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IK RE INSTIGATION OF AN ACCIDENT VOiTCH OCCURRED ON THE 
TEXAS & PACIFIC RAILWAY I'EAR HIGH, TEXAS, ON 

SEPTEJfBSR 20, 1920. 

November 13, 1920. 

On September 20, 1920, there was a head, end col­
lision between the detached portion of a circus train and a 
freight t r a m on tbe Texas & Pacific Railwav near High, Texas, 
resulting in the death of 1 circus employee and the injury of 
9 circus employees. After investigation of this accident the 
Chief of the Sureau of Safety reports as follows* 

This accident occur] ed on the P w i s sub-division of 
the Fort 'worth Diosion, which ex+ej ds between Texarkana, 
Texas, and Bonham, Texas, a dist .nee of 127 miles. This is a 
single-track line, over T,rhich trains are ooerated by time­
table and train orders, no block-signal system being in use. 
In the vicinity of the ^ o m t of accident the line is tangent 
for a considerable distance m o ich direction. Beginning 
about 1 ,600 feet vest of II" [h, and proceeding eastward the 
g^ade varies from 1 . 3 5 par cent to 0.15 percent descending 
for a distance of 3 , 400 feet then there is a slight ascending 
grade for about 700 feet to the "oint of accident At the time 
of the accident the wither uas clear. 

Westbound circus train extra 2 9 5 , in charge of Con­
ductor Burton and Eigincman Voylcs, consisted of 1 coal car, 
1 4 flat cars, 1 combination baggage car and co°ch, 1 horse car, 
1 box car, 3 sleeping cars, 1 coTibir ition baggage car and 
coach, 1 dining cor, 1 sleeping cor, 1 business car and a 
caboose, in the order named, hauled by cn[ine 2 9 5 , and contained 
effect* of the Great Southwestern Exposition Shows. Ihxtra 295 
left Clarksville, Texas, its I itiai station at 7 . 2 0 p.m. Sep­
tember 1 9 , left P a n s at 10 . 3 0 p.m. and had proceeded about 12 
miles when at 11 . 3 0 p.m. it stalled with the roar of the train 
1,600 feet west of Hirh. The engine and fxrst II errs were 
uncoupled und proceeded to Petty, a distance of 3 miles, while 
the rear of the train was loft at "tiding on the main line. About 
25 minutes afterwards the rear portion started moving backwrrd, 
and after running 4,000 feet collided with extra 330 at a point 
2,400 feet cast of High. It is estimated that ai the time"of 
the accident the runaway cars w-. rc moving at a speed of from 
15 to 20 miles per hour. 

Westbound fieight t r i n extra 3 3 0 , in charge of Con­
ductor Ilnchcll and Engineman Hayes, consisted of I S cars end 
a caboose hauled by engine 3 3 0 . It T IV. d ^t Paris at 8 . 3 5 
p.m. and departed at 11,00 p.m. Approaching High the engineman 
saw the markers of ^ train ahead and brought his train to a 
stop. Concluding that the train was extra 295 ond that it had 
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cman 

stalled r he detached his engine and proceeded toward the rear 
of the t r a m with the intention of assisting it over the 
grodc. The engine was stopped about 5 telegroph poles from 
tbe rear of the train by Flagman Q,uinn, who informed E n g m 
Hayes that Extra 295 was doubling the hill. Engine 330 
carried Flagnon ^uinn up to r point ooout 1 telegraph pole 
from the rear of his caboose, and then returned to its train. 
At about 1 2 . 2 0 p.m. Enginemon Hayes, while sitting on his scat 
box, observed thpet the markers on the rear of extra 295 were 
moving end appeared to be getting nearer, and about the same 
time saw a back-up signal given from the right side of the 
train of extra 2 9 5 . Realizing that the rear portion of extra 
295 was moving backward, he reversed his engine in an attempt 
to back away from the on-coming cars, but on account of the 
weight of his train, and the m i l being wet, he succeeded in 
moving the train backward but 7 or 8 car-lengths, and had 
attained a speed of only 8 or 10 miles an hour, when it was 
struck by tho detached portion of extra 2 9 5 . 

The front end of engine 330 was slightly damaged. 
The caboose and five rear c rs of extra 295 were also damaged, 
the fourth car telescoping the fifth car a distmce of 6 feet. 
None of the equipment of either t r a m was derailed. 

Conductor Burton of extra 295 stated that before 
leaoving Clarksville he persona] ly mspected the t r a m ; the 
ten cars on the rear had hand brakes but he did not know 
whether they were in working order; the 1 4 flat cars were not 
equipped with hand brakes as far as he knew; ho wont over the 
cars three times while at Clarksville and did not notice any 
hand brakes. Before leading Clrrksville the air brakes wore 
coupled up ' nd tried and apparently worked all right except 
that the brakes on baggage-coach 3 2 , the tenth car from the 
caboose was cut out on account of an angle cock being broken 
off. The signal line was coupled up and used as a train line 
on that car. 

He also stated that engine 330 helped extra 295 
out of Clarksville, that they had no further trouble until 
the train stalled near High, except at Paris, where they found 
a leak in the train lino between the third and fourth cars 
from the caboose, cuuoed by the hose pulling "part, which was 
remedied by putting in a dummy hose. This was the only time 
that the train line was broken after leaving Clarksville until 
it was cut out to double near High. When the train stalled the 
air gouge in the c-boose registered 70 pounds, at that time 
he (Burton) told Flagman Q u m n to "tie down tne hind end and 
protect it with flag" and he then got off and went up toward 
the locomotive to cut tho t r m n . When he left, Flagman Quinn 
was still in the caboose; on his way up he claims he stopped 
and applied two hand brakes on the cars. The train stopped 
about 1 1 . 3 5 p.m. Ten or fifteen minutes later, he uncoupled 
between the 1 1 t h and 1 2 t h cars from the engine, it being un-
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necessary to back up to get the slack, and as he uncoupled he 
opened the zngle cock on the reod end of the rear portion of 
the train, which gave him the usual response. He gave the 
proceed signal and accompanied the forward portion of the 
t r n n to Petty where it was placed on the siding coupling to 
two cars already there. The locomotive then sorted to re­
turn for the remainder of the t r a m , no (Burten) riding on the 
rear of the tender, O.i reaching the point where the rear of 
the train had been left, he discovered that it was not there. 
The locomotive backing up slowly until it came upon the rear 
portion of the tr: in at about 1 2 . 3 0 a.m. 

He further stated that vhen he left the caboose he 
knew Flagman Q u m n had already set one brake; he expected him 
to set sufficient brakes to hold the cars, then go back and 
flag; Joe knew that extra 330 was following, but under the 
circumstances did not consider it necessary for the flagman 
to go back the required distance of a mile and a quarter. 
Vfnen he departed with the forward portion of the train he 
knew that at least three brakes ha,d been sex; on the rear por­
tion. In his opinion if the bend, brakes on four or five of 
the cars had been set it would have been sufficient to hold 
them. He considers it was his duty to 1 now personally that 
the r c r of his train was properly secured raad protected. It 
is his belief that the brakes on the rear portion of the train 
were released by some unknown person or from some unknown 
cause. After the accident he did not moke an examination of 
the hand brakes or look to see if they had been set. 

Flagman Quinn of extra 295 stated that approaching 
High the train gradually came to a stop; as it did so he went 
out on the platform and set the brakes on the head end of the 
caboose, the conductor instructing him as he left to look out 
for extra 3 3 0 , After petting the caboose brake he continued 
toward the head end of the train setting brakes as he went 
with his brake stick, until he had set the brokes on six 
cars in addition to the caboose. There were two brakes near 
the rear of the t r a m that he could not set on account of the 
pawls missing. He then saw extra 330 approaching in the dis­
tance and started, back to flag them. He reached a point about 
one quarter of a mile from the rear of the tram when extra 
330 overtook him. He stopped the train and told the engine-
man that they wore doubling. He then returned to the rear 
portion of his train with the intention of placing his red 
light on the leading c r as a marker. He had reached the for­
ward high car when the cars started to move backward; he to­
gether with one of the show men that was with iiim immediately 
got on the cars and sez the brake but without avail, he then 
signalled extra 330 with his lantern to back up. He remained 
on the cars until 311st before the collision occurred. Ho also 
stated that in setting the brakes he did not find any of the 
brakes already applied; he set them as tight as he could with 
a brake stick and the brakes appeared to hold all right. He 
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thinks that about thirty minutes elapsed between the time 
the train stopped can the time the errs started to move back­
ward. It is his opinion thnt half the number of brakes 
should have been sufficient to hold the G T S . He did not look 
over the equipment after the accident to ascertain if any of 
the brakes were set. 

Enginemnn Voyles stated that ->s far as he knew the 
air brakes were not tested before lecving Clarksvillc, and 
that it was not customary to make a terminal test before 
leaving the initial station. On tins trip the brakes socmcd 
to be effective, but a little slow in acting and not quite as 
good as ordinary. When the train stopped at High he did not 
make any application of the brakes; his gauge registered 70 
pounds t r a m line pressure and. 90 pounds m a m reservoir 
pressure; after coming to a stop he received, a signal to case 
back, he did this then got a signal to go ^hend and started 
his caginc and. took tno forward p-rt of the train to Petty. 

Engmcman I->ycs stated that as soon as he discovered 
the rear of extra 295 owning toiTr:rd M s t r a m he tried to back 
his t r a m up but owing ta heavy tr-in and bal rail he was 
unable to get it ^ut of bhe w uy. He estimates the detached 
portion of extra 295 to Lave been running fr^n 20 to 25 miles 
per hour at the time of the collision. 

Fireman Gutheric of extra 330 stated tn^t "ft or the 
accident he examinee1 same if the c T S of extra 295. Ho 
noticed that the chains were tignt an the brakes of the two 
c^ro next ahe~d of the caboose. Flagman Q,uinn told him that 
he had sot the brakes but tn~t they wuld not hoi 1. 

Roadn^ster Boll stated thnt he w a s riding the 
engine of extra 295 because he had ridden bh^sc trains before 
a^d knew th nt the equipment wr s bad and, he wanted ta be sure 
that the tr-in r nn carefully over soft places in the tr r ick. 
Upon arrival at the scene of the accident he asked Flagman 
Q,uinn if he ha.d cut loose. Flagman Q u m n replied: "The 
first thing I naticed was that the rear portian was moving. 
I got on, the first br ike I tried bo set would not work, I 
then tried and set the brakes ~>n the rear of the manager's 
e_r w m c h was next to the c° ooase, after that I got on top 
of the train and gave the b^ck-up signal." Headmaster Bell 
also stated that some ~ne wham he supposed to bL the manager 
of the show told him chat they had aboard some of the former 
show employees v;ĥ  had been d.isch"rged oat Cdarksvrlle and 
that they wore causing then cJJISI'\ r~ble trouble, and that 
they could n eb got rid f taom. 

Wrecking Foreman Lillians stated that subsequent to 
the accident and before the cr rs had been moved ho made an 
ex^LTim-tinn of the five rear cars of extra 295. All of the 
hand brakes except two had been so badly damaged that it was 
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lmpossible to tell whether they had. been set before the acci­
dent. The two brakes that remained undamaged bore no evi­
dence of having been set, neither did the brakes on the caboose. 
An examination of the entire equipment of this train subsequent 
to the accident disclosed that the brakestaff, brakewheel, 
ratchet, pawl and top brake rest were,missing on the 4-th, 6th, 
7th, 8th, 9th, 10th and 15th cars in the train. From his 
experience Foreman Williams does not believe that if Severn 
brakes had been properly set they could have been released 
by the impact of the collision although this might have been 
possible as far as the brake on the caboose was concerned. He 
stated that if he had inspected these cars when they were re­
ceived from a connecting line, he would not have accepted them 
until repairs had been made. 

Mr. Allen and Mr. Holestein,managers for the shows 
were riding in the roar of the business car next ahead of the 
caboose and remained there from the time the train stopped 
until the rear portion of the train started backward, and 
neither of them saw or he*?rd any one set the brake on this 
car, although they were in a position to observe it if it had 
been done. 

Trainmaster Kilway who was riding extra. 295 in a 
supervisory capacity stated that the circus train was received 
from the Texas Midland Railroad ri t Paris, Texas, on September 
11, and moved to C3arksvillc September 13th, and remained there 
until September 19th. The cars were placed on various tracks 
at Clarksville but were switched and assembled by Conductor 
Burton and crew before departure. About half way up the hill 
at High he felt a continuous kicking or jerking of the train 
for a few moments which led him to believe that the t r a m 
line was leaking; shortly after this the train gradually came 
to a stop. Ho remained on the locomotive while it was taking 
the front portion of the train to Petty. Upon returning to 
the rear portion of the train after the collision had occurred, 
he met Conductor Burton and asked him if he had set any brakes 
to which Burton replied "No." Trainmaster Kilway also stated 
that in his opinion every safeguard was thrown.around the 
train. He instructed the conductor and engineman about 
handling the train carefully. He understood that the air 
brakes were tested before leaving Clarksville; he walked over 
the entire train but does net recall looking at the hand 
brakes on the flat cars. He also stated that the car inspec­
tor at Paris told him that the equipment was in accordance 
with the ll.C.B. rules except that it was decayed. 

Car Foreman Rohatch located at Paris, stated that he 
did not make any rigid inspection of the equipment involved 
before it left Paris on September 12th, but that he just 
glanced over the cars. He xvas unable to state whether or not 
the equipment had been inspected when it was received from the 
connecting line, 
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Wrecking Helper Groom stated that he assisted in making 
am inspection and test subsequent to the accident of the first 
nine cars of the detached portion of extra 295. Of those 
inspected only four had effective hand brakes. 

On SeptcmDcr 22 , a test was made of the condition of 
the air brakes on the fourteen cars forming the detached portion 
of the troin with the following results* 

Initial Number Piston Travel. Time remained set. 

GSWE Flat 84 5 m . 15 minutes 
GSWE Flat 25 Gut out and not applied. -
TWA Flat 67 10£ in. 16 1 1 

GSWE Flat 26 17 n 

GSWE Bag-coach 32 6 in. 17 1 1 

GSWS Horse 21 Did not apoly 
CWPX Box 5* 5 m . 13 n 
TWA Sleeper 305 10^ In. 

9 l in. 
18 n 

TWA Sleeper 30$ 
10^ In. 

9 l in. IS IT 

TWA Sleeper 46 Broken rape - no test. — 
GSWE Sleeper 20 9 in". 6 I f 

TWA Diner 20 3 m : 3 I t 

GSWE Sleeper 39 9k m . 27 I t 

GSWE Business 40 6 in. 18 tr 

At the sc one of tne accident there was a rumor that 
the brakes might hove boon released by former employees of the 
show company, who hod been discharged at Clarksville, but a 
thorough investigation failed to discover that a,ny such employees 
were known to oe in the vicinity of the accident, or that there 
was any foundation whatever for such a rumor. 

It is self-evident that the roar portion of this 
train could not have started by force of gravity with seven 
hand brakes properly applied. An examination of the equipment 
subsequent to the accident does not disclose evidence that the 
brakes had been set. 

There is nothing to substantiate the statement of 
Flagman Q u m n that he set seven hand brakes, while on the other 
hand there is evidence to contradict it. His statement to 
Roadmaster Bell and the fact that Ilr. Allen and Ilr. Holstein 
vrere of the belief that no brakes wore set on the business car 
are to this effect. 

This accident was caused by the rear portion of extra 
295 being left on a descending grade with insufficient hand 
brakes set and when the air brakes leaked off the cars of their 
own weight started down the descending grade. For this failure 
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Flagman Q,uinn is responsible. 

Conductor Burton also shares equally in this re­
sponsibility. Transportation Rule 105 reads: 

"Both conductors and engmemen are responsible 
for the safety of their trains and under conditions 
not provided for by the rules must take every pre­
caution for their protection." 

To comply with this rule Conductor Burton should 
have known that sufficient hand brakes were set on the rear 
portion of the train to hold it, and he being the only man 
on the rear of the train, except the flagman, whose duty it 
was to go back and flag, should h: ve set sufficient brakes 
himself. Instead of doing this, he left the rear of the 
tram with Flagman ^uinn still in the caboose with only one 
hand brake set and with two important duties to perform which 
required his presence in two different places imnefliately, 
namely, back protecting the r^ar of the train with a red light 
and on the r ar of the train setting the hand brakes. His 
statement that he set two hand brakes on his way to the front 
of the train not only is not substantiated by other evidence 
but is contradicted by himself in his statement to Trainmaster 
Kilway shortly after the accident. Neither is his statement 
concerning the testing of the air brakes before leaving Clarks-
ville substantiated as Engineman Voyles stated that if e test 
was made ho knew nothing about it. 

The operating officials knew that trains of this 
character were apt to be in poor condition, and they should 
have taken unusual steps to have a rigid Inspection and re­
pairs made to place it in the best condition possible. Yet 
It appears that notwithstanding this knowledge even ordinary 
precautions were not taken. 

Two officials were riding this train for supervisory 
purposes but it appears that both were riding in the engine. 
It would seem to be better practice in this instance for 
Trainmaster Kilway to have been at the rear of the train inas­
much as the roadmaster was at tne forward end. It cannot be 
conceded as claimed by Troinmaster Kilway tnat every protec­
tion was thrown around the movement of this train when it left 
Clarksville in the condition in which it is shown to have been 
and without a test of the brakes having been made. 

On July 23 , 1920, there was an accident on this 
railroad at Orphans Home, Texas, resulting in loss of life, 
personal injuries and 3 c n o u s property damage which was 
caused by the rear of a train being left on a siding with 
an. insufficient number of h:nd brakes being set. As a result 
of this accident the following circular was issued: 
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TEXAS & PACIFIC RAILWAY 

J. L. Lancaster and Charles L. Wallace, Receivers, 

Ft. Worth, Texas, July 29, 1920. 

SUPERINTENDENT'S CIRCULAR NO. 814. 

To: 

Train, Engine and Yard Hen* 

On recent date a disastrous acciaent occurred, which 
was brought about account violation of the rules and disre­
gard of practical manner of handling in keeping with good 
railroading. 

A freight train was stamping on passing track with 
the public road crossing cut, awaiting passing of a passenger 
train. Immediately wnen passenger train was seen approaching 
an attempt was made to couple crossing preparatory to depart­
ing when passenger train cleared. Coupling failed to make, 
air had leaked off rear portion of train standing on passing 
track, crew had failed to secure this rear portion by setting 
hand brake; they further failed to protect this movement by 
having member of crew on rear portion of train m order to pre­
vent running out. For this reason rear end ran out, colliding 
with engine of passenger train, which was not scheduled to 
stop at this particular point, resulting in death of one em­
ployee and heavy damage in dollars and cents to railway com­
pany. 

Tbese are conditions that can and must be prevented. 
This aocident is purely the result of men failure and cannot be 
chargeable to failure of machinery, apparatus or otherwise. 
These occurrences should be studied and serve as a lesson to 
all who are engaged -nd charged with the responsibility of the 
operation of trains. 

Let's all lend our best personal co-operation along 
these lines in order that we may not become involved in a like 
occurrence. We will appreciate your very best efforts along 
these lines we assure you. 

J. W. Knightlinger, 

Superintendent. 

Both Conductor Burton and Flagman Quinn adnit that 
they had road the above circular but apparently neither paid 
any attention to it. 

Investigation of this accident discloses a general 
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laxity m operating practices. Ic appears that this train 
was received from, a connecting line ^t P m s in a defective 
condition, several c^rs being wimout hand brakes in working 
order; it remained at C]arksville a week and no repairs made. 
When the t r a m left Clarksville the conductor and trainmaster 
were in ignorance as to the condition of the air or hand 
brakes. The caboose was short part of its flagging equipment 
and no attempt was made to secure it. The conductor left the 
caboose assigning other duties to the flagman than protecting 
the rear of the t r a m , notwithstanding the f^ct that he knew 
that there ims another tr-am following. 

The bad practices disclosed by this investigation 
should be corrected as promptly as possible. 

All of the employ ts involved in this accident were 
experienced rail rot d men. 

At the time of the accident che crew of extra 295 
had been on duty fourteen hours alter a -ving had more than 
12 hours off duty. The crew of e^tra 330 hrd been on duty 
10 hours and 30 minutes prior to ^diicn they were off duty 
S hours and 30 minutes. 


