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Railroad: 

Dtrfre: 

Location: 

Kind of accident: 

Trains involved: 

Train number: 

Engine numbers: 

Consist: 

Speed: 

Operation: 

Track: 

Weather: 

Time: 

Casualties: 

Cause: 

Recommendation: 

Missouri Pacific 

January 16,. 194-2 

Perla ? Ark. 

Head-end collision 

Engine and cars : Passenger 

: Fourth 7 

128 : 1^06 

15 cars : 8 cars 

Standing : 35-40 m. p. h. 

Centralized-traffic-control cyst em 

Single; tangent; 0.57 percent 
descending grade southward 

Clear 

4:30 p• m. 

5 killed; 42 injured 

Accident caused by engine occupying 
main track without proper author­
ity or protection 

That the Missouri Pacific Railroad 
Company immediately take measures 
to establish adequate means for 
the protection oi inovoiacnta to 
main track at h/md-operated switchc 
and that electric switch locks be 
installed at main track hand-
operated switches at pointg rfhere 
trains clear in centralized-traf­
fic-control territory involved in 
this accident. An order to show 
cause why it should not install 
electric switch locks will be 
served on s^id carrier 

SUMMARY 
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INTERSTATE COMMERCE COMMISSION 

INVESTIGATION NO. 256I 

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

THE nissotiRi PACIFIC RAILROAD COMPANY' 

April 2 , 194.Z' 

Accident at Peril, Ark., on January 1 6 , 194-2, caused by 
engine occupying main track without proper authority 
or protection. 

1 
K E r O R T O F T R T C C ^ H b S I C N 

PATTERSON, Commissioner: 

On January 16, 1'9Â , there was a head-end collision 
betveen er engine with oars attached r-nd a passenger train 
on the Missouri Pacific Railroad at Perla, Ark., which re­
sult ed in the death ot U passengers m d 1 employee, and 
the injury of 11. passengers, 1 Pull clan employee and 7 rail­
road eT.p 1 o y e 0 ̂  . 

Under H u t h o r i t v cf section 17 (2) of the Interstate Com­
merce Act th^ above-entitled proceeding was referred by 
the OoLimissicn to CoTMiiisslrnor Patterson for consideration 
and disposition. 
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Location of Accident and Method of Op oration 

This accident occurred on that p nrt of the Arkansas 
Division, designated as the Little Hock Subdivision, which 
extends between North Little Rock and Texirkana, Ark., a 
distance of 1 4 6 . O 5 miles. In tne immediate vicinity of 
the point of accident this Is a single-track line. Between 
Not Springs Junction and Etta, Ark., a distance of approxi­
mately 27 miles, trains are operated by a eentralized-trnf-
fio-control system and novo in either direction by signal 
indications which supersede tine-table superiority and take 
the place of train orders. At Peria entry to a spur track 
on the east side of the main track is made through a hand-
operated facing-point switch for south-bound movements. 
The accident occurred on the main track at a point 23 feet 
north of this switch and 1 , 2 0 1 feet north o:' the station 
at' ferla. As the point of accident is approached from the 
north there are, in succession, a tangent 4 ? 4 feet in 
length, a 2 °$9' curve to the right 1 , 9 0 1 feet, a tangent 
1 , 0 2 1 fc^t, a 0 ° 3 0 T curve to the left 2 , 7 4 7 feet and"a tan­
gent 208 feet to the point of accident and a ccnsideraDle 
distance beyond. The grade for south-oound trains varies 
between 0 . 5 7 and 0 . 6 2 percent descending throughout a dis­
tance of about 1 mile, and is O.'i'J percent act the point of 
accident. 

Signals 3849-R und 38c 1 , viiioli ;:,o\"-rn scuth-bcund 
move] lent s, are located, i~e,?pocti vely, •'•,S?6 feet and 3 , 1 2 0 
feet north ox th<- point of accident. Sigaal 3349-R is of 
the sincle-unit, color-ii^ht typo, and it, continuously 
lighted. The aspects and corrcs pono-' re; indications and 
names of tills signal are oir>-*i oj lews: 

Aspect Indication ih nnie 

Green 
Yellow 

ProCCa:d 
Proceed at re­
strict ed speed 
thrvd/m the 
entire block 

"t op 

Clear Signal 
Periui ss i vo 
Siare;l 

Red Stop cignal 

Signai 3861 is of the single-unit, color-light type, and 
Is approach li^hfctjd. The aspects snrl jnrr^i.jH^'iiif indi­
cations and n^mes of this j;d glial are a" I'clio-, :: 
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Aspect Indication Us me 

Green 
Yello< 

Proceed 
Proceed at re­
stricted speed 
through the 
entire block 

Stop; then pro­
ceed °t restrict­
ed speed through 
the entire block 

Clear Signal 
Permissive 
Signal 

Red Stop and Pro­
ceed Signal 

Operating rules read in part as follows: 

CHJTRALIZLD TRAFFIC COnTkCL RULEb 

525. Under this system, block signals govern 
the ueo of the blocks, witriout reauirint the 
use of train oraers, and, unless otherwise 
provided, their indications supersede time­
table superiority, but do not dispense with 
the use or observ-nee o>' othwr sipaals when­
ever and wherever they way be required. * * * 

526. The movement of trains is supervised by 
the train dispatcher, who 'ill issue instruc­
tions to the signeiLman, when required. 

530. Trains or engines must not enter or foul 
main track, or re-enter main track after having 
cleared it, except on Proceed or Proceed at 
Restricted Speed indication of block signal 
governing rcovement to main track, or by author­
ity of the train dispatcher or sigrî r.m'.m. Train 
dispatcher or signalman must protect such Move­
ments by Stop-indication o'"' blocK signals In 
both directions. 

5 31- If work is to bp don'; by any train or 
engine, * * *, which ^ay HCi_ay oth^r trains, 
* f, authority must be obtained, inducing 
time and working limits from train dispatcher 
or signalman, and entered on clearance, alien 
required, * * *. Train dispatcher or signal­
man or both, will make record of Authority 

Before granting such authority, train dis­
patcher or signalinan niict protect working limits 
by Stop-incication of block signals in both di­
rections and apply r~-d tag to each Lever con­
trolling these signals. 

given. 
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Trainmen must notify train dispatcher or 
signalman when work is completed', track cleared 
* A * and in all cases before the time limit 
has expired. 

532. All switches, other than those remotely 
controlled, in C. T. C. territory, are hand 
operated and must not be used without authority 
of the train dispatcher or signalman, except: 

(a) After authority has been ob­
tained and working limits 
secured as provided by Rule 
531, hand operated switch 
leading to a track outside 
of C. T. C. territory may be 
used for time limit authorized, 
to set out, pick up or do 
switching. Part of train must 
be left on main track or switch 
left open, while work is being 
done within time limit author­
ized . 

FORM C 
CLEARS CE 

CENTRALIZED TRAFFIC CONTROL 

C. & E 

At Block Signal No 

Working Limits Granted 

Between 

>̂ j|e 

•|: * * 

(Signal No.) 
And 

From 
(Signal No.) 
...M, To 

Be governed by Rule 531-

(Dispr.or s ignalman) 
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The- maximum author!-7od sp^on foi passenger trains 
hauled by liOG-clies engines is 63 miles per hour. 

Descri-otjon of Accident 

Engine 128 was encased in switching service -it Perla. 
This purine, <"ltn If ĉ rr; attached behind it, moved iron 
the spur trick to ti>^ main track. The engine stopped at 
a point ?i feet north 01 thy spur-track switch and almost 
immediately aiter^ard it we-i struck by ,?ourth ?. 

Fourth 7 , a south-bound firfrfc-clrss passenger train, 
consisted of engine j./,06, one bf.'^age car, thr'e Pullman 
tourist cars, .,ne bag?:'.re oar and three Pullman tourist 
cars, in thr ord;r an ec . The first and fifth ^ars were 
of steel-under frame const ruoti on 3nd th" remainder vere of 
all-steel consttacti on. r a terminal air-br eke test 
was mad° this t J a ''"purt<jd from Little hock, 41.24 miles 
north of "jerle, at 54 p. J : . , -J "coi\1icir tf~ the dispatcher's 
record oi i . i w . A-nt of Ir m'rs, 4 hours lr' minutes I'.tc . The 
brakes of t h e t, • "" a : u v ; t i " i ' e prone ciy at 0 Ll points "/here 
used en rout ^ m • 1';!,•"- vas no eoneition 0:' the engine that 
districted the ittwaition of th 1 crew or oh; cured their /ision 
Fourth ? passo^ .ienaLs 38/,9-h end 33ol, chichi displayed 
proceed, i/r' vrlie sieving :;t an estimated sp, ed of 35 to 
40 miles per hour it ccliid--d - ith rii.rp U # . 

Because oi tra-'k uirv^t K e . tr 1 /ic [ Fv îp the cab oi' 
an approaching suet.a-bo.'na >'naij:a op .in one'ine standing at 
the point 01 accident 1. -wsfcriot.d to a distance of about 
1,350 feet. 

The force 01 t i.-. jr-ai.ct "iev -d engine backward into 
the spur traok :-, -msteiC'-' op 1 j/, foot. The engine truck 
and the ""runt tend t erne1'. >'vre derailed, Th: pilot beam, 
the en;-ine true':, ccth jylir/l cas end the smokobox ere de-
molisheo, Tne b.u.r '.as r.eved backward en its fr"me about 
10 inches. Tbi, c,ah end th • t'-vdor fr jmc we^-f demciished 
and tne cm.teiri ' we oadl" dama.eed. The fir. at triree cars 
wore a;i;ird and the 'irst osr was badly d'lma.eed. Engine 
1406, oi Fourth '7, was d~raiio<j and the ^ngme truck, the 
pilot beam and b^tp cylinders vefo demolish! d . The first 
car telescoped tha second car a distance of 21 foot and both 
cars were practically demolished. 

The 1 eath .r " xs cL'sr at tne time of the accident, 
which occurr-'i .about 4 : 3 0 p. m. 

The cmalo;;e> Pilled ^n-j •• road r'er eu i rm o.' engines, ""ho 
was in the second cjr of Fourtr. 7. Tne- employees injured 



_ o _ 

were the engineer, the ""'ireman, the conductor, the front 
brakeman, thr- saving brakeman and the f mar-man r>V aearth 7 , 
and. the fireman of engine 1?8. 

Pat a 

The centrailzed-traffic-contrcl. systma is in the 
charge of the signalman at Malvern, 1.8/, .miles south of 
herla. The train dispatcher at Little Rock, 41.24 miles 
north of Perla, supervises the signalman at Malvern in 
the operation of trains in the centraJM/ed-trei't'ic-contrel 
territory. A telephone is located near the spar-tr&CK 
switch at Perla for communieation between memo is of train 
crows and the train dispatcher or the si gnalman. 

During the 3Gt-day porio4 preu> ding the day of the ac­
cident, the evorago daily movement in. the vicinity ef the 
point of a c c i dent v as 30. 5 t r a Ins. 

Discussion 

The rules gevi rninf, operation in tru territory in­
volved provide that hand-operated, switches must net be used 
without authority of tin- dispatcher or sifnaLmm, and that 
when v/ork Is to be done at such points which rape delay 
ether trains authority, including time and working limits, 
must be obtained from the sirnalman, end enter'd on a clear 
ance form by a trainman, before a tr*ia or en engine may 
enter or foul the main track at an intermediate point. Be­
fore authority for working limits and tirra is granted, the 
signalman must protect the movement by displaying step sig­
nals on each side of" tne working limit-, and he is required 
to make a record of authority given. 

On the day of the accident engine 128 -a-rived at Perla 
and cleared t^m main track about 3: 30 p. m. During subse­
quent switchine; operations two mo"-, monts ware made which re 
•paired th" use ef the main track. Prior to the first of 
these movements the conductor called the dispatcher by tele 
phone, about 3 : 5 0 p. m. , and was given permissmn to use 
the main track, until 4:05 p. m. , ahead of Third y. V'hen 
it oeceno necessary, about 4 : 2 5 p. m., to make tie.; second 
movement to the main tr^ek, engine 128 stepped In the clear 
na.'.i' the-, spur-tr-ick switch, and the e ricmct, r ,agni n asked 
the dispatcher for authority to "ucupy the main track,for a 
few minutes. He understood the lispatcher to say that the 
first train v^ulJ be hjo. p/, a ssuth-b'Hind socnd-class 
freight train, and treat it hnd not passed Traskweeci, y.6 
miles n rth ef perla. The enduct^r accepted this infor-
maticn as authority for his engine ti pr< c<-ed t the irmin 
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tr^ck and be Lined the switch and. si priaied tc the engineer 
to make the movement to the main trac^. Vrnen hie engine 
reached the switch, tr.t cord act or saw i'ourth 7 approaching, 
and he then a^ve signals for his en/ine tc k o w ha coward 
into clear, but the collision occurred bei'ere that could 
be done. 

According, to the statement of the dispatcher, ahout 
4 : ^ 5 p. m. the conductor of.enfr'ne ±28 requested permission 
to use the main track for a period of 10 minutes, and he 
informed the conductor that enfine 128 could use the main 
track for 5 minutes of the period between the passage of 
fourth 7 and No. 67 and that Nc. 67 wouxd pass No. 95 at 
Treskwood; however, he caid. he does not rive authorization 
for the use of the rvain tracK until conflicting trains are 
clear, and he did net intend this information to be accepted 
by the conductor as authority te use the main track. 

The signalman at Malvern neard the conversation be­
tween the conductor of engine 1 / 8 and the dispatcher. Ee 
said that the dispatehei informed the conductor that after 
Fourth 7 passed, N o . 67 would be newt, unci that engine 128 
could use the main treck Tor ; or L minaics after Fourth 7 
passed Perla. At thjt time i'onrta '7 had parsed Gifford, 
2 . 2 6 miles north of Perla. The signalman said that when 
a conductor asks the dispatcher for permission to perform 
switching service on the main track during a period of a 
few, minutes, it has been the practice f o r the dispatcher 
to Inform the conductor 'hat trains were in the vicinity. 
The signalman understood that this procedure provided ade­
quate authorization, and he expected the switch engine to 
make the movement to the main track without further inquiry 
or authorization, but that if the use of the main track was 
needed for a period of 1 5 minutes or longer, working limits 
and time, authorized ana recorded in the prescribed manner, 
would be required. 

Because cf the misunderstanding between the conductor 
and the dispatcher, engine 1 ? ? mcved out upon the main track 
just as Fourth 7 was closely approaching, 'signals 3S4.9-K 
and 3861 displayed proceed for Fourth 7 , as that train 
passed them befor the switch to the spur track was opened. 
As Fourth ? was approaching the point -where the accident 
occurred the speed ^us about 50 miles pir hour and the engi­
n e e r and the fireman ware maintaining a lookout ahead. The 
fireman saw engine 1 23 when it was moving toward the main 
track anc he immediately warned his engineer, who closed the 
throttle. Then the engineer observed that engine 12.8 had 
fouled the main track and he immediately moved the brake 
valve to emergency position, placed the reverse lever in 
position for backward motion and opened the sander valve, 
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but the distance was insufficient to ,>top short of enaine 128. 

Trains in the territory involved are operated by signal 
indications only. After a train or engine has cleared the 
main track at a controlled point it must not foul the main 
track unless it receives a proceed or proceed-at-restricted-
speed indication displayed by the signal governing movement 
to the main track. However, Perla is not a controlled point, 
the switch is hand operated, no signal is provided to gov­
ern movements from the spur track to the main trick, and 
under the rules the crew of a train or engine must receive 
authority from the signalman to enter the main track. The 
investigation disclosed that prior to this accident it had 
been common practice at ttiis point to make switching move­
ments involving use cf the main track for short periods of 
time upon oral authorization by telephone from the dispatcher 
or signalman. Vith but fsv exceptions no record of such au­
thorization was made oy the nija:alr:-£n, and no form êas filled 
out by the member of the train oro«' who received the author­
isation. In the case of any such movement which may delay 
other trains, the rule? require that the signalman must first 
display stop signals In both directions to protect the move­
ment, apply a red tag to each lever controlling th'we sig­
nals, record the time and working limits on a prescribed 
form, and also transmit them tc a member o i ' the crow ' e w i G 

required to record them on a clearance form. The investi­
gation disclosed that this practice had been folio?od only 
in cases when use of main track was required for p-wiods of 
approximately 15 minutes or more, ana that switen niginos 
were not given permission to use the m a m trade -h'-n other 
trains might be delayed. 

About two months before the accident occurred the 
superintendent asked t',.o of the ^ipn-.lmen at malvern il 
they were keeping the record of mthot izat i ons and th'\y told 
him that they were doing so, but it does not appear that an 
examination of these records was made to ascertain il they 
were complete, nor was a check made of tne performance of 
crews of trains entering the m a m track at intermediate 
points in the territory involved. The investigation dis­
closed that there was not a uniform understanding en the part 
of officers and employees of the requirements covering move­
ments of this character. 

In this case the movement of engine 128 was made on 
the basis of a telephone conversation between the conductor 
and the dispatcher, which resulted in a misunderstanding. 
The practices which were being folio-, ed at the time of the 
accident did not provide adequate safeguards against the 
possibility of a misunderstanding between the signalman or 
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dispel;cher and a member of a train crew requestInp author­
ity to use the main track at an intermediate point. There, 
are 8 hand-operated main-track switches "dthin the limits 
of this C.T.C. installation, and a movement cf a switch 
engine to the spur track at Perla is made once, and some­
times twice daily. Operating officials should take steps 
immediately to Insure that the main track is clear and that 
signals at controlled points governing movements approach­
ing such intermediate points from both directions are set 
at stop before authorisation Is given for a movement to 
main track at a hand-operated switch, and that a definite 
procedure is established for requesting and issuine such 
autnori zatlon. 

If the switch at the entrance to the- spur trick at 
Perla had been equipped 'with an electric Lock, the conductor 
of engine l n8 would not have been able to throw the switch 
when a train was closely approaching, as in this case, and 
the accident would hav- been prevented. 

Cause 

It is iound that this accident <vjy caused by an engine 
occupying the main track without proper authority or pro­
tection. 

Recommendation 

It Is recommended that the Missouri Pacific Railroad 
Company limned lately tahe me'surcs to establish adequate means 
for the protection of movements to main track at hand-oper­
ated switches, and that electric switch locks be installed 
at main track hand-operated switches at points ./here trains 
clear in centrali-ed-trai'fic-controi territory involved in 
this accident. An order to she-' cause why it should, not in­
stall electric switch locks will bo sorv.d cn said carrier. 

Dated at V.'ashington, D. C , this second dav of April, 
194 2. 

By the Commiission, Commissioner Patterson. 

V. P. BaRTLL, 

(SEAL) Secretary. 


