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SUMMARY 

Railroad: 

Date: 

Location: 

Kind of accident: 

Trains involved: 

Train numbers: 

Engine numbers: 

Consi st: 

Estimated speed: 

Operation: 

Track: 

Weatxier: 

Time: 

Casualties: 

Cause: 

Recommendation: 

Chicago, Rock Island & Pacific 

April 4, 1943 

Tie Plant, Ark. 

Head-end collision 

Passenger : Passenger 

45 

888 

cars 
50 m. n . h. 

Passenger Extra 
1703 East 

1703 

8 cars, caboose 

10 m. p. h, 

Timetable ana train orders 

Single; tangent; level 

Clear 

12:20 p. m. 

2 killed; 71 Injured 

Accident caused by an inferior train 
occupying the main crack on the time 
of an opposing superior train 

That the Chicago, Rock Island & 
Pacific Railway Company establish 
an adequate block-signal system 
on the line on which tnis accident 
occurred 



INTERSTATE COMMERCE COMMISSION 

INVESTIGATION NO. 2690 

IN THE MATTER OF MAKING ACCIDENT INVESTIGATION REPORTS 
UNDER THE ACCIDENT REPORTS ACT OF MAY 6, 1910. 

THE CHICAGO, ROCK ISLAND & PACIFIC RAILWAY COMPANY 

May 10, 1943. 

Accident near Tie Plant, Ark., on April 4, 1943, caused ley 
an inferior train occupying the main track on the time 
of an opposing superior train. 

1 
REPORT OF THE COMMISSION 

PATTERSON, Commissioner: 

On April 4, 1943, tnere was a nead-end collision between 
two passenger trains on the Chicago, Rock Island & Pacific 
Railway near Tie Plant, Ark., which resulted in the death of 
2 train-service employees, and tne injury of 49 passengers, 
2 railway-mail clerks, 6 train-service employees and 14 other 
employee s. 

Under authority of section 17 (2) of the Interstate Com­
merce Act the above-entitled proceeding was referred by the 
Commission to Commissioner Patterson for consideration and 
di spo sition. 
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Locatlon of Accident and M'ethod of Operation 

Trie accident occurred on that part of the Arkansas 
Division designated as Subdivision 52 and extending between 
Biddle and Briark, Ark., 131.1 miles. Tnis is a double-track 
lire octweer Bid.dle and Little Bock, 2.3 miles, and a single-
track line between Little Rock and Briark. Trains are oper­
ated between riddle and Little Rock by timetable and train 
ore ra, between Little Rock and North Little Rock, 1 i?,ile, by 
a cenrralized-traffic-control system, the indications of whicn 
supe "node time-table superiority, and between North Little 
Rce-t and Cotton Belt Jet., 63.4 miles,, by timetable and train 
orders. There is no block system in use between North Little 
Rock end Cotton Belt Jet. The accident occurred 3.73 miles 
east of North Little Rook and. 1.43 miles east of the station 
at Tic Plant. Approaching from the west the track is tangent 
a distance of 2.34 miles to the point of accident. Approacn-
ing from tne east tnere are, in succession, a tangent 6.23 
miles in length, a 1°05 1 curve to the left 1,333 feet, and a 
tangent 545 feat to the point of collision. At this point 
the grade is level. 

Signal 2, which governs east-bound movements between 
Little Rock and North Little Rock, is located 385 feet east 
of tne ono of double track at Little Rock. This signal is 
of tne 2-position, color-lignt type. The involved aspect 
and corresponding indication and name of this signal are as 
foil ows: 

Aspect Indication Name 

Green Proceed Clear signal 
i 

Operating rules read in part as follows: 
S-83. A train must not leave its initial sta­
tion on any subdivision, * * or pass from one 
of two or more tracks to single track, until it 
nas been ascertained whether all trains due, 
whicei are superior, have arrived or left. 

S-87. An inferior train must keep out of the 
way of opposing superior trains and failing to 
cl rar the main track by tne time reopelred by 
rule must be protected as prescribed by Rule 99. 

Extra trains must clean the time of opposing 
regular trains not less than five minutes, un­
less otherwise provided, * * * 
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261. On portions of tie railroad, and on desig­
nated tracks so specified on the time-table, 
crains will be governed by block signals whose 
indications will supersede the superiority of 
trains for botn opposing and following movements 
on the some track. 

Tne maximum authorized speed for passenger trains hauled ^ 
by class C-43 engines is 50 miles per hour, and for passenger 
trains hauled by class F-33 engines, 70 miles per hour. 

Description of Accident 

Do. 45, a vest-bound first-class passenger train, con­
sisted of engine 388, of the P-33 class, one mail-baggage car, 
tnree coaches, one cafe-lounge car, one parlor car and two 
Pullman sleeping cars, in the order named. All cars were of 
steel construction. This train departed from Lonoke, 18.1 
miles east of Tie Plant and the last open office, at 12:04 
p. m., according to tne dispatcher's record of movement of 
trains, 55 minutes late, and while moving at an estimated 
speed of 50 miles per hour it collided with Passenger Extra 
1705 East at a ooint 1.4 3 miles east of the station at Tie 
Plant. 

Passenger Extra 1705 East, an east-bound passenger train, 
consisted rf engine 1703, of the C-43 class, one refrigerator 
car, four Ft 11man tourist cars, one Pullman sleeping car, one 
Pullman tourist car, one dining car and a caboose, in the 
order named.. Tne first and nintn cars i-ere cf steel-underframe 
construction and the remainder were of all-steel construction. 
At Eiud.le, 5.6 miles west of Tie Plant, the crew received a 
clearance card and copies of four train orders, of which two 
were ord.ers Eos. 44 and 51 reading in part as follows: 

No. 44 

Eng 1703 run Psgr Extra 
Bidd.le to Briark 

No. 51 

Trains due at Little Rock * * * 
at or before 11 30 a m have 
passed * * * 

Passenger Extra 1703 departed from Biddle at 11:55 a. m., M 
according to tne dispatcher's record of movement of trains, 
departed from Little Rock, 3.3 miles west of Tie Plant and trie 
last open office, at 12:12 p. m., passed signal 2, which 
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displayed proceed, oassed North Little Rock, wnere it was re­
quired to clear for ho. 45, passed Tie Plant and wn.ile moving 
at an estimated soeed of 10 miles per hour it collided with 
IIo. 45. 

From an engine moving in eitner direction, in tne vicinity 
of the point of accident, the view of an engine approaching 
in the opposite direction is materially restricted, because 
of buildings adjacent to the track and track curvature. 

Tne engine of each train and the first car of Passenger 
Extra 1705 were demolished. The second, car of Passenger Extra 
1703 was derailed and badly damaged. The first and second 
cars and tne rear truck of the fourth car of No. 45 were de­
railed. The first to fiftn cars, inclusive, were considerably 
d am aged. 

It '-as clear at the time of the accident, which occurred 
about 12;20 p. m. 

Tne train-service employees killed were the engineers of 
botn trains. Tne train-service employees Injured, were the 
fireman, tne front brakeman and. tne swing brakeman of Passenger 
Extra 1703, and the fireman, the conductor and. the train bag­
gageman of No. 45. 

Data 

Littlt. Rock is designated by time-table special instruc­
tions as a register point for first-class trains. 

Tne centralized-traffic-control system between Little Rock 
and North Little Rock is in tno cnarge of the signalman at 
MoPac Crossing, 0.1 mile east of the east end of the double 
track at Little Rock. The train dispatcher at Little Rock 
supervises the signalman at MoPac Crossing in the operation 1 

of trains in the centralized-traffic-control territory. 

During tne 30-day period, preceding the day of the accident, 
tne average daily movement over this line was 15.5 trains. 

Pi scusslon 

Undor the rules of this carrier, a train may proceed in 
central!zed-traffic-control territory when authorized by proper 
signal inc.!cation. In trie territory over which trains arc 
operated by timetable and train orders, an extra train must 
clear the time of opposing regular trains not less than 5 
minutes. 

No. 45, a west-bound first-class schedule, was due to 
leave Tie Plant, 2.3 miles east of Nortn Little Rock, at 11:30 

http://wn.il
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a. m., and Nortn Little Rock, 1 mile cast of Little Rock, at 
11:33 a. m. No. 45 passed Lonoke, 20.4 miles east of North 
Little Rock and the last open office, 55 minutes late. No 
train orcer restricting its movement had been issued. At 
Little Reck Passenger Extra 1703 received a signal indication 
to proceed, and this train departed at 12:12 p. m. Phis indi­
cation autriorized Passenger Extra 17C3 to proceed as far as 
tne west siding-switch at North Little Rock against all oppo­
sing trains, but it was required to enter the siding at tnat 
station as it was not authorized to proceed beyond North Little 
Rock against No. 45; however, Passenger Extra 1703 not only 
pass-ec. North Little Rock but also passed Tie Plant and collided 
with No. 45 at a point 1.43 miles east cf the latter station. 

As No. 45 was approaching the point wnere the accident 
occurred, the speed was about 65 miles per hour. The enginemen 
were maintaining a lookout ahead, but their view was materially 
restricted, because of buildings adjacent to tne track and track 
curvature. The first thay know of anything oeing wrong was xten 
tne fireman saw Passenger Extra 1703 approaching about 300 feet 
distant. He called a warning to the engineer, who immediately 
placed the brake valve in emergency position, Put the collision 
occurred before No. 45 could be stopped. 

As Passenger Extra 1703 was approaching the point where 
tne accident occurred, the speed was about 40 miles per nour, 
the fireman was on tne- deck of the engine and toe engineer was 
maintaining a lookout ahead. There was no condition of the 
enaine that distracted the attention of une enginemen or ob­
scured, their vision. The fireman said he knew that his train 
was inferior to No. 45, but ne depended upon the engineer to 
comply with the rules. His first knoihLccLge of anything being 
wrong was when the engineer placed the brake valve in emergency 
position. Then tne fireman locked ahead and caw No. 43 ap­
proaching about 1,000 feet distant. It could not be determined 
wny the engineer failed to take action to clear for No. 45 at 
Nortn Little Rock, as ne was killed in the accident. The con­
ductor said ne understood his train had no authority to proceed 
beyond Nortn Little Rock for No. 45 but, because of a discussion 
a . i had with "the train dispatcher concerning instructions the 
dispatcher g^ve him to register the arrival at Little Rock of 
Second 112, whicn was an east-bound first-class schedule, he 
became confused as to whether his train was to be operated as 
Second 112 east of Little Rock, and he overlooked No. 45. The 
other members of the cre>r of Passenger Extra 1703 understood 
tneir train was inferior to No. 45, but tney depended upon the 
conductor and the engineer to comply witn the rules. 

Two sections of No. 112 had been authorized between Boon-
ville and Little Rock, which is the subdivision west of Little 
Rock. Tne arrival of First 112 was registered, at Little Rock 
by its conductor and the train was operated east of Little Rock 
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as No. 112. The members cf the crew of Second 112 were relieved 
at Biddle. The equipment of that train was operated from Biddle 
as Passenger Extra 1703 East, and it was in the charge of 
another crew. For the purpose of fulfilling tne schedule of 
Second 112 between Biddle and Little Rock and to avoid tne 
issuance of an annulment order, the train dispatcher instructed, 
the conductor of Passenger Extra 1703 to register his train 
at Little Rock as Second 112 instead of as Passenger Extra 
1705. Tne dispatcher understood that this procedure was irregu­
lar, but ne was not aware that it would cause any confusion. 
Eo authority was given by train order for the operation of a 
second section on the schedule of Eo. 112 east of Little Rock, 
or for Passenger Extra 1703 to proceed beyond North Little 
Rock for Ne. 45. Tne scnedule of No. 112 was superior by di­
rection to that of No. 45, and, if tne crew of Passenger Extra 
1705 ne1 nod authority to ooerate their train as Second 112 
east of Nortn Little block and nad held no train order regard­
ing No. 4 5, tne latter imjn would have been required to Keep 
out of the way of Second 112. 

In the territory wher^ tnla accident occurred, trains aere 
operated by timetable and train orders only. If an adequate 
block system nap. been in use on tnis line, the crew of Passenger 
Extra 1705 would, have received additional information concern­
ing tne movement of No. 45, and the accident would not have 
occurred. Tnis carrier nas an automatic block-signal system in 
operation oetween Cotton Belt Jet. and Rul.bert, Ark., 59.1 
riles. The western end of this system is located 61.1 miles 
east of Tie Plant. 

Cause 

It is found that this accident was caused by an inferior 
train occupying the main track on the time of an opposing su­
perior trair. 

R e c omm e nd. a t i o n 

It is recommended that tne Chicago, Rock Island & Pacific 
Railway Company establish an adequate block-signal system on 
tne line on wnich this acc.id.ent occurred. 

Dated at Washington, D. C , this tenth 
day of Hay, 194 3. 

By the Commission, Commissioner Patterson. 

W. P. BARTEL, 
(SEAL) 

Secretary. 
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