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INTERSTATE COK ERCE COIJ.lSSIOK 

REPORT OP THE DIRECTOR OF THE BUPEAU OF SAFETY IN RE 
INVESTIGATION OF AN ACCIDENT WglCH OCCURRED ON THE 
CHICAGO, ROCK ISLAND & PACIFIC RAILWAY, AT BELLEVILLE, 

ARK , ON OCTOBER 21, 1931 

December 4, 1931. 

To cbe Cowi ission: 

On October 21, 1931, there was a side collision 
between two passenger trains en the Chicago, Rock 
Island & Pacific Railway at Belleville, A±k , v-ijch. 
resulted in the injirv of 2 passengers, 3 emrlo vees, 
and "I dining-car erwloyee 

Location and rethod of operation 

This accident occurred on Sub-division 51 of the 
Arkansas-Louisiana Uiim sion, w m ch extends oetween 
Little Rock and Pooneville, Ark , a distance of 118 9 
miles In tne wcinity of the oomt of 8ceide.iL, ohms 
is a singlo-tra r K line over watch trams are ocu'eter1 

by time-tagle, t r a m orde^t,, and a ranual olociC-signal 
system. Tne aocdent occurred <a t tne fouling o o m t of 
the team an^ oa-.sm^ ^racK ^itn the m a m track, 133.9 
feet east of tne wp-it ewiccn of the passing track aid 
849 1 feet uest oi bat station Belleville Approach 
m g the po n n1 of acai Lent from che east, the track is 
tangent for a ^istenee of 2.573.1 feet; approaching 
from the west, there is a 1 curve to the right 693.3 
feet m length, followed by 7 feet of tangent track 
to the p o m : o f accident. ike team track, 1,697 feet 
m length, parallels bhe m a m tr^ck on the north,, and 
is freouently used for the meeting, of the two ccains 
involved m this accident. In tne vicinity of the 
point of accident the grade is undulating, and lb is 
0.5 per cent descending at the point of accmenc for 
westbound trains. 

Tne wca+her was clear at tne time of the accident, 
which occurred at 5.32 a.n 

Description 

Esstbouna paasen^er t r a m Fo 43 consisted of 1 
baggage and rail ear, C coaches, 1 Pullman sleeoigg car 
and 1 dining car, in the order na^ed, all steel con^ 
struction, hauled by engine f53, and UPs in charge of 
Conductor Harris and Eagmeman gvers This t r a m de
parted fro^ Bonneville, its iriti&l tor-Tin"11 and the 
last orrn office, at ^ 45 a.m , fiv e ^nute lace, ac
cording to the tram slcec, with an or^cr to meet train 
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ho 111 a t B e l l e v i l l e , t r a i n To 111 to h o l d t he n a m 
t r a c k . T r a m No . 42 a r r i v e d a t the ^ e s t s w i t c h ac 
B e l l e v i l l e ooout 5 2? a t , and was h e a d i n g m on t h e 
p a s s i n g tra.ck, n e v m g s t o p p e d t o n e r - t a r i l y a f t e r c o u p l i n g 
t o so no ca r s s t a n d i n g on tne t r a c k , when i t was s t r u c k 
by t r a m Igo. I l l 

'/estbo-nnc 1 pa s senge r t r a 1 n } T o . I l l c o n s i s t e d o f 1 
o a g g e g e and n a i l c a r , 2 c o a c h e s , and 2 P u l l T a n s l e e p i n g 
c a r s , m tne o r d e r naned, o i l o f s t e e l c o n s t r u c t i o n , 
h c u l e d by e n g i n e 836, and was i n cha rge o f Conductor 
Dale and Eig :~e- aan S c o t t The crew o f t h i s t r a i n a l s o 
h e l d a cony o f the o r d e r f i x i n g a i reet ?«i th t r a m To. 
42 a t E e l l e - T i l l e , end a t D a n - m i l e , 4 4 m i l e s eas t o f 
B e l l e v i l l e , the l a s t oocn o f i i c e , t n j i r r e c e i v e d onoLher 
copy o f t h e o r d e r , t o y m e n w i t n a c l e a r a n c e c a r d c a l l 
i n g a t t e n t i o n t o the f r e t t n a t t r a m ho 4 ] wan m tne 
b l o c k Trr i n No 111 passed D a n v i l l e a t 5 ?5 a . m . , and 
c o l l i u e d T T T i th t he s i d e o^ t r a m he ^2 a t B e l l e v i l l e 
w h i l e t r a v e l i n g a t r Epeee v ^ r : ' i e l v e s t m a t e d t o have 
been b e t w e e n 8 and 18 r i l e s p e r hon"^. 

Engine 83u s t r u c k the r i g h t s i ' i e o f the second c a r 
m t r a m ^o %'Z a t a p o i n t o e ^ " 15 f e e t f r o n i t s f r o n t 
end, scraping 1 i t from t i p u p o i n t back t o the r e a r end 
and then s t r i d i n g tne r i ^ h f f r o n t c o r n e r o f tne v e s t i b u l e 
o f the t h i r d c o r , co " • s i d e r t b l y da r a g i n g tm s ca r ICone 
o f the e q u i p r ? n t m t r a i n ICo 42 wan d e r a i l e d , a l t h o u g h 
the e n t i r e t r u r was e x i v e n b^ck a d i s t a n c e o f about 
70 f e e t b^" the f o r c e o f t ne c o l l i s i o n . Engine S?o 
t u r n e d o v e i on i t s l e f t s i d e n n d was cons i d e r a o l y 
damaged, the t e n d e r won l e a n : eg s t an a n g l e o f about 
45° out r e n a m e d c o u p l e d t o t n e e n g i n e and the f i r s t c a r 
m the t r e o n Tone o i t ne r e r e m m 0 e a u m r e n t m t r a m 
loo . I l l was d e r c i l e d o r damaged The employees i n j u r e d 
v^ere t h e e n g m e ' i e n , f i r e m e n a i i L h e l d b r n K o n a i o f t r a m 
Fo 111, ' r h i l e t he m j a r e d d m m g - c o r e n o l o y i o was on 
t r a m No. 43 

Sumrary o f e v i d e n c e 

Engi leinan L y e r s , o f t r a i l To. 42 , s t a t e d t h a t h i s 
t r a m soopoed a t tne w e s ; s w i t c h o f tne massing t r a c k 
a t B t - l l e v i l l e , the he d b r a k e n nn ooened t h e s w i t c n oe-'d 
the d e r a i l , and he then s t a r t e d t o head m on Che p a s s -
m a t r a c k , A. cut o f t h r e e c o r e was s t a n d i n g near che 
d e r a i l and a o h o r t d i s t a n c e beyond ivas nnotner c a r , 
h i s t r a m court! cd t o t n e f i r s t ei t o f o a r s , p r o c e e d e d 
and count , d t o the f o u r t h c o r , rmd ^'a8 ror.dy co e r o c c e d 
a g a i n wnen he s o ' 1 t i e n o o d l i ^ n t o f t r a i n No- I I ] i t 
was comn- , i n i r n ' the c i r ^ e , or a eout o n e - h a l f ' T i l e d i s 
t a n t . Ho i . c ^ t o Oi o r t b l a s t s o f t he w h i s t l e , n o t i c e d 
t h a t the e n g i n e T T . o u c i i g g i v e n s team, and then sou ided 
one l o n g o l a s t on the n n n s t l e o f h i s own e n g i n e . I : 
the m c a n t m e , df t e r c o u p l i n g t o the c a r s the co^du^cor 
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and heed brakeman weie four oar-lengths ahead of his 
engine and had given him a "come-ahead" signal, but 
after tne two short blasts of the whistle were heard 
from tram Fo 111, both the conductor and the head 
brakeran gave that trail stop signals Trail no. Ill 
then was just west of tne s tation, or 400 or L500 feet 
fron the cleaiance p o m e at the west end of the parsing 
track Engi.ie^an Kyers Gteted that nis engine was into 
clear on the ^ssing track about 150 feet, and when tram 
No 111 was about 300 feet distant his firenan crossed 
over to the right side of the gangway and flagged tram 
No 111 with a ied lantern Engineman Myers enxinated 
the speed of brain Fo 111 to have beei 15 or ]8 riles 
per nour as it passed him, and said that he saw fire 
flying from und.er the wheels, nis own t r a m was standing 
with the brake f J set lightly He further stated tna.t he 
did not hear the me atmg - r o m t whistle signal nor a 
highway crossing signal sou ided b / the eifmenai of 
t r a m No 111 

Fireman Goodson, 0"F t r a m Fo. A2, stated thai: after 
his t r a m was coupled to the cars on the passing track 
he looked oat on the right eide of the engine and saw 
t r a m Fo 111 approaching He remanked to the engineman 
that he guessed tnat tnat train would, not cone down and 
n 1t then on account of their headlight being obscured 
oy the box car, to which the engmeman replied that he 
hardly thought so; however, he got Ins red lantern a n d 
f Lagged the approaching t r a m fron the right side of the 
gangway. Fireman Goodson stated that when ne looked 
out after maki ihe coupling he saw Conductor Harris 
give his engine^e.n a come-ahead signal, and afterward 
turn sround and walk eastward, and he then sa , r h i m give 
a stop signal to tne apnroacnmg tram, which at that 
time was about 500 oi 600 feet distant He estimated 
the speed of t r a m Uo. Ill to have been fror 15 to 18 
miles per hour at the tine it passed h u and did not 
tnmk the speed had been reduced before the collision 

Conductor Harris, of train IJo 42, stated that upon 
their arrival ax Belleville, he and the head Drake r-°n 
got off the front end of the first coach, tne brakeman 
opened t h e switch and threw t h p derpil and tnen got up 
on top of the cars for tne purpose of releesiig, the hand 
brakes, while the conductor personally coupled the engme 
to the first cut of cars. Tne biakeran iiiade the second 
coupling and m the neanti-e tne conductor walked east
ward and was giving his ermine rim a slô v proceed signal 
when he herid two snoit b l u e t s of the whistle on t r a m 
No. Ill and the sound of tne engine working steaii. He 
lmmediE tel v j im i d 0u+ in the center of the m m track 
and flagged t^e apn-oocnmg t r a m with a white lantern, 
at which tine it --PO betvem the east switch of the pass
ing track and the action, or 15 to 18 car-lengths east 
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of hnm, and he estimated his own position as o e m g about 
500 feet east of the west switch He estimated the speed 
of train No 111 to have been about 30 m l e s wer hour 
at the time it passed him, the breices were applied ard 
tne speed had orobaoly been reduced to fro-n 10 to 15 
miles per hoar at the c m e of the accident. Conductor 
H a m s further stated that he heard no whistle signals 
sounded other than the two short blasts at tne tine he 
first saw the t r a m approaching 

Head Brakf\ran Jones, of t r a m No 42, stated curat 
after raking tne couplings to tne two cuts of c&rs ^e 
was on top of the fourth car when he heard the two short 
blasts of the whistle sounded by t r a m No 111 and heard 
the engmeman open the tnrottle end start to work steam, 
the t r a m then being near the cast switch of the passing 
track. He saw Conductor Harris go over to the r a m 
track and flag that tram and he himself went over to 
the right side of the car and flagged it. He thought 
that the tram reduced speed but was unable to state 
whether or not the "oraires were applied when it passed 
him Brakeman Jones further stated that he heard the 
meeting-point signal sounded 

The statements of FIPgran Jamison, of t r a m No. 43, 
who was riding in the rear end of the dining car, brought 
out nothing additional of importance, except that he 
heard the statio" and the neeting-point whistle signals 
sounded by tra^i No 111 prior to tne two short blasts 
of the whistle, and he heard his own engmeman sound one 
long and one short blast on the whistle. 

Engmeman Scott, of train No. Ill, stated that 
approaching Belleville he war or erating his train at a 
speed of about 50 rules per r.our, he sounded the station 
and iieeting-pomt whistle signals end tade a 10-pound 
brake-pipe reduction, entering Belleville with his t r a m 
under control, at a speed of fror 30 to 25 inlet per 
hour, and was prepared to stop at least 600 feet fro& 
the clearance point of the west switch as required by 
the rules. Uoon nearing the section, however, he saw 
sone one give a proceed signal fron a point about 300 
or 400 feet east of the west switch, m i e n signal he 
thought was intended for hir,, he acknowledged t m s signal 
with two short blasts of the wnistle, released o^e brakes, 
and opened the chrottle He then received a stop signal 
with a white lantern from the same person who gave the 
proceed signal, and immediately applied the air brakes 
m emergency, but by that h u e his t r a m was too close 
to stop before the collision occurred. His fire-nan also 
called a warning to him, but he had already realized 
that t r a m No. 43 was not into clear, and as ne passed 
the engine of t r a m No. 42 he SdW a led light swing out 
fro™ the gangway. Engmeman Scott stated that after 
releasing the brakes nis train attained a speed of about 



35 iiiles per hour, 'uut t m s had been- reduced to about 8 
miles per hour rt the tiiie of the accident. He tnought 
nis t r a m was about 700 feet fron the clearance point at 
the tire he m^dt the emergency application although later 
he mdificd this st^tcneit bv r estimating this distance to 
have been 400 feet, and 70C feet when ne released the 
brakes. It was his opinion that a. t r a m traveling ct a 
speed of 25 tiles per hour could oe s roooed by a.n emergen
cy cpplication w i t h m 400 feet and he co^ld on] y account 
for his fm luie to stop b v the fact that the wheels ~>ust 
have skidded, he did not apoly sand at any ti ie. It 
further appeared from Engine a n Scott's statements that 
his view was not onecur^u. in ,my way apuroacning the 
point of accident, th-t the d°y ^ s breaking out tnat it 
interfered very ""ittle "lth nis "ision, that had ne no
ticed it he thought he could have seen in ooject as large 
as p. coach fouling the track for a distance of one-fourth 
mile; thaL he saw the switch light at the east end of the 
passing track but did not s~e the lhght a_t tic ' ?£_t switch; 
and that the aosenec of this light should have o p i n e d him 
that something was ' T o n g . Tno air brakes had e-een tested 
before their departure Iron Little Rock and functioned 
proocrly en route, and Engine nail Scott -<TF S of the opinion 
that the full e f f e ^ of the e .crgency application 'itas re
ceived oi the cars at the xi Te of the accident, as they 
were equipped witn universal coitiol val"os, but not on 
the engine aid tendei, as tney had only plain triple valves. 

Fireran Thompson, of t r a m No. Ill, was riding on his 
seatbox on the left side of tne cab until just orior to 
the collision, getting oif once and going oven to the 
engine nan's side to l dent if- tram To 42 uhen they were 
close to the station, and he remarked to the engmeran 
that t r a m To. 42 was herein, m , tnr m g it for granted 
that it was m the clear. At that ti^e he sew a proceed 
signal 6iven b/ sore one standing oetve<n" tne orssmg 
track and the lain crace, out he s_id he T_,ould iou nave 
taken it for e "highball'', o^t rather n - ediuv ^o-ahead 
signal not intended for his train. He returned to his 
oTiri seatbox, the engine inn relet scd tne brakes, and in a 
very shirt tiTe thereafter he saw the cars on the Tin 
line; he earned tne cngi ic^oii and a. oat the < c uimc the 
engine'"an apolied tne air omkes m eTergencv. Tneir 
t r a m wee then about three or fern car-lengths fro - tne 
side of t r a m To. ^2. Fire n n Tho""oson jumped off the 
engine i,rnen it was rcou. ^ne end one-half cer-lc i 0 -lis 
fro1" tne point of f coider.t aid t.ic t i a m was mo.i c raveling 
about 20 or 25 llcr po" hour, elthongh. he esti a ̂ o, the 
speed n.t the ^ i m of th ̂  accident tc have oee. - "lies nor 
hour. He hc^rd one tla,_-.t of the distlc soieiled fio 
t r a m To 42 ds they ne red it. He had not nocicd that 
the -erkers on the rear of t r a m To 42 and che s""1 tch 
li^ht at the west end of the pa^smg track we^c jt visi
ble, alchougn he hra sc: i tne switch light at the oartem 
end of the parsing tr-̂ e'e The headlight on nis o r: engine 
"lis burning and its ravo extended o distance of about 800 



- 7 -

feet, but at the time of the accident it was daybreak, 
which rendered the headlight ineffectual to sone extent, 
and he thought a coach could not have been seen for a 
distance of more than four coach-lengths The headlight 
of train Ho 42 was not visible, as it was obscured by 
the cars on the passing track. 

Conductor Dale, of t r a m No. Ill, stated that he was 
riding on the right side in "che second car 8,r> or caching 
Belleville, at the whistling post 1 mile east of Belle
ville he heard the station whistle sounded, then the 
meeting-point whistle signal, followed by a reduction m 
speed, and the t r a m was under control aporoachmg the 
east switch of the passing track He looked out at that 
p o m t and saw some oars on the siding, but could not see 
any headlight or m y other light. At some point between 
the east switch and the station he felt the brakes being 
released and supposed that tram No. 42 was in the clear, 
but when they had reached a point just west of the static 
the air brakes were applied m emergency. Conductor Dale 
estimated the speed of his t r ? m at the time they passed 
the east switch to have been 30 or 35 niles per hour, at 
the time the emergency application was made to have bee'"1 

25 miles per hour, and at the ti>re of the accident to 
have oeen 10 Tales per hour. Conductor Dale further sta
ted tha the engmeman should have been able to stop 
easily within cOO feet frcn the clearance point of the 
west switch, and due to the fact that he sounded the 
meeting-point whistle signal he fully expected him to 
stop, otherwise he would have been m position to open 
the conductor's valve; E*fter he discovered that his t r a m 
was not going to be stooped oefore striking t r a m No. 42, 
it was too late for hiT to take any action. 

Brake nan Goodwin, of t r a m No. Ill, stated that ap
proaching Belleville he was riding m the second Car a nd 
when he heard the ^eeting-pomt whistle signal, followed 
by a reduction in speed, he went to the front vestibule, 
looked out, and saw a proceed signal being given. He 
then heard his engmeman sound two short blasts on the 
whistle, after having released the brakes and opened 
the throttle, and lmediately after he heard the two 
blasts on the whistle he saw a stop signal being given. 
Brakenan Goodwin said that he then saw that t r a m No. 42 
was not into clear and he waited a few seconds expecting 
the engmeman to apply the brakes, he started to go m 
the car with, the intention of applying the brakes with 
the conductor's vaJve and as he turned around to enter 
the car he felt the brakes applied m emergency and at 
that time the engine was passing che station at a speed 
of 25 or 30 miles per hour. The statements of Flan .ran 
Rothwell, who was riding m the rear car of tram No. 
Ill, brought out 'othing additional of importance except 
that after he felt tne erergency application of the air 
brakes he looked out and saw a red light swing out across 



the track, vhic , aoo&aie^ to oe irov' the cab of "he pn-
g m e of traia No, 43, and a" t h , - t n e tne car m wnich 
he was riding ^at, about one car-length W 3 S T of the e~fct 
switch; the rea^ end of his tr^in s copoed at a point 
about two or three car-lengths west of tne atrtion Pe 
estinatcd the spe^d o? his train, at the tine oF the ac
cident to have been 10 or lb mles wer hour 

Dispatcher Elwood, who issued the trail orders to 
the cre^s of trams Nos. 4d and 111 on tne day ot the 
accident, elated thau it is the regular oraetice to 
issue a t r a m order for trains t o meet at their t m p -
table rieeting point, and while t r a m No 43 is a suaerior 
t r a m by direction, train No 111 is the nore important 
T r a m and therefore trie right to hold "the nam track is 
given to t.aia No. Ill It is a coilmen occurre±ice for 
these tvo trains to meet a-1- Belleville instead o F their 
regular meeting point Dispatcnei Elwood further stated 
that the siding at Belleville is not classed as a regu
lar- passing track and is usually blocked wi .i cars, 
that crews of trains are aware o* t m s fact and always 
expect to f m d it blocked, and it is therefore not deemed 
necessary to issue orders statm, that the track is 
blocked with c, rs as is done when regular passing tracks 
are blocked 

Rule 17a provides the i when an engine Heads in to 
a sidmg to clear the r a m track for an owpoain^ train, 
amid foi any reason i:s neadlignt can not De seen from 
the opposing tram, a flaa. iar nust bo sent ahead to stop 
the oonosmg tram until tne tain track is clear but 
most of the rrembers oi the oiew of tr a m No. 43 were of 
the opinion that the rule would not apply In uhis instancy 
Engineman liver? though: tne orovisiona of cnis rule were 
effective oily i~i ca^e of a train fiaking l or, own meeting 
point or ti ne-table rieatmg o o m t and that when the con
ductor and brakpnan went an cad of his engine m heading 
m on a siding they were m his opinion con ""lying with 
the orovisions of rule 17a Fire ran Goodson was of the 
opinion that rul P 17e. enters into t m s case as a matter 
of extr? precaution and th^L. under the conditions as 
they existed it was the dutv of t.-e h<~ad brakenan to 
provide fine, protection. Conductor Harris did not think 
that extra fla.; protection should have been given other 
than that witch was given under the conditions as they 
existed at t^e t-ne o^ t h e acoljjkwrt, and Head 3ra.keman 
Jones was o* the sfine opinion Coiductor H a m s . 
Engine nan Sflteti, of t r a m No. 1%%, abated t h a t I C was 
his op i n on tnat rule 17a did nat recmire ^ t r a m to 
flag an opposing t r a m at a positive M e e t i n g point aid 
that he did not expect to be flagged in this instance; 
however, he said that sometines flag protection is given 
and sonetiuos it is not. Firetan Tnomwson also of t r a m 
No. Ill, W'T> of the opinion that the uiovmions of rule 
1?a required flag protection as provided Dy rule 99. 
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Trainmaster Diaarett me de a statement with reference 
to ru"1 e 17a that employees have been instructed in tne 
application of rule 17s that it is not necessary to nro-
uect as per rule 39 when the inferior train is heading' 
into a siding and the headlight on their engine is ob
structed by cars in such siding, when meeting an oppos
ing superior t r a m holding train orders covering the 
meet. They were furtnrr instructed that a flagman 
should precede any cart, ahead of the engine and give a 
signal to the approaching t r a m indicating that his own 
t r a m is not in the clear. These instructions were issued 
to apply only at positive -neetmg points covered by 
t r a m order 

Conclusions 

This accident was caused by the e n o r of Engmeran 
Scott, of t r a m No. Ill, m excepting a proceed nignal 
not intended for the movement of his tram, resulting 
in his failure to stop his t r a m clear of the truck used 
by an inferior t r a m taking the siding at a trenn-order 
meeting point. 

The evidence indicates that Engineman Scott brought 
his t r a m under aontrol upon approaching Bellcvillt and 
was operating his t r a m at a speed of fror 30 to 25 miles 
per hour upon nearmg the station, located 849 feet 
east of the touting point of tne west switch, wncn he 
saw a proceed signal beiirg given by a member of the crew 
of t r a m No. 42, nc thougnt that this signal was I it ended 
for h m and therefore released the brakes, opened the 
throttle and acknowledged this signal with tTO snort 
blasts of the thistle. Ke t-cn received a stop signal 
and immediately applied the air brakes m emeraency, but 
by that time he was too close to stop his t r a m before the 
collision occurred. The signal which Eng lie nan Scott 
thought was for hi-n was one u c m g given bv the coiductor 
of t r e m Ho. 43 to his own engmeran to proceed on the 
passing track. Not ohly do the rules? provide that 
tramncn of a t r a m standing clear of the tain track 
must not give wroceed signals to an appro acmng t r a m , 
but they also require a t r a m to stop oOO feet frnj the 
clearance point of the facing-point switch used by the 
approaching tram, also that an engmeman, unless he 
knows a signal is intended for him, must not move his 
t r a m until advised verbally. Engineman Scott did not 
obey tho two rules last mentioned, and should not have 
accepted a signal apisrently given in violation of the 
firet-mentioned rule. 

Rule 17a provides the.t when a.n engine heads into a 
siding to clear the r a m track for an opposing t w i n , 
and for any reason its neadlight can not be s^en fiom 
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the opposing tram, or when using an impaired headlight, 
a flagman -nust b^ sent ahead to stoo the oooosmg t r a m 
ontil tee ^ u m trac^ is clear. Ii would appear that 
rule l?a places a duty on m o crew of a t r a m needing 
into a„ siding under the conditions specified I U G I I is 
absolute a.nd positive Tram-naster Di^rett, however, 
stated thnt tee euployees of tins railroad have been 
instructed that under rule l 7a it is net necessary to 
pioteat a a pr = s<n ib,_.d by n R 90 m e n rieetng ai opoosing 
superior croin holding tr^m ORDCTS covering tne reef, 
but that a fle'tran should precede any cars ahead of tne 
engine and give a sign; 1 "GO the approaching t r a m indi
cating tn-̂ t the tram is i-̂ t in to cle pr. Under sucn 
instructions the cren of m a m ITo. 43 is not responsible 
for tne occurrence o^ tens accident. However, n u ^ignt 
be pointed out that officials vnose duty 10 IS to instruct 
employees or the r^'ea and to sec t.,a , tney are observed 
are placing a very light interpretation on the word 
"flagman" w t n xhev give it enoe^r. elasticity to co , rer 
an eirnloyee gn vi ng a signal n-î h P v n t e light. The 
appaient purpoot ot ^he i.Ie JO to piovide an additional 
saf jguar i v/ncn Tor any rer : or '-he nerd 1ignt of the t r a m 
taking oi hi-g is coseuied, nnd e this instance, if the 
crew of train N">. 43 had sent a 11 flag-an'' ^hecid i a-
irediaiely at tho t n e their t r a m stooped at the switch 
to htjad m , OG required OV tne u l e but not by rne in
structions, it is probable he wo a Id have nad i_iple tnre 
to reach i point a, sufficient distance a-rPy to insure 
the stopping of the opposing tram. The officials should 
not alio >f the defmitioi for tne vorl 11 fla^^an" to 
,rean any one except a rpn who is properly equipped as 
sot out in the rule in which they define a fla^nnn's 
signals, under rule lbc therje signals, at m g n t , cctsist 
of a led light, white light, torpedoes end fusees. 

All of the ^"jloyees in voted "rcre experienced won 
and T t the ti "e of the accident none OF tne he., l been 
on duty m violation of any of the provisions of tne 
Lourg of pervicc law 

Pespectfully submit^ad, 

F. EORLAND 

Dtrector. 


