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ITRFRSTATL COMMERCE COITMISSION

. # REPORT OF THE DIRECTOR OF THL BUREAU OF SAFRLY IN RE
7 TVESTIGATION O® AN ACCIDENT WHICH OCCURPLD ON THE
CHICAGO, RCCK ISLAND & PACIPIC PAILWAY NELR WHEATIEY,
ARK., ON JANUARY 5, 19£26.

March 19, 1926,

To the Comm1551aq

\
On Januvary 5, 1926, there was a rear-end
collision between a Cotton Belt freight train and a
Rock Island freight train on the tracks ef the Chicago,
Rock Islond & Pacific Rpilway near Wheatley, Ark., Te-
sulting in the death of one employee, and the injury cof
two employees.

n

Location and method of operation

This rcei1dent occurred on Sub-Division D2,
Lrkansas-Louisiana Division, extending belween Memphis,
Tenn., and Little Rock, Ark., a distance of 132.9 miles;
in the vicanity of the point of accident this 1s & single-
track line over which trains are operated by time-table
and train orders, no block-signal system being 1in use.

The point of accident was 1,592 feet east of the east
passing-track switch, or aprroximately 1: miles sast of
the station at Wheatley, apnroaching this point from the
east the track 1s tangent and practically level for more
than 18 miles. Following movements are spaced 10 minutes
apart, except in closing up at stations, or at meeting and
ressing points. The passing track, 4,801.6 feet in length,
parallels the main track on the south, the west switch of
this passing track is 197.4 feet east of the station.

There was a deuse fog at the time ef the
accident, which occurred at about 1.25 a. m.

Descraption

. Wegtbound Foek Island freight train o, 997
consisted of 48 cars end a caboose, hanled by engine 1738,
and was in charge of Conductor Zellers and Ingineman
Bailey. This train passed Goodwin, 5.5 rales east of
Wheatley and the least open office, at 1.12 a, m., accord-
1ng to the train sheet, one hour and five runutes late.
Whilec pessing this point the crew picked up copy of train
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order lMeo. 1, Form 19, resding in part as follows:

"Extra CB 571 East meet
No 997 Eng 1738 and
o 695 Eng CB 555 ot Wheatley*™*",

The train reached Wheatley and was hesding in £t the

east switch of the passing track, moving rt ¢ speed
estimeted to have been betwcen b nnd 8 miles an hour, when
the renr end of the train was siruck by Cotton Belt trmin
No. 695,

Westbound Cotton Belt freight trsain No. 695
cousisted of 35 cnrs snd a cerboose, hauled by engine 555,
and was in charge of Conductor Hutson nnd Znginemen
Jennings. This tranin prssed Goodwin at 1.18 s. m., rccording
to the operator, 3 hours and 20 minutes late, at which point
the crow picked up copy of train order No. 1, previously
qucted, together with a clearance card, which stated that
tr~in No. 297 hnd prssed st 1.12 n, m. and whick also con-
tained instructions for trnin No. &695 not to lesve Goodwain
befere 1.22 n, m. The crew of trerin No. 695, however, did
net comply with tho cleccrance-card instructions but pro-
ceeded westward and on resching o peint 1,692 feet enst of
the east switch of the passing track at Wheatley thexrr train
collided wath the rear end of train No. 997 while traveling
9t 2 speed variously estimnted to have beon between 12 and
30 miles nn hour.

The c¢~boos2 of train No. 997 was demolished,
while four other cars in tnis train were derrmiled and
domaged. Engine 555 wes derailed to the le ft and came to
rost lerning townrd the south, 1ts hcad end beaing about
200 feet west of the point of collasion, neither the tonder
nor mny of the cars in train No. 695 were dernirled. The
employee killed was & specinl sgent, who was riding in the
ceboose of tr-in No. 997.

Summery of evidence

Conductor Zellers, of trein No. 997, stated
that his trmin ¢ me to 2 stop At Wheetley nt 1.23 o, m.,
then backed up nbout one car-length, sfter which 1t started
forward again, 2nd wes cntering the passing track at a specd
of sbout 5 or 6 milecs ar hour when the collision occurred,
&t 1.25 n. m. He was stonding on the rear pletform of the
eeboogo and the first he knev of anvthing wrong wrs on
sceing the hesdlight of traain 1lo. 69b aprerr through the
fog; he thoaght 1t was rovang at = speed of 30 miles an
hour wheon the scecident cecurred. Conductor Zellers said
the engineman of his own train did not whistle cut n flag
unti1l after the accident had occurred, that no fusees had
been thrown off prior to the accident, that his flaugman did
not start back to flag until after the train started to
heéad i1n on the passing track, and that the flagman had
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gotten back sbout four or five cer-lengths when the head-
light of train No. 695 appeared. Conductor Zellers further
ftated that he did not instruct his flagman to throw off
fusees when his train began to slow down as 1t approached
Wheatley, becauge he did not think 1t was necessary and
zlso because he had no reason to believe that train No.

695 would follow his train to Wheatley ahesd of train Wo.
111, a2 first-cless westbound train due £t Goodwin at

1.26 8. m. gnd at Wheatley at 1.32 a. m. He also said 1t
was not his prectice to send o flrgmen back to protect
while hais train was pulling into & passing trrck unless

a following first-cless train was due out of the next
st&tion in the rear, snd while he thought his trein would
heve been into clear at Whestley zt the time train No.

111 was due out cf Goodwin, according to the time-table
schedule, vet he admitted that his train should have been
into clear at 1.22 a. m., 10 minutes in advance of the
scheduled time cf train No. 111 ot Whestley, or else have
been protected by flng. Tho statements of Flagman Crownover,
who hed been examined as & conductor, practically corrobo-
rated thosc of Conductor Zellers, except that at the time
his train stoppred at Wheatley he was of the opinion there
was time enough to go to Brinkley, 4.7 miles west of
Wheatley, ghzad of trasin Ho. 111, and he said he would have
thrown off fusees had he known his train was going to

enter the passing track et Wheatley. He also seid 1t was
hie understanding of the rules thet in this instance he

vas only required to protect against trein MNo. 111 after
1.26 &, m., the tarme thal train was scheduled to pass
Goodwin.

Lngineman Beiley seid that on recount of the
fog ho ran by the enst pessing-track switch a distence of
nhout one car-lingth, after whaich he backed up to elear
the switch cnd then headed in on the pessing trasck, the
crigine and rbout 10 ¢ars becing on the passing track when
the occident occurred. He also sai1d that he sounded the
whistle signal for the flagmrn to protect the train but
di1d nol ruemember wher this signal was sounded, Fireman
Celhoun said the signal was sounded after the train sterted
to cnter the pmssing track, while Head Brakeman Gray said
1t was sounded before the train backed up to clear the
switch,

Inginenan Jennings, of train No. 695, stated thet
his engine pesscd the statiorn at  Goodwin at 1.16 a. m., and
that tre operator handcd on & copy of train order Ho. 1
together with a clearance card which roquired has train
to wait until 1.22 a. m. before proceeding. He intended
to head 1n at the east massing-track switch, loecsted about
8 or 10 car-lengths west of the train-order signal, but
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on rceceiving a proceed signal from some one and on seeing
an castbound extra occupying the eastern end of the passing
track he continued westward, intending to pull hy and back
in &t the west swaitch, Then he realized thet there was
not enough room to back into c¢lear with the other train
stand ing on the passing track and dccided he could go to
Wheatley and clear the lesvaing tame of train No. 111 et
Goodwin. He sa:d he passed the west switch of the passing
track at 1.18 a. m. without having mede a stop, and that
his trein wes approaching Wheetley, drifting at o speed

cf about 20 miles an hour, when he saw the markers on the
roar of the ewbcosc of train No. 997, apnarently about
four car-lcengths distandg, he imrediately applied the eir
brakes in ocmergency fand got down into the gangway preparf-
tecry to getting off, and 1t was at thais time thet he saw

& man on the rear end of the e¢abcose with 2 burning fusee
but he did not gec any one htetween his engine and the
ceboose. Lngineman Jemmings further stated that when he
doeparted from Goodwin at 1.18 a, m. he knew that trein No.
111 was due out of Palestine, the rext station in the
rear, at 1,17 a. m., and that he should have becn into
clear at Goodwin at 1.17 &. m. or clse have been protected
hy flag; he also sdmtted that he violated the clearancs-
card instructions by leaving Goodwin before 1.22 a. m.

but thought 1t would be safer to go to Wheatley, and let
the conductor throw off fusees en route, than 1% would be
to pull br and back 1n on the passing track at Goodwin.

It also appeared from his statements that he knew that
trein No. 997 was just ahead but he expected that they
would protect themselves by thrcowing off fusees.

The statements of FPireman Hopkins and Hesd
Brakeman Blevins brought out nothing additional of i1mport-
ance except that the fireman said he did not see a red
fusee but that he did see someone on the caboose platform
with & white lantern, while the head brakeman said that
Just after the ceboose markers came i1n sight he saw some
one light a fusee.

Conduec tor Hutson, of train No. 695, stated
that his tranin passed the station at Goodwin at 1.16 a. m.
erid that the operator handed on a copy of trein order No.
1, together with 8 cleerance card which directed his train
to remain at Goodwin until 1.22 a. m. He contemplated
backing 1n at the west switch and sa:d he endeavored to
stop his train by mving the enginemen a stop signal with
8 red fusee, but sceing that there was not enough room
onn the vaseing treck, and that the enginemen was not
going to stop, he threw off the fusee 1in the i1mmediate
vicinity of the caboose of the train which wag then
standing on the passing track. Conductor Hutson took no
action toward bringing the train to & stop by means of
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the conductor's cmergency valve, saying he thought less
delay and better protection would be afforded by proceed-
1ng to Wheatley and heading in at the erst switch of the
pessing track at that point, cnd he adm tted thet he
violsted the clerrance-card instructions not to leave
Goodwin before 1.22 m, m,

Flagman Xelly had been left ot n previous
station, and Middle Brakemen Redden, who wes acting as
flasgman, stated that efter his train passed the station
at Goodwin the conductor told haim to be resdy to fieg when
they backed in at the west switch of the passing track for
train No. 111, and when aboul half way between the east
and west switches the conductor endeavored without success
to transmit a stop s1gnal to the enginemsn by waving a red
fusee, and then threw off the fusee near the west switch
cf the passing track. Flagman Kelly had been picked up
by train No. 111 and was riding on the engine of that {train;
he said that at Goodwin train No. 111 was stopped by a
burning fusee, oprosite the caboose of the eastbound
freight train which was stending on the passing track.

Operator Pope, on duty at Goodwin st the time
of the accident, stated that train No. 997 actually passed
his station &t 1,12 a. m., and that trein No. 695 passed
at 1.18 a. m., but when reporting the trains to the dis-
patchér he gave their respective times gas 1.08 and 1.18
&. m., respectively, in order that the records would show
the trains as having been spaced 10 minutes apart, and
then informed the dispztcher that he had given the wrong
time on trein MWo. 997. The clearance cerd he delavered
with train order No. 1 to the crew of train No. 695, how-
ever, contained the information that train No. 997 passed
Goodwin at 1.12 a. m. nnd i1nstructed them not to leave
before 1.22 a, m. He handed on the train order and clear-
ance card to the head and rear ends of trmin No. 695 as
1t passed the station, so thet the train could pull by
nd back in ot the west switch for trmin No. 111,

Dispatcher Flowers stnted that Operntor Pope
first reported tranin No. 997 as passing Goodwin ot 1.08
8., m.; later he reported trein No. 695 as arriving at 1.12
8. m. and troin No. 111 s passing at 1.26 a., m., and at
the time he reported train No. 695 the operator snid he
thought that thet train hed dropmed off & flag and backed
1n on the pessing track. After learning of the accadent,
at about 2.25 a. m., he talked with Operator Pope, inquiring
of the operator as to whether or not the correct time had
been given on these ftrains and 1f not to give the exsct
time on each train, and et this time the operator informed
hin that trmins Nog. 997, 695, and 111 had passed Goodwin
at 1.12, 1.18, and 1.28 a. m., respectively. In the
meantime, when Operator Pope first reported train MNo. 111
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the dispatcher acsured thet train lo. 695 would follow

thet trein erd mode the cntry on his train shect to show -
train INo, 6S5 nas doya:ting frem Gocidwin at 1.40 2. m.; 88

p result of his subscquent copvevrsation with the operator,
howaver, he c¢h~azed his rocords to show train lic. 997 as
hoving rassed Goecwin «t 1.12 A, ., train Ho. £95 as hoving
srrived at 1,18 n. m., rnd trein No. 111 as heving passed

gt 1.28 &, m.

Conclusaions

Thig nczident ves craised by the fairlure of
Condunetor Zellexrs omd Tlifarn Crovmover, of train No. 997,
te offord propor flog prccectrion, and by the failure of
Engiacnan Jeunings ord Conductor Hutson, of train No. €95,
1o rewrsin at Gooawin until the time smecafied i1n the clear-
arece card.,

Conductor Zellers said he had no reason to be-
lieve thet train Lio. 695 would follow bhis trnin to Wheatley
ahead of trrin To. 111 r#nd thet 1t had nol Dbeen his practice
te cfford preoteclacn when heading into a pnssing track
unlesgs e fellowing Tirst-class trrin was due out of the
preceding sintiou. He admitted, however, thet his train
shoald nave been clear of the main trrock at Wheatley at \
1.22 &, m., 10 mnutos in advonce of trein Neo. 111, oT
else heve been protected by fiag. Flasgman Crownover gaid
he thoveht his train had time enough te go to Brandey,

4.7 milces west of Whoetley, for train INo, 111, and that

had he knovm his trein wns going to enter the pnssing

treck &t Whectloy he would hsve trrovn off fusees. Hed
either of trese employees thrown off fusees when thear

trrin reduced speed prepmratory to heading in on the

rassing track, the acecidcent probvably would heve been averted.

bnginomong Jermings and Conductor Hutsomn sni1d
their trein pasged the west switch of the prssiug track
2% Goodwin £t ~bout 1.18 a. m., 1n spite of the fact th-t
the clcerrnce card 1nstructed them not te leave GCosdwin
bcfore 1.82 n. me  Engineman Jennings ssid he did nct think
thoere wes room encuzh for his troin on the psssing ireck
¢t focdwin, ovwing to Lhe fret that an eastbound cxtira wns
then occupying the passing track, rlso that, iustcal of
backing 11 &t the west switch, 1t would be safer on
zceovnt of the fog, 1o go 1o Whestley rnd be 21 to clear
at thet peoint by the time ¢t which trnin Ijo. 111 vies due
£t Goodwin. Corductor EHutson suid 1% was his wntention
to back 1n et “he wesl swaitch of the paseing troclk at
Goodwin rnd let train MNo, 111 prss, and tht he ende~vored
to step his train by giving The engineman a stop signel
with A lighted .~d fusee waile apprcncring the west sviteh
8t Goodwin, Wher he definitely determined lhat the engine-
man wis not going te step, howvever, instead of applying
the air brawnes firom the rear of the train he decid~d that
his train could reach Wheatley with less delay and be
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afforded better protection than by bacl2re 1n at Goodwin.
Had train llo. 695 remained at Goodwin uvutil the time
specified in the clearance card, 1.22 a. m., the crew

und oubtedly would not have proceeded until after train
Fo. 111 hed passed, in which event the accident would not
have occurred.

Had &n adequate block-signal system been in use
on this line, this mecident probably would nct heve occurred;
ar. adequnte automatic train stop or train control device
woculd heve prevented it.

All of tne cmployees involved were expcerienced
men, &t tho time of the mecident none of them had becn on
duty in vielrtion of auy of the provisions of the hours of
service law,

Respectfully submitted,

W. P. BORLAID
Dairector.



