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Synopsis 

On July 6 , 1 9 7 8 , a t approximately 9 : 1 5 a . m . , a head end 
c o l l i s i o n occurred between two L o u i s v i l l e and N a s h v i l l e 
f r e i g h t t r a i n s 1 . 3 m i l e s south of S t . Joseph, Tennessee . 
The weather was c l e a r . 

C a s u a l t i e s 

The head brakeman of the southbound t r a i n died en route 
to the h o s p i t a l as a r e s u l t of i n t e r n a l i n j u r i e s sus ta ined in 
the c o l l i s i o n . The engineer of that same t r a i n s u f f e r e d c u t s , 
abras ions and contus ions to the f a c e , arms and l egs as a 
r e s u l t of h i s jumping from the locomotive p r i o r to the c o l l i ­
s i o n . 

The engineer and head brakeman of the northbound t r a i n 
sus ta ined c u t s , abras ions and contusions to t h e i r upper t o r s o s 
and l e g s as a r e s u l t of being thrown around in the cab as t h e i r 
locomot ive unit overturned. 
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Cause 

The c o l l i s i o n was caused by the f a i l u r e of the crew 
members of the southbound t ra in to operate that t r a i n in 
accordance with t r a i n order i n s t r u c t i o n s . 

Locat ion and Method of Operation 

The acc ident occurred on that part of the L o u i s v i l l e 
and N a s h v i l l e Ra i l road extending from Columbia, Tennessee 
to S h e f f i e l d , Alabama, a d i s tance of 8 3 . 9 m i l e s . This i s a 
s i n g l e t rack l i n e over which t r a i n s are operated by t imetab le 
and t r a i n o r d e r s . 

The c o l l i s i o n occurred on the main t rack , 1 .3 mi l e s south 
of S t . Joseph, Tennessee. 

From the north on the main track there i s a tangent of 
965 f e e t , a four degree curve to the l e f t 23 f e e t to the po int 
of c o l l i s i o n and 727 f e e t southward, and a tangent 854 f e e t in 
l e n g t h . 

The grade for southward t r a i n s in the acc ident area i s 
1.13% ascending. 

Sight Distance 

The range of v i s i o n i s r e s t r i c t e d in the acc ident area by 
dense undergrowth and a t r e e l i n e which extends to a height of 
30 f e e t on the e a s t . S ight d i s tance for t r a i n crews operat ing 
in both t imetab le d i r e c t i o n s i s further l i m i t e d by two 4 
curves to the north and to the south of the po int of c o l l i s i o n . 

Authorized Speed 

The maximum authorized speed for f r e i g h t t r a i n s in the 
acc ident area i s 25 m i l e s per hour. 

A p p l i c a b l e Rules 

Engine W h i s t l e S ignal 

14 Sound I n d i c a t i o n 

(n) - - o Approaching meeting or wait ing p o i n t s . . . . 
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S - 8 9 ( a ) At meeting or wai t ing p o i n t s , t r a i n s must stop c l e a r 
of the switch to be used by an opposing t r a i n to 
enter the s i d i n g , unless the t r a i n to enter the 
s i d i n g i s c l e a r of the main track and switch i s pro­
p e r l y s e t . 

S-90 The engineer of each t r a i n must sound s i g n a l , Rule 
1 4 ( n ) , two m i l e s be fore reaching a meeting or wai t ing 
po in t or a po int where t h e i r t r a i n i s r e s t r i c t e d . 

On t r a i n s having radio communication, conductor and 
engineer must communicate with each other by rad io 
and have a thorough understanding two mi l e s before 
reaching point t h e i r t r a i n i s r e s t r i c t e d . 

106 Both the conductor and the engineer are r e s p o n s i b l e 
for the s a f e t y of the t r a i n and the observance of the 
r u l e s and, under condi t ions not provided for by the 
r u l e s , must take every precaut ion for p r o t e c t i o n , but 
th i s does not r e l i e v e other employees of t h e i r 
r e s p o n s i b i l i t y under the r u l e s . 

1 0 6 ( a ) . . . . 

When the conductor or engineer f a i l s to take ac t ion 
to s top the t r a i n , and an emergency r e q u i r e s , other 
crew members must take immediate a c t i o n to stop the 
t r a i n . 

212 Conductors , enginemen and trainmen must read t r a i n 
orders and c learance Form A and when p r a c t i c a b l e 
check with each other and have a d e f i n i t e understand­
ing of t h e i r requirements . As far as p r a c t i c a b l e , 
conductors and engineers must s a t i s f y themselves that 
t r a i n orders are understood by other crew members. 

2 2 1 ( h ) On t r a i n s equipped with r a d i o , conductor and engi ­
neer , a f t e r r e c e i v i n g t r a i n o r d e r s , must promptly 
communicate with each other as to requirements of 
such o r d e r s . . . . 
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Forms of Train Orders ( S - A ) Fix ing Meeting Points for 
Opposing Trains 

Trains r e c e i v i n g these orders w i l l run with respect to 
each other to the des ignated po in t s and there meet in the 
manner p r e s c r i b e d by the r u l e s . When d i r e c t i n g superior 
t r a i n s to take s id ing for i n f e r i o r t r a i n s , the i n s t r u c ­
t i o n s must be given s p e c i f i c a l l y f or each meeting po int 
in each order . (L§N Rules of The Operating Department) 

Circumstances Involved in the Accident 

Extra 4137 North 

Extra 4137 North o r i g i n a t e d at F lorence , Alabama, on the 
day of the a c c i d e n t , and departed that l o c a t i o n at 7 :55 a.m. 
Train crew members are r e s p o n s i b l e for a i r brake t e s t s at t h i s 
point and they did not perform the required a i r brake t e s t s 
and inspec t ion of the t r a i n brakes pr ior to departure . This 
northbound f r e i g h t t r a i n c o n s i s t e d of f i v e GP-38-2 d i e s e l -
e l e c t r i c locomot ive u n i t s , operat ing in m u l t i p l e c o n t r o l , and 
a caboose . The locomotive uni t s are of the low p r o f i l e hood 
des ign with the c o n t r o l compartments at the front end. A l l 
locomot ive u n i t s were equipped with 26L a i r brake equipment. 

The engineer was operat ing the c o n t r o l s of the lead l o c o ­
motive uni t from h i s normal p o s i t i o n on the r i g h t s ide of the 
c o n t r o l compartment. The head brakeman was occupying the seat 
on the l e f t s ide of the contro l compartment of the lead u n i t . 
The conductor and the flagman were in the caboose . 

Extra CN 4011 South 

Extra CN 4011 South departed the Kayne Avenue Yard, 
N a s h v i l l e , Tennessee, at 1:25 a.m. on the day of the acc ident 
as Second No. 3 9 9 . Car department employees performed the 
required a i r brake t e s t p r i o r to departure . The t r a i n brakes 
funct ioned proper ly when used en route . This second c l a s s 
southbound f r e i g h t t r a i n c o n s i s t e d of f i v e d i e s e l - e l e c t r i c 
locomotive un i t s (EMD-GP-40, GE-U23-B, EMD-GP-35, GE-U23-B and 
EMD-SW-1500), operat ing in m u l t i p l e c o n t r o l , 60 loaded coal 
cars and a caboose . The locomotive un i t s are of the low 
p r o f i l e hood des ign with the contro l compartment at the f ront 
end. A l l the uni t s were equipped with 26L a i r brake equip­
ment. 
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Kayne Avenue Yard i s l oca ted within the l i m i t s of the 
N a s h v i l l e Terminal , and t r a i n movements within t h i s t e r r i t o r y 
are c o n t r o l l e d by automatic block s i g n a l s , except at i n t e r ­
locking p o i n t s . At Vine H i l l , 3 . 5 mi les south of Kayne 
Avenue, a continuous t r a i n order o f f i c e i s maintained. A l l 
Birmingham D i v i s i o n t r a i n s must r e c e i v e a Clearance Form A at 
t h i s p o i n t . Extra CN 4011 South rece ived the necessary c l e a r ­
ance form and four t r a i n orders and moved southward to the 
i n t e r l o c k i n g s t a t i o n at Brentwood, Tennessee, where i t was 
held for an opposing movement. A f t e r depart ing Brentwood, 
operat ions were normal between that point and Columbia, 
Tennessee, 3 4 . 5 mi l e s to the south . At the Columbia Wye, a l l 
t r a i n s , except o r i g i n a t i n g and terminat ing t r a i n s , are 
required to secure a Clearance Form A and leave a r e g i s t e r 
card . Extra CN 4011 South passed the d e l i v e r y point and 
obtained the c l earance form and 11 Form 19 Train Orders . 
Order No. 4 1 5 , dated July 6 , 1978 , addressed to C§E Second 399 
and Engine CN 4 0 1 1 , read as f o l l o w s : 

"Engine CN 4011 i s withdrawn as Second 399 at 
Mt. Pleasant and run Extra 4011 Mt. Pleasant to 
Florence and meet Extra 4137 North at L o r r e t t o . " 

This p a r t i c u l a r order bore the d i s p a t c h e r ' s i n i t i a l s , was 
made complete at 5 :25 a.m. and was s igned by the o p e r a t o r . The 
other 10 orders were track r e l a t e d which required t r a i n speed 
reduct ions at var ious l o c a t i o n s between Columbia, Tennessee 
and F lorence , Alabama. On t h i s d i v i s i o n , southbound t r a i n s 
are superior to northbound t r a i n s of the same c l a s s . There­
f o r e , Second 399 would proceed from Columbia to Mt. P leasant 
on the schedule of No. 399 and then as Extra CN 4011 South from 
Mt. P leasant to F lorence , Alabama. Being the t r a i n in the 
superior d i r e c t i o n , Extra CN 4011 South should have proceeded 
on the main track to the south switch of the s id ing at 
L o r r e t t o , stopped to c l ear and arranged to meet Extra 4137 
North at that p o i n t . The crew members of the southbound t r a i n 
proceeded to operate the t r a i n south beyond L o r r e t t o , occu­
pying the main track without a u t h o r i t y . 

Included in the track r e l a t e d orders rece ived by Extra CN 
4011 South at Columbia, was Order No. 5 5 4 . This order s t a t e d 
"See safe before pass ing over broken r a i l A 2 8 4 . 4 on eas t 
r a i l . " At m i l e A 2 8 4 . 4 , Extra CN 4011 South stopped and both 
the engineer and the head brakeman descended from the locomo­
t i v e . They found four inches of the head of the eas t r a i l 
broken out and l a y i n g on the track s t r u c t u r e . A f t e r p l a c i n g 
the p i e c e s back in the r a i l , they n o t i f i e d the conductor by 
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radio that track cond i t ions were safe for the t r a i n to pass 
t h i s l o c a t i o n . The flagman n o t i f i e d the engineer , by r a d i o , 
when the caboose had gone by the d e f e c t i v e r a i l . The l o c a t i o n 
of the d e f e c t i v e r a i l i s 1 .4 mi l e s south of the meeting point 
a t L o r r e t t o and at t h i s p o i n t , the crew had not yet r e a l i z e d 
that Extra CN 4011 South was occupying the main track without 
a u t h o r i t y . 

Approaching the point of a c c i d e n t , the engineer was 
operat ing the c o n t r o l s of the lead locomotive from h i s normal 
p o s i t i o n . The head brakeman was occupying the seat on the 
l e f t s ide of the c o n t r o l compartment of the lead u n i t . The 
conductor and the flagman were in the caboose . 

The Accident 

Extra 4157 North 

Extra 4137 North was in the four degree r igh t curve 
moving at approximately 10 to 15 mi l e s per hour when the 
engineer observed the headl ight of Extra CN 4011 South 
approaching at a d i s tance of 250 f e e t . The t h r o t t l e , 
according to the engineer , was e i t h e r in " I d l e " or run "One" 
p o s i t i o n . He immediately c losed the t h r o t t l e and moved the 
automatic brake valve to the "Emergency" p o s i t i o n . Both the 
engineer and the head brakeman got down on the f l o o r and 
braced t h e i r f e e t aga ins t the f ront wall of the contro l com­
partment p r i o r to the c o l l i s i o n . The engineer s t a t e d that h i s 
t r a i n was moving at not over one or two mi l e s per hour when i t 
was s truck by the southbound t r a i n . 

Extra CN 4011 South 

Extra CN 4011 South was on the ascending grade and the 
engineer had j u s t r e l e a s e d the automatic brake valve and 
app l i ed power. The speedometer was not working and the 
engineer es t imated that h i s t r a i n was moving at approximately 
15 mi l e s per hour. As he looked forward, he observed the 
approaching northbound t r a i n at a d i s tance of 200 -250 f e e t . 
He stood up and shouted a warning to the head brakeman to jump. 
The engineer then s t a r t e d to jump from the r i g h t s i d e cab 
window. He h e s i t a t e d for a second, and before jumping he 
reached back and moved the automatic brake valve to the 
emergency p o s i t i o n . A f t e r jumping and h i t t i n g the ground, he 
ran to an adjacent f i e l d to escape being trapped beneath the 
d e r a i l i n g equipment. A f t e r the c o l l i s i o n , the engineer 
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observed the engineer and the head brakeman of the northbound 
t r a i n crawl from the wreckage. He did not see h i s head brake-
man and returned to the lead locomot ive , No. CN 4 0 1 1 , to f ind 
the brakeman in a standing p o s i t i o n , trapped in the d e b r i s . 
With the a s s i s t a n c e of the f r o n t end crew of Extra 4137 North, 
the trapped brakeman was in the process of being f r e e d when a 
fue l tank in the second locomotive u n i t , LN 2 8 0 3 , ruptured and 
i g n i t e d . Desp i te the f i r e , the in jured brakeman was moved to 
a safe l o c a t i o n . 

Damages 

Extra 4137 North 

Extra 4137 North was shoved southward approximately 75 
f e e t by the force of the impact. In the c o l l i s i o n , LN 4137 
overrode the p lat form and contro l compartment of CN 4 0 1 1 , the 
southbound lead locomotive u n i t , and overturned to the west of 
the track s t r u c t u r e . The f r o n t truck of LN 4137 stopped on the 
track aga ins t the f ront p i l o t p l a t e of CN 4 0 1 1 . The rear 
trucks remained with the frame and s u p e r s t r u c t u r e . LN 4137 
was equipped with Type "F" t i g h t lock c o u p l e r s , and coupler 
al ignment c o n t r o l . The remaining four un i t s of the locomot ive 
c o n s i s t , though s u b s t a n t i a l l y damaged, did not d e r a i l . There 
were no damages to the caboose of t h i s t r a i n . 

Extra CN 4011 South 

The lead locomot ive u n i t , CN 4 0 1 1 , stopped upright on the 
track s t r u c t u r e with the rear trucks on the r a i l . In the 
c o l l i s i o n , the l ead unit of the northbound t r a i n overrode the 
f r o n t end t e a r i n g the c o n t r o l compartment away and l eav ing i t 
in a d i t c h to the west of the main t rack . A l l c o n t r o l s were 
damaged t o the extent that no determinat ion could be made as 
to t h e i r p o s i t i o n immediately p r i o r to the c o l l i s i o n . The 
second uni t of the locomotive c o n s i s t , LN 2 8 0 3 , overrode the 
rear p lat form and s u p e r s t r u c t u r e , s t r i p p i n g the uni t to the 
frame. The engine , compressor, a l t e r n a t o r and a u x i l i a r y 
generator were torn from the bed p l a t e and were found with the 
a l t e r n a t o r on the l e f t s i d e walkway with the acce s sory end of 
the engine on the ground to the eas t of the locomot ive frame. 
This unit was equipped with Type "F" couplers and coupler 
al ignment c o n t r o l . 
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The second u n i t , LN 2 8 0 3 , turned over to the eas t of the 
track s t r u c t u r e at an angle of 110 , with the fue l tank rup­
tured . In the ensuing f i r e , the unit was des troyed . The f r o n t 
trucks of t h i s locomotive unit were found on the top rear 
por t ion of the frame of CN 4 0 1 1 . This unit was equipped with 
Type F couplers and coupler alignment c o n t r o l . 

The t h i r d u n i t , LN 1 1 1 6 , had the r e a r , or south, trucks 
d e r a i l e d . The unit remained in l i n e with the track s t r u c t u r e , 
and the nor th , or f r o n t , trucks did not d e r a i l . There was a 
1 5 - f o o t s eparat ion between t h i s unit and the frame of CN 4 0 1 1 . 
This unit was equipped with Type "E" couplers and alignment 
c o n t r o l . There was cons iderab le f i r e damage to t h i s u n i t . 

The fourth u n i t , LN 2 7 0 4 , had the r e a r , or nor th , trucks 
d e r a i l e d . The f r o n t trucks did not d e r a i l . No s epara t ion 
occurred between the th i rd and the fourth locomotive u n i t s . 
This unit was equipped with Type "E" couplers and alignment 
c o n t r o l . The uni t was s u b s t a n t i a l l y damaged in the c o l l i s i o n . 

The f i f t h u n i t , LN 5 0 2 2 , turned over to the west of the 
track s t r u c t u r e at an angle of 95 . The f r o n t , or south, 
trucks remained on the track s t ruc ture and separat ions occur­
red at each end of t h i s u n i t . This unit was equipped with Type 
"E" couplers and did not have alignment c o n t r o l . 

The f i r s t , second and th ird head cars d e r a i l e d and 
stopped in var ious p o s i t i o n s to the track s t r u c t u r e , These 
three cars were s u b s t a n t i a l l y damaged. 

The c a r r i e r es t imate of damages was reported as f o l l o w s : 

Locomotives $ 1 , 6 8 3 , 0 0 0 . 0 0 
Cars 5 , 8 0 0 . 0 0 
Track 5 , 5 0 0 . 0 0 

Tota l $ 1 , 6 9 4 , 3 0 0 . 0 0 

Train Crews and Hours of Serv ice 

At the time of the a c c i d e n t , the crew members of Extra CN 
4011 South had been on duty e ight hours and 45 minutes a f t e r 
having been o f f duty in excess of 10 hours . Crew members of 
Extra 4137 North had been on duty two hours and 15 minutes 
a f t e r having been o f f duty in excess of 10 hours . 
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Findings 

1. Both t r a i n crews had in t h e i r p o s s e s s i o n 10 Form 19 
t r a i n orders n o t i f y i n g them of t rack condi t ions which required 
t h e i r t r a i n s to e i t h e r reduce speed to 10 mph or to stop and 
inspect the t rack be fore proceeding . These orders had been in 
e f f e c t for per iods of time ranging from one day to over f i v e 
months. 

2 . Maximum authorized speed for t r a i n s in t h i s area i s 
25 mph due to t rack c o n d i t i o n s . Train o r d e r s , a p p l i c a b l e to 
both t r a i n s , r e v e a l that within a d i s tance of 1 2 , 4 m i l e s , 
there were s i x separate l o c a t i o n s where a 10 mph speed 
r e s t r i c t i o n was imposed. 

3 . As Extra 4137 North approached the acc ident p o i n t , i t 
was being operated in accordance with a p p l i c a b l e r u l e s and 
r e g u l a t i o n s of the c a r r i e r . The FRA has taken appropriate 
ac t ion concerning the lack of an appropriate inspec t ion and 
a i r brake t e s t p r i o r to departure from F lorence , Alabama. 

4 . Ne i ther the conductor , the engineer , nor the brakeman 
of Extra CN 4011 South demonstrated that they were f a m i l i a r 
wi th the content of the t r a i n order which r e s t r i c t e d the move­
ment of t h e i r t r a i n past the meeting p o i n t . A f t e r the t r a i n 
had passed the meeting p o i n t , occupying the main track without 
a u t h o r i t y , no member of the t r a i n crew took r e s p o n s i b l e a c t i o n 
to prevent the a c c i d e n t . 

5 . This c o l l i s i o n was caused by the f a i l u r e of the crew 
members of the southbound t r a i n to operate that t r a i n in 
accordance with t r a i n order i n s t r u c t i o n s . 

Dated at Washington, D. C , t h i s J. W. Walsh 
1s t Day of October 1979 Chairman 
By the Federal Ra i l road Admin i s t ra t ion Rai lroad Safe ty Board 
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