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8t. Louis Southwestern
November 25, 1936
Buckner, Ark.

Regr-end collision

Freight :Freight

No. 65 tExtra 580-581
o83 :580-581 coupled
22 cars, caboose : 38 cars, caboose
Standing :18-35 m.p.h.

1° 52' left curve then tangent 1,002 feet
to polnt of accident; 0.2 percent descend-
ing grade; view obstructed; no block-signal
system

Clear

9:40 p.m.

2 killed; 2 injured

Tailure to provide proper rear end pro-
tection.
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To the Commission:

On November 25, 1936, there was a rear-end collision
between two freight trains on the St. Louls Southwestern
Railway at Buckner, Ark., resulting in the death of 2 em-
ployees and the injury of two employees.

Location and method of operation

This accident occurred on the Pine Bluff sSubdivision
of the Northern Division, extending between Pine Bluff
Shops and Texarkana, Ark., a distance of 152.43 miles; in
the vicinity of the point of accident this is a single-
track line over which trains are operated by timetable and
train orders, no block-signal system being in use. The
accident occurred at a point 973 feet south of the depot at
Buckner; approaching this point from the north the track 1is
tangent for a distance of 8,381 feet, then there is a 1°9 52!
curve to the left 338 feet in length, followed by 1,002 feet
of tangent to the point of accident, this tangent extending
for more than 1 mile beyond. The grade for south-bound trains
is 0.60 percent ascending for a distance of 3,833 feet, level
for 967 feet, and then C.20 percent descending for 87 feet to
the point of accident.

The depot at Buckner is located on the west side of thne
tracks; there is a public road crossing at a point 149 feet
north of the depot, and another at a pnint 193 feet south of
the depot. The passing track at Buckner is 3,748 feet in
length and parallels the main track on the east; a track 1,140
feet in length and known as the mill or house track, leads off
the passing track. The south switch of the passing track is
located 2,182 feet south of the depot and the south switch of
the mill track is located 476 feet south of the depot.

On account of the curvature and several freight cars
standing on the mill track, together with the engine of the
train ahead coupled to four cars and performing work on the
mill track, the view of the markers of the train standing on
the main track ahead was materially restricted from the fire-
man's side of the following train.

The weather was clear at the time of the accident, which
occurred about 9:40 p.m.

Description

Train No. 65, a south-bound freight train, consisted of
22 cars and a caboose, hauled by engine 583, and was 1in charge
of Conductor Smithey and Engineman Ruffner. Thls train left
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McNeil, the last open office, at 8:15 p.m., according to the
train sheet, 6 hours 50 minutes late, and stopped at Waldo,
5.21 miles south thereof and 8.13 miles north of Buckner,
where station work was performed and Extra 770 North was met.
Train No. 65 departed from Waldo about 9:10 p.m., according
to the conductor, and on reaching Buckner it stopmed on the
main track. The engine and flrst four cars were then un-
coupled and entered tne mill track througn the south switch
of the passing track; while this movement was being made the
caboose was struck by Extra 580-581.

Extra 580-581, a south-bound freight train, consisted
of 38 cars of gravel and a caboose, 2,850 tons, hauled by
engines 580 and 581, coupled, and was in charge of Conductor
Coburn and Enginemen Ammons and Doty, respectively. This
train met Extra 770 at McNeill and denarted therefrom at 9:13
p-m., according to the train sheet, and collided with the rear
end of Train No. 65 at Buckner while traveling at a speed
variously estimated to have been between 18 and 35 miles per
hour.

The caboose and three rear cars of Train No. 65 were
derailed and practically demolished. Engine 580, the lead
engine, stopped on 1ts right side west of the tracks, with
its front end 192 feet south of the point of collision and
enginc 581 stopped on 1ts left side opposite engine 580. The
six head cars of Extra 580-38l1 were derailed and damaged, onhe
of them being completely destroyed. The employees killed were
the engineman and fireman of engine 580, and the employees
injured were the engineman and fireman of engine 581l.

Summary of evidence

Plagman Stallworth, of Train No. 65, a qualified con-
ductor, stated that he was thoroughly familiar with the re-
quirements of the flagging rule which provides that when a
train stops under circumstances in which it may be overtaken
by another train the flagman must go back immediately with
proper signals a sufficient distance to insure full protec-
tion. His train left Waldo on arrival of Extra 770 North,
and the same order which advanced his train to Waldo estab-
lished a meet between Extra 770 North and Extra 580-581
South at Buena Vista, located 24.32 miles north of Waldo.
After leaving Waldo he rodc in the caboose cupola; he did
not know that there was work to be done at Buckner and when
the speed of the train was reduced approaching that point
he thought it was for the purpose of giving Brakeman Tread-
well on the head end an opportunity to get off and look in
the bill box at the depot to see if there were any instruc-
tions about work to be performed at Buckner. Flagman Stall-
worth did not drop off a lighted fusee when the speed was
reduced and he did not hear Conductor Smithey tell him to
do so; otherwise he said that he would have done so.



Flagman Stallworth kept looking toward the depot for the brake-
man, out he did not see him until the caboose was opposite the
depot and then the brakeman handed him scme way-bills for the
conductor. After handing the billes to the conductor, the flag-
man got off the caboose opposite the south switch of the mill
track, opened that switch, then started back with full flag-
ging equlpment as the engineman had whistled out a flag. On
nis way back he walked along the mill track and began opening
the knuckles of several cars on that track. Just after com-
npleting this work he heard the following train approaching

and he immediately ran to the engireman's side of the main
track, attempting to light a fusee as he ran , but it did not
igrnite; he did not know the reason it did not 1light nor did
he know what became of it afterward. The lead engine had not
auite reached the north switch of the passing track when he
tegan giving stop signals with his lighted white and red lan-
terns, and at the same time alternately tried to light a fusee.
His stor signals were answered as the engines pnassed him, and
the brakes on the train were set and fire was flying from the
wheels; the caboose stopped with 1ts front end opposite where
he was standing, whichk was north of the curve and a short dis-
tance south of the north switch of the mill track. He got on
the caboose with his red and white lanterns, after which he
walked southward to trhe derot and reported the accident by
telephone; he then left his red lantern ncar a pcle close to
the highway crossing south of the depot wnile he assisted the
conductor in carirg for the injured fireman. lagman Stall-
worth was positive that nis red lantern was lighted when he
gave the stop signals. Hc said that he onmened the south mill
track switch merely to assist with the work and he gave as his
reason for not dropping off a fusee when the speed was being
reduced north of the depot, the fact that he thought his train
was goling to continuc through Buckner, and he did not krow it
was going to stop until nhis cabocse rcached a point opposite
the brakeman whco had gottcn off the engine at the depot. He
estimated that about three minutes elapsed from the time ne

got off the caboose until the accident occurred, and with the
exception of two ghort blasts in answer to his flagging signals
when the engines were about opposite him, he 4id not hear any
whistle signals sounded by the fcllowing train as it approached
Buckner. He did not think that the order which established the
meet at Buena Vista between the following train and Extra 770
North, had influenced him to depend on the meet being made be-
tween those trains at that point, or bad caused him to believe
that this would give him plenty of time to afford proper rear
end protection at Buckner; however, he said that had he known
that this meeting point had been changed to McNeil, he would
not have stopped to open the south switch of the mil]l track or
the knuckles of the cars on that track.
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Conductor 8Smithey, of Train No. 85, steted that his train
left Waldo at 9:10 p.m., and when approacaing Buckner he told
the flagman to drop off a fusee north of the curve involved,
but the flagman did not make any reply. The conductor was
occuried at hig desk and did not look to see whether or not the
fusee was drop»ned off, nro1 did he pay any particular attention
to the flagman, as he thoucht the following train was not very
close, and he figured that the flagman would get off the caboose
nortn of the curve when the speed was reduced; he did rot know
that the flagman was still on the cabcose until he was handed
the bills which the swing brakeman obtained from the bill box
at the depot. At this time, the flagman started back with full
flagging equipment and as he was a qualified conductor, he de-—
pended upon him to afford the same proper nrotection that he
had furnished at all other points en route. The first know-
ledze the conductor had of anything wrong wag when he heard
The whistle sounded on the engine of the following train and
oh lookine back he saw the refiection of the headlight about
opposite the depot. He immediately Jjumped off the caboose and
ran to the right of way fence and as he did so he saw sparks
flying from the wheesls of the avproaching train just prior to
the collision, at which time hce estimated the speed to have
been between 30 and 35 mileg ver hour. Cnnductor Smithey saild
he was not depending upon the order establishing Buena Vista
as a meeting point betwesn Extra £80-581 South and Extra 770
North, to give his own trair time to nerform work at Buckner;
however, he gaid that had he knovn tiis meotlwg pcint had been
changed from Buena Vista to Mcileil, he would have used greater
precavtion in seeing that nroper rear end protection was afforded
for his own train at Buckner.

Statements of Engineman Ruffner, Fireman Powers, Head Brake-
man Throgmorton and Swing Brakeman Treadwell, of m“aln No. €95,
were to the effect that the cabocse markers of their own %train
were burning properly and disnlaying red to tne rear 2t tne
time their engine pqued it while backing north on thc vascing
track just prior to the accident. They saw.the flayman, with
lighted red gnd white lanterns in one hand, run aciroeg To the
ralin track anl flaz the approaching train at a point -orth of
the curvs Involved. They estimafted the sneed of thnat trgin to
have TLeen betveen 18 and 30 miles per hour anl ssid Tl.o7™ sHerks
were flying from the wheels of Extra 580-531 just nrisr to the
accident. Thelr own train stopped nn the main +1““m st Zcrner
about ©:35 p.m., and the accident occurrsd about ive minutcs
later.

Engineman Doty, of secord engino 581, stated that the air
brakes were tested, and worked properly en route and werce under
the control of Engineman Ammons of lead engine 580. At Buena
Vista, a train order was reccived changing the meeting point
between his train and Extra 770 North, from Buena Vista to
McNeil. After making the meet ot MGNOll his train departed;



arproaching Buckner the station signal and road crossing sig-
nals werc sounded on the engine whistle and the speed was be-
tween 40 and 45 miles per hour when passing the north switch

of the passing track; the throttle was slightly open on his

ownn engine. The Tirst knowledge he had of anything wrong was
when the air brakes were anplicd in eumergency while the road
crossing signal was being sounded a short distance north of

the depot and he saw a man with a white lantern standing about
10 feet west of the track petween the depot and the highway
crossing north thereof. The throttles on both engines were
closed at that time and the smoke from the lead engine was
trailing, which interfered witn his vision,; Fireman Vaughn
shouted something about seeing several red lights ahead on

the main track. Enginerman Doty got down on the steps to get
off and he saw fire flying from the wheels; the colllsion
immediately followed, at which time ne estimated the speed to
have been about 35 miles per hour. Engineman Doty said that
his train did not encounter any torpedoes or fusees and he

did not see any flagging signals given with a red light. Fire-
man Vaughn, of engine 581, was sitting on his seat box main-
taining a lookout ghead; when tue alr brakes were applied in
emergency, he first thought his train had struck an automobile,
then he saw the left marker lignt of the caboose on the track
ahead and he Jjumped Jjust prior to the accident. Fireman Vaughn
did not see any flagging signals given. Head Brakeman Koonce
was sitting on his seat box ahead of the fireman on lead engine
080; his view across the inside of the curve was obstructed by
cars standing on the mill track but he saw the flagman run over
To the main track from the direction of those cars and begin
£iving stop signals with a white light from a point three or
Tour car lengths north of the highway crossing north of the
depot, at which time his own engine was avout fifteen car
lengths north of the highway crossing. The ailr brakes were
then applied in emergency, following which he saw the red
markers ahead and he jumped before the accident occurred. Be-
tween 20 and 35 minutes after the accident he assicted in
pulling the rear of nis frain away from the wreckage and the
brakes were still set on the rear cars of his train at that
time. Other statements of Fireman Vaughn and Head Bralieman
Koonce were similar to those cf Engineman Doty.

Conducteor Coburn, Swing Brakeman Landrum and Flagman
Gunter, of Extra 580-581 South were in the caboose and were
not aware of anything wreong until the air brakes were applied
in emcrgency, at wnich time the gpecd was abocut 40 or 45 milesg
per hour; the accident occurred about 9:40 p.m. Immediately
after their caboose stopped Flagman Stallworth of the train
ahead came to the left side of thie caboose, just north of the
north ewitch of the mill track, and informecd them of the acci-
dent; the only lamp the flagman had which they saw was a white
electric lantern. Conductor Coburn said that at this time
Flagman stallworth remarked: "that meet at Buena Vista caused
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it" also that he "didn't have time to light a fusee'"; that was
the extent of the conversation. Flagman Gunter was in the right
side of the cupola and he saw Flagman Stallworth witn a white
lanterr, on the west side of the track about two car-lengths
ahead of the point wherc their caboose stovped, the flagman

then came back and crossed to the east side of the track, at

the front end of the caboose.

Digscusgsion

Under the rules of this railroad, when a train is moving
or stops under circumstances in wnich 1t may be overtaken by
ancther train, the flagman is required to tale necessary action
te insure full protection. The rules algo nrovide that conduc-
tors must not allow other duties to intecrfere with ths neces-
sary precautions fcr the protection of their trains, and must
invariably require their flagmen to act with utmost promptness
and in strict accordance witli the rules. Flagman Stallworth
fully understood the reouirements of the flagging rule; in this
instance, however, he did not drop off a lighted fusee when the
speed wasg reduced approaching Buckner, saying that he did not
know that work was to be verformed at that point, nor did he
hear Conductor Smithey tell him to drop off a fusee. Alter his
Traein stooped, instead of immediately geing tack to flag, hes
got off thec caboose with his flagring equipment, opened the
south switch cof the mill track, and began opening the knuckles
on several cars standing on that track. After doing this he
heard the approaching trala and he then ran toward the straight
track at the north end of the curve and gave stop signals, but
it was too late to avert the accident. Flagman Stallworth
entered the service of thls raillroad as brakeman on May 27,
1213, and was promoted to conductor on August 22, 1920, and
had a good record.

Conductor Smithey said that he was busy with clerical
duties and did not pay any particular attention to the flag-
marn, who was a promoted man; he relied upon the flagman to
afford proper protection and to drop oftf the fusee as instructed
but the flagman made no reply at the time and th2 conductor did
not look to see whether the fusee was dropoed off. Conductor
Smithey did not know that the flagman was still on the caboose
when the train stopped, until the flagman gave him some way-
bills that the swing brakeman had picked up; however, at this
tlme the conductor saw the tlagman get off the cabooge and
start back with full flagging equipment and he depended uvon
him to go back the proper disftance. Conductor Smithey should
have definitely known that tne flagman was affording proper
protection.

It appears thet both the conductor and the flagman assumed
that the train behind was following considerably farther behind
than was actually the case. This assumption was undoubtedly
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created through their krowledge of the traln order estab-

lishing a meet at Buena Visla between the following train

and a north-bound train. This order, liowevcr, wasg subse-

quently changed, which resulted in tne following train belng )
advanced wilthout these employecs beinyg aware of the fact. '
Furthermore, from their own statements, it is obvious that

hsd they been aware of this change in trsin orders, greater
precautions would have been taken at Buckner to nrovide proper

rear end protection for their train.

The number of trains operated in this territory during
the 30 days preceding the date of the nccldent averaged only
3lightly less than 17 trains per day. Traffic of this density
on a single-track line ig gufficicnt to Justify the giving of
scrious consideration tc the advigability »f instelling an
adequate block-sipnal gysten with » view to preventing future
accidents of this character.

Conclusions

Thilis accident was ceused by faillure to rrovide »roper
flag protection for Trein No. BB.

Recommendation
It 1s recommended that the r-gponsiktlec cofficinls of this
railway give consideration to the advisability of installing

an adequate block-signal system.

Regpectivlly submitted,
W. J. PATTERSON,

Director.



