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I» RS I »V ESTIMATION 07 AH ACCIDENT WHICH 
DOCTORED 08 THE TBXA3 a PACIFIC fUXtVAf 
SEAR STRAWS, TEXA3, ON NOVSKBEH 26, 1916. 

December 30, 1916. 
On November £6, 1916, thsrs vms a rear-end eolllslen 

between tvo passenger trains an the Taxes * Paoifio Bailee/* 
near Strewn. *exaa, whish resulted in the death ef £ employees 
and injury te 17 passengers, 6 employees and 4 dining ear 
employees. After investigation ef this aoeldent, the Chief 
of the Division of Safety reports as follows* 

Ths fort Worth sub-division ef the Rio Grande Division 
of the Texas & Pacific Railway, on which this aeeidettt ooourred, 
extends from Balrd, Taxes, eastward to Port north, Texas, a dis­
tance of 140 miles. It Is a single track line and the movement 
of trains is governed by time-table and train orders, eastbemnd 
trains being superior by direction. 

Sastbennd passenger train Bo. £, known ae the 11 Sunshine 
Limited* en rente from SI Paso, Texas to St. Louis, Me., and 
which by time-table ie superior te all trains, consisted ef 
locomotive 412, one baggage car, S coaches, one chair oar, 
dining car Alexandria, Pullman Bleeping ear Huesea, Pullman 
observation-sleeper Ben Attuw, all of wooden construction, 
exeept sleeping car Hornsea, which was of steel eonetruotlon. 
The train was In charge of Conductor withsrspoon and Engineman 
Dean and left Balrd at 1.06 p. m., 5 hours 6 minutes late. 
Leaving Balrd it held train order No. 60 which read aa follows: 

At Cisco, 26 miles east of Balrd it received train order Mo. 66 reading: 

At Olden, a non-telegraph office. 13.6 miles east of Cisco, 
the train stopped and passed train He. 4 which was on the 
aiding at that point. The train paeted Banger, 6.4 miles 
east of Olden at £.46 p. n.; it etepped at Wiles, 7.1 miles 
east of Banger, and departed from that point at 3.04 p. n.j 
at Canyon Emergency Tank 3.64 miles east ef Wiles, it stop ed 
te take water. The train stood at this point approximately 
a minutes and wa%£jflT starting ahead and bad moved about 176 

*fto. 4 Eng £66 run ahead ef No. £ eng 41£, 
Balrd until overtaken.* 

aUo. 4 5ng £66 and No. £ eng 421 wait at 
Wiles until two forty five (£B4B) P.M. for No* 
3 Eng £49." 



feet when lte rear was struck by train Be. 4. 
Eastbeund local passenger train No. 4 f on route Sweetwater, Texas to Fort *orth, oenslstsd of looonotivs 

£66, £ baggage ears, one eeablnatlon sail and eeaeh, 1 
coach end 2 ehair earef all ef wooden construction. The train wae in eharge of Gonduotor Smith and Etaglneman Glveas, 
and left Balrd at lfc.oo p.m., 1 hour and fi minutes late, 
after having received a copy ef train order No. 60; at Cisco 
it received train order Mo. 66; at Olden* the train took 
elding te permit train No. I to pass; after the paeeage of 
train No. 8 train No, 4 departed following No. 8 In f or 8 
nlmttee. The train arrived at Hanger at 12.50 p.m., 6 min­
ute* behind No. £ and after unloading express departed aome 
6 or T minutes Inter. It stepped at Canyon fiaduat, eaet ef 
Hanger, slowed down nt wlles and oolllded with the rear of 
train No. % at a point about 800 feet weet of Canyon Baer-
geaey Tank at about 3.16 p.m., while running at a speed 
estimated to have been between 16 and 20 niles an hour. 

moth trains ran about 180 feet after the eolllslon 
occurred. The engine of train No. 4 telescoped the observa­
tion end of Pullman ear Sen Attuw. The first baggage car in 
train No. 4 telescoped the tank of the engine, tore the tank 
from the tender frmae and forood it forward into the eab and 
against the boiler, killing Engineman Oivene and fireman 
NeGrew. The weather at thsUme of the accident wan clear. 

Beginning at m point about .• mile west of the point 
of aoeldent and proceeding eastward the traek is tangent for 
1,600 feet, this is fallowed by a curve to the north varying 
from 6 degrees m minutes to 6 degrees 30 minutes, 2,000 feet 
in length, the trunk is than tangent for 1,600 feet. The 
point of eolUslon Is en this tangent 466 feet from its west 
end. In this vicinity there is n grade averaging about .6 
perosnt descending eastward. 

Kagiaeman Sean of train No. S stated that after his 
sngine had taken its supply of water, he sounded time whistle 
signal to recall the flagman, after waiting a few minutes he 
sounded the signal a seeend time; the flagman had returned and 
the train was Just starting when the eolllslon eeourred. Be 
stated further that Canyon Qssrgensy tank was a usual step 
for his train and that had he been the engineman on train No. 
4 he would have approached that point under control expecting 
to find the track occupied in aoeordanee with Rule 90*a. 



Conductor vitherepoon mt train Ho. £ stated that tha 
flagaan of hla train got off and started bank before tha 
train came to a stepj ho had gome around tha curve and out 
ef sight when he wae reoalled. About the tiae the flagman 
had returned te the rear of the train, he looked back and 
•aw train No. 4 approaching at a high rate ef speed} when 
the train had reaehed a point about 7 telegraph poles die* 
tent froa the rear of train Bo* £, he aav the engineman of 
train Me* 4 reverse hie engine. 

Flagman Taylor ef train Mo. £ etated that when hie 
train was at Olden he aaw train Mo* 4, beating eat ef the 
elding] Just before hit train eaae to a atop at Canyon 
Emergency Tank he got off and started te go baek te protect 
the rear; as he proceeded, he counted the telegraph poles 
and when he reaehed a point 1£ or 14 poles froa the rear 
ef the train, which consumed about three minutes, he was re­
oalled by the whistle signal from the engine: he placed two 
torpedoes en the rail and returned} when he had nearly 
reaehed the rear of hie train he gave the engineman a proceed 
signal and the train started Just before he get en* He etated 
that he heard train Me* 4 explode the torpedoes and heard the 
engineman answer them with the engine whistle; when he first 
saw train He. 4, it wae about 300 yards distant* flagman 
Taylor further etated that it ie cue ternary for the flagman te 
go baek with a flag when trains stop at a water tank, and in 
his Judgment he went baek a sufficient distance to permit a 
following train te etep without a eolllaien. 

Bridge Foreman Hall, who was a paeeenger en train Mo. £, 
etated that just before train Me. £ etopped at tha water tank, 
flagman Taylor get off and started back; he estimates that he 
had reaehed a point about 1,£00 feet er 1,300 feet froa the 
rear of the train before he was recalled; when the flagman 
returned a signal wae given and the train etarted, it had 
moved about 100 feet when the flagman get en; he did mot hear 
the torpedoes explode but he did hear the emglneman of train 
Me. 4 acknowledge the signal. He etated that he waa in the 
rear ear of train Me. £ when he eaw train Mo. 4 approaching; 
he eaw the train getting pretty eloee and when he heard the 
engine working in back notion, it occurred to him that some­
thing wae wrong, so he went out and got off. 

Conductor Smith ef train Me. 4 stated that at Sotheu, 
about IS miles east of Balrd, the porter informed him that the 
brakes on their regular chair ear were net working properly: 
he instructed the porter to out the brakes out; upon arrival 
at Cisco 7 miles farther eaat he asked the ear repairer to 
ex mine the brakes, but the ear repairer wae unable to remedy 



the trouble, eo tbe ear vas taken alone; la hie train; at 
Olden bla train took tbe elding to let Ho. 2 pees, after 
which, train No. 4 banked out and followed Bo. £ in ? or e 
minutes. At Ranger the train stepped froa e to 7 alnutee 
to unload express, approaehlng Canyon Viaduot he sotloed 
that the train was net being slowed down so as te stop at 
ths usual plaee of stopping for this bridge so he signaled 
the snginenan to stop at that point, this signal was aoknow-
lsdgsd by the engineman, an Immediate application of the air 
brakes was made and upon reaching the viaduct the train slewed 
down and stopped at the west end of the bridge to let a watch­
man off; at Niles the train was also slowed down in ebedeenee 
to a signal given cy the eondmotor of one of the trains on the 
siding at that point. Conduetor Smith stated that approaehlng 
the point of aooldent he was riding in the coach) the train was 
running at a speed/approximately In miles an hour; he heard no 
torpedoes explode or felt no application of the brakes; his 
first intimation of the impending accident was when the collision 
occurred. Conductor Smith further stated leaving Sweetwater the 
brakes are tested by ths train erew and oar inspectors, but on 
this date no report of their condition was made to him. He said 
that epeelal instructions require all east-bound trains to stop 
before crossing Canyon Viaduct; and on this trip there was no 
indication of lack of braking power until the train failed to 
stop at the west end of the viaduet. Re stated that he did not 

S forward to see why the stop had not been properly made but 
tended to find out at come later stop. Conductor Smith further 

stated after the aecldent occurred he reached the eeuoluslen that 
there was coasthlng the matter with the air brakes as one ef the 
passengers on the rear of train No. 2 said he saw the engineman 
standing up doing something with the air. Conductor Smith alec 
stated that after the accident he made no investigation to as­
certain whether or not the air was set on the train. 

Baggagemastsr Sills of train No. 4 stated that approaching 
the point of aceldent ho was sitting In ths baggage car, when he 
heard the torpedoes explode and the engineman acknowledge the 
signal he got up and otarted te lock out the door, cut later 
changed his mind and braced himself and that shortly after the 
eolllslon oocurred. He did not feel any application of the 
brakes prior to the collision. 

Brakeaan Hodgdon of train No. 4 stated that when his 
train had reached a point about one-quarter of a mile west of 
ths point of accident he felt an application of ths brakes} at 
that tine he thought the train was goln| to stop at the tank. 
Ee did net hoar the explosion of the torpedoes or the aoknow* 
lodgment of his engineman. Immediately after the accident, he 
locked at his watch and it was then 9.19. 



Express Messenger McMiohael of train Mo. 4 stated* that 
after leering Wiles He noticed that the train wae naming 
faster than ueual: he heard the explosion ef the torpedoes 
and the engineman's aoknowledgaent but he felt no application 
of the brakes prior to the collision. 

Train Sorter Thernan of train No. 4 etated that when the 
train left Balrd the brakes on the fourth ear froa the engine 
were eticking) he notified the conductor, who stopped the train, 
and the conductor told hla to cut the brakes out. This he did 
and notified the engineman; upon arrival at Cisco he asked the 
car laepeetor to fix the brekee. The inspector examined the 
brakee and said that he could fix them, but that it would delay 
the train too long, let the car go to fort Worth and repair it 
there. He etated that he was riding in the combination oar when 
he heard the exploeioa of the torpedoes; he fait the alack of the 
train come up againet the engine and he thought the engineman 
had reversed the engine; he then looked out of the window across 
the curve, saw train Ho. £ and fearing there would be a collision, 
he ran to the platform te get off. He further etated that at the 
time of the collielea the train wae running mt a speed ef about 
16 miles an hour. He thought that after the train left Wlleo 
it ran rather faster than usual. 

B. a. Hunt, employed ae pumper at Canyon Emergency Tank 
etated that train Mo. £ etood et the water tank approximately 
6 minutes, four or five ef whioh were coneumed in taking water, 
the remainder waiting for the flagman. Ae train Mo. £ etarted 
he heard the torpedoes explode and heard the acknowledgement of 
train Re. 4; he then eaw the train coming around the curve, 
apparently not working steam; the speed of the train did met 
appear to slacken before the collision occurred. 

Operator Mewman. on duty at Hanger, stated that train 
Mo. £ passed hie station at £.46 p.m. Train lo. 4 arrived at 
£.50 p.m. and knowing they had expreeo to unload gave the train 
a clear signal; they were detained from 6 to 7 minutes unloading 
express, but as he had been la the habit ef reporting the train 
ae leaving one ainute after it arrived, he reported to the 
dispatcher that it arrived at £.50 and departed at £.61. 

Conductor Craueer and Brakemaa Brooke, who were on a 
westbound train which was on the siding at mice waiting to meet 
both Mo. 2 and Mo. 4, stated that train Mo. £ paeeed Miles at 
.04 p.m. and train Mo. 4 passed there at 3.16 p.m. twelve 

minutes later. 
After the accident the remains of the torpedoes were 

found about a rail length apart at a point l,4£fi feet west of 
the pelmt of colliei cm. 



Locomotive 266 ie ef the 4-6-0 type, total weight engine 
and tender 228,380 peunde; it la equipped with Westlnghouse 
0*6 brake valve and two 9-1/2 Ineh pumps located on the left 
aide ef the engine. On an examination ef the engine after the 
aoeldent the brake valve handle wae found in the emergency 
position, the throttle and aandere eleeed and the reverse lever 
la the forward motion. 

Qa Peoeaber let a teat of the air-brake apparatus em 
engine 266 warn made at Port Worth. This teat dleeloccd that 
the brake valve feed valve, puape and governors were la good 
oonditlon at the time of the teat. The brake valve feed valve 
wae eet at 69 pounde, aevemty pounds train line pressure being 
meed on train me. 4. The care of train Me. 4 were equipped with 
the ordinary quick aetlen triplee. Upon arrival at Fort Worth 
the pieton travel en each car wae measured and found as follows* 

Bmgguge oar 6-3/4* 
Baggage ear 6* 
Mail car 6-6/4* 
Coach 4-3/4* 
Chair car 7* 

A test was made ef the triple valve on chair ear 612, em which 
the brake wae out cut at Potman, but it dlscloeed nothing wrong. 

On November 29th a test was made with a view to ascertaining, 
if possible, the distance in which a train similar to Mo. 4 oould 
under Uke conditiena be brought te a atop. Train Re. 4 ef the 
above date having the ammo number of ears, with the brakes em 
one ear cut out for this purpoee, wae need for this teat. 
Approaching the curve the train was running at a epeed of 
twenty-five mllee an hour; when the torpedoes, which had been 
placed la the same location ae thoee placed by Flagman Taylor 
on the day ef the accident, were exploded, a eervice application 
of the brakes waa aade and the train came to a stop at a point 
466 feet west of the point of collision. 

The direct cauee of this accident wae the failure of 
Snglnsman Olveao ef train Mo. 4, to comply with the rules 
governing the uee of torpedoee. General Bale 16 ie la part 
ae follows* 

•The explosion of one torpedo Is a 
cignml to step; the expieelom of two 
act mere than 200 feet apart ie a sig­
nal to reduce speed and look out for a 
atop signal." 

The evidence indicates that the torpedoee were placed 
approximately 1,200 feet from the rear ef train Mo. 2 and that 



their explosion vas acknowledged by £tig£neman Givens, and 
that a short distaaee sast of this point the rear of train 
No, 2 oould be seen froa the engine of an approaching train. 
Taking into consideration the speed of train Ho. d, and the 
fact that train No. 2 had moved forward 175 feet and vas 
mowing at the Ume of the collision, together with the result 
of ths test made on Nov ember £9th, it would appear that under 
ordinary conditions, the distance warn sufficient to have per* 
mltted Engineman CHvena to have brought his train to a stop 
in time to avert the collision. Engineman dlvens knew that 
train No. 2 was net far ahead} hs knew the speed at which 
his train had been running and that Canyon Emergency Tank 
was not an unusual stop for trains to taks water. These 
conditions should have prompted him to use an unusual degree 
of care and watchfulness in approaching that point. 

as to why Engineman Sivens failed to comply with Rule 
15, all persons that can throw any light on the question are 
dead. It remains therefore, a matter of mere conjecture. It 
is known that the brake on one car of the train vas cut cut 
anfl that a fsw miles back at Canyon Viaduct, the engineman 
apparently had some difficulty in controlling the speed of the 
train as he failed to stop as required by rule before entering 
upon the bridge* The statements as to the speed of the train 
arc conflicting, but It appears by the preponderance of evidence 
to have been between 15 and 20 miles an hour. The statements 
agree that there was no application of the brakes made prior 
te the collision, and that the engine was reversed and wae 
working in the backward motion. These facts point strongly 
toward c failure of the air brake system, however, if there 
was such a failure, subsequent examination and testa failed 
to disclose it. 

Contributing to the causa of this accident was the 
failure of Flagman Taylor of train Ho. 2 to folly obey the 
previsions of flagging rule 99. Oeneral Rule 99 reads in 
part as follows* 

"When a train stops or is delayed, under 
olrommctanccs In which it may be overtaken 
by aaethsr train, the flagman must go back 
Immediately with stop signals a sufficient 
distance to insure full protection, whan 
recalled he may return to his train, first 
placing two torpedoes on the rail, when the 
conditiono require it. 



*A sufficient diatanes to insure full 
protection requires that tho flagman shall 
go bank to a point one-fourth alio from 
ths roar of his train, where he Bust plaee 
one torpedo on the rail. He must then eon-
tinas to go baek at least one-half alls 
from the rear ef his train and place two 
torpedoes en the rail, no mors than two 
rail lengths apart; he mar then re tun to 
within one-fourth mile from the rear of 
his train and remain there until reoallsd. 
If a passenger train is due he must remain 
until it arrives, when he comes in hs will 
remove the torpedo nearest to train, but 
ths two torpedoes must be left en the rail 
as a oautlen signal to a following train. 

"The recall of flagman is the most 
critical period and when there is net a 
olear view ef at least one-half mile, a 
train must be moved forward a sufficient 
distanos to insure safety before flagman 
le recalled.* 

In this instance tfla^oan Taylor was recalled before 
he had reached a *euffiolent distance11 as prescribed by the 
rule, and It wae his duty, instead of returning te hie train, 
te continue to go baek until the required distance had been 
reached; and further, there being a passenger train in the 
same direction then overdue, it was his duty te remain cut 
until the following train arrived. In connection with the 
implication of this rule attention is called to statements 
made by division Superintendent Andrews and General Superin­
tends** Elliott. A question was addressed to Flagman Taylor 
as to whether or not under the rules a flagman was required 
to remain out in ease a following passenger train is overdue. 
Superintendent Andrews replied to the question as folloval 

To this statement General Superintendent Elliott added the 
following. 



"I will give you a direct reply te that 
question. Our rulee provide that all tralne 
extras, eecond-elese trains or sections of 
passenger trains shall approach tine-table 
water etatloae under control expecting te 
find the malm Une occupied. The rules also 
provide that if there be an overdue passen­
ger train that the flagman ehall remain out. 
He ehall not come in.* 

The rule (90-n) referred to by Mr. Slliott ie ae follows! 
"Second and inferior class trains, and 

extras, alec following sections of first-
class tralne, must approach time-table 
coal and water stations under control ex* 
pecting to find the main track occupied. * 

Construing this rule strictly, it applies to trains of the 
first olaes, only when each trains are running in sectional 
consequently, it cannot be held to apply la this caee. How­
ever, in the abeence of express modification, it would appear 
that the rule requiring the flagman to go back a specified 
dletanee and to remain out in ease there ie a passenger train 
overdue is etlll in effect. Its requirements are positive 
and definite and it should have been obeyed by flagman Taylor. 
Had this rule been complied with train Mo. 4 would have received 
warning of the danger much sooner, and in all rrobablllty would 
have stopped before the oollleiom even though the air brake 
system may have failed. 

Also contributing to the cause of this accident wae the 
failure of Conductor Witherspoon and Btaglnenan Dean of train 
No. 2 to obey that part of Bale 99 which requires that where 
the- e is not a clear view of at least half a mile the train 
must be moved forward before calling in the flagman. Had this 
rule been complied with, the distance within which train Me. 
4 had to etop would have been materially laoreaoed and the 
poeolblllty of accident thereby decreased. 

The investigation ef this accident discloses that the 
flagging rule on this d'vision is not being strictly observed 
in several respects, and that apparently there is net a uniform 
interpretation among the operating officials as to how the rule 
should be observed. It also dieolosee that there is a laxity 
on the part of both train crews and operators in respect to the 
observance of Hule 91, which requires that in the absence of 
block elgnale tralne running in the same direction muat keep 
at least ten alautee apart. It further disoloeee that the 



- 10 * 
car Inspector at Cisco, for fear of causing delay, permitted 
a train to leave that station with the brakes out out on one 
ear, thus impairing the efficiency of the train-brake system. 

gnglnesian Olvans entered the eervlce as roundhouse man 
about 1893j later was promoted te fireman and in 1906 was 
promoted to engineman* He vas usually employed la freight 
service, hut h&£ been laced on this run ths day previous. 
At the time of the accident he had been on duty approximately 
7 hours. 

Flagman Taylor entered the service as caller in April, 
1912 and was promotsd to trainman In November, 1914. At the 
time of the accident he had been on duty 6 hours and 26 min­
utes. 

Engineman Peon entered the service in 1664. was promoted 
to engineman in January, 1689* At the time of the accident he 
had been on duty 2 hours and 20 minutes. 

Conductor Witherspoon entered the service as brakemam 
In July, 1384 and was promoted to conductor in July, 1687. 
At tre time of the accident he had Van on duty 6 hours and 
26 minutes. 


