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INTERSTATE COMMERCE COMMISSION 

August 10, 1928. 

To the Commission: 

On June 9, 1928, there was a collision between 
a passenger t r a m and a cut of cars on the Missouri Pacific 
Railroad at Pine Bluff, Arm., wnich resulted m the death 
of 1 employee, and the injury of 43 passengers, 4 mail 
clerks and 10 employees. 

Location and method of operation 

This accident occurred on the Pine Bluff District 
cf the Little Rock Division, extending between McGehee and 
Little Rock, Ark., a distance of 101.55 miles, m the im­
mediate vicinity of the point of accident this is a single-
track line over which trams aro operated by time-table and 
t r a m orders, no block-signal system being m use. The 
accident occurred witnm the yard 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 is tangent for a distance of nearly 3 miles, while 
the grade at the point of accident is level. The yard 
tracks parallel the m a m tiack on the east and are numbered 
from west to east 1, 2, and 3. South of this yard there 
is a sidmg known as "B" siding, 4,853 feet m length, which 
also parallels the m a m track on the east, the north switch 
of this Biding b e m g 1,421 feet south of the point of acci­
dent. 

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

Description 

Northbound freight t r a m No. 160 consisted of 61 
cars and a caboose, hauled by engine 1278, and was m charge 
•of Conductor Carey and Engineman Harris. This t r a m left 
McGehee, 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 1231 at Pine Bluff Yard. On the arrival of t r a m No. 
160 at P m e Bluff Yard at 12.55 a.m., June 9, extra 1231 
was found to be standing on "B" siding near the south switch. 
Train No. 160 pulled by and backed the rear of the t r a m m 
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on this siding, where a portion of it was cut off, and an 
attempt was then made to pull the head end of the t r a m 
into clear on track 3 bu+ die to the fact that there were 
some cars occupying this track the head end was brought 
to a stop with the rear cars m this part of the t r a m 
still occupying the main track, and before they could be 
moved into clear they were struck by t r a m No. 102. 

Northbound passenger t r a m No. 103 consisted of 
one refrigerator car, two baggage cars, one combination 
mail and baggage car, one coach, one chair car, one dining 
car and four Pullman sleeping cars, hauled by engine 6411, 
and was m charge of Conductor Graham and Engmeman Qumney. 
All the cars were of steel construction except the 
refrigerator car, whicn was of steel-underframe construc­
tion. This t r a m departed from IIcGehee at 12.05 a.m., 
six minutes late, and collided with the reai cars of the 
forward portion of t r a m No. 160 in Pine Bluff Yard while 
traveling at a speed estimated to have been between 40 
and 55 miles per hour. 

Engine 6411 was derailed to the right and came to 
rest on its right side 175 feet north of the point of col­
lision with its forward end 43 feet from the m a m track, the 
tender also came to rest on its right side, diagonally a-
cross the m a m track and still coupled to the engine. The 
first car m t r a m No. 102 was derailed to the left but 
remained in an upright position; none of the other cars m 
this t r a m was derailed or badly damaged. The rear car 
of the cut of freight cars came to rest on its right side 
on top of the second car from the rear which was derailed 
but not overturned; both cars were badly damaged. The 
3rd, 4th and 5th cars from the rear remained on the track, 
the 6th car had its forward truck derailed, the 7th car 
was derailed but remained upright, and the 8th to the 10th 
cars, inclusive, were overturned, the 8th car being 
demolished while the 9th and 10th cars were badly damaged. 
The employee killed was tne fireman of t r a m No. 102. 

Summary of evidence 

Engineman Karris, of t r a m No. 160, stated that 
as his t r a m was coming to a 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 
see any one leave tne caboose for that purpose. After his 
t r a m started the back-up -~iovement he observed a lighted 
fusee on the caboose as it entered the s i d m g and this led 
him to believe that flag orotection was being afforded. 
He also saw some one giving back-up signals from the rear 
of the tram, which were followed by a slow and then a stop 
signal. When the t r a m came to a stop his engine had not 
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cleared the main track, being about 20 car-lengths nortn of 
the switch, and at about the sane time noticed the con­
ductor standing on the ground opposite tht engine and 
called the conductor's attention to the fact that it would 
bo necessary to head m at some point m order to clear the 
main track, to which the conductor replied m the affirma­
tive. Engineman Harris said he did not see the conductor 
again until he received a proceed signal from the rear, ard 
upon looking ahead 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 did 
not board the engine as it passed the switch but informed 
him that the train would be headed m on track 3. While 
pulling into this track Engineman Harris noticed some cars 
about 25 car-lengths from the switch, closed up and coupled 
to them, and then waited for the head brakeman, wno had been 
riding on the t r a m about eight car-lengths from the engine, 
to proceed to the forward end of the cars ahead of the 
engine, the accident occurred, however, before tnis could 
be accomplished. Engineman Harris further stated that 
while pulling down the /»ain track before backing the rear 
of his t r a m into "B" siding he noticed the light on the 
ladder-track switch displaying t green indication, and after 
tne conductor opened this switch he saw a red indication, 
although it did not appear to be very bright. The state­
ments of Fireman Brown and Head Brakeman Clark practically 
corroborated those of Engmeman Harris. 

Conductor Carey, of t r a m No. 160, stated that he 
heard the engmeman signal for flag protection before 
his t r a m started to back m on "B" siding and he instruct­
ed his flagman to flag t r a m No. 102, the flagman acknow­
ledging these instructions. Conductor Carey then opened 
the switch and as soon as the t r a m started tne back-up 
movement the conductor went forward with the intention of 
going to the yard office, but on account of tne fact that 
it was impossible for nis entire t r a m 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 lamp was burning, and gave 
his engineman a signal to come ahead. The conductor re­
mained near the switch, and at about the time the forward 
portion of his t r a m came to a stop, with two cars still 
occupying the m a m track, he noticed the middle brakeman, 
wno was then standing on the rain track some distance south 
of where the t r a m came to a stop, giving stop signals 
with a white lamp, and on noticing t r a m No. 102 approaching 
he also started giving atop signals, which were acknowledged 
by the engineman of t r a m No. 103. Conductor Carey further 
stated that at tne time he instructed his flagman to flag 
t r a m No. 103 the flagman was located on top of the caboose, 
and as the flagman had always been reliable and had acknow-
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1 edged nis instructions he had expected they vrould he com­
plied with, otherwise no irould have provided flag protec­
tion himself; after the "cram had backed past him he looked 
back to see if the flagman was protecting, but smoke from 
the engine obscured bis vision. He also said that at the 
time he looked down track 3 it was clear, but that a yard 
engine placed some cars on the track from the north end 
before his train could get into clear. 

Middle Brakeman Taylor, of train Wo. 160, stated 
tnnt he heard the engmeman whistle out a flag just before 
his t r a m first came to a stop. After the rear of the 
t r a m was backed into "B" siding he cut the t r a m m two 
and as the head end of the t r a m started forward he iode 
on the rear car, getting off at the switch, which ne closed, 
and then he looked back and saw the headlight of t r a m No. 
102, that t r a m then being m the vicinity of the south 
end of "B" siding. As he did not see any on^ flagging that 
t r a m he realized his own t r a m was not being protected and 
he immediately started running southward giving stop signals, 
continuing to give such signals until the t r a m passed him. 

Flagman Williams, of t r a m No. 160, stated that 
he was riding in the caboose at the ti ie the t r a m arrived 
at Pine Bluff. As soon as nis t r a m started to back into 
clear he placed a lighted fusee on top of the caboose and 
held another on the rear platform, m compliance with in­
structions from the conductor, mho also had instructed him 
to look out foi t r a m No. 102. Flagman Williams said he 
did not hear tne engineman whistle for flag protection but 
did hear what he thought was a stop signal just before the 
rear of the t r a m came to a stop on the siding. As soon as 
the t r a m had stopped he turned the markeis and the cupola 
light on the caboose to display green to the rear, ex­
tinguished one of the fusees but permitted the othei to 
burn out, got off the caboose onto the m a m track, looked 
forward, and as he could see all of the switch lamps m 
that locality displaying green and had not heard the ex­
haust o^ the engine as the head end of the train started 
northward he was of the impression that his train had gotten 
entirely into clear on 1 1B" siding, consequently he made no 
effort to flag t r a m No. 102 at the time it approached the 
tram passing him while traveling c t a speed of about 40 or 
50 miles per nour. 

Engmeman Qumney, of t i a m No. 102, stated that 
the air brakes functioned efficiently m making the station 
stop at McG-ehee and as the engine was not detached from the 
t r a m 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. His 
t r a m was traveling at a speed of about 50 miles per hour, 
which speed was not reduced while enterm- the yard as there 
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were no speed restrictions m that territory. He noticed 
the headlight of a southbound train standing on 1 1B" siding 
and also the rear end of a northbound t r a m on this siding, 
the lights on the caboose displaying green. He had sound­
ed a road-crossmg and a station whistle signal and when 
his t r a m reached a point approximately 200 feet north of 
the north end of "B" siding he received what he termed was 
a "hard slow sign'1 which was immediately followed by a stop 
signal, these signals being given with a white light by 
some one standing near the switch leading to the yard 
tracks; he then saw the cars obstructing the m a m track. 
Engmeman Quinney said that wnen he received the slow signal 
he closed the throttle, started a service application of 
the brakes, and then continued to move the. brake valve 
handle until he obtained an emergency application, but his 
t r a m was then too close to tno standing cars to enable 
him to bring it to a stop. Engmeman Quinney further 
stated that prior to the accident the headlight on his 
engine was burning brightly and there was nothing to ob­
struct the view other than electric lights m the vicinity, 
which were more or less blinding but not to such an extent 
that they would interfere with observing signals and si/itch 
lamp indications. He said, however, he did not see the 
lamp on the switch leading to the yard tracks as his t r a m 
approached it, but noticed the target displaying a red in­
dication at about the time he saw tne cars on the m a m 
track. He was not positive whether the lamp was burning, 
as it could have been burning dimly without his having 
noticed it. He was familiar with the rules which require 
that the absence of a signal where a signal is usually 
shown must be regarded as the most restrictive indication 
that can be displayed by that signal, but ^aid he did not 
reduce speed when he did not observe this switch lamp as 
there were several men 7/1 th white lanterns in that vicinity 
and he depended on them to have the route properly lined, 
as had always been the case on similar occasions. 

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

Engine Foreman Clark, who was m charge of a switch 
engine at the north end of Pine Bluff Yard at the time 
of the accident, stated that at about 1.05 a.m. 19 cars 
were shoved 111 on track 3 through the north switch, and 
that that track had not been clear while he was working m 
the vicinity at any time prior to the accident. Switchman 

1 
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Thorpe stated that nc EBW a southbound train depart from 
track 3 a snort time before the yard engine shoved a cut 
of c^rs m at the north switch and he thought the track 
was clear for about 10 or 12 minutes prior to the placing 
of these cars although he van not certain of it. 

Conclusions 

This accident "as caused by the failure of Flagman 
Willi a ma, of t r a m No. 160, properly to protect his tram. 

The rdl.s oro^ide thet w i t h m yard limits the m a m 
track tiny be ased protec + m g against first class trains. 
They also provide th^t it is t n e especial duty of flagmen 
to protect tne rear of their tiam m accordance vnth the 
rules, and tney mist alio - n o t h m to interfere with the 
prompt and efficient discharge of that duty. In addition 
io the re c m regents of the rules, Flagman Williams had been 
instructed by the conductor to flag t r a m No. 102. In­
stead of complying with the rules and with these instruc­
tions, noi / i ove r , he remained o n t n e caboose until it came 
to a stop on "S" siding and tnen occupied himself m per­
forming other duties. His reason for not flagging t r a m 
N o . 102 as it eepproached was the fact that he thought his 
own t r a m had entirely cleared the m a m track, saying that 
at the time he got off the caboose after it came to a stop 
on the siding he nad looked anead and thought all of the 
switch lamps were displaying green indications. No 
whistle signal recalling him from the duty of protecting 
nip t r a m had been sounded, nor had tne conductor's instruc­
tions been canceled, or modified in any way. Had Flagman 
Filliams given proper attention to hie most important duty, 
that of protecting his tram, this accident might have been 
prevented. 

The employees involved were experienced men and at 
the time of the accident none of tnem had been on duty m 
violation of any of the provisions of the nours of service 
law. 

Respectfully submitted, 

F. P. BORLAND, 

Director. 


