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INTERSTATE COMMERCE COMMISSION

REPORT NO 3762

IN THE MATTER OF MAKING ACCIDENT INVESTIGATION REPORTS UNDER
THE ACCIDENT REPORTS ACT OF MAY 6, 1910

LOUISVILLE AN NASHVILLE RAILRCAD COMPANY

Qctober 22, 1957

Accident at Guthrie, Ky, on June 29, 1957, cdused by failure to operate the Lowmsville
Davision train in accerdance with signal indications

REPORT OF THE COMMISSION]

TUGGLE, Commessioner

On June 29, 1957, there was a s1de collision between a passenger train on the Evansville
Dhvision and a freight vuin on the Lowsville Division of the Louisville and Nashville Roilroad at
Guthrie, Ky , which resulted in the death of 3 passengers, 1 trawn-service cinplayee, 2 dining-car
employees, and the injury of 12 passengers, | train-service employee, and 8 dining-car employees

1 Under authorlty of sectlon 17 (2} of the Interstate Commerce Act the gbove-entitled proceeding was
referred by the Commlssion to Commissioner Tuggle for considerotion and dlsposition
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Location of Accident and Method of Operation

This accident occurred within yard lituts at the intersection of the Twvansville and Lowls-
ville Divisions at Guihrie, Ky In the vicinity of the point of acciaent sout] -bound trains by time-
table directions move scutheast on the Fvansville Division and southwest on the Louisyille [hvi-
sion by compass directions  Turelable directions are userd in Hus report  The accident ocourrad
on that part of the Evansville Division extending between Henderson, Ky , and Anaur, Tenn , 1360
miles, and on that part of the Loweville Division exiening beiween Lowsville, Ky , and Para,
Tenn , 246 3 niules  Guthrie 15 97 0 nules soutn of Henderson aad 163 9 miles south of Louwsville
The hnes intersect at an angle of 86047’ At Guthrie, sidings paralle]l the main tracks ot the
Evansville and Lowsville Divisions on the east and west, respectively A highway crosses the
tracks of the Lowtsville Division at grade The center-line of the highway 1s located |,563 teel
north of the intersection In the vicinity of the point of accident the Fvansville Division 15 a
single-track line over which trains are operated by signal indications The track 1= 41 yent
throughout a distance of over 3 miles immediagtely north of the point of accident and g con-ider-
able distance southward The gqiade 1s proctically level at the point of aecident  In the vicinuty
of the pomnt of accident the Lowsville Division 15 g single-track line over wlich trains are oper-
ated by timetable and train orders There 15 no block system in use The track s tangdent through-
out a distance of over 1,5 miles immediately north of the peint of aceident and a considerable
distance southward The grade for south-bound trains 1s, successively, practically level 4,000
feet, a vertical curve B00 feet, ! 04 percent descending 500 feet, 1 18 percent descending 1,600
feet, and an average of 0 70 percent descending 400 feet to the point of aceident

Movements over the crossing are governed by wnterlocking signals  Semi-automatic signals
2171 and 3R, governing south-bound movements on the Evansville Division, are located, respec-
tively, 1 28 miles and 162 feet north of the ntersection Automatic signal 1621 and semi-autematic
signal 1L., governing south-bound movements on the Loulsville Division, are located, respectively,
! 38 miles and 200 feet north of the intersection These swynals are of the search-light type
Aspects applicable to this nvestigalion and the corresponding indications and names are as
follows

Signal Aspect indication Name

2171 Green- PROCEED CLFAR

3R overred

1621 Yellow PREPARE TO STOP AT NEXT SIGNAL APPROACH

TRAIN FXCFCDING MEDIUM SFEFD
MUST Al ONCE REDUCE TO THAT SPELD,

1L Red-over-  STOP STOP,

red

i e 1nterlocking signals are controlled from the station at Guthrie located 1n the angle of the
uitersection west ot the Evansville Division main track and east of the Louwsville Divi o mn
track Signal 2171 1s al=o part of a traffic-control system controlled by a train controller ul + vans-
ville When the traffic-control system and the interloching are hned for south-bound movements on
the main track of the Evansville Division, signals 2171 and 3R ndicate Proceed, signal 1671
.ndicates Prepare-to-stop-at-next-signal, ond signal 1L indicates Stop  Indication, route, and
time locking are provided
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The weather was clear at the time of the accident, which occunied at 4 45 p

The diesel-electric units of No 121 were equipped with 24RL brake eguipnient The regu-
latory devices were adjusted to maintain @ maximum INAin IESEIVolr pressure of 140 pourds and
brake-pipe pressure of 90 pounds The first unit of the locomchive was equpped with a speed-
recording device but the device was not provided witn a speed-recording tape

Discussion

As No 11 was approaching the point where the accident occurred the enginemen were 1n the
zontrol compartment of the first diesel-electric unit  The conductor was in the hirst car and the
tlagman was in the rear car  Signals 2171 and 3R indicated Proceed  The speea of the train was
reduced to about 35 miles per hour to comply with Lhe speed restriction at the mterlocking  The
engineer said that as the train approached the ntersection he observed the operators at the s*arion
moving away from the irack in a manner which 'ndicated to him that sometning wa+ wrong wilh the
train  He imitigted an emergency application of the brakes The collision occurred rmmediately
afterward  The fireman said that he observed No 121 after 1t haa pussed signal 1L He estr-
mated that the speed of that train was about 6 miles per hour when the collision occurred

As No 171 was approaching the point where the accident occurred the enaineer, the fire-
man, and the front brakeman were 1n the control conpartment ot the {fust diesel-electric unit, and
the conducter and the flagman were 1n the copoose  The firemman, who was promated to the position
of engineer on February 2, 1951, was opercting the locomotive The brakes of this irain had been
rested and no excephions wa-e taken to the condition of the brake equipment No difficulty was
expentenced 1n controliing the speed of the train en route Signmi 1621 indicated Prepare-to-stop-
at-next-signal  The fireman saa that the speed of the rair woe abeut 55 wiles per hour approach-
ing the signal and that he mmtiated a service brake application betore tne train passed the signal
He sald that he released the brakes when the speed of the train was reauced to about 25 riles per
hour at o point approximately 600 feet south of the signal The throttle was i Nc 3 position at
that ime As the train was appreaching signal 1L the fireman recewved instructions from the con-
durtor by radio to stop the irair at signal 1L instead of vhe customar, stopping point immediately
north of the highway crossing  The condactor said that when switching opertions were to he ver-
formed atr Guthrie 1t was his practice to stop the train at signal 1L provided the tram was of such
length that the rear of the trawr would be south of the fighway after the train stopped Signal 1L
can first be seen from the contrcl compartment of a sculh-bound locomotive at c point 4,974 {eet
nortn of the signal The fireman said that the signal indicated srop He somid that he made an
B-pcund brake pipe reduction when the train was about 2,000 feet rorth o signal 1L but the brakes
did rot appedar to function propetly He estimated that the speed ol the tiqin was 25 nules per hour
at that time He sma that when the frawn was about 1,200 {eet north of the signal he appled the
brakes 1n emergency, closed Lhe throttle, and operatec the sanding valve The engmeer called a

, warning o the fireman The fweman and the brakeman alighted before the collision occurred
The -.reman said that the speed of the train was about 8 miles ver hour when the collizion oc-
curred The brakeman said be thought that the brakes were applied 1n emergency at a point about
600 feet north of signal 1. He estumated that the speed ot the train at that tine was about 15
miles per hour and that 1t was reduced to apout 6 miles per homi when tne collision occurrod  The
conductor smd he thought that the train was about 500 feet north of the signal when the brakes
became applied 1in emergency and that the speed of the train at that hime was about 15 miles per
hour The flagman said that he observed the brake-pipe gauge 1n the caboose after the fircman
made the B-pound brake-pipe reducrion and 1t indicated that brake-pipe pressure was ther between
70 and 7% pounds He said that he was closely observing the location of 1ne ue.m=. . -dar to
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notify the engine crew by radio when the cabacse was south of the highway crossing  He said that
the hrakes became applied in emelqency wher (he rear of the ttair was abeut 800 feet north of the
Fighway crossing  He estunated that the speea of the train at tnat fune was about 15 mules per

ty

T'he statements of the members of the cre v - contlicling regaiding the speed and the loca-
'ion ol the tymin at the tune the brakes became applied 1n emergency However, It 1s apparent from
Hiong staten ents that the firernan was mistalen and thal the emeraency braks application was made
at a point nearer signal 1L than he esturated

The brake eylinders ana brake pipes of the first two diesel-electiric units of No 121 were
damaged as o result of the accident  The undamaged brake equioment of the {irst unit was tested
ufter plugmng broken pipes and 1t was found to function preperly  The control and relay valves of
the second unit were removed and applied to anather unit of the same type and were found to func-
tron properly  The brake equipment of the third unut functioned properly  The brake equipment of
the cars of No 121 was tested and 1t was found thot the brakes of the ninth car were cut out, «and
that the trake-cvlinder piston travel of seven cars and the caboose was excessive, measurlug__ld
i ches or more  As a resull, the brakes of enly about 75 percent of the cars of the train werein
proper conditlon at the time of the accident  Although no erceptions were taken when the brakes
wele tested at Strawberry, 1t 1s aoparent that the brakes of the ninth car were cut out and thet
ex~esclve brake-cylinder piston travel extsted at that time

TInder the rules of the carmer, after Mo 121 passed signal 1621 1t was required to be oper-
mted a* medium speed und in such manner that the train could be stopped hefore passing signal 1L

Cavse

This neoident was caused by fallure to operate the Lowsville Division train 1n accordance
with s1gnal 1n-hcations

Dated at Washington, D C , this twenty-second
day of October, 1957

By the Commission, Commissioner Tugagle

(SEAL) HAROLD D McCQY,

Secretary



