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INTERSTATE COMMERCE COMMISSION 

REPORT OF TRE DIRECTOR OF THE BUREAU OF SSFETY IN R E 
INVESTIGATION OF AN ACCIDENT WHICH OCCURRED ON THE 
SOUTHERN RAILWAY SYSTEM, LINES E^ST, AT LiiNDIS, N.C., 
ON JANUARY 21, 1929. 

April 16, 1929. 

To the Commission; 

On January 21, 1929, there was a head-end collision 
between two freight trains on tne Southern Railway System, 
Lines East, at Landis, N. C , resulting in the injury of 
one employee. 

Location and method of operation 

This accident occurred on tb.it port of the Piedmont 
District of the Charlotte Division extending between Salis­
bury, N. C , and Greenville, 3. C , a distance of 150.4 
miler,, in the vicinity of the point of accident this is 
a double-track line over which tramr are operated by 
time-table, train orders and an automatic block-signal 
and tram-control system. The accident occurred on the 
southbound m a m track at a point about 150 feet south of 
the south switch of a crossover; approaching from the 
north there is a 2° curve to the left 926 feet m length, 
followed by about 1,865 feet of tangent tc the point of 
accident, this tangent extending for some distance beyond. 
The grade for southbound trains is ascending for a dis­
tance of about 4,550 feet, the maximum gradient being 1.07 
per cent, from which point it is practically level to 
tne point of accident, a distance of approximately 550 feet. 

The crossover is a trailing-point crossover 196.5 
feet m length, connecting the two main trackc The signals 
involved, of the color-light type, are southbound signals 
3439 and 3451, located 9,637.5 feet north and 733.5 feet 
south, respectively, of the south switch of the crossover. 
Indications are red, yellow and green, for stop, caption 
and proceed, respectively. The switcnes of the crossover 
operate in conjunction with the automatic block-signal and 
tram-control system. Under the rules wnen a train crosses 
over to, or obstructs the otner track, it musr first be 
protected in both directions as prescribed by rule 99, 
unless otherw/iee directed, and before entering the m a m 
track m automatic block-signal limits a t r a m must m 
addition to other precautions wait two minutes after open­
ing the switches before proceeding. 

The weather was clear at the time of the accident, 
which occurred at a.bout 6.55 p.m. 
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Description 

Northbound th±rd=clasE freignt train No. 62 consisted 
of 23 cars and a caboose, hauled by engine 4848, and was 
m cnarge of Conductor Goidon and Engineman Julian. On 
arrival at Landis it was brought to a stop on the northbound 
main track with the caboose just north of the crossover. 
A back-up movement was then mace through the crossover to 
tne southbound main track, in order to oerform work and to 
allow a following first-class tram to pass, t r a m No. 12, 
due at Landis at 7.04 p.m., end the train was still back­
ing up, at a speed estimated to have been between 6 and 8 
miles per hour, when its head end was struck by t r a m 
No. 55. 

Southbound second-class freight train No. 55, con­
sisted of 38 cars and a caboose, hauled by engine 4884, 
and was m cnarge of Conductor Barton and Engineman Roper, 
This t r a m left Salisbury, the last open office, 11.9 
miles north of Landis, at S.15 p.m., 4 hours and 45 
minutes late, passed signal 3439, which was displaying 
a proceed indication, and collided with train No. 63 while 
traveling at a speed estimated to have been between 15 
and 20 miles per hour. 

Both engines v/ere somewhat damaged but engine 4848 
was able to continue its trip with t r a m No. 63. The first 
two cars m train No. 55 were overturned and came to rest 
on the northbound main track. 

Summary o f evidence 

Engineman Julian, of t r a m No. 62, stated that on 
arrival at Landis he reduced the speed of his train as it 
was passing the station, ¥/hich is located between the south 
crossover switch and signal 3451, so that the conductor 
could get off the caboose at that point, there was a car 
m the t r a m that had a auick-acting brake, however, and 
as a result thereof the air braker applied m emergency, 
bringing the t r a m to a sudden stop, with its center about 
opposite the station. The t r a m was then moved ahead and 
upon receiving a stop signal was brought to a stop with 
the caboose north of the crossover. Engineman Julian said 
thrt it stood at this point for several minutes, probably 
about three and one half minutes, during which time he 
was looking ahead for approaching southbound trains and 
also co the rear for a back-up signal, on receiving the 
latter signal, given from the rear of the t r a m on the 
fireman'B side, the train w a B backed through the crossover 
at a speed of about 6 miles per hour. As ins engine 
reached the southbound irain t r a c K he saw a reflection 
from the headlight of engine 4 84, of train No, 55; he 
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looked out of the /rmdow, heard tnat engine working steam, 
oponed the throttle wide 01. i.is own engine, and estimated 
the speed of nis tram to have been increased to about 8 
miles per hour when the collision occurred. Engineman 
Julian further stated that Head Brakeman Cornelison, who 
had been riding on one of the cars near the head end of 
tne train, came over to the engine before the back-up 
movement ?as started, secured flagging eauipment, including 
lanterns and fusees, and got off w m l e the t r a m was 
-standing at this point. Engineman Julian said everybody 
concerned understood what movement was going to be made, 
and that he did not whistle out a flag or say anyuthing to 
Head Brakeman Cornell son about protecting against south­
bound trains, nor did he see anything of the head brake-
man after the latter -rot off the engine, and he expected 
the head brakeman to afford flag protection from that 
immediate vicinity, the way it had always been done, 
saying he considered that the head brakeman was out a 
sufficient distance when he got off the engine and crossed 
over to the southbound main T R A C K , and that by flagging 
with a lighted fusee fiom that point there would have been 
ample distance within which to have brought any t r a m to 
a st op. 

Fireman Holloman, of tram No. 62, stated that 
after his train came T O a stop north of the crossover 
he was on his seat box looking back toward the rear of 
nis t r a m and that he saw Flagman Parker and Swing Brake-
man Mooney each tr.row one of the crossover switches. While 
he could not say positively bow long it was after the 
crossover switches 7;ere thrown before Swing Brakeman 
Mooney gave a back-up signal, he did say that it was only 
a few seconds afterwards, and that he told Engineman 
Julian that everything was all right whenever he wanted 
to back up but that the back-up movement was not etarted 
for about two minutes. Fireman Hollenan did not see 
Head Brakeman Cornelison when his t r a m first stopped and 
said trat the t r a m had been standing a minute or two 
before he did see him and tha^ the head brakeman only 
etayed on the engine long enough to secure the flagging 
equipment and get off, and T O the best of the fireman's 
knowledge the head brakeman got off before the back-up 
riovement was started, at which time his red lantern was 
burning properly. Fireman Holleman said that before the 
back-up movement was started he looked toward the north 
to see if any T R A M was approaching but that afterwards 
he continued to look back toward the rear of his t r a m 
for signals and was unaware of anything wrong until E n g m e ­
man Julian opened the throttle wide; he estimated the speed 
of his t r a m to have been between 6 and 8 miles per hour 
Fireman Hoileman further stated t h m he took it for granted 
the head brakeman was g o m e to afford protection and that 
there was no difference bet/.een the way the crossover 
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m o v e m e n t w a s b e i n g made t h . * , m m e a n d t h e w a y i t w a s made 
o n t h e l a s t o c c a s i o n . 

H e a d B r a k e m a n C o r n e l i s o n , o f t r a m N o . 6 3 , s t a t e d 
t h a t C o n d u c t o r G o r d o n t o l d h i m a b o u t p r o t e c t i n g t h e t r a m , 
c a l l e d a t t e n t i o n t o t h e h a n d l i n g o f s w i t c h e s , f l a g g i n g w h e n 
c r o s s i n g o v e r , e t c . , h e w a s r i d i n g o n t h e t h i r d c a r f r o m 
t h e e n g i n e , a t a n k c a r , w h e n t h e e m e r g e n c y a p p l i c a t i o n o f 
t h e a i r b r a k e s o c c u r r e d w h i l e p a s s i n g t h e s t a t i o n a t L a n d i s , 
b r i n g i n g " t h e t r a i n t o a s t o p . He s a i d t h a t h e g o t d o w n 
a n d w a l k e d t o t n e e n g i n e w i t h h i s l i g n t e d w h i t e l a n t e r n , 
c l i m b e d a b o a r d t h e e n g i n e , t o l d E n g i n e m a n J u l i a n t h a t h e 
g u e s s e d h e w o u l d h a v e t o f l a g , a n d s e c u r e d a r e d l a n t e r n 
a n d t w o f u s e e s , a l r e a d y h a v i n g t w o t o r p e d o e s i n h i s p o c k e t . 
A f t e r h i s t r a m h a d s t o o d o n m e n o r t h b o u n d t r a c k f r o m t w o 
e n d o n e - h a l f t o t h r e e m i n u t e s t h e b a c k - u p m o v e m e n t w a s 
s t a r t e d and h e t h e n s t a r t e d d o m t h e s t e p s o n t n e f i r e m a n ' s 
s i d e o f t h e e n g i n e . On r e a c h i n g t h e l o w e r s t e p h e l o o k e d 
a r o u n d b u t d i d n o t s e e a n y s i g n o f a n a p p r o a c h i n g s o u t h b o u n d 
t r a m a n d a f t e r r i d i n g a b o u t t w o c a r - l e n g t h s h e g o t o f f a n d 
s t a r t e d b a c k o n t h e s o u t h b o u n d m a i n t r a c k a n d j u s t a s h e 
l o o k e d u p t h e r e f l e c t i o n o f t h o h e a d l i g h t o f e n g i n e 4 3 8 4 
f l a s h e d m h i s f a c e . On l o o k i n g a t h i s r e d l a n t e r n h e 
s a w t h a t i t was n o t b u r n i n g a n d > e t h o u g h t t h a t i t p r o b a b l y 
h a d b e c o m e e x t i n g u i s h e d w h e n h o j u m p e d o f f , h e m a i n t a i n e d 
t h a t h e t h e n t r i e d t w o o r t h r e e t i m e s t o l i g h t a f u s e e 
b u t t h a t i t f a i l e d t o i g n i t e , t h a t h e t h e n w a v e d s t o p 
s i g n a l s w i t h a l i g h t e d w h i t e l m t e r n , a n d t h a t o n n o t i c i n g 
t h a t t h e s p e e d o f t r a m N o . 5 5 w a s n o t d e c r e a s i n g h e l i g h t ­
e d t n e o t h e r f u s e e , w i t h o u t d i f f i c u l t y , b y w h i c h t i m e t h e 
e n g i n e v/as a b o u t o p p o s i t e h i m , t h e c o l l i s i o n o c c u r r i n g 
s h o r t l y a f t e r w a r d s . H e a d B r a k e m a n C o r n e l i s o n s a i d t h a t 
w h i l e h e d i d n o t k n o w p o s i t i v e l y n e t h o u g h t t h a t h e 
r e a c h e d a p o i n t a b o u t o p p o s i t e w h e r e h i s e n g i n e h a d s t o o d 
b e f o r e t h e b a c k - u p m o v e m e n t s t a r t e d , o r a b o u t a t r a m l e n g t h 
n o r t h o f t h e c r o s s o v e r , and u / t h e w a s o n t h e e n g m e m a n 1 s 
s i d e o f t r a m N o . 5 5 w h e n i t p a s s e d h i m . He d i d n o t p l a c e 
t o r p e d o e s o n t h e r a i l . H e a d B r a k e m a n C o r n e l i s o n k n e w w h a t 
m o v e s w e r e t o b e m a d e a t L a n d i s a n d f u l l y u n d e r s t o o d t h a t 
i t w a s h i e d u t y t o p r o t e c t a g a i n s t s o u t h b o u n d t r a i n s w h i l e 
t h e c r o s s o v e r m o v e m e n t w a s m p r o g r e s s . 

C o n d u c t o r G o r d o n , o f t r a m N o . 6 2 , s t a t e d t h a t h e 
g o t o f f t h e c a b o o s e a s t h e t r a m p a s s e d t h e s t a t i o n , 
n o r t h b o u n d , o b t a i n e d t h e s w i t c n l i s t , a n d s t a r t e d v j a l k m g 
n o r t h w a r d i n o r d e r t o a f f o r d p r o t e c t i o n a t a g r a d e c r o s s i n g 
f o r t h e b a c k - u p m o v e m e n t , A t t h i s t i m e t h e c r o s s o v e r 
s w i t c h e s h a d a l r e a d y b e e n l i n e d u p t o b a c k o v e r , w i t h 
S w i n g B r a k e m a n M o o n e y s t a n d i n g o n t n e g r o u n d n e a r t h e 
c r o s s o v e r a n d F l a g m a n P a r k e r o n t h e r e a r e n d o f t h e c a b o o s e , 
7 ' h i c h s t o o d a b o u t t h r e e o r f o u r c a r - l e n g t h s n o r t h o f t h e 
c r o s s o v e r . C o n d u c t o r G o r d o n s a i d t h a t t h e f l a g m a n s o u n d e d 
t h e a i r w h i s t l e s i g n a l a n d t h a t h e , t h e c o n d u c t o r , g a v e 
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a back-up signal, which in turn was relayed, by Swing Brake-
man Mponey, and that the tr~in tnen started the movement. 
As it backed through the crossover Conductor Gordon stood 
at the giade crossing and saw finally that his entire train 
was through the crossover. At this time he also saw the 
reflection from the headlight of the engine of train No, 
5 5 and a lighted fusee on tne west side of the southbound 
m a m tradk,the collision occurring immediately afterwards. 
Conductor Gordon said thrt he had instructed Head Brake-
man Cornelison to afford protection against southbound 
trains and that after the accident the head brakeman came 
to him and handed him a fusee, saying that it v.'ould not 
light. Conductor Gordon hid no positive information as to 
how long the crossover switches had been open vhen he gave 
the back-up signal but said that ne saw either the swing 
brakeman or the flagman make a motion with a lighted lan­
tern, such as would have been made to throff a switch, as 
soon as his train came to a stop, anc that after having 
seen this motion made his t r a m stood not less than two 
minutes nor more than three and one-half minutes before 
starting the back-up movement. Conductor Gordon said that 
there was ample tine at the disposal of Head Brakeman 
Cornelison to have gone nort - ird a sufficient distance to 
have afforded proper protection and that he felt absolutely 
safe in every move his train was making. 

Flagman Parker, of train No. 6 2 , stated that he got 
off the caboose as it passed over the north switch of the 
crossover and that after receiving a back-up signal, given 
by Swing Brakeman Mooney, the flagman walked to the caboose 
and got on the rear platform. Flagman Parker said that 
his train stood on the northbound track about two or three 
minutes before starting the back-up movement. 

Swing Brakeman Mooney, of t r a m No. 62, stated that 
he got off the caboose as it passed by the south switch 
of the crossover, opened that switch before his t r a m came 
to a stop just north of the crossover, and that hie t r a m 
stood about two and one-half to three minutes before start­
ing to back over. 

Engineman Roper, of t r a m No* 5 5 , stated that his 
train passed signal 3439 under a proceed indication and 
approached Landis at a speed 'f about 3 5 miles per hour. 
He raw the reflection from the headlight of engine 4848, 
of t a m No. 6 2 , thought it was t r a m No. 1 2 , and therefore 
shut off steam and applied the independent engine brake, 
bunching the slack, having m m m d that he would not run 
between the train ana the station landing. On seeing the 
exhaust from the stack, however, he concluded that the 
t r a m was departing and released the independent engine 
brake, and I-C then occurred to him that it was probably 
t r a m No. 6 2 performing work at that point, as he realized 
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lt was not quite time for t r a m No. 12 to have reached 
Landis. After rounding the cirve and entering upon the 
straight track he saw no s-gn of a lighted fusee or other 
signal calling attention to the crossover movement "being 
made, and although the reflection of the headlight of 
engine 4848 materially affected his vision he did see a 
white lantern in the vicinity of the station. The boiler 
and headlight of engine 4848 tnen appeared directly m 
front of his own engine ant i v e indication of signal 3451, 
located south of the station, changed from green to red, 
it at once occurred to him that a back-up movement was being 
made through the crossover and conseouently he applied 
the air brakes in emergency, but was unable to stop. 
Engineman Roper said that he could not see anything on 
account of the reflection of the headlight of engine 4848 
and thought that had he been properly flagged the accident 
woula not have occurred. It was Engineman Roper's opinion 
that at the rate of speed at ~hich his t r a m was traveling 
the distance between signal 3^39 and the crossover could 
easily be covered m two minutes. 

Head Brakeman Bowen, of t r a m No. 55, who was riding 
in the cupola on the back of the engine tank, said that 
hie attention was attracted to a man on the ground on the 
engineman's side and that the man shouted something, what 
it was he did not know, and that he saw the flash of a 
fusee. At this time the-speed of his t r a m was about 15 
miles per hour, and the collision occurred after the tram 
had traveled an additional distance of about three or four 
car-lengths. Conductor Barton, who was riding on the rear 
platform of the caboose, ertirmted the speed to have been 
between 15 and 20 miles per hour when the collision occurred. 
After getting on the ground he saw a lighted fusee, and 
on going forward he saw Head Brakeman Cornelison standing 
about 15 car-lengths north of the grade crossing, holding 
the fusee; this grade crossing is 363 feet south of the 
north crossover switch. 

The automatic tram-control system is of the inter­
mittent inductive auto manual type, manufactured by the 
General Railway Signal Company. The records disclosed 
that the automatic train control mechanism on both engines 
was m good condition, while tests made of the signals 
and switches subsequent to the accident disclosed them 
to be operating as intended. 

Conclusions 

This accident was caused primarily by t r a m No* 62 
making a back-up movement through a crossover without 
proper flag protection, for which Head Brakeman Cornelison, 
Engineman Julian and Conductor Gordon are responsible. 
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Whcn train No. 62 bad stopped clear of the crossover, 
Head Brakeman Cornelisor provided himself with flagging 
equipment but according to Ins own statement be did not 
get off the engine at once but rode on the steps for a 
ix-ort distance after the back-up movement had started, 
then got off, turned around, and saw the approaching t r a m 
on the southbound track. At this time he found that his 
red lantern had gone out and was unable to light one of 
the two fusees which he carried, and on account of the 
time consumed in these belated efforts to provide flag 
protection he had no time to put down torpedoes and was 
able only to light the second fusee at about tho time the 
train passed him. Engineman Julian paid no attention to 
what the head brakeman was doing and did not knov; of hie 
location or whether flag protection had been provided 
for bis train before starting the crossover movement; he 
seid that all concerned knew what move was to be made, 
and apparently he assumed that each member of the crew 
would perform hie own particular duty without any super­
vision. As for Conductor Gordon* it is true that he was 
at the rear end of his tram and that he had told the head 
brakeman what to do and should have been able to rely on 
Engineman Julian to see that the head brakeman performed 
his duties; on tne other hand, however, Conductor Gordon 
personally gave the signal to back through the crossover 
and from his position it is believed that with a short 
tram and straight track he should have seen that Brake-
man Cornelison was not providing proper flag protection. 

The estimates as to the time consumed between the 
stopping of tram No. 62 and the starting of the back-up 
movement varied from two minutes to three and one-h;alf 
minutes. The evidence indicates, however, that the middle 
brakeman and the flagman dropped off at the crossover as 
their caboose passed it, each of them opening one of the 
switches, and that a back-up signal was given and acted 
upon within less than two minutes after the train had 
been brought to a stop, but emce no warning was given 
to the crew of tram No. 55 either by flag or by the auto­
matic signal and t r a m control system, there is no assurance 
that a wait of the full two minutes ireauired by the auto­
matic block signal rules would have prevented an accident, 
although it is possible that train No. 55 ought have col­
lided with some of the cars as they were moving through 
the crossover instead of colliding head-on as actually 
was the case. In reaching this conclusion no credence 
is given to the statement of the engineman of train No. 
55 that at the speed at which his train was traveling it 
could have easily covered the distance between signal 3439 
and the crossover in two minutes. This distance is about 
1.6 miles; to have covered it in two minutes would have 
required an average speed of about 54 miles per hour, and 
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there is no evidence to indicate that this train was or 
had i>een moving at any such rate of speed. 

As was the case with the collision which occurred 
on this railway at Danville, Ky., on April 10, 1928, due 
to an open switch, the accident here under investigation 
occurred on a line protected by automatic block signals 
and an automatic t r a m control device of the intermittent 
inductive type, known as the auto-manual automatic stop, 
manufactured by the General Railway Signal Company. Sub­
sequent examination and test showed the signal system to 
be well maintained and operating properly, and the records 
showed that the locomotive equipment of the t r a m control 
device was in good condition. The accident itself is of 
a type which an automatic t r a m control device is intended 
to prevent, but under the circumstances there was no 
opportunity for the device to perform its intended function 
since it appears that t r a m No. 55 had passed the track 
inductor located about 70 feet m the rear of signal 3439 
before the track circuit was broken by the opening of the 
crossover switches. The facts here pointed out, therefore, 
can lead only to the conclusion that the present rule re­
quiring a train to wait two minutes after a m a m line 
switch has been opened, even if strictly observed, does 
not afford protection at this particular point if a south­
bound t r a m is just passing signal 3439, unless the ap­
proaching tram is movmg^at a speed of at least 54 miles 
per hour; in the latter event it would reach the crossover 
location by the time the back-up movement wasrdue to start. 
In the case of a tram moving et a lower rate of speed, 
as was the case with tram No. 55, it could pass signal 
3439 immediately prior to the opening of the switches, thus 
receiving a clear signal indication, and still be nearly 
1 mile distant when a back-up movement through the cross­
over could properly be started under the two-minute require 
ment of the rule. 

All the employees involved were men of long experience 
and at the time of the accident none of them had been on 
duty m violation of any of the provisions of the hours of 
service law. 

Respectfully submitted, 

W. P. BORLAND, 

Director. 


