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I N T E R S T A T E COMMERCE COMMISSION 

REPORT NO 3762 

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

LOUISVILLE AND NASHVILLE RAILRCAD COMPANY 

October 22, 1957 

Accident at Guthrie, Ky , on June 29, 1957, caused by failure to operate the Louisvi l le 
Division train in accordance with signal indications 

REPORT OF THE COMMISSION 
TUGGLE, Commissioner 

On June 29, lOS^ rhere was a side col l is ion between a passenger train on the Evansville 
Division and a freight nam on the Louisvi l le Division of the Louisvi l le and Nashville Railroad at 
Guthiie, Ky , which resulted in the death of 3 passengers, 1 tram-servicf' employee, 2 dining-car 
employees, and the injury of 12 passengers, 1 train-service employee, and 8 dining-car employees 

' Under authority of section 17 (2) ot the Interstate Commerce Act the above-entitled proceeding was 
referred by the Commission to Commissioner Tuqgle for consideration and disposition 
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Location of Accident and Method of Operation 

This accident occuired within / a i l lituts at the intersection of the Evansville nnd Louis­
vil le Divisions at Gulhrie, Ky In the vicinity of the point of acciaent soutl -bound tiain^ by time­
table directions move southeast on the Fvansville Division and southwest on the Louisvil le Divi­
sion ny compass directions Timetable directions are used in this report The accident occinred 
on that part of the Evansville Division extending between Henderson, Ky , and An am, Tenn , l^d 0 
miles, and on that part of the Louisvi l le Division extending between Louisvi l le , Ky , and Pario, 
Tenn , 246 3 miles Guthrie is 97 0 rules soutn o{ Henderson and 163 9 miles south of Louisvi l le 
The lines intersect at an angle of 86 47 ' At Guthrie, sidings parallel the main tracks of the 
Evansvil le and Louisvi l le Divisions on the east and west, respectively A highway crosses the 
tracks of the Louisvi l le Division at grade The center-line of the highway is located 1,563 feet 
north of the intersection In the v ic in i t / of the point ot accident the Fvansvil le Division is a 
single-track line over which trains are operated bv signal indications The track is Mnjent 
throughout a distance of over 3 miles immediately north of the point of accident and a consider­
able distance southward The giade is practically level at the point of accident In the vicinity 
of the point of accident the Louisvi l le Division is a single-track line ovei which trains are oper­
ated by timetable and tram orders There is no block system in use The track is tangent through­
out a distance of over 1,5 miles immediately north of the point of accident and a considerable 
distance southward The grade for south-bound trains is , success ive ly , practically level 4,000 
feet, a vertical curve 800 feet, 1 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 accident 

Movements over the crossing are governed by interlocking 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 intersection Automatic signal 1621 and semi-automatic 
signal 1L, governmq south-bound movements on the Louisvi l le Division, are located, respectively, 
1 38 miles and 200 feet north of the intersection These signals are of the search-light type 
Aspects applicable to this investigation and the corresponding indications and names are as 
fol lows 

Signa l A s p e c t Ind ica t ion Name 

2171 Green- PROCEED CLEAR 
3R over-red 

1621 Yel low PREPARE TO STOP AT NEXT SIGNAL APPROACH 
TRAIN EXCEEDING MEDIUM SPEED 
MUSI A I ONCE REDUCE TO THAT SPEED, 

1L Red-over - STOP STOP, 
red 

i Ue interlocking signals are controlled from the station at Guthrie located in the anglf of the 
intersection west of the Evansville Division main track and east of the Louisv i l le Divi ,i 'nam 
track Signal 2171 is a l so part of a traffic-control system controlled by a tram controllei ui , vuns-
ville When the traffic-control system and the interlocking are lined for south-bound movements on 
the main track of the Evansville Division, signals 2171 and 3R indicate Proceed, signal 1621 
indicates Prepare-to-stop-at-next-signal, and signal IL indicates Stop Indication, route, and 
time locking are provided 



Phm r Tiler's i i^ointmn ulc 

18 Trains must approach * ' h -i r ,i T j ir * * ^ t m 1 if 
less ihe switches are properly In < nnc ^ ->t U an'' >fi 1 l -I <ji.* * *• 

Pfil Trains or engjne . i ~. < -.- ui i i '-r o , i, ^ j[i uintil ll cut riYfu im 
>-i )i iqnals Enginemen ana Ira i"1 men in 11 i ot } rot t j on nnd iqn<n̂  _mt d iliry me fully 
informed t ' the situation, 'he r io/emn-nt inn 1 'hen br inadr a t ir-^t jcled p. r | 

j tP- INlr lONS 

r/-diun Srieed - '..-""ho.]' "<i>nnuni nut her /ea up̂ > - at pom* mv lived, not £ x-
cpecling 1'irtv [ iJ: 3 p l hour 

The mâ irrupi inthonzed speef> i t M'-> passe lqei pain » as 70 miles p i r hoiu, but it was 
"-•^nrtod Lo 3 C r> lie; p< , ,'OH' d r mghoui <i e interlocking Mir ma^mum ^pthon^eJ speed for the 
ii-'ialit tram a i l 4 j nui^s pei hum 

D e s c r i p t i o n of A c c i d e n t 

No ] 1, a south-bound first-class passenger tram, consisted of dlesel-electr ic units 604 and 
312, coupled in n nltip'e-unit control one dormitor/-baggage car, two sleeping cars, one dining car 

tavern car, one sleeping car, and six c o a c h e s in the order named These cars were of light­
weight construction ana A e m equipped with tightlock couplers This train departed from Evan ,-
v i ' l e , Ind , lOQ A mil-^ rcr*. ,;f Guthne, ir ? &h ~- m ^ ninule 'ate pa ^ V Hendei-.on at 3 03 
t m , ' minutes late massed < i m o l ' 2 P i , 1 ui 3P, whicn indicated Proceed, ana while ricvinq 
o v t 'he internet tior at Gutune t t i epeed of appro* irnatel> 35 u i les poi houi the side of the first 
' ai '"as struck No 1 1̂ 

No 121, a suulr-poi'n!' "pc iml-c'a , r he_ght tram on us led ot dip-,pl-<^lectnc units 806, 
7 0 3 # and 312, coupud m lulhf. le-unt ^ontuj , ^0 c ai , md a aboo-,e i hm t r a ip departed from 
Strawberry, Ky , 158 0 tup<= north c r Gulhr^ at 12 ,3 v ji ^ houu, 43 i unute^ late, departed 
from Russel lvi l le , Ky , the last open oMico 20 ? miles north Guthrie, o ' 4 ^3 p m , 3 hour 2^ 
1 iiriuto-- late parsed signal 1621, which mc icate J Proixuc-to-stop-at-nexl-' ignnl passed signal l L r 

whir-h lndic-nt^l Ston and while moving at n soecd of about 6 miles per lion, it strick the side of 
'he nrst car oi N j 1] 

No 11 stepped -*'ith i] c trout r-nd r the lo^o'^otive 678 feet c onH, / the intersection 
1 i)i A'M'e no b^rrjr lion t ^ i^eon lhr uniS of die tram fh first to dm r t ' .j< , mc lu ive, 

aril Jiont bur's, ot tu« th car werr- H'Mk -I arM ' -voed uptight v , • i r ly n h uul 
en Ihe tiack ^ni ^ ture Flu icuith car "as acsltoyed di« 'list and tn . fi th c r weio badly lIou*-
ag( d, Iht -Cv_oni ihe thira an,, tne sixth cars wpf < on ^iderably damaged ^iH the se ' -n ' l i car 
a ofiifnh ^Lir a 11. i iK- n j * and t^con ' i," -el-.l t"i( >*n11 nf Ĵ M'1

 ' r M I c o i l e a 3nd 
~ t ^ ^ o u occ uired o^K \ ' ' ie unit 1 h- ins1- uni< -tt oped on its n ihI ia< i i t front Jnd 
re""- eriû  of tins unit w n o , lespert ivoly, 93 \^ ( \ jnd H 7 ieet south of the m l c r a c t i o n , ipd lb 
i1- i- s - 1 ci J di ' \ jns"i l le Pivi i j 1 s-Cin i r ' i u Is. . t ,nt ,i( i l o ,tcoui< unit 

„t . 1 the side o £ the fc 'rii -^i Nc 11 Mn^ unit An:{ ^1 on 4 s l e f + s 1 lo villi hie front end on 
Lhe ^ vai '--Villc1 Division tnok ->rructure ana the rer ^n-l of t1 ^ 1 omsv'ilU Division track otructure 
N i oihn equp 1 e i[ of tĥ  L^am uvas doi ailed Ihe rir~r an J the s r c o n i h - d- 'Mixtnc unns were 
b I> ijai'agod en-' it. "hid ur A v i s snqi tiy damajec 

J i ; Q u i n e e r O i No i.2i wt s Millie 1 1 he conductor ol No 11 wq_-> i n< 3 
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The weather was clear at the time of the accident, which occuned at 4 45 p m 

The diesel-electric units of No 121 were equipped with 24RL brake equipment The regu­
latory devices were adjusted to maintain a maximum mam reservoir pressure of 140 pounds and 
brake-pipe pressure of 90 pounds The first unit of the locomotive was equipped with a speed-
recording device but the device was not provided witn a speed-recordinq tape 

Di scus sion 

As No 11 was approaching the point where the accident occurred trie enginemen were in the 
control compartment ot the first diesel-electr ic unit The conductor was in the first car and the 
tlagman was m 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 the speed restriction at the interlocking Tho 
engineer said that as the tram approached the intersection he observed the operators at the s+auon 
moving away from the track m a manner which -ndicated to him that sometning wa^ wrong with the 
train He initiated an emergency application of the brakes The col l is ion occurred immediately 
afterward The fireman said that he observed No 121 after it haa pos ted signal 1L He esti­
mated that rhe speed of that train was about 6 miles per hour when the col l is ion occurred 

As No 121 was approaching the point where the accident occurred the enaJneer, the fire­
man, and the front braKeman were in the control compartment or the fust diesel-electr ic unit, and 
the conductor and the flagman were in tho caooose The fireman, who was promoted to the position 
of engineer on February 2, 1951, was opercting the locomotive The brakes of this tram had been 
Tested and no exceptions we~e taken to the condition of the brake equipment No difficulty was 
experienced in controlling the speed of the train en route Signal 1621 indicated Prepare-to-stop-
at-next-signal The fireman saia that the speed of the train wa^ about 55 miles per hour approach­
ing the signal and that he initiated a service brake application tie lore t i e tram passed the signal 
He said that he released the brakes when the speed of the tram vvas reauced to about 25 miles per 
hour at a point approximately 600 feet south of the signal The throttle was m No 3 position at 
that time As the train was approaching signal 1L the fireman received instructions from the con­
ductor by radio to stop the tram at signal 1Linstead of The customary stopping point immediately 
north of the highway crossing The conductor said that when swi sh ing operations were to he per­
formed at Guthrie it was his practice to stop the train at signal 1L provided the tram was of such 
length that the rear of the trair would be south of the highway after tne train stopped Signal 1L 
can first be seen from the control compartment of a south-bound locomotive at a paint 4,974 feet 
north of the signal The fireman said that the signal indicated 6 top Ho said that he made an 
8-pcund brake pipe reduction when the t^ain was about 2,000 feet north of signal 1L but the brakes 
did rot appear to function properly He estimated that the t>peed ol ihe Uain was 25 miles per hour 
at that time He said that when the train was about 1,200 feet north of the signal he applied the 
brakes in emergency, c losed the throttle, and operatea the sanding yalve The engineer cal led a 

< warning to the fireman The fireman and the brakeman alighted before the col l i s ion occurred 
The --.reman said that the speed ol the tram was about 8 miles oer hour when the col l is ion o c ­
curred The brakeman said he thought that the brakes were applied m emergency at a point about 
600 feet north of signal 1L He estimated that the speed ol the train at that time was about 15 
miles per hour and that it was reduced to about 6 miles per houi when tne col l is ion occurred The 
conductor said he thought that the tram was about 500 feet north of the signal vvhen the b r akes 
became applied in emergency and that the speed of the tram at that time was about 15 miles per 
hour The flagman said that he observed the brake-pipe gauge in the caboose after the tiroman 
made the 8-pound brake-pipe reducnon and it indicated that brake-pipe ores sure was ther between 
70 and 75 pounds He said that he was c lose ly observing the location of \'>c _ u _ ' r - . , -dar to 
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fSEAL) H A R O L D D McCOY, 
Secretary 

notify the engine crew by radio when the caboose was south of the hiqhway crossing He said that 
the brakes became applied in emeiqenry <w1im the rear of the tiair ^a s about 800 feet north of the 
Myhvva> crossing He estimated that the speea of the train at tnat tune was about 15 miles per 

"i 

The statements of the members of the ere v a-v conflicting regaiding the speed and the loca-
lion ot the train at the time the brakes became applied in emergency However, it is apparent from 
'ben statei ients that the fireman was mistaken and that the emergency brake application was made 
at a point nearer bignal IL than he esturated 

The brake cylinders ana brake pipes of the first two diesel-electr ic units of No 121 were 
damaged as a result of the arcident The undamaged brake equioment of the first unit was tested 
after plugging broken pipes and it was found to function properly The control and relay valves of 
the second unit were removed arid applied to another unit of the same type and were found to func-
Ijop properly The brake equipment of the third unit functioned properly The brake equipment of 
the cart, of No 121 was tested and it was found that the brakes of the ninth car were cut out, i and 
that the 1 rake-cvlinder piston travel of seven cais and the caboose was exces s ive , measuring 10 
iru he<5 or more As a result, the brakes of only about 75 percent of the cars of the tram were in 
proper condition at the time of the accident Although no exceptions were taken when the brakes 
.'ere tested at Strawberry, it is aoparent that the brakes of the ninth car were cut out and that 
excess ive brake-cylinder piston travel existed at that time 

Under the rules of the earner, after No 121 passed signal 1621 it was required to be oper­
ated a' medium speed and in ^uch manner that the train could be stopped before passing signal IL 

Cause 

dins accident was caused by failure to operate the Louisvi l le Division train in accordance 
with signal indications 

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

By the Commission, Commissioner Tuggle 


