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REPORT CF THE DIRECTOR OF THE SUREAU OF SAFETY IN PE 
INVESTIGATION OF AN ^OCIUENT iVHICH OCCURRED ON 
THE NASHVILLE, CHATTANOOGA. & 3T. LOUIS RAILWAY 
AT /̂D ST PORT, TDNN., ON AUGUST 15, 1927. 

October 15, 1937. 

To the Co nmission 1 

On August 15, 1937, tncre was a head-end collision 
between a Nashville, Chattanooga & St. L o u s Railway 
passenger train and a Gulf, Mob: le &. 1 orthern Railroad 
freight t r a m on the tracks cf tht first-named railway 
at Westport, Tenn., whicn lesulted in the death of 1 
employee and tne mjiuy of 82 passengers, 5 employees, 
3 persons traveling on free transportation, and 1 person 
carried oncer "contract. 

Location and ,ietlod of operation 

This accident occurred on ihat oart of the Padncah 
&nd Memphis Division extending between Bruceton and 
Mempnie, Tenn., a distance of 143.3 miles, m the vicinity 
of the point of accident t m s is a single-track line over 
which trains are o D e r a t e d by time-taale and train orders, 
no blocx-signal eysiem being m use. Freight tiams of 
the Gulf, Lobile & Northern Railroad are operated over 
the tracks of the Nashville, Cnattjnooga & St. Louis Railway 
under a trackage agreement between Bruceton and Jackson, 
Tenn., a distance of 58 jules. The accident occurred at 
a point 2,095 feet south of ^estport station; approaching 
this poim from tne north the trucic is tangent for a dis­
tance cf 4,913 feet, the accident occurring on this tangent 
at a point 3S4 feet fro i its southern end. Approaching 
from the south there is 4,455 feet of tangent and a 1° 59' 
curve to the left 956 fett m length, followed by the tangent 
on which the accident occurred. The grade at the point 
of accident is 0.36 per cent ascending for southbound trains. 
There is a passing fcraCK paralleling the n a m trac^ or the 
east, the south switch being located aoout 778 feet north 
of tne point of acciaent. 

The weather was clear at the time of the accident, 
which occurred at about 5.07 p.m. 

INTERSTATE COMMERCE COMMISSION 
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Doscription 

Poetbhound third-class Gulf, Mobile & Northern 
iveight tram Nc . 330 consisted of 16 cars and a caboose, 
hauled by G $Jl.& N. engine 263, and w a s m charge cf 
Conductor Lilam and Ea.gme^n tfood. This tram left 
Bruccton, IS.2 miles north of fteetport, at 4.33 p.m., 
according to the t r a m sheet, one nour and emht minutes 
la be, passed "Vestport at 5 p m., without h o V i n g received 
any t r a m orders relative to train No. 103, an^ was brought 
to a stop by the conductor with tne caboose approximately 
one car-length south of the south switch of the passing 
track at Westport. In attempt was then irade to back into 
the passing track but oefore this ccul^1 be accompli shed 
the tr^in ua, struck by train No. 103. 

Northbound passenger brain No, 103 consisted of 
one combination mail ana baggage car, one baggage cai, three 
coaches, one Pullman parlor car and foul coaches, in the 
order named, hauled by engine 537, and was m charge of 
Conductor Vallandingnam and Engmeman Kane. Tnis t r a m 
departed from Yuua, 3 71 miles^'south of tfectport, dt 5.02 
p.m., on time, and sneitly aitervards it collided witn 
southbound freigut t r a m No. 330 while traveling at a speed 
estimated to ha;e been between 33 and 50 miles per hour. 

Engine 263 was derailed and came to rest on its 
riant side m a badly danaged condition. The tender was 
also derailed together with the forau cl truck of the first 
car in tram No. 330, while th^ sece-, car was partly 
telescoped. Engine 557 was practica^jy demolished, the 
boiler being torn from its frum, and hurled forward a d i s ­
tance of approxi ateiy 150 feet. Tne tender was badly 
damaged ana came to rest on its right sine, while tri" for­
ward end o^ the first car was derailed to the T i g h t , the 
c m coming to rest m an upright raosition diagonal with 
the track. The forward pair o-f wheels of the leadmg 
track of the second car was also derailed, none of the 
other eouipment m tram No. 103 was derated and it sus­
tained only slight damage. The employee killed was tne 
enginerran ol tram No. 350. 

Summary of evidence 

fireman Liddail, of t r a m No. 330 stated that as 
nis t r a m approached the north passing-track switch he 
observed the trem-oiuer signal m the clear position and 
the engmenan called its indication. The speed was re-
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ducod to ab^ut 10 or 15 "uLos p nr nour, one ugh so teat j+• 
onuld have beer: strppid before it pass-id the switch, hut 
shortly aitari/srds tho engironsr. began working steam. 
Both Fireman Lidd^ll and the eocd bi akorai. lreforrroq 1ho 
Oi.ginoir.aii that tn"y ul d have to got iijo cl^or ]5r 
t r a m /r. 103, to ubich Lue e> pj i ur ui, replied th< t he 
m ' h.doi to pull by and back m . g: l ervii. bood "rr*as 
IconLg nt his time-table bet'A'eeu tha north switch and 
Jha station, rauL as tha irair vns nassm f_ m o station, 
at aboul 5 p.m., traveli. g a"* o speed of about eO miles 
per hoar, Jhe brakas were Apulied from the eabcese, M 
which tirv1 h-1 o g a m informed tho ongi no man that they 
/voulti hu\re io meet t r a m ft. 105; he aid r n t f hewev°r, 
spq any one at the station giving kigieals. "ho etgni -
nam ccjt-naoa tr work steam, ax̂ d ..lsc placed the brake 
valve in the release position, aid after the d a m n.ad 
"been brought to a stop jubf south cf 1 h n so *th switch 
the eugiiiemau kout moving the brake valve haudl^ back 
and forth m en effort to release lh p brakes. Firemor 
Liddcll saw tho rear brak^man op on the switch a^d t - o r , , 

told m e OLgmoraii to back up, but on account of dif­
ficulty in r^ljasiug Ire biukes tue t r a m c c l d rot be 
mov^d for abo it l^ree minutes. Ir the moantir^ tna engine 
"""ui m i d the head brakomar to protect tne train by fjt-g 
a_id the head brukoman left tie cab on the euguvmun 1 s 
siif uith a red flag; shoitly after ho had done ho i he 
firemm heard tne e^gmema L c -11 hir b E c>: but he did r.c' 
h^ur the conversation uhieh took place between them, 
iur^jmn; Lidl^ll madia no attempt to afford protection a;-, 
h= 5 tnought th° head brfucoTn 1 nan j'ont forward for that 
purpose, spying that he iculd net s pe the brckemou duo ia 
the labor's pes: t o n on the cppcMle side of 1 ha fu gi o. 

Head Brakem ru Zueinj, of t r a m l\c. 35^, stotoi 
tn it as the tram was "pprorchmg the i orth s< it eh 'be 
e_giiioii.ni pounded th a station whistle sig'a" ^ nn .ch 
tine tbuj cruauctor guvu a stop signal from th 1 c'beose 
w h i m the enginei an auswercd \ith u , i O short blvst oh 1 he 
Uii-stln. u-xp-'cting th--1 are LU \ ould head in at the i orth 
smter, the hc-d br'koinaii proceeded elong the ruining 
board to th piltl of the engine for 1 he purpose of opeu-
m g th"1 swileh. The speed h rd been reduced to aboi t 10 
n u m s per hour but bef c re tne eugiee re?,ehed thfl B U U tub 
the sp-u^d \cs increased, and on r e r l m u u g J hey wore 
geirg to piss th' svnteh he gr ve tho enginumm :5 s igi el 
to ho^d m , but n 1 this time the cngi1 e'nun vos lookirg 
vt his ti-î -l • bl o . L1r,<kem*u Heeton s^id he than uaut 
bnck n_1 o the c m ana ',bb d the O I U T H H mn n if they "uro 
not g e m g to meel tr nnn 2o. 105 tt tb>'t poiiiL and ut 
about this time 1 he t,ir bi uk 1 s vere pplied from t^e 
caboose. Realizing they eerc gating close io the 

http://e_giiioii.ni


ti^e of train No. 103 he piocured a led flag, already 
having four torpedoes m h i t possession, and as soon 
as the tram came to a stop h e got off the engine and 
started foi tfr.rd but th 5 engmeman called to b i n to look 
bach and see what kind of signals were being given from 
the rear of the t r a m , ne inforred the engmeman that a 
back-up movement was to be made, tr.is conversation de­
taining him e fcff seconds. Upon reeding a point a few 
feet m front of the engine t'>e engmeman again called 
ni ?< back,"hi ch request u e failed to co c;>ly with, out 
instead no turneo around and gave the engmeran a aack-
up signal. He then started running forward but had only 
readied a point aoout 300 or 250 feet from his t r a m 
fhen he observed t r a m No 103 approaching, about one 
telegraph-pole length from tie coutaem end of tac curve, 
and at once began wavm,r hit, rea flag. Brakeman Keeton 
ruither stated that it was impossible for him to have 
gone ahead + greater distance as his train had seen 
stopped only one "mute before the accident occurred, 
at about 5.05 p.n., although ne said it w_s not as late 
as 5 p.m. when his tram * as approaching the n o r m switch. 
He could give no reason why the engmeman requested _im 
to watch for signals instead of pernittmg m m to pic-
tect bis tram promptly, as tne t r a m was on straight 
track and there was no reason wny signals given from the 
rear end coula not have oeen seen either b> the e n g m e -
* an ox by the fireman. 

Conductor Milam, of t r a m No. 330, stated that 
he was riding m the caooase as his train approached 
iVestport and when tne engmeman mounded the station 
whistle signal he gave the engmeman a stop signal nch 
W c x R acknowledged. KS the tra.m neared the north stitch 
steam w^s shut off ana the brakes applied and he sup­
posed the t r a m would heaa m at that point, but shortly 
afterwards tne brakes vera released and the engine began 
working steam. He tnen supposed that the train-ordai 
signal was s-et against them una t.iat they would receive 
an order involving t r a m No. 103. His first knowledge 
that the signal was not set against them was when he 
vent to the rear platform cf the caboose for the purpose 
of catching the expected order and at this t m e he ob­
served the signal m the clear position, the t r a m tnen 
was traveling between 25 and 30 miles per hour ard tne 
caboose was between the north switch and the station. 
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Thinkmg the engmeman had overlooked t r a m No. 103 he 
immediately re-entered the caboose and applied the air 
brakes by means of the conductor's emergency valve, 
closing the valve just before the t r a m came to a stop, 
at 5 p.m., with the caboose about one car-length south 
of the south switch. Shortly after it had stopped he 
observed the head brakeman get off the engine with a flag 
and start forward, and at about the same time he instructed 
the rear brakeman to open the switch and then go back to 
piotect the train. The switch was then opened and a sign­
al was given the engmeman to back up, r.hich signal was 
answered by three short blasts of the engine whistle. An 
atteapt was made to pack the train Dut on account of the 
fact that the crakes were sticking an interval of about 
three minutes elapsed before the t r a m could be started. 
Conductor Milam said that during that time he bled off 
the air from the two rear cars but that there were still 
some brakes which were sticking on the front end of tne 
tram, and that the train had been moved back only a 
short distance before it was struck by t r a m Wo. 103; 
he immediately looked at his watch and it was then 5.05 
p.m. Conductor Milam further stated that his t r a m 
passed the north switch at about 4.59 p.m., which would 
have allowed ample tune to get into clear at this point 
as tram No. 103 is not scheduled to leave Westport until 
5.08 p.m., and he was of tne opinion that had the head 
brakeman gotten off and gone forward promptly there was 
time enough for him to have warned the crew of the op­
posing t r a m m time to have avoided the accident. Con­
ductor Milam also stated that he might have observed the 
tram-order signal sooner than actually was the case, 
but as the engmeman applied the brakes before reaching 
the north switch he was of the impression that it was 
the intention to head in at tnat point and paid no 
further attention to the matter until after the caboose 
had passed that point. 

The statements of Brakeman Nelson, of train 
No. 330, practically corroborated those of Conductor 
Milam, adding that he got off before the train came to 
a stop, opened the south switch, gave a signal to back 
up, and then "proceeded to the rear for the purpose of 
protecting the movement, reaching a point about three 
car-lengths south of the station before the occurrence 
of the accident, at this time the operator was inside 
the station. 

Engmeman Kane, of train No. 103, stated that 
his first knowledge of anything wrong was when the fire­
man, who had just completed putting in a fire, looked out 
on the inside of the curve and shouted a warning of danger. 
The speed of his train then was about 45 or 50 miles per 
hour and he i^mediately applied the air brakes m emer­
gency and opened the sanders, but he did not think there 



was time enough for the speed to he reduced to any great 
extent. He estimated the time of the accident at about 
5.07 p.m. 

Fireman Wilkms, of train No. 103, stated that 
he first observed train No. 330 just as soon as it was 
possible to do so, his range of vision being obscured 
by a tree located on the inside of the curve. He m -
mediately called to the engmeman and then got down on 
the steps preparatory to getting off. He did not see 
any fusee nor did his t r a m explode any torpedoes, cut 
he said he noticed so,.ie one leave the engine and start 
towards the right of way fence. 

Tne statement a of Conductor Vallandmgham and 
Brakeman Eoren, of t r a m No. 103, added nothing of im­
portance as they were unaware of anything unusual until 
the brakes were applied m emergency as their t r a m was 
rounding the curve south of the point of accident. 

Afrent Kirksey, stationed at "Jcstport, stated 
that he had no orders for either of the trains involved 
and that the tram-order signal was m the proceed posi­
tion. As train No. 330 w as approaching ne heard one long 
blast of the engine vhistle and reported its arrival to 
the dispatcher. He then went outside and as the t r a m 
approached tne north switch of the passing track ne 
noticed that steam was shut off, but srortly afterwards 
tne engine began to work steam and it was still working 
when it passed the station, traveling at a speed of about 
25 miles per nour. Agent Kirksey said he gave the engine 
man a band signal indicating he was to take siding, which 
was acknowledged by the engmeman by a hand signal indi­
cating it was his intention to pull by and/iiT"^>n the sid­
ing. It was then about 5 p.m. and as train No. 103 
was not due out of Yuma until 5.02 p.m. Agent Kirksey 
thought there was ample time to make the intended move­
ment . The air brakes were applied just after the caboose 
passed the station, out the engine appeared to work steam 
until the t r a m came to a stop. He did not see either 
the conductor or the rear brakeman on the rear platform 
of the caboose as it passed h m , but after the t r a m 
stopped he saw both of them on the ground signalling the 
engmeman to back up. Tne t r a m stood at this point 
fully four minutes before it moved, and then three attempt 
were made to back the tram, which appeared to him to have 
been efforts to take up the slack, before it was finally 
started. The caboose had reached a point on tne passing 
track about clear of the n a m track when he heard t r a m No 
103 whistle for the station, followed very closely by the 
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occurrence of the accident. Agent Kirksey was certain 
that he did not see a flagman proceed m either direction 
after tram No. 330 had been brought to a stop, being 
particularly alert foi movements of this kind in view of 
the existing situation, nor did he heai a whistle signal 
for flag protection. After tne accident the engmeman 
of tram No. 330 was brought to the station and upon in­
quiry the engmeman said tnat ne thought he had plenty 
of time m which to oack his t r a m into clear. At the 
request of the engmeman his watch was removed from his 
pocket and it was found to have stopped at 5.08. 

Conclusions 

This accident was caused by the failure of Engmeman 
Wood, of tram No. 330, to head his t r a m m at the north 
switch of the passing "track at h'estport to meet an oppos­
ing superior tram; a contributing cause was the failure 
of Head 3rakeman Keeton properly to protect the head end 
of his tram by flag. 

The rules require that at meeting points inferior 
trams must clear the m a m track at least five minutes 
before th-- leaving time of superior trams, and they also 
require that inferior trains must, when practicable, pull 
m at the nearest switch. The reason for the failure of 
Engmeman Wood to head his t r a m m at the north switch 
of the passing track could not be ascertained. It seemed 
apparent, however, tnat he was a. ore his t r a m was to meet 
t r a m No. 103 at th^t point, for not only did the conductor 
say he gave the engmeman a stop signal, but he was in­
formed by both the fireman and the head brakeman that tram 
No. 103 was to be met at that point, while the agent said 
the engmeman gave him a hand signal indicating that he 
was going to pull by and back in on the passing track, 
b'hat benefit could have been derived from a movement of 
this kind is problematical as there was nothing in the way 
of cars on the passing track, the length of his own tram, 
or adverse grade conditions, which would have warranted 
tnis movement. 

The evidence was conflicting as to how long t r a m 
No. 330 had been standing after it was brought to a stop 
south of the south switch and as to ^hat protection, if 
any, was afforded while it was standing at tnis point. 
Without discussing the matter m detail, it seens clear 
that t r a m No. 330 must have stopped not later than 5.03 
p.m., possibly at 5.01 p.m., and that Head Brakeman Keeton 
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had tirre enough, even after allowing for hie conversation 
with the en~ineaan, to have gone a considerable distance 
around the curve before t~pm No. 103 approached, m fact, 
had he gone out a distance of 1,320 feet he would have 
reached the ceginnmg of a tangent whien is 4,485 feet 
in length and would have seen visible both to the engmeman 
and to the liicman of train No. 103. Under tncse cir­
cumstances it is believed tnat had Head Brakeman Keeton 
utilized the time at his disposal it is pxobaole that the 
accident would nave Deen averted. 

Had an adequate automatic block-signal system 
been in use, this accident piobably would not have oc­
curred, an adequate automatic train stop or t r a m control 
device would have prevented it. 

The employees involved were experienced men and 
at the time of the accident none of them had been on duty 
m violation of any of the provisions of the hours cf ser­
vice law. 

Respectfully submitted, 

W. P. BORLAND, 

Director . 


