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SUMI:ARY
Inv-2253
Railways St. Louls Southwestecrn
Dates February 17, 1938
Location: Roe, Ark.
Kind of accident: Si1de Collisinn
Traing involved: Passengzger ; Freight
Train numbers: No. 2 ¢ No., 16
Engine numbers: 665 ¢ 814
Consigt: & cars : 84 cars, caboose
Speeds 15-3% wm.p.h. ! 2-8 m.p.h.
Track: 19 curve to left for northward trains;
grade level
Weather: Light rain
Tine: 4:38 a.m.; dark
Casunlties: 1 killed; 4 injured
Causec: Failure of superior train to ston clear

nf switch used by train to be met in
entering siding at a train order meetlng
pnoeint.
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April 11, 1933.

To the Connigsion:

On February 17, 1938, there was a side collision between
a passenger train and a frcight train on the St. Louis Sovth-
western Railway at Roe, Ark,, which resulted in the death of
one employee and the injury of one passenger and three employees,

Location and method of operation

This accident occurred on the Jonesgboro Subdivision,North~
ern Division, which extends betwcen Pine Bluff Shops and Jones-
boro, Ark,., a distance of 141.89 miles} in the vicinlty of the
point of accident this is a single-track line over which traing
are operated by timeteble cnd train orders, no block-signal
system being in use. The geccident occurred at the north switch
of the siding at Roe. Approaching from the sovth the track 1is
tangent for 18.7 miles, then there is a 1° curve to the left,
713 feet in length, on which thie accident occurred at a point
88 feet from its southern end. The switch involved 1s located
220 feet north of the south end of the curve, and the accident
occurred 133 feet south of the switch, at the fouling point of
the siding with the main track., The grade is level at the point
of collision,

The siding at Roe i1s 4,859 feet in length and parallels
the main track on the eagt. Hoe Station is located 1,150 fee%t
south of the north switch of the siding. The target mast of
the north switch of the siding 1s located on the west side
of the track, 7 feet % inch from the gauge side of the west rail,
while the switch-throw device 1s on the eagt side of the trackj;
the target 1s 18 inches in diameter. A Handlan standard type
switch lamp 1s mounted on top of the mast; the center of the lens
is 7 fect 2~1/8 inches abcve the tics.

Rulecs 17, 8-19, 34, 5-90 and 104 (e) of the book of opcrating
rules read in whole or in part as follows:
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The headlight will be displayed to the front
of every traln by night, but must be concealed
when a train turns out to meat another and has
stopped clear of main track, ¥,

The following signals will be displayed, one on
each side of the rear of every trein, as markers,
to indicate the rear of the tr-in: *¥*%*by night,
grecn lights to the front and gide and red lights
to the regr; except when the trein is clear of
the main track, when green lichts must be dis-
pleyecd to the front, side and rear.

The enginemwn and fireman must, when practicable,
comnvunicete to each other by its name the indico-
tion of all signnals affecting the movement of
thelr tiein.

et

Trains muct stop clear of the switch used by
the train to be met in going on the siding. #*#¥*,

A gwitch rmust not be closed for main track waile
a Ttrolin, enzine or car is outside of clearance
point otv the siding, *#*, A train entering

giding *¥¥ mugt not stop to pick up man at switch
while any wmart of train 1s between switch and
clegrance point of siding,¥*#¥*,

Under the heading "Gereral Instructinns™, of Special Instruct-
ions Noe 3, now in cffect, genersl instriction 16 reads as

followss

Cupola lizht will be used on standard cabcoses,
in addition to mnrkers prescribed by Rule 19, and
will show!: Wnen train is on main track, Red to
rear; when 1irn clear con siding, Red will be turncd
awey Trom main track.

Bulletin Nc¢, 17, iscued at Pine Bluff, February 3, 1938,
supplements rule 17 and containsg the following provisionass:
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(C)

(b)

B

When a train takes siding to clecar main track for
an opposing train, and hecadlight of cngine cannot
be scen from opnogite train, or when using an
impnired headlight, a flagman must protect front
of such train until nain track is clecar.

Engincnan of a train taking ciding will not ox-—

tinguich headlight until he knows rear of his train

is in the clear. Until the headlight of a trein

turncd out to mect another is extiugulshed, it ig an

indication that main track is obstructed. The
opnosing troin must ap roach with caution, and,
when the head cnd of train is clear of main track,
it nmny procced with cnution to the point where

the nain track nay be obstructed,

When the rules reaguire headlights to be disployed
headlights on road engine will be dimmed as
follows:

At both front and rear of trains in siding belag
met or pnasgscd.

The nmaxinum authorized specd for passenger trains in thls
territory is 60 miles per hour on straight track, and 55 nileg
per hour on curves,

The weather wag cloudy, it was dark and there was ~ 1light

rain at the time of the accident, which occurred about 4238 a.m.

Description

No. 15, a south-bound freight train, consisted of 84 cors
and a cibpose, hauled by engine 814, and was in charge of Con-

ductor

each and Engincman Flynn. This train left Jonesboro

at 1354 a.n., according to the train shect, 6 hours 54 ninutes
late. At Brinkley, 74.17 niles distant, the crcw received cony
of train order No. 10, Form 19, rcading as follows:

No. 15 left Brinkley at 3:52 a.n., 5 hours 52 minutes late, ond
whilc cntering the north switch of the siding at Roe,21.62 niles
beyond, at a spced estinated to have becn between 2 and 8 niles

No 2 Eng 665 neet
No 15 Eng 814 ~t Roe

per hour, it was sidcswived by No. 2.
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Nos. 2, a northebound passenger trein, consisted of »one
baggage car, one mall-express car, one baggage cur, one chalr
car, one Pullman coubination sleepingehair car, anil one Pullman
combinstion sleeping-ctservatlon car, in the order named, hsuled
by engine 665, and was in charge of Conductor Newbegin and Znzine
man Roma. The cars were of all-gteel construction with the
exception d the first car, which was a gteel-underframne car
with wood superstructure. This trzin Jeft Pine Bluff Shops at
3135 aem,, according to the trairn shect, 8 minutes late. AL
Stuttgart, 33.41 milcs dictant, the crew veeceived copy of train
order No. 10, Form 12, previcusly quoted. llo. 2 left Stuttgart
at 4223 aems, 14 minutes lote, and on arrivel at Hoe, the
mecting point, 12.69 niles beyond, it passea the engine and first
83 cars of No, 15 nullini in on the siding tarough the north
switch, and while traveling st a spced estimated to have been
between 15 and 35 miles nmer hour it sideswiped the 84th car and
caboogcs

The right or west sides of the £4th cor and cabooge of
Noe 15 were badly raked, snd these cars were torn from tneir
train and derailed to the egst.

None of the equipment in No. 2 was derailed; the pilot of
engine 665 wag demolished and the right or east side of this
engine was scraped und damaged. Some of the cars were slightly
daumaged and wheels on all of the cars were slid flat. The
emloyee killed was the flagman of o, 15, and the employccs in-
Jurecd were the conductor and the swing brakeman of No. 15, and
the engineman of No. 2.

Summary of evidence

Engineman Flynn, of No. 15, stated that approaching soe he
looked buck and saw the cabo2ose cupola licht burning red, but he
did not see the green caboose-marker light. The switch light of
the north switch was burning properly and the head brakeman ran
ahead, opened the switch, and gave a signal in sufficient time
to make 1t unnecessnry to stop the train. The head brakemen
then boarded the nilot step where he remained while the train
was pulling into the siding. When =is engine, moving at a spccd
of betwcen 5 and 8 milges per hour, reached a point about tventy
car lengths from the sovth switch the engine of No. 2 pasced him
at a specd not in excess of 30 miles vper hour. At that %trae the
rear of hils train was nct inte clear on the siding, andi after
his engine had moved an additional distance of about four car
lengths the accldent occurred and his train was stopped b¥ the
breke application which resulted. The headlight of No. 2%'s
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engine was dimmed Just hefore that engilne recached the south

switch and it continued to burn with the dimmer on uantil it .

passed hig cngine; fire flying from the wheels at that tine
‘nClicated that the brakec were apnlied con the passenger Trnl..
Engineman Flynn s=id that shortly beforc the headlight of the
opposing encine was dimmed, he dimmed, but Aid not extinguish,
the hendlight of hig engine,and alter the rear car of the
poessenger train had pansed he restored the headlizht switch To
the bright position. He stated that this wos the usual pro-
cecure, as dimming 1ls necegsnry %o ingure tnat proper identifi-
crtion will be made. o stated that an extinoulshed headlight
indicates that a train is into clear, =hile n headlight
burning brightly or with the dimmer on indicntes thet the Train
1ls not into clear. No troublr was exnerienced with the head-
light or witk the headlight switch during the trip. Engincaan
Flynn understood peragr-pn 3 of rule 8-90 to oprly to both
scheduled anda troir oracr meocting pcints, hence No. 2 shovld
have approached the north gwitch of the siding at Rog under full
control until it was definitcly Aetermincd that the main track
was not fouled,

The statement_of Fireman Nichols, of No. 15, agreed with
that of Enginemsn flynn in esscntial detolls cxcent that he urs
not ccrtain winether the hendlight of his engine -1as mercly
dimued or whether it was extinguished when the engincman
operated the switch at the time the engine of No. 2 was aboot 1
pass lils engine. He thought that even though the hcadlight
on his cnzine had been cxtinguished it would not have had the
the cffect of nullifying the requirements of rule S5-90; the
crcw of the superior trein is required to know whether the
inferior train is entirely in the clear. However, he thought
i% was the genersl understanding cnong cmployecs that ex-
tinguishing the headlight of a troin on o siding was an indi-
catlon th-~t the entirc train was in the clear.

Q

Head Brakeman Koen, of Nc, 15, stated that the lamp on the
north switch at Reoe siding was burning propcrly both before and
after he lined the switch for his train to head in, and although
a misty rain wags f2lling it ias visible for about 4 mile. He
boardegd the pilot step on the right side of his engine and
remained there until the accident occurred. The speed of hig
train was about 6 or 7 niles per hcur, and that of the passcnge
train about 35 to 40 miles per hour vhen they passed. Althovgh
he Jdid not look at the neailight of his engine he wgs positive
that 1t was burning with the dimmer on, and not extinguished,
vhen Nos. 2 passed.
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Conductor Leach ¢f Nn. 15, stjted that in company with
Swing Brakeman Thompson and Flagman Parker he was on the
caboose as thelr train approached Roe siding. After about 30
cars ¢f their train had entered the siding he went out on the
rear platform with the flacman. At the switch the flagmen got
off the right side of the caboose and started across the tiack
to the switch. Conductor Leach then went over to the right side
of the rear platform irn oraer to identify No. 2, and did not
obseirve any latcr acticns of the flasnan. The conductor sow
the reflection of the heatlipht of the passenger train on the
freicht cars, and inmediatcly afterwards the accident cccurred,
He did not know where the Tlagnun was located when the accident
occurred, and was unable to say wnether he had thrown the
switch before the c¢nllisinn. The cunola light was showing red
to the, front and rear, and the cabonse markers were burning
properly. #£fter the accident he did not take notice of any
lights. Regardless of whether the frcight engine headlignt
was burning or extinguished it wag the duty of the crew of the
passenger train to determine definitely whether or not the
freight train was in thz cleéar on the siding and the north switch
nroperly closed.

Engineman Ronma, of No. 2, stated that the air brakes werc
tested as usual by the car inspectors at Pine Bluff Shops and
worked properly, and this was also the case during a running
test denarting from that point and in making the stop at
Stuttgart. At that point ke rcceived copy of train order No,1O,
cstablishing the neet with No. 15 at Roc. Engincman Roma was
thoroughly faniliar with the physical characteristics in this
locality and fully understood the rules and instructions. The
track was straight for miles but the atnospherc was hazy. He
obscrved the rcflection from thce headlight of the opposing
casire as it headed in at Roe. About 14 niles south of Roe, the
speeC. of his train wss about 30 miles per hour, but this had
been reduced to about 30 riles per hour when the station one-
nile board was reached where he dlmrned the headlight of his
encsine. Yhen hisg encine was about at the south switch tfle head-
light of the frelght train went out, and it was still extinguish-
ed vhen the two eagines nassed each other. After passing the
freight engine, Encinenan Foma turned his headlight on bright,
and continued northward on the nain track at a speed of about
30 niles per hour, working a Arifting throttle; there was amnle
tine for the air brake system to become fully recharged before
fthe north end of the siding was reached. When about 25 or 50 car
lengths from the caboose of No., 15 he obscrved its green marker
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light, which led hin tn believe that the freight traln was in

the clear; he did not see the caboose cupola light at any tine.
When about 8 or 10 car lengths from the clearance point he »
looked over to the left side of the track and saw the switch .
lanp displaying a green indicstion, and also observed that the
caboose was not in the clear; at that tinme the speed of his

train was still about 30 miles per hour. bBe immediately eplied
the ailr brakes in emergency, but 1t was then too late to avert
the accident. He had not noticed the north switch light showing
red at any tinme, and after the accident the switch light was
displaying a green indication. Engineman Rona said that the
extinguished headlight on the frelght engine led him to belicve
that the freight train was in the clear since it was custonary

to accept ah extinguished heaflight at a meeting point as an
indication that the opnosing train was in the clcar. He reallzed,
however, that there was no rule which auvthorized him to accept

an extinguished heacdlicht as o nositive indication that 2 train
is in the clear. Rule Sw90 require? him to know that the freight
train was entirely in thce clear nd the switch properly lined
before passing the clearance point of the switch where the
opposing troin took giding.

Firenan O0'Neal, of No. 2, stated that approaching the .cct=
ing point the specd of his train was about 50 miles per hour.
The headlight »f the freight train on Roe siding was cxtinguished,
and Engineman Rona dimned the passenger cngine headlight wihen
in the vicinity of the opnosing engine. lLdentification was uade
by the cngineman, andl the passenger train continued on the aain
track at unrestricted spccd. When near the depot the fircnan
saw the caboose cupola light of No, 15 snowing red and called to
the engineman that the freight train was not in the clecar. The
cnginenan imnediately applied the 2ir brakes in emergency anc
the specd wasg reduced to about 35 riles ner hour when the freight
train was sideswiped. He (id not see the north switch 1light at
Foc giding at any tine, probably becausc it wag raining ond the
clear vision window wes only partly open. He thought it was the
genercl understanding amnnng enginemen that an extinguished head-
11ght on the engine of a train in a siding was an indication
that tHe train was in the clear, and that their own train could
procecd past 1t at normal speed.

Conductor Newbegin and Flagmen Pipes of No. 2 werc in the
rear car of their train as it approached Roe. Their statencents .
werc in agreericnt that the headlight ofthe freight engine was
exfinguished at the time the engines passed each othcer. Their
estlnates of the spced of their train at that time ranged fron
18 to 35 niles per hour, and each thought that No. 15 was in the
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clear on the siding since i1t was their understanding that an
extinguished headlight on the engine of a train on a sidiag
indicated that the train was in the clear. After the accldent
they obscrved the north switch light burning and displaying a
creen indication.

Train Porter Durgan, of No. 2, stated that he was in the
fourth car as the train apnroached Roe. They passed the engine
in the siding at a speed of betwecen 40 and 45 miles per hour,
and nc did not nntice any lirphts on that engine,

Section Foreman Bremer stated that he lived close by and
was at the scene of the accident inredlately after its occur-
rencc. He found the switcn-throu device of the north switch
torn out and the connecting rod broken off. The switch lanp
was burning, but was out of alinenent owing to the broken con.-
necting rod. He was present when the switch lock and broken
parts of the gwitch~throw device were Tound the day after the
accident, at the point vhere the deraliled cabonse stopped, and
by matching the broken pisces he determineld that the switch
was lined and locked for the main track when the accldent
occurreds

Track Apprentice Munger stated that he found the standard
Stel.S5.W, Ry. switch lock at a point about 30 feet north of the
north switch at Roe sicing and about 10 or 12 feet east of the
center line of the track, partly covered with mud. The lock was
closed in locked positicn anc the shackle still secured two
pieces of lugs that had becn broken fron the latch. Other
broken parts of the switch stand apparatus were found nearby.
The broken pleces matched in such manner as to indicate that the
switch was locked at the time of the accident.

General Yechanical Forenman Gandy, in conpany with others,
made tests of the headlight and hcadlight switch of engine 814
several hours after the accident. Placing the lever 1n bright,
dim and off positions brousht about the desired results in each
of geveral trials; the switch did not bind and the headlight
could be distinctly cbserved in bright and dim positions. The
cover plgte and housings werc not rennved at the time of these
tests. Subsecquently thie engine was dlsratched to East St. Louis,
and on the return trip on Fgbruary 19th, the engilneman who
handled the engine to Jonesboro reported hcadlight trouble.
Upon arrival at Pine Bluff the cover plate was renoved, and
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ilre Gandy again tested the switch and found its operation

~,fferent than in the »nrevious tests. Apparently the switch

0141 not nake good conlact when in dim position, which caused

the contacts to heat, end the switch to hang. A new switch .
was ingstalled.

Inspector of Operations and Train Rules Examiner Hoffrnon
stated that under the regurements of the third paragraph orl
rule S~90 the guperior train must approach the siding, wheie
recsulred by train order to meet an onposing train, at restirlicted
speed and be prepared to stop clear of fouling point unless 1t
can be clearly and distiactly observed that the inferior train
is in the clear in the siding. Rule 17 as nrinted in the book of
rules does not annul the full and complete application of the
third paragraph of rule S-90. Regordless of whether the head-
light 1s displayed on eangine in the siding the superior troin
must positively determine thot the entire train has arrived ond
is 1in the clear at the siding prescribed by the traln order ag
the neceting point., It was bis opinion that there was no
gencral understonding omong trainmen and enginemen that where
n troin order mcet is involved an extinguished headlight can
be congidered as definitcly showing thet the inferior traian
is in the clear; no gencral practice in accordance with such
an understanding is 1n effect and no such instructlons heve
ever been igsued,

Observations of the Commigsion's Insgpectors .

A scries of vision teosts werc madc at the scene of the
accident on the night of February 22nd, under conditions some—
what simllar to thosc that prevailed when the accident occurrcd
and with couipment of similar character to that involved 1n the .
accidents. A% a point approximatcly 1,085 fcet south of the
north switch of Roe siding an cngincman could definitely
detecrmine that a train was not in the clecar at the north cnd of
the sidings; the fireman was able to determine this fact at a )
polnt approximately 1,285 feet from the switch.

The red cupola light on the caboose was visible for a maxinum
distonce of approximately 2,478 fect, and a mininum distance of
apD?OXimately 1,843 feet. Using a new switch lamp on the north
siding~switch, the red 1ndicstion became visible to the enrine-
man and fireman at points approximately 1,280 feet and 1,571 fe
respectively, f rom the switch. The green indication of fthisg e.
switch could be seen by the engineman and fireman at poiats
approxinately 3,184 feet and 2,458 leet respectively, from the
switch, Another test showed that regardless of the intensity of
the light from the headlight of the engine on the main track it
could be definitely deterriined by the crew of the engine on the

~

~
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3iding that the headlight on thelr engine was lighted.

Discusglon

According to the statements of those menbers of the crew of
south~bound freight train No, 15 who werc stationed at the head
end of that train the headlight of their eagine was burniag
brightly as it hcaded in at the north switch of libe sziding, and
1t continued to burn brightly until north-bound passenger train
oe 2 was in the vicinity of the scuth switch of Rne sicdiag,
at wnich time the freight cnginecaan moved the headllight switch to
dim nogition. Momberg of the crev of Nn. 2 stated that the freight
cngine headlight was extinmuish-a ot that time. Although tests
nede after the accident showed that it was wcssible for tanc idem=
bers of the crew on the engine noving on the siding to deternine
that the headlight of thelr engine was lighted even with the
switch in din nosition end ir the face of the light radiated by
the dinned healdlight of the train on the main track, it anhears
that the ncrbers of the crew of the opposing train werc in the
nost advantageous position to obaerve the headlight on the
freight engine. The naccenzger train crew wais practically unanimous
in declaring that the headlight con the engine of No. 15 wag
cxtinguishned, and the manner in which the engine of No. 2 was
handled indicates that the passanger enginenan considercd the

xtinguished hendlight as an indicotion that No. 156 wss in the
cleare No. 2 poved aver that portion of the maln track lying
between the siding gwitchaes at a speed estincted as high as 50
niles per hour, and the indication of the north switch wvas act
noted by either nember of the engine crew until just »rior to
the collisicn., [lhe fireran first becnne 2ware that the rear cnd
of No, 15 was still fouling the rain trock when he saw tre cupola
light of that train showing rel teo tie front; at that tice the
passenger train was less than 1,150 feet fron the ncrth ewitch,
and. he immediately 2-1led a warnirg to the engineman. Although
the chgineman applied the brokes in euergency without delay the
speed 6f the nassenger tralm was still chout 35 miles per hour

at the tiie of the cnlligion.

When No. 2 was about 25 car lengths fron the caboosc of No.
15 the passenger cnglnenan saw the green marker light and
assuned that No, 18 was 1a the clcar., About € or 10 car lengths
farther north he looked acrnse ahead of the cngine and saw the
switch digplaying a green indication but at the same tine hie
noticed that No, 15 was not in the clecar. Just about that tinme
the fireman called a warning. The englneman's estimate of the
speed of No., 2 at that time was 30 miles ner hour,
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The switch At the north end of the siding was lined Tor The
nain track before the rcar cnd of No. 185 wag in the clear, vhich
was in vinlation of the rulcs.

The evidence 1is conclusive that it was the generally acoe-;)ted.
understanding anong the neubers of both crews involved tha: an
extinsuighed headlight of a train on & siding i1ndicated tha: such
train was in the clear, an® several stated that under such ¢cir-
cui.stances 1t was all right for the oppoging traln to proceed
exnecting to find the uain track clear. The enzineman of Nce 2
vas apparently proceeding in accordance with such an understand-
ing.

Train order No, 10, hnwever, establishied a pnsitive ncet
betwecen No. 2 and No. 15 at bne si?ing. Therefore, in orde: to
coumly with the train rules exaniner's interpretation of the thaird
naragraph of rule S5-90 No. 2 was required to aprroach the ncrth
gwitch under full control wnrenared to ston, until it was delinitely
deternined that the freight train was in the clear.

Although paragraphs (A4) and (B) of Bulletin No. 17, issued
February 3, 1938, to supplenent rule 17, are couched in lanpuage
whichh permits of an internretation that an extinguilshed heaclight
on the engine of a train on a siding nay be takcn as an iacdica-
tion that the train 1s in the clear, this bulletin does not
nullify the third paragraph of rule 5-20, hence 1t was the duty
of The engine crew of No. 2 to know that No.l1ld wae in thc clear
before passing the clearance point.

The staternients of the various employees 1indicateg thac there
is not a clear understanding of the terms nf Bulletin No, 17,

Coneclusion
This accidcent was caused by failure of the superior train to
stop clear of the switch uscd by the train being net in catering
the siding at a train order rcceting point.

Resmectrully submlttel’,

We J. PATTERSON,

Directore .
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