INTERSTATE COMMERCE COMMISSION

WASHINGTON

INVESTIGATION NO. 2527
THE LOUISVILLE & NASHVILLE RAILROAD
REPORT IN RE ACCIDENT
NEAR HAROLD, FLA., ON
SEPTEMBER 20, 1941

COMPANY

e



Railroad:
Date:

Location:

Kind of accident:

Trains involved:

Train numbers:
Engine numbers:
Consist:
Estimated speed:
Cperation:

Track:

Weather:
Time:
Casualties:

Cause:

Recommendation:

Inv-2527

Louisville & Nashville
September 20, 1941
Harold, Fla.

Head-end collision

Freight : Deadhead passen-
ger equipment

Second 171 : First 4

297 t 296

19 cars, caboose : 2 cars

Practically stopped @ 33 m. p. h.
Timetable and train orders

Single; 0°930' curve; 0.23 percent
ascending grade southward

Clear
About 7:06 a, m.
1 killed; 14 injured

Accident caused by failure to clear
the time of opposing superior train

That the Loulsville & Nashville Rail-
road Company establish an adequate
block system on the line involved i.
this accident.




INTERSTATE CCMMERCE COMMISSION

INVESTIGATION NO, 2527

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

THE LOUISVILLE & NASHVILLE RAILRCAD COEPANY

November 5, 1941,

Accident near Harold, Fla., on September 20, 1941, caused by
failure to clear the time of opposing superior train.

REPORT CF THE COMMISSIONT

PATTERSON, Commissioner:

-~

between a freight train aend a deadhead passenger-equipment
train on the Louisville & Na

Fla., which resulted in the
and the injury of 11 dianing-
employees.

kville Reilroad near Harold,

¢eath of 1 trein-service employee

On September 20, 1941, there wes a head-end collision
iea
sar employecs snd 3 train-service

S
C

Under authority of section 17 (2) of the Interstate Com-
merce Act the above-entitled proceeding was referred by the
Commission to Commigsioner Patterson for consideraticn and
digposition.
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Locaticn of Accident #nd Method of Operation

This accident occurred on that part of the Montgomery, New
Orleans and Pensacola Divislon which =sxtends between Flomaton,
Ala., and River Junction, Fln,, a ¢istance of 204,42 miles. 1In
the vicinity of the point of accident this is a single~track
line over which treins are opersted by time-table and train or-
ders; there is no block eystem in use. Timeteble directions,
which are north and south, are used in this report. At Harold
a ¢iding 1,318,3 feet in length p-rallels the main track on the
east. The north switch of thie siding is 783.8 feet north of
the station. The accident occurred on tre main treck at a noint
2,322.7 feet north of the north siding-switch. As thes point of
accldent is approached from the north there is a tangent 7.44
miles in lsngth, which is follcw=d by a 0°930' curve to the left
2,335.5 feet to the point of accident. As the point of accident
1s epproached from the scuth thsre is a tangcent 1,46 miles in
length, which is followed by a 0930' curve tc the right 2,303.5
feet to the point of aceident. Startine at a point ©.6Z2 mlles
north of the point of acecident the grade for south-bound trains
varies tetween 0,17 and 1.40 percent ascending throuzhnut a dis-
tance of €,500 feet; for the remainder of the distance to the
point of aceldent it is undulatiag. In the vicinlty of the
polnt of accident the grade for south-bound trains 1s 0.23 per-
cent ascending.

Operating ruleg read in pert as follows:

= ¥ O

Ve

The time applies to the switch whsre an in-
ferior train entevrs the eiding; * * = |

of opprosing supericr trains and Talling toc clear
the maln track by the time required by rule must
be protected as precscribed by Rule ©9.

5-87. An inTerlor train nmust keep ouvt cf the way

5-89. At meeting noints between trains of differ-
ent clasges the inferior train must take the siding
and clear the superior train not less then five
minutes, * * %

90 (a). No trein will lerve a ststion expecting

to meet or be passed at the next stotion by a su-
pcrior train unlesz it has sufficient time, under
exlsting conditions, to make the meetlng or pess-
ing point and clear the main treck as prescribved

by Ruleg * * %, 3.87, % * ¥ and 5-89.



9p., * * ¥

A train must not leave a station 1n advance
of its schedule leaving time.

92. When a train stops under circumstances in
which it may te overtaken by another train, the
flagman must go back immediately with flagman's
signals a sufficient distance to insure full pro-
tection, #* # *

99 (c). The front of the train must be protected
in the same way when necessary by the front brake-
man. * O %

In the vicinity of the point of accident the maximum au-
thorized speed for passenger trains is 50 miles vper hour, and
for freight trains, 40 miles per hour.

Description oif Accident

Second 171, a couth-bound second-class freight train, con-
sisted of engine 297, 18 loaded cars, 1 empty car and a caboose.
After a terminal air-brake test was completed this train de-
parted from Pensacola, 29.58 miles north of Harold, at 5:50
8. M., according to the dispatcher's record of movement of
trains, 5 hours 35 minutes late, and departed from Milton, 10.1
miles north of Harold, at 6:38 a. m., 5 hours 8 minutes late.
Because of the ascending grade south of Milton, the usual run-
ning time was not maelntained. This train was required to be
into clear at Harold for First 4 not later than 7 a. m. At a
point 1.9 miles north of the north siding-switch at Harold, 1%
was stopped about 7 a. m., the engine was deteched and 1t pro-
ceeded toward Harold to furnish flag protection against First 4.
The engine was practically stopped at a point 2,322.7 feet
north of the north siding-switch at Harold when it was struck
by First 4.

First 4, a north-bound flrst-class deadhead passenger-
equipment train, consgisted of englne 296, one coach and one
diningz car, in the order named. Both cars were of steel con-
struction. At River Junction, 131,09 miles south of Harold,
the brakes were tested and they functioned properly at all .'
points where used en route. This train devarted from River
Junction at 3:0%5 a., m., according to the dispatcher's record
of movement of trains, on time, departed from Crestview, 20.53
miles south of Harold and the last open office, at ©€:35 a, m.,

5 minutes late, passed Harcld at 7:0% a. m., according to state-
ments of the crew, on time, and, while moving at an estimated
speed of 30 or 35 miles ver hour, it collided with the engine

of Second 171.




Because of track curvature and treec adjacent to the track,
the view from the left <ide nf 2 north-bound engine of the
prlrt wnere the aceident occurred is restricted to 2,150 feet,
nd Ifrom the right eide of a scuth-bouni engine, to 1,923 feet.
The force of the collision moved engins 297 backward a
dirstence of 477 feet. The engine truck and the front end of
engine 297 were demolished. The front-=nd frams, both sides of
the mein frame and both cylinders were brokxen. The tender cis-
tern was badly damaged. Encine 296 became deralled and stopped,
uoright, 68 feet north of the point of collicsion and in line
with the track. The emolre box and the engine truck were demol-
ished. Trke front-end frame, both sideg of the main frame and
both cyiinderns were broken. The cab, the tender frome and the
tenfler cistern were badly damaged. The front truck of the first
car was deralied and the frent coupler and the veastibule were
badly danmaged.

Th: weathcer wa= clear at the tire ol the accident, which
ccourred azbout 7:06 a, m.

The train-cervice emplcyee killed was the engineer cf
First 4, and the train-service employees injured were the en-
gineer and the firerman of S:ccond 171 end the Ifireman of First 4.

Data

During the 30-dey period preceding the day of the accident,
the average daily nmovement over ths tervritory involved was
10,38 trains.

No., 4 waz dus to leave Harold

According tc the timetable,
iding between Milton and Harold.

at 7:05 a. m. <‘here wag no ¢

<
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The rules governing operaticn on ths line involved »rovide
that an inferior train mucst kXeep cuvt of the way of opposing
superior traing, and an inferior train must clear the time of
an oprosing traln of superior clacs not less than 5 ninutes.

If an inferior train fails to clear the time of an oppro~ing
supcrior train, flag prctection must be orovided. All members
of both crewe involved vnderstond these requirements., All mem-
bers of both crewe had comparei time befors they started on
their regpective trips.

Second 171, a second-cless train, was proceeding to Harold
to clear for First 4, a first-class train. Under the ruler,
Second 171 was required to be into clear at Harold not later
than 7 a. m,, or to furnish sufficlent flag protection to en-



able rfirst 4 to stop short of the fouling point of the north
siding-switch. No order restricting the movement of First 4
with regard to Seconda 171 hsd besn issued. According to the .
diecpatcher's record of movement oI trelns, Second 171 dcparted
from Milton, 10.1 miles north of Harold, at 6:38 a. m., but ac-
cording to the statement cf the engineer, it departed about 6:39
a. m. The tonnage of this train wses 70 tons less than the max-
imum tonnasge for the class of engine involved. According to
statements of the conductor and the engineer of Second 171, be-
tween 20 and 25 minutes are required for a full tonnage train

to proceed from Milton to Harold and to clear. When Sacond 171
deperted from Milton, not more than 22 minutes remalned for it
to proceed to Harold and to clear for First 4. All members of
the crew said that the usual speed was not meintained on the
ascending grade south of Milton. The engine was in good condl-
tion, =nd full steam pressure was being malntained. About 5
miles south of Milton, the engineer was avare that insufficient
fime remained to proceed to Harold with all his train to clear
for First 4, and that it would be necessary to detach the engine
and to take a flagman tc Harold to protect against First 4 until
Second 171 could get into clear; however, since he was doubtful
that the traln could bte started on the ascending grade, he de-
layed detaching the engine until the train passed over the top
of the grade. After the train passed over the top c¢f the grade,
he was confident thet sufficient speed cculd be attained for

his train to reach the north switch before First 4 was due to
leave Harold. It wes 7 a. m. when the train reached a point 1.9
miles north of the north siding-switch and the train was stopped
to detach the englne. The engineer sald that after the engine
was detached i1t was 7:01 a. m. but the conductor said that it
was 6:59 a., m. As the engine was =zpproaching the point where
the aoccldent occurred, the front brakemsn, who hed flagging
equipment in his possession, was on the pilot of the engine and
the firemen wes maintaining a lookout around the curve to the
left., Becruse of the curvature, the view shead was somewhat re-
stricted. The fireman warned the engineer that First 4 had
passed the north siding-switch at Harold and the engineer ap-
plied the brakes in emergency. At the same time, the brakeman
was weving stop signels with a red flag, but tle distance was
not sufficient for First 4 to stop short of engine 297. The en-
gine was practically stopped at a point 2,322 fest north of the
north siding-switch when the accident occurred. Both the con-
ductor and the engineer of Second 171 said that the accident oc.1
curved about 7:03 a. m., or 2 minutes before First 4 was due to
leave Harcld. The conductor, the fireman and the flagman of
First 4 sald that their train passed Harold at 7:05 a. m. and
the accident occurred about 7:06 a. m. Since the accident oc-
curred at a point 1.46 miles south of the point where the engine
was detached, and since the engineer sald that the speed of the
light engine did not exceed 20 or 25 miles per hour, 1t appears




that this engine reached the point where the accident occurred
later then 7:05 a. m. If proper action had been token to pro-
vide Tlag protection after it became apparent thet Second 171
would not be able to clear the time of First 4, thls accident
could have been averted.

Treins are operated on the line involved by timetable ond
train orders only. If an adecu~te block system had been 1in use
on this line, this accident would not hesve occurred.

Cause

It 1s found that this accident was caused by fallure to
clear the time of an opposing superior trailn.

Reconmr.endation

The Louleville & Nashville Railroad Compeny should estab-
lish an adcquate block signal system on the line involved in
this accident. A rule to show cause why 1t should not do sgo
will be scrved on said carrier.

pated at washington, D. C., this fifth
day of November, 19«l.
By the Commission, Commissioner Patterson.

( SEAL) W. P. BARTEL,

Secretary.



