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SUMMARY 

Railroad: 

Date: 

Lu cation: 

Kind of accident: 

Trains involved: 

Train numbers: 

Engine numbers: 

Consi st: 

Speed: 

Operation: 

Track: 

Weather: 

Time: 

Casualti e s: 

Cause: 

Re comm end ati on: 

Louisiana £ Arkansas 

February 22, 1943 

Bullion, La. 

Head-end colli sion 

Passenger 

5 

394 

4 cars 

Freight 

Extra 800 North 

800 

155 cars, 1 on 0ine 
in tow and 2 
caboo ses 

18-20 m. p. h. : Standing 

Timetable and train orders 

Single; 
a scene i r: 

tangent; 0.52 percent 
ra^e southward 

CI.' ar 

12:46 a. rn. 

27 injured 

Accident caused by an inferior 
train occupying main track on 
tne time of an opposing superior 
train and tnen by failure to 
provide adequate flag protection 

That the Louisiana & Arkansas Railway" 
C o mp any 1 n stall an ax1 equate block 
system on tne line on whico this 
accident occurred 



INTERSTATE COMMERCE C0HMI5SI0* 

INVESTIGATION NO. 2680 

IN THE HATTER OF RAKING- ACCIDENT INVESTIGATION REPORTS 
UNDER THE ACCIDENT REPORTS ACT OF NAY 6, 1910. 

THE LOUISIANA b. ARKANSAS RAILWAY COMPANY 

April 10, 1943. 

Accident at Bullion, La.., on February 22, 1943, caused, by 
an inferior train occupying the main track on the time 
oi an opposing superior train and t.ien by failure to 
provide adequate flag protection. 

1 
REPORT OF THE COMMISSION 

PATTERSON, Commissioner: 

On February 22, 1943, there vas a nead-end collision 
between a passenger train and. a freight Grain on the Louisiana 
& Arkansas Railway at Eullion, La., wnich resulted in the 
injury of 21 passengers, 2 d_ining-car employees, 3 train-
service employees on duty and. 1 train-service emoloyee off duty 

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

This accident occurred on that oart of tne railroad 
designated as the hew Orleans District and extending between 
Lobdell Junction and Ne^ Orleans, La., a distance of 87.38 
miles. In hie vicinity of tne 'oin'c of accident this is a 
single-tr^ok line over inr ch trains a^e ooerated by timetable 
and train orders. 1"' ere is no block system in use. At 
Bullion a siding 2,615 feet in lengfn parallels the main 
track on che wast. The north, switcn of this siding is 459 
feet south of the station. The accident occurred on the main 
track at a point 3,163 fcL,t riortn or1 t h e noith siding-switch. 
Approacning from the n o m a theme a r e , in succession, a tangent 
11.3 miles in length, a 2° cjrm to the right 912 feet, and, a 
tangent 1,933 feet to the point of accident. Approacning from 
tne south there is a tangent 5 . 5 miles to the point of col­
lision. Au tnis point the grace is 0.33 percent ascending 
southward. 

Operating rules read in P a r t as follows: 

14. Engine and Motor Whistle Signals. 

N0TE--The signals ore scribed are illus­
trated by 11 o" for short sounds; " ,! for 
longer sounds. * *. 

SPUED IMDT CATION 
« •«• 

(c) o o o Flagman protect rear of 
train. 

(c-a) o o o Forward, trainman or fire­
man protect ahead. 

* * * 

35. The following signals will be used by flagmen: 
* * # 

Night signals--A red light, 
A white light, 
Torpedoes and 
Fusees. 

75. Extra trains are inferior to regular trains. 
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86. Unless otherwise provided, an inferior train 
nust clear the time of a superior train, in the 
same direction, not less than five minutes; but 
must be clear at the time a. firat-cl°sr train, ia.— 
the same direction, is due to leave tne next sta­
tion In the rear wnere time is shown. 

87. An inferior train must keao out of the way 
of opposing superior trains and. failing to clear 
tne main track by the time required by rule must 
be protected as orescribed by Rule 90. 

Ejtra. trains must clear the time of opposing 
regular trains not less tnan five minutes unless 
otherwise provided, * * 

99. When a train stops und.er circumstances in 
which it may be overtaken by another train, the 
flag,:flan must go back immediately with flagman's 
signahls a sufficient distance to insure full pro­
tection, placing, two torpedoes, and wnen necessary, 
in addition, displaying lighted fusess. When re­
called and safctj to tne train will permit, he may 
return. 

Tne front of the train must be protected in 
the same way when necessary by the forward train­
man or fireman. 

-15" # 

In the vicinity of the point of accident, the maximum 
authorized, soeed for passenger trains is 30 miles per hour, 
and for freight trains, 40 miles per hour. 

Description of Accidlent 

No. 5, a soutn-bound first-class passenger train, con­
sisted, of engine 394, one baggage car, one coach, one chair 
car and one dining car, in the order named. All cars were of 
steel construction except the second car, which was of steel-
underframe construction. At Torras Junction, 70.53 miles nort 
of Bullion, the crew received copies of train orders Nos. 101 
and 116, Form 19, reacting in part as follows: 

No. 101. 

* * *. No. 5 Eng 394 run 1 hour 
40 m m s late Lobdell Jet to New Orleans. 
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No. 116. 

No. 2 Eng 24 wait at Bullion until 
1250AM for No. 5 Eng 394. 

No. 5 departed from LoMell Junction at 12:02 a. m. , according 
to tne dispatcher's record of movement of trains, 1 hour 42 
minutes late, departed from Baton Rouge, 13.45 miles north of 
Bullion and the last open office, at 12:50 a. m., 1 hour 40 
minutes late, and while moving at an estimated speed of 18 to 
20 miles per hour it collided with Extra 800 North. The brakes 
of this train had functioned properly at all points where used 
en route. 

Extra 800 North, a nortn-bound freight train, consisted 
of engine 800, 2 auxiliary water cars, 132 cars, 1 engine in 
tow, 1 auxiliary water car and. 2 cabooses, In the order named. 
At New Orleans, 65.53 miles south of Bullion, the ere™ received 
copies of train ord.er No. 101, Norm 19, previously quoted. 
This train departed from West Yard, New Orleans, 61.6 miles 
south of Bullion, at 7:35 p. m., February 21, according to the 
statement of the conductor, and stopped on the main track at 
Bullion about 12:28 a. m., February 22, with the engine stand­
ing at a point 3,163 feet north of the north sid.ing-switch. 
Aoout 18 minutes later Extra 300 was struck by No. 5. 

From tne right side of the cab of a south-bound engine 
tne view of the point where tne accident occurred is restricted 
to a distance of 2,578 feet, because of vegetation on the west 
side of the track and track curvature. 

Engine 394 of No. 5 stopped with its front end. resting 
on the oilot beam of engine 800, and the driving wheels were 
raised about 6 inches above the rails. The front-end. frame 
was broken. The cistern was torn loose from the frame of the 
tender. Tne first car was slightly damaged. The front end 
of engine 800 wa.s considerably d.amaged. The sixth and tenth 
cars of Extra 800 were sllgntly damaged. 

It was clear at- the time of the accident, whicn occurred 
about 12:43 a. m. 

The train-service employees injured were cne conductor, 
the engineer and the baggageman of No. 5, and a brakeman who 
was deadheading on No. 5. 

Data 

During the 30-day period preceding the day of the accident, 
the average daily movement In the vicinity of tne point of 
accident was 10.5 trains. 



- 8 - 2680 

Dlscussion 

The rules governing operation on the line involved orovide 
that extra trains are inferior to regular trains. Inferior 
trains must be clear at the time a first-class train in the 
same direction is due to leave the last station in the rear ( 
wnere time is shown and must be clear of the main track 5 
minutes before an opposing regular train is due to leave the 
station at which the trains meet, unless a train order modi­
fying these requirements is Issued. If an inferior train 
fails to clear the time of either a following or an opposing 
superior train, flag protection must be provided. 

Ko. 2, a north-bound first-class schedule, was due to 
leave C-onzales, '7.93 miles south of Bullion and the last sta­
tion wnere time was -chown, at 12:30 a. m., and Bullion at 
12:40 a. m. No.*5/ a south-bound first-class schedule, was 
directed by train order to run 1 hour 40„ minutes late from 
Lobdell Junction to New Orleans, and therefore was due to-
leave Essen, 8.14 miles north of Bullion, at 12:57 a. m., and 
Bullion at 12:48 a. m. If Extra 800 North proceeded to Bullion 
it w-s required to be Into clear for No. -2 not later than 12:30 • 
a. m. and for No. § not later than 12:43 a. m., or provide flag 
protection. If Extra 800 proceeded nortn of Bullion it was re-
cuired to clear No. 5 at EsEen net later than 12:32 a. m. 

Extra 800 North, consisting of engine 300, 135 cars, 1 
engine in tow and 2 cabooses, proceeded to Bullion ahead of 
No. 2. The capacity of the siding at Bullion is 50 cars. Extra 
800 North stopped on the main track at Bullion about 12:28 
a. m., with its rear end clear of tne fouling point of the 
south siding-switch and its engine standing 3,163 feet north 
of the nortn siding-switch. About 18 minutes later the front 
end of tnis train was struck by No. 5. Because No. 5 vas in­
ferior by direction, it was required to enter the siding at 
Bullion to clear No. 2, and No. 2 vpg directed by train order 
to wait at Bullion until 12:50 a. m. for No. 5. "No train order 
concerning Extra 800 had been issued to No. 5. 

No. 5 passed Essen at 12:37 a. m. and as it was appro'ach­
ing tne point where trie accident occurred the ,speed was 55 
miles per nour, the neadlight wa.s lighted, tne throttle was 
open and both enrinemen were maintaining a lookout ahead. When 
the engine was about 2,900 feet nortn of the point of accident, 
the engineer made a 10-pound brake-pipe reduction and partially^ 
closed the throttle, and the speed was reduced to about 45 mile^ 
per nour. Soon afterward he B^ t" the lighted neadlight of Extra 
800 and thought No. 2 was standing at Bullion, When No. 5 was 
about 1,900 feet north of trie engine of Extra. 800 he made a 
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service application to reduce speed for entering tne siding and, 
wnen the distance was only about 800 feet between tne trains, 
he saw a fusee become ignited. He immediately moved tne brake 
valve to emergency position and opened tne sender valve, but 
the distance was not sufficient for Ho. 5 to stoe short of 
Extra 800. Tne speed was about 18 miles per nour when the 
engineer jumped about 100 feet nortn of the point of collision. 
Both enginemen said that the fusee was displayed about 150 feet 
north of the engine of Extra 800 and no torpedo was exploded. 
The brakes of No. 5 had been tested and nad functioned properly 
at all points where used en route. 

Tne engineer of Eetra GOO said tnat, because tne siding 
at Bullion would not contain his train and because his train 
could not proceed farther and clear tne time of No. 2, he 
stopped his train with the rear end just clear of the south 
siding-switch so that No. 2 could enter tne siding. It was 
then intended tnat Extra 800 would baek clear c\f the north 
siding-switch, and No. 2 could proceed. Under tne rules, rear-
end flag protection against No. 2 was required after 12:50 
a. m., and front-end flag protection against No. 5 after 12;51 
a. m. The engineer of Extra 800 said;, that before his train 
stopoed ne sounded the engine-whistle signals for both front-end 
and. rear-end flag protection and assumed that the front brakeman 
was providing protection against No. 5. The front brakeman 
said tnat when the engine passed a point about 5,000 feet south 
of the point of collision, he alighted on the left side and then 
crossed over tne cars to the right side in order to transmit 
lantern signals. He nad not been Instructed by the engineer to 
provide flag protection, and understood tnat during tne brake-
man 1 s absence the fireman was required to furnish protection. 
The engineer said that ne never orally instructs front brakemen 
to flag but depends upon whistle signals for their instruction; 
however, the fireman and the conductor said that the whistle 
signal for rear-end protection was sounded but not for front-
end protection. Tne engineer said that he did not know the 
front brakeman was not protecting until just before No. 5 was 
due at Bullion, wnen the fireman informed him that flag pro­
tection was not being provided, but tne fireman said that about 
12:50 a. m. he told the engineer front-end protection was not 
being furnished; therefore, he prepared to proceed to flag, but 
the engineer told him to remain on the engine to maintain steam 
so that Extra 800 could back Immediately after No. 2 entered 
the siding, and. that No. 2 would meet No. 5 at Essen. About 
12:44 a. m. the fireman proceeded witn a lighted flashlight 
toward tne front of the engine, and the engineer followed him 
with a fusee, which he gave to tne firemen. The fireman lighted 
the fusee when he was about 50 feet In front of nis engine and 
he had proceeded about 100 feet farther when No. 5 passed him. 
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Tne conductor was stationed at the rear of the train and did 
not know that front-end flag protection was not being provided 
If adequate front-end protection had been provided for Extra 
800, this accident would nave been prevented. . 

On the line on which this accident occurred., trains are 
operated, by timetable and train orders only. If an adequate 
block system had been in use, No. 5 would, have received warn­
ing that the main track nortn of tne north siding-switch was 
occupied, and. tine accident would not have occurred. 

It is found that tnis accident was caused by an inferior 
train occupying the main track on the time of an opposing 
superior train and tnen by failure to provide adequate flag 
protection. 

It is recommended that the Louisiana & Arkansas Railway 
Comeany install an adequate block system on the line on wnich 
this accident occurred. 

Cause 

R e c o m m e n d a t i o n 

Dated, at Washington, D. C , tni 
day of April, 1943. 

s tenth 

By the Commission, Commissioner Patterson. 

W. P. 3ARTEL, 
(SEAL) 

Secretary. 


