1435

INTERSTATE COOMMEACE COMMISSION

REPORT OF THE DIRECTOR OF THF BUREAU OF SAFETY IN RE
INVESTIGATICN OF AN aCCIDErT WHICH OCCURRED ON
TEE MISSOURI PACIFIC RAILROAD AT PINZ BLUFF, ARK,,
ON JUNE 2, 1923

August 10, 1928.

To the Commission:

On June 9, 1923, there was o collision between
a passenger train and a cut of care on the Missour:i Pacific
Railroad at Pine Bluff, Arx., wnick resulted in the death
of 1 employee, and the injury of 4% vascengers, 4 mail
clerks and 10 emplovees.

Location and metnod of operation

This accident occurred on the Pine Bluff District
cf the Little Rock Civisicn, extending between McGehee and
Little Rock, Ark., a distence of 101.55 miles, in the um-—
mediate vicinity of the point of accident this 13 a single-
track line over which trains arc opsrated by time-table and
train orders, nc block-si~mel system being in use. The
accident ococurred witnin the vard limits at Pine Bluff at
a point 105 feet south of the south cwitch leading to the
ladder track; approaching this point from the couth the
track 1s tangent for o« distance of nearly 3 miles, while
the grade at the point of accident 1s level. The yard
tracks parallel the main tisck on the east and are numbered
from west to eact 1, 2, and 3. South of this yard there
1s a siding known as "B" siding, 4,853 feet in lengtn, which
also parallels the main track on the east, the north switch

of this siding being 1,481 feet scuth of the point of acci-
dent.

The weather was cloudy abt the time of the accident,
which occurred at about 1.13 a.nm.

Description

Northbound freight train No. 1680 consisted of &1
cars and a caboose, hauled by engine 1278, and was in charge
of Conductor Carey and Enmineman Harris. This train left
MeGehee, 58.35 miles south of Pine Bluff Yard, at 10.50 p.m.,
June 8, 7 hours and 50 minutes late, with an order to meet
extra 1831 at Pine Bluff Yard. On the arrival of train No.
160 at Pine Bluff Yard at 12.55 a.m., June 9, extra 1331
was found to be etanding on "B" siding near the south switch.
Train No. 160 pulled by and backed the rear of the train in
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on this siding, where a portion of 1t was cut off, and an
attempt was then made to pull the head end of the train
1nto clear on track 3 but due to the fact that there were
some cars occupyins this track the head end was brought
to a stop with the rear cars in this part of the train
st11ll occupyinz the main track, and before they could be
moved into clear they were struck by train No. 102.

Northbound passenger train No. 102 consisted of
one refrigerator csr, tvo baggage cars, one combination
wai1l and bazgage car, one coach, one chair car, one dining
car and four Pullman slceping cars, hauled by engine 6411,
and was 1in charge of Conductor Graham and Engineman Quinney.
All the cars were of steel construction except the
refrigerator car, whicn was of steel-underframe construc-
tion. This train departed from licGehee at 13,05 a.u.,
s1x minutes late, and collided with thc rear cars of the
forward portion of train Ko. 160 in Pine Bluff Yard while
traveling at a speed ectimated to have been between 40
and 55 miles per hour.

Engine 6411 was derailed to the right and came to
rest on 1ts right side 175 feet north of the point of col-
lision with 1ts forward end 43 feet from the main track, the
tender also came to rest on 1ts right side, diagonally a-
cross the main track and still coupled to the engine. The
first car in train No. 108 was derailed to the left Hut
remained in an upright position; none of the other cars in
this train was derailed or badly damaged. The rear car
of the cut of freight cars came to rest on 1ts right saide
on top of the second car from the rear which was derailed
but not overturned; both cars were badly damaged. The
ord, 4th and Bth cars from the rear remained on the track,
the 6th car had 1ts forward truck derailed, the 7th car
was derailed but remained upright, and the 8th to the 10th
cars, 1nclusive, were coverturnsd, the 8th car being
demolished while the 9th and 10th cars werc badly damaged.
The employee killed was tas fireman of train No. 1023,

Summary of evidence

Engineman Harris, of train No. 160, stated that
ag his train was coming to o stop preparatory to making
the back-up movement into the north end of "B" siding he
sounded a whistle signal for flag protection but did not
5ee any one leave tne c¢aboose for that purpose. After hais
train started the back-up ~ovement he observed a lishted
fusee on the caboose as 1%t entered the siding and this led
him to believe that flag orotection was being afforded.
Ee also saw some one gi1ving back-up signals from the rear
of the train, which were followed by a slow and then a stop
signal, When the train came 4o a stop his engine had not
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cleared the main track, being arout 20 car—lengths nortn of
the switch, and at about the same time noticed the con-
ductor standing on the ground opposite the eamine and
called the conductor's attention to the fact that 1t would
be recessary to head in at some point i1n order to dear the
main track, to which the conductor replied in the affirma-
tive. Enginerman Herris said he did not see the conducter
again until he received a proceed signal frem the rear, and
unon lookinz zhead he noticed that the ladder-track switch
was open while the conductor, who was standing near that
point, also gave him a proceed signal. The conductor dad
00t board the engine as 1t passed the switch but informed
him that the train would be headed i1n on track 3. While
pulling into this track Zngincman Harris noticed some cars
about &5 car-lengths from the switch, closed up and coupled
to them, and then waited for the head brakeman, w#no Lad been
riding on the train about eight car-lengths from the engine,
to proceed to the forward end of the cars ahead of the
éngine, the accident occurred, however, before tnis could
be accomplished. Engineman Harris further stated that
while pulling down the rain track before backing the rear
of his train into "B" siding he notaiced the light on the
ladder-track switch displaying & green indication, and after
tne conductor opened thig switch he saw a red indication,
although 1t did not soppear to be very bright. The state-
ments of Fireman Brown and Head Brakeman Clark practically
corroborated those of Engineman Earris.

Conductor Carey, of train No. 180, stated that he
heard the eagineman signal for flaﬁ protection before
his train started to back in on "B" sidirg and he instruct-
ed his flagman to flag train No. 102, the flagman acknow-—
ledging these 1nstructions. Conductor Carey then cpened
the switch and as goon as the train started tne back-up
movement the conductor went forward with the intention of
going to the yard office, but on account of the fact that
1t was irpossible for nis entire trsin to enter "B' siding
he proceeded to tne ladder-track switch and after observing
that track 3 was clear at that particular time he opened
the switch, on which the switch la=p was burning, and gave
his encineman a signal to come ahead. The conductor re-
malned near the switch, and at about the time the forward
portion of his train came to a stop, with two cars still
occupying the main track, he noticed the middle brakeman,
wro was then standing on the rain track some distance south
of where the train came to a stop, giving stop signals
with a white lamp, and on noticing train No. 102 approaching
he also storted giving stop signals, which were acknowledged
by the engineman of train No. 103. Conductor Carey further
stated that at tne time he instructed his flagman to flag
treain No. 10s the flagman was located on top of the caboose,
and as the flagman had slways been reliable and had acknow-
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ledged ai1s 1astructions he had cxpected they would be com-
plied with, otherwise noc 'ould have provided flag »p.ctec~
tion himself; after the trzin had backed past him he loocked
back to see 1f the flagman was protecting, but smoke from
the enzine obscured his vision, He alsc sazad that at the
time he looked down track 3 1t was clear, but that a yard
enzine placed some cers on the lrack from the north end
before his train could zet into clear.

Middle Brakeman Taylor, of train No. 160, stated
that he heard the ergineman whistle out a flag jJust before
his tra.n first came to a stop. After the rear of ths
train was backed into "B" siding he cut the train in two
and as the head end of the train started forward he 10de
on the rear car, getting off at the switch, which ne closed,
and then he looked back and saw the headlight of train No.
108, that train then being i1n the vicinity of the scuth
end of "B" siding. As he did not see any one flagging that
train he realized his own train was not being protccted and
he i1mmediately started runnine southward giving stop Signals,
continuing to give such signals until the train passed him.

Flagman Wailliams, of train No, 160, stated that
he was riding in the caboese at the tize the train arrived
at Pine Bluff. As soon as nig train started to back 1into
clear he placed a lighted fusee on top of the caboose and
held another on the rear platform, in compliance with 1in-
structions from the conductor, who also had instructed him
to logk out for train Wo. 102. Flagman Williams said he
did not hear tne engineman whistle for rlag protection but
did hear what he thought was a stop signal just before the
rear of the train came 1o a stop on the siding. AS soon as
the train had stopped he turned thz markers and the cupola
light on the caboose to display green to the rear, ex-~
tinguished one of the fusees but permitted the other to
burn out, got off the caboose onto the main track, looked
forward, and as he could see all of the switch lamps in
that locality disnlaying green and had not heard the ex-
haust o” the engine as the head end of the train started
northward he was of the iwpression that his train had gotten
entirely into clear cm "B" siding, conseguently he made no
effort to flag train No. 102 at the time 1t approached the
trair passine him while travelinz «t a speed of about 40 or
o0 miles per hour.

Engineman Quinney, of tiein No. 108, stated that

the air brakes functioned efficiently in making the station
stop at lMcGehee and as the earyine was not detached from the
train no air-brake test was made after departing from that
point, nor were the brakes again applied until just prior

to the accident, at which time they worked properly. Has
train wae traveling at 2 speed of about 50 miles per hour,
which speed was not reduced while enterin~ the yard as there
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were no speed restrictions in *that territory. He noticed
the headlight of a southbound train standing on "B" siding
and also the recar end of a northbound train on this siding,
the lights on the caboose displayinz green. He had sound-
cd a road-crossing ond a station whistle signal and when
his train reached a point approximately Z00 feet north of
the north end of "B" siding he received what he termed was
a "hard slow sign" which was i1mmediately followed by a stop
signzl, these signals being given with a white lizht oy
some one stznding neai the switch leading to the yard
tracks; he then saw the cars obstructing the main track.
Engineman Quianey said that wnen he received the slov signal
he closed the throttle, stesrted a service application of
e brakes, and then continued to move the brake valve
handle until he obtained an emcrgency application, but his
train was then too close to tnc standing cars to enable
him to bring 1t to a stop. Engineman Quinney further
stated that prior to the accident the headlight on hisg
engine was burninz brightly and there was nothiaz to ob-
struct the view other than eleetric lights in the vicinity,
which were more or less blinding but not to such an extent
that fhey would interfere with observing signals and switch
lame indications. ie gard, however, he did not see the
lamp on the switch leading to ithe yard tracks as his train
approached 1t, but noficed the target displaying a red 1in-
dication at about the time he saw the cars on the maln
track. He was not pogitive whether the lamp was burning,
a8 1t could have been burning dimly without his having
noticed 1t. He was familiar with the rules which reqguaire
that the absence of a signal where a signal 1s usually
shown must be regarded as thc most restrictive indication
that can be displayed bv that signal, but =aid he did not
reduce sgpeéed when he did not observe this switch laxp as
there were several men with white lanterns in that vicinity
znd he depended on them to have the route properly lined,
a8 had always been the case on similar O0CcasSions.

The statements of Conductor Graham, Brakeman Tinker
and Pullman Porter Newsome, of train No. 102, brousghi out
no  additional facts of importance as they were unaware
cf anything out of the ordinary until the brakes were ap-
plied 12 cmergency just prior to the accident.

Engine Foreman Clark, who wasg 1n charge of a switch
engine at the north end of Paine Bluff Yard at the time
of the accident, stated that at about 1.05 a.m. 19 cars
were shoved in on track 3 through the north switch, and
that that track had not been clear while he was workiang 1n
the viciaity at any time prior to the accident. Switchman
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Thorpe stated that hc saw a southbound train depart from
trock 3 o saort tiuae vefore thoe yard eazine shoved a cut
of cers arn at the north ewitch and he Lhought the Track
was clear for zboat 10 or 12 winutes prior to the vlacing
of these cars although he vwas not ceortain of at,

Conclusions

This acecideant 'eosg caused by the fuilurz of Flagman
Willioms, of train Yo. 180, pioperly to protect his train.

The Tal.s orovide thet within yerd laimnits the main
trrck pay De used protectiny ozrinct first class troins.
They olso provade th t 1t 135 tnc cspecinl duty of flogmen
to protect tae rear of their lraira in accordance with the
Tules, ard taey nurt allo- nothain to interfere with the
prorpt and efficicat discharge of that duty. In aoddition
To the rcouirements of the rules, Flagman Williams had been
1astructed by the conductor te fla; train No. 102. In-
stcad of complying with the rulcs and with thece instruc-
tions, however, he 1emained on tne caboose uatil 1t came
to ¢ stop on "B" giding and then occupied himself in per-
formiag other dutics. Eis reason for not flagging train
No. 108 ar 1% approached was the fact that he thought his
own train had entirely cleared the main track, saying that
at the time he got off the caboose after 1%t came to a stop
on the siding he nzd looked anead and thought all of the
switch lemps were displaying green indications. No
whistle signal recalling him from the duty of protecting
nis train had been sounded, nor had the conductor's instruc-
tions been canceled, or modified in any way. Had Flagman
V1lliams given proper attention 1o his most r1mportant duty,
that of protectins nis train, tris accident mizht have been
prevented.

The employees involved were experienced men and at
the time of the accident nonc of taem had been on duty 1n
violation of any of the provisions of the nours of service
law.

Regpectfilly esubmitted,
W. P. BORLAND,

Director.



