he could see 
that the flagman was carrying his red and white lanterns. 
At about the time the train stopped Fireman Rasor had SUCK 
ceeded in restoring the reverse lever to a position 
about three or four notches back from the center of the 
quadrant and after the train stopped he got off on the 
south side, told the conductor it was all right to pro­
ceed, and he said the conductor went around to the 
opposite side of the train, started for the head end 
and had reached a point about 350 feet from the rear 
of the train when he heard the exhaust of engine 780. 
At this time he could not see anything of the flagman 
on account of the fog and he listened to see if the 
engineman of extra 780 acknowledged the stop signals 
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of the flagman. Suddenly he saw the headlight appear 
through the fog, concluded that m some manner the 
train had passed the flagnail and got out of the way 
"before the collision occurred, at a time which he 
estimated to have; been between 7,15 and 7 t20 a=n. 
Fireman Rasor said the exhaust of extra 780 indicated 
that no change had been made in the position of the 
throttle between the time he first heard it and the 
time the collision occurred, and he also skid that he 
did not see or hear anything to indicate that the brakes 
had been applied and the only person he saw around the 
engine was the head brakeman who appeared to have one 
foot on the rear of the tender and the other on the 
head end of the first oar in the train. After the 
accident had ocourred Fireman Rasor assisted in reviving 
the fireman of extra 780 and he asked him what the 
trouble was; he quoted the fireman as telling him that 
he had not been able to get Engineman Johns to stop 
the train. Later on he asked Engineman tfohns how he 
happened to pass the flagman and he said Engineman 
Johns replied that he did not see him. Fireman Rasor 
further stated that he did not hear the explosion of a 
torpedo and that the last he saw of the flagman was 
when he disappeared in the fog after passing over the 
highway crossing approximately 600 feet east of the 
point of collision. 

Engineman Cox, of extra 809, said his train left 
CorBioana at 6.28 or 6.30 a.m., was operated at a speed 
of 25 miles an hour and occasionally at a lower rate of 
speed, particularly when on grades, and that it/was 
stopped at the point of accident at about 7.10 a.m. He 
sounded the whistle signal for the flagman to protect 
the train and judging from the things which he did be­
tween that time and the time the train was struck by 
extra 780 he estimated that the accident occurred at 
about 7.13 a.m. Fireman Hare said hie train had been 
moving between 15 and 20 miles an hour, that the col­
lision oocurred about two or two and one-half minutes 
after the train had been brought to a stop, and that 
when he looked at his watch about three or four minutes 
after the accident oocurred it was then 7,20 a.m. 

Head Brakeman Fleetwood, of extra 809, said his 
train had been running at a speed of 25 or 28 miles an 
hour and that after it had been brought to a stop by an 
application of the air brakeB made from the rear of the 
train he got off and started back, reaching a point 
about 12 car-lengfths from the engine when he heard the 
exhaust of an approaching train. At about this time he 
saw Conductor Osborn giving a proceed signal which he 
transmitted to the engineman, but the accident oocurred 
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before the train hod starred. Biakeman Fleetwood said 
lie ih?n 1 an to •jhe eng-r^, notified LJ?P enginenan of 
what haa riappen^d and that tne ttro of trefl vent; back 
abcu- Lb car It<ifath3, ecr Coudu.^.or Oaho^n in the h i g h ­
way pnialle-Ling uie railroad ^-aok and af û r going otrer 
to en^ tal k̂  ng with him Brakeu*an Fleetwood iook&i 
o.r h '3 x~acch and eai.d it was then 7, L5 â -n. ft on which 
he -judged unab the aĉ ider.*- had occurred between "»05 
and "* .0 a.mc and he thought that his tr^-n had been 
BTard~ng about four m1.r1.t93 whF,n it wae struck by the 
following nain. Frakema'i ^leerwocd said the fog was 
very denbe end that an ob^e't the slse of a box far 
couj_d ha^e been seen a distance of 33C ± eet e Eiakeman 
Fleetwood went to Ennj s wi~h engine 809 to report the 
oerjurenrce cf tre accident ard cn his return ne caw 
Flag-nf̂ n Hon-jŷ tr*-1 a.nd wi\nt ba'k with hi2? tn t n y rear 
of H^irg 780 where the flagman shored him a partly 
buried ûflee ard the remains cf a torpedo Tie f^see 
was about 18 f e e T ba:k of the caboose whjle the shell 
b f che torpedo under the forward truck oi the cab­
oose Brakeman Fleetwood said he did not examine tne 
torpedo sh^Il very dor elv but trst it nad "he appear­
ance of having been recently exploded, Fe further 
stated thar he d-d not hear the cxpio-ion cf a torpedo 
prior to The occurrence of tne accident, nor did he 
hear ar.vth.ng to indicate that the engineman of extra 
780 shut otf steam. 

Fireman Mitchell, of extra 780, said hi e tr'am left 
Cor P I C ana at 6,45 or 6*46 a 0m 0 , and wafc operated at a 
speed of 3b or 40 mil es an rour en route westward. Ap­
proaching the point o f acoident he vision.* ty seemed 
to be at its beet, and he estimated tibxt has range of 
•vision was from 1,000 to 1 .£00 feetu Vioen in tne vicin­
ity of mile pes'; 227 he sarf a f l&rs of something red; he 
did not know whether it was a rc-xL Ian e n , a red fucee, 
or from the rear of the ticJn ahe^d, describing it by 
saving that it v,ss jupt a flar.li and vhen ic wan gone,. 
He at once spoke to the engineman a-d said "that will 
do", Engineman Johns was sending on the dock of the 
engjne, leaning ever with bi,= back toward birt and when 
he spoke to the engineman the latter straightened up, 
turned h^s head and said ''Eih4, Jramediajely afterwards 
Fireman Mitchell saw the markers of extra 809 and told 
the engmeran to apply the air bzake-i m .?^ergency, 
after whtoh he himself got off his s^at bjx. pulled the 
tank lever shutting off the supply of fuel oil, turned 
around and cut off the atomizer7 cloeea the firing 
valve and put on the unjector, Engineman Johns did not 
make any fur tner reply to Fireman Mit:hell nor did he 
make any movement toward s t o p p T g the tiain but accord­
ing to Fireman Mitchell he remained standing on the deck 
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of the engine looking up at the roof of the cab, either 
wringing his hands or rubbing them together as if wiping 
them, although the fireman said he did not BEE anything 
in the engineman's hands. Fireman Mitchell said he then 
crossed over to the engineman1 s side of the engine, told 
Engineman Johns to jump and got down on the steps on the 
engineman'e side, onee more calling to the engineman to 
jump before he got off himself, just before the accident 
occurred. At the time he first spoke to Engineman Johns 
he supposed that the latter would get back on his seat 
box and tend to the operation of the engine, and after 
see_ing the rear end of extra 780 Fireman Mitohell was 
then engaged with his own duties and he said he did not 
have time to take the control of the engine away from the 
engineman. It further appeared from the statements of 
Fireman Mitchell that he did not hear the explosion of a 
torpedo or see Flagman Honeycutt, his only warning of the 
impending accident being the flash of red previously 
described, shortly after which the markers on the caboose 
came within his range of vision. He estimated the speed 
of hi8 train at that time to have been between 30 and 35 
miles an hour and that the caboose was from 1,200 to 
1,400 feet distant. 

It further appeared from the statements of Fireman 
Mitchell that he did not like to work with Engmeman 
^Tohns, although he felt he could consider the engineman 
as a friend. He said he had fired for Engineman Johns 
on several occasions, and'that there was something about 
him which made Fireman Mitohell think the engineman*B 
mind was in some way affected. He seemed to be worse on 
some trips than on others; he would be restless when on 
the seat box and would do a number of things which seem­
ed to Fireman Mitchell to be out of place while running, 
such as working with the lubricator, frequently getting 
off his seat box to get a drink of water, searching in 
his tool box and puttering with the tools. Fireman 
Mitchell, however, had said nothing to any of the divi­
sion officials concerning hiB idea of Engineman Johns1" 
condition. He also said that on the trip on which the 
accident occurred Engineman Johns had seemed to be very 
restless and to act queerly and he thought the engineman 
should have been on his seat box directing his attention 
to the proper handling of his train. 

Engineman Johns said his train left Corsicana at 
6,45 a.m. and that he had operated it at a speed of 30 
or 35 miles an hour en route westward; approaohing the 
point of accident he did not see the flagman or a fusee, 
neither did he hear the explosion of a torpedo, and his 
first knowledge of anything wrong was when he saw the 
markers on the rear of extra 760, it was at this time 
that the fireman called to him, apparently having seen 
the markers at the same time. Engineman Johns said he 
then applied' the air brakes in emergency, opened the sandr-
ers and reversed the engine, and then, thinking that 
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the driving wheels would locJcaJ he put the engine in for­
ward motion, this last movemejvt being just before the 
accident occurred. He fixed ;|ne time of the accident at 
7.18 a.m. It also appeared f£om the statements of 
Engineman Johns that after parsing Alma h e got o f f his 
seat box to obtain a drink of^rater, after which h e 
returned to h i s seat box and fiid not again leave it, 
being on it when the engine p S s s e d a section house which 
is located 2,027 feet east of3the point of accident, 
and h e also said h e was on t h j seat b o x when h e saw the 
markers o f extra 780 and whenjthe fireman first called 
him. He further stated that w h e n the fireman told him 
t o apply the air brakes in emergency this h a d already 
been done. Rule No. 101 reads as follows: 

"Trains must be fully protected against 
any known condition which interfers with their 
safe passage at normal speed. 

"When conditions are found which may 
interfere with the safe passage of trains at 
normal speed and no protection has been pro­
vided, such action must be taken as to insure 
safety." 
Engineman Johns said he knew extra 809 had left 

Oorsioana ahead of h i B own train but he did not know 
that that train had a switch engine in tow, and when 
asfeed if he did not think fce had violated rule 101 in 
operating his tram at a speed of 30 or 35 miles an 
hour, in a dense fog, he said he thought a speed of 30 
miles an hour was safe and he also made the remark that 
he ran into the thickest part of the fog quite suddenly 
and that it had not been aB thick elsewhere as at the 
point of the accident. In his subsequent statements, 
however, he said the foglat the various stations en 
route was so dense that ]jie could not have operated his 
train at a speed over 5 Mies an hour and at the same 
time haen able to observe the indications of the 
various switch lamps m ^ime to stop had one of the 
switches been open. .neman Johns did not feel any 
personal responsibilityIJor the occurrence of the 
accident. 

Conductor Seelye, 
Ooreicana at 6.45 a.m., ̂  
side of the cupola of t] 
or hear anything unusual 
of anything wrong was ai 
shock and a sudden stop, 
train at the time of thf 
30 miles an hour, that 
of the brakes, and that^j 

extra 780, said his tram left 
hat he was riding on the left 
caboose, that he did not see 
and that his first knowledge 

light jar followed by a severe 
He estimated the speed of hia 
collission to have been about 
had not felt any application 
e heard the exhaust of the 
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engine up to the tiire of the impact. He thought-the 
accident occurred at 7.18 a.m. On getting out of the 
Caboose Conductor Seelye saw the flagman of extra 809 
ax a point about four car-lengths in The rear of the 
caboose and he noticed Lha fc the flagman had red and 
white larterns in his hand. He then proceeded to the 
head end of the train and when later he returned to the 
rear of his train Flagman Honeyoutt and Brakeman Fleet­
wood were there and Flagman Honeycutt showed him the 
shell of a torpedo, the metal of which was bright, this 
sheil being near the head end of the caboose. In con­
versation with Flagman. Honeyoutt he was told the flag­
man used a lighted fusee m flagging extra 780 and that 
he had thrown it at the engine when it passed him. In 
conversation with Engmeman Johna, however, he was told 
that the engmenan did nob see any* flagman or any signs 
of a flagman's signals. Conductor Seelye further stated 
that extra 809 left Ocrcicana at 6.30 am., and that he 
knew that train was towing switch engine 103 in back 
motion; ne did not, howe\ er s consider that this would 
prevent extra &0d from mskj^g time, saying that he 
thought the tnme-^able restriction of 15 miles an hour 
when engines were backing up wculd not apply in the 
Case of an engine being towed in back-up motion. He 
said, however, that in conversation with Engmeman 
Johns he mentioned the fact that engine 809 was towing 
the switch engine, although he did not tell Engmeman 
Johns that extra 809 did not finally depart until 6.30 
a um. Conductor Seelye further stated that he had heard 
different persons say that at times Engineman Johns 
would talk and act in a peculiar manner but that he 
handled his train as well as any one, that he had 
watched Engineman Johns rather closely and had not 
noticed him doing anything out of the ordinary, although 
he did think that in conversation he waB somewhat pecu­
liar. Conductor Seelye did not, however, feel that 
there was anything he could say against Engineman Johns 
so far as the engineman1s actions were concerned. 

Flagman Thompson, of extra 780, said he was riding 
on the right Bide of the caboose cupola. After passing 
Alma he turned around to attend to the indicator lamps, 
which were smoking, and at about this time felt the air 
brakes applied in emergency, at which time the speed 
wae about 30 miles an hour. He was, however, unable to 
say whether the brakes were applied by the engineman or 
as a result of the breaking of the train line on account 
of the accident. On getting out of the caboose he 
looked at his watch and noted that it was 7,20 am. He 
saw Flagman Honeycutt Three or four car-lengths in the 
rear of the caboose and wae told by him that he had 
placed one torpedo on the rail and had thrown a lighted 
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fusee at the cab as the engine passed him. buJr-tha-t Y there had not been any one on the right side of~~the'* 
engine. Flagman Thompson said he thought his range 
of vision on account of the fog was restricted to 
about 280 feet, possibly a little more. 

Section Foreman McGinn was at the section house 
about 2,000 feet east of the point of accident when the 
trains involved passed, and he said that while he could 
not fix the exaot times yet he thought it was approxi­
mately 7,15 a.m. when extra 809 passed, moving at a 
speed of about 20 miles an hour, and about 7.19 or 
7.20 a.m., when extra 780 passed, moving at a speed of 
30 miles an hour. The section foreman had heard the 
brakes grinding on extra 809 and supposed that that 
train had come to a stop, and when he saw extra 780 
following so closely it oocurred to him that there 
was danger of an accident and he said he intended to 
give the engineman of extra 780 a "close together" 
signal. The engineman, however, was not on the seat 
box nor did he see him anywhere in the cab, and he 
therefore gave the signal to the head brakeman who was 
on the top of the first or second car m the tram. 
Section Foreman McMinn did not hear the explosion of 
a torpedo and he also said there was nothing to indicate 
that the brakes on extra 780 were applied or that the 
engmeman shut off steam prior to the occurrence of the 
accident* With regard to the visibility, Seotion Fore­
man McMinn said he did not think a red lantern could 
have been seen more than 250 feex or a fusee more than 
350 feet, although on proceeding toward the scene of 
the accident he was able to discern the rear end of 
extra 780 when it was about 400 feet distant. 

Night Roundhouse Foreman Jett, located at Hearne, 
said that he had not noticed anything unusual with 
Engineman Johns cince the latter part of June, when 
Engmeman Johns had an attack of what appeared to be 
indigestion, and he never had any idea that there was 
anything the matter with Engineman Johns1 mental condi­
tion. Day Roundhouse Foreman Badders, also located at 
Hearne, 8aid he had heard some discussion among the men 
to the effect that Engmeman Johns was mentally affect­
ed, and a day or two afterwards, m company with another 
engineman, he talked with Engineman Johns on various 
subjects for a period of 35 or 40 minutes* He said he 
was unable to deteot anything wrong either at that time 
or at any later time, although he had taken care to 
talk with Engineman Johns on each trip that he made into 
Haarne. He said he would have considered it his duty 
to report the matter to the superintendent if in his 
judgment he thoughtEngineman Johns was in any way af­
fected but after his talks with him he concluded that 
the reports he had heard were false and that there was 
nothing wrong. 
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Assistant Superintendent Marshall said he reached 
the scene of the accident at 7.55 a.in. and found nothing 
to indicate that the air brakes on extra 780 had been 
applied in emergency prior to the time of the accident. 
He estimated the distance between the point where the 
rear end of extra 809 was standing prior to the accident 
and the rear end of extra 780 as it stood after the acci­
dent to have been 887 feet. Flagman Thompson, of extra 
780, pointed out to him the spot where he had first seen 
the flagman of extra 809 and he found this point to 
have been 126 feet east of the caboose of extra 7Q09 

or 1,013 feet from the point of accident. Under the 
caboose of extra 780 there wae a fragment of a torpedo 
shell which had the appearance of having been recently 
exploded; there was, however, no indication of the 
explosion on the rail. He also stated that a qap from 
a fusee was found under the head end of the Car immedi­
ately ahead of the caboose, 

,\ 

Traveling Engineer Rentzel reached the scene be­
tween 7,40 and 7,45 a.m. and on inspecting engine 780 
he found the throttle closed and the reverse lever near 
the center of the quadrant, in about the position in 
which it would have been placed with the engine working 
steam and handling a train of this tonnage over this' 
particular part of the road; he also said that the brake 
valve was in running position, Mr. Renteel did not 
find anything to indicate that sand had been used in 
bringing extra 780 to a stop and he expressed the opin­
ion that the application of the brakeB was due to the 
breaking of the train line as a result of the accident. 

Conclusions 

This accident was caused by the failure of Engine-
Johns, of extra 780, to maintain a proper lookout and 
to take prompt measures toward bringing his train to a 
stop after having been warned of the danger ahead; a 
contributing cause was the failure of the conductor and 
flagman of extra 809 to throw off fusees in view of the 
fact that the weather was foggy and their train running 
at a speed considerably lower than that allowed under 
the rules. 

The weight of evidence indicates that Engineman 
Johns was not on his seat box when his train was 
approaohing the point where the rear end of extra 809 
was standing, the statements of his fireman on this 
point being corroborated by the statements of the flag­
man of the first train and of the seotion foreman. The 
evidence also indicates that after he had been warned 
of the presence of a train ahead Engineman Johns failed 
to take any steps toward bringing his train to a stop 
and apparently the accident occurred with hie engine 
working steam and without any application of the air 
brakes'having been made. 
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There were etatenente to the effect that "Sngine— 
man Johns, who has since committed suicide* had b&en 
considered by a few of his fellow employees to have 
acted and talked in a peculiar manner* Investigation 
into this phase of the matter did not develop anything 
definite. In July, 1934, he had been examined as to 
his vision, €olor sense and hearing, which were found 
to t>e satisfactory, while his general condition at that 
time, judging from his appearance, was pronounced good* 
The rules of this company require that oaployeee undergo 
a thorough physical examination when entering the ser­
vice, with a re-examination in case they have been on 
leave of absence for a period of 90 days or more* There 
is, of course, a provision that when in the judgment of 
the division officials such an examination is necessary 
an employee may t?e called in at any time for a re-exam­
ination to ascertain if there is anything which would 
make him unfit for further service. 

The statements as to the time at which the acci­
dent occurred varied between 7*05 a.m. and 7,20 a.m.; 
the conductor and engineman of the first train thought 
the accident occurred at about 7.13 a.m., while the 
conductor and engineman of the s-econd train fixed this 
time as 7*18 a.m. In either event, however, it would 
appear that after its departure from Corsicana a"f 6.30 
a.m. extra 809 had been operated at considerably less, 
than the maximum rate of speed allowed for freight 
trains. In view of this fact, together with the foggy 
weather prevailing, it was incumbent on the conductor 
of extra 809 to "see that protection was furnished through 
the medium of lighted fueees tnrown off at proper 
intervale. 

llad an adequate automatic train stop or train con­
trol device been in use on this line, this accident 
would not have occurred. 

Engineman Johns, who was 43 years of age, was first 
erployed ae a machinist !s helper in 1903; he began fir­
ing in the same year and was promoted to engineman in 
1912. With the exception of the fireman of the first 
train all ©f the employees involved were experienced men; 
At the time of the accident the crew of extra 809 had 
been on duty nearly 13i hours after periods off duty 
of 8f hours or longer; the crew of extra 780 had been on 
duty nearly 7 hours after more than 10 hours off duty. 

Respectfully submitted, 

W, P , t BORLAND, 

Director. 


