INTERSTATE COMMERCE COMMISSION

WASHINGTON

INVESTIGATION NO. 2606

THE LOUISVILLE & NASHVILLE RATLROAD COMPANY

REPORT IN RE ACCIDENT
NEAR HAROLD, FLA., ON

JULY 21, 1942

R dd



Railroad:
Date:

Location:

Kind of accident:

Trains involved:

Train numbers:

Engine numbers:

Consist:
Speed:
Operation:
Track:
Weatiner:
Time:
Casualties:

Cauge:

Recommendation:
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SUMMARY

Louisville & Nashville
July 21, 1942
Harold, Fla.

Rear-end collision

Freignht : Freight

First 12 : Second 12

137 : 181

36 cars, caboose : 10 cars, caboose

Standing : 25 m. p. h.
Timetable and train orders
Single; tangent; level

Clear

About 3:54 a. m.

3 injured

Accident caused by fallure to pro-
vide protection for preceding traln

That thie Loulzvillie & Mosavil
Railroed Ceor.any eeSrolil Ll A
adequats tlock system on tue
lire involved in this accidcent
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OIMERSE COMMIISHICH

TYWESTIGATION KN. 2606

IN THE HATTER OF UAKTING ACCIRNTIT TUVESTIGAT
UNDER THE ACCIDIYI RzPCORIS nC OF IAV e

THE LOUISVILLE & VARKVILLE FATLROAD COMFANY

Aurust 27, 1042,

Accident nesr darold, Fla., on July 21, 1¢4Y, couced by
feilure to provide »rotecticn for vrocedling train.
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two Treight trains on toco T.vou'
near hMPOLC, -lo., wrich rosuls
ciuployces.

Cr. Juiy 21, 1242, thi>~s vas
eville & Taenville Railrorsa
28 in Tne injury of thres

1Under suthority of scction 17 (2) of the Interstatc Com-
merce Act ftnce above-sntitled oprocceding wasg rsfsrred by tne
Commission to Comnmigasioner PatScrson for coneideration and
disposition.

o rear-end collision batween
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Location of Accident and Metnod of Operstion

This accident occurred on that part of the Montgomery,
New Orleans and Pensacola Division wnicn extends between
Cnattanoocnee, Fla., and Flomaton, Ala., a distance of 204.42
miles. In the vicinity of the point of accident this is a
gingle-track line over wnicn trains are operated by timetable
and traln orders. Therec is no block system in use. The acci-
dent occurred at a point 4.07 miles nortn of the station at
Harold. As tne point of accident is approachned from the socouta
tne track 1s tangent s distance of 3.03 miles to the polint of
accident and 4.4 miles beyond. The grade for north-bound troin
ig 0.32 percent descending a distence of 2,195 feet and then
1s level 94.5 feet to tac poinc of accldent.

Opcrating rules rcad in vart as follows:

DEFINITIONS.

Restricted Speed.--Procced preparcd to stop
snort of train, obstructlion, or anything tnat may
require the speed of a train to be reduced.

* % %
11. A frain finding e, fuece burning rcd on or
ncar its track must stop and extinguisa the fusec,

and then procead at rectricted speed. Waen burning
vellow, 1t ie ~ Restricted-Spced signal. % % %

14. Enginc Wnistle Signals.

Note.-~-Tane signals prececribed arc illustrated

by "o" for snhort sounds; " " for longcr sounds. ¥ % %
% %

(c) 0 0 0o Flegman protect rear of train.
W% % %

-

35. Tne following signals will be used by flagmen:

® % 9

-3

Nignt signale--A red lignt,
A wnite llgqt,
Torpedoes and
Fusccs
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91. Unless some form of block eignals is used,
traine in the sane dircction must keoep not less
tnan ten minutes apart, except in cloeing up at
stations

99. When » trrin stope under circumstances in
wnlcn 1t mey be overteken by another train, the .
flagmen must go back immediately with flqgman s

signals o u¢1101¢n digfance to ingure full pro-
Tection. At a point one-fourth of a mile from
the rear of nis trcin, he will place onc torpedo
on the rall; continuing back to a distrnce of not
less than one-half mile Trom the rcar cf nls
train, ne will pleace two tormedoes on tng PDll
one rail length apart. * # *

L L
8¢ (b). ©Should a trrin be secn or neard approaci-
ing belfore flagmnn nas reached tne recuired die-
torce, ne must at once place one torpcdo on the
rail, ond oy night ¥ % % ne wvill, in adéition,
¢lsplay a lighted rcd fusee, continulng ir tuae
direction of the opproaching train ae renidly as
possivle.

9g (d). Whnen a tr-in ig moving under circumstances
in wnich 1% may bc overt-ien by snother train, the
Tlagmon must take sucn sction es may be necessary
to insure full nrotection. By nignt, ¥ * % Jignted
Tusees must Le throws off ot proper intervals.

G

e

r

In the viecinity of the point of acecident thne maximum author-
1zed spced for tne traine involved is 40 miles per hour.

Deecerivtion of Accident

First 12, a ncrth-tound second-class freignt train, con-
slisfted of eng 1ne 187, 5 looded and 31 emmtv crs and a cabocse.
ATtcr a te“mln al alr-brake fTtest wves ma thls trcin departed
Trom Chattanoochee, 131.09 miles soutn of “arold, at 5:15 p. m.,
July 20, cccording to toe ai spateher's record of movement of
trains, l hour 25 minutes late, ¢nd, b.couss of an overneated
tender journal, it stopped at Ponco De Lcon, €60.90 miles soutn
of Harold to re-bracss the jcurnal. Tnls train deported from .
For.ce Dc Lecn ot 11 ». ©., according to tne stetemert cf tne

‘—'9

-

’

cor.ducts 4 ncure 20 minuftee late, and, ot Cregtview, 20.53
miles soptn of nurfld and the 1qst open ﬂiflCG: the overncated
journsl was rgain re-brassed. ret 12 departcd from Crestview

at 1:30 a. m., 5 hours late, topnei at Galliver, 11.23 miles
gouth of darcld, to attend to the cverieated JournAl and departed
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at 3:20 a. m., € nours 30 minutes late. Because of the over-
neated journal it again stopped with the rear end standing at
a point 4.07 miles nortn of Harold. Soon afterward the rear
end of this train was struck by Second 12.

Second 12, a north-bound second-class freignt train, con-
sisted of englne 181, 7 loaded and 3 empty cars and a caboose.__
At Chattahoochee a termlnal air-brake test was madec and the
brakes functioned properly en route. This train departed from
Chattanoocnee at 5:35 p. m., July 20, according to tne dis-
patcher's record of movement of tralns 1 nour 45 minutes late,
and stopped at Galliver behind First lé. Seccnd 12 departed
from Galliver at 3:30 a. m., according to statements of the
crew, and wnile moving at an estimated speed of 25 miles per
Jour it collided witn the rear end of First 12. There was no

conditlon of cngine 181 that obscured thc vieion or distracted
tne attention of the employees on the engine.

Tne caboose of First 12 and the rear cear were derailed
and demolisned. <Tnc second car anead of the caboose was de-
railed to thne east and was slightly damaged. Tne rcar truck
of the trnird car ancad of the caboose was deralled. Engine
181 was deralled to the west and stopped, considerably damaged,
witn the front end off the roadbed at az point 141 fect north
of tne point of accident, and leaned to the lecft at an angle
of sbout 30 decgrecs. Tne tender was_deralled and stopnecd up-
rignt and in line with the engine. *the front truck of the
first car was derailcd.

The weather was clcar at the time of the accident, which
occurrad about 3:54 a. m.

]

ne employees injured were tnc enginecr, tnc fireman cond
tne front brakcmon of Second 12.

Data

During the 30-dny pcriod preccding the day of the accident,
the average daily movement in tne viecinity of the point of
accident wos 16.3 trains.

Discussicn

lne rules governing operation on the line involved provide
tnet wnen a train is moving under circumstances in wnicn it
may be overtaken by another train the flagman nust take suchn
action as may be necessary tc insurc full protecticn. By nignt,
or by day wnen the view is obscured, lignted fusecs must be
thrown off at prover intervals. Wnen a train stops undbr cir-
cumstances in wnicn it may be overtaken by anotner train, the
flagman must go back immedintely witn flegman's signa 1s o
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sufficient distance to insure full protection. All membere of
botn crews involved understood these requirements.

As First 12 wac approaching the point where tihc ~ccident ‘
occurred tne speecd was gradually reduced to sbout 15 miles

per hour throughout a distance of 3 or 4 miles becouse c¢f an
overneated journasl on the rear truck of the tender. The cn-
gineer sounded the engine-whistle signal for the flagmon tc
protect the rear of the train, then made a service brake-pipe
reduction and stcpped in a distance of about 400 feet. The

train stopped abcout 3:51 a. m. with the rear end standing 4.07
miles nortn of Harcld. About 3 minutes later the rear end of

tnis train was struck by Seccnd 12.

As Second 12 wag approacring Harold tne speed was about
35 miles per hour, the headlignt wae lighted and the members
of tne crew cn the engine were maintairing a lcoksut =nead.
Tre enginecr sa2id that when his train was about 1-1/2 miles
soutn of Harold ne observed the markers of First 12 at a dis-
tance of about 3 milcs and closed the thrcttle to drifting
position. The next time he saw the rear end of Firet 12, nis
enginc was about 1,000 feet gouth of the point wnhere tne acci-
cdent occurred, and the epeed was about 35 miles per nour. He
placed tne brake valve in emergency position, but the distance
was not sufficient for this train toc stcp smort of the standing
traein. The speed wes about 25 miles per uncur at the time of
tnhe collision. The track was tangent over three miles to the
rear of First 12; nowever, the englneer of Second 12 seild that
tne rear end of First 12 was standing in a dip in the track and
this prevented nim from observing the rear cnd of First 12 a
greater distance. 3Between Galliver and tne pcint of accidoent,
no torpedo was exploded nor wes any lighted fusee dlsplayed.
Tne enginecr of Second 12 said that ne did not observe lignted
narker lamps nor any flagging signal given by the crew of First
12; nowever, the front brakenan of Second 12 saild tnat the
.conductor of First 12 gave stop signals with a lignhted wnite
lantern, and tne marker lamps were lignted. EBecause ne wns
engaged in tending the fire, the firenan of Szcend 12 did not
cbserve tne rear end of First 12 until after the brakes were
spplied in energency.

First 12 was moving at less than maximum authorized speed
tarougnout a distence of 4 miles soutn cf the peint of accident,
and, under tre rules, it was required to prcvide protection ‘
egainest follcwing trains. After thie train stopped, tne flag-
man wos rcquired to procecd immediately to the rear to provide
flaz proteccticon. The conductor sald that ac nis train was
approacning, tne point where tne accident occurrcd, the flagman
and ne were in the cupola and the speed was about 25 or 35 miles
per nour. At intervals the conductor obeserved the neadliznt of
Second 12, but was not alarmed tnat Sscond 12 was closing up on

ne®
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nis train. He did not instruct tne flagman to drop a lighted
fusee as ne considered nis train to be moving at normal speed.
Althougn his train had been delayed at several stations en
route because of an overheated journal, he did not expect thnis
Journal to gilve further difficulty. After the brakes became
applied tne flagman and he proceeded to tne rear platform to
flag Second 12. Before the flagman could light a fuseec the
conductor gave stop signals from the rcar platform with a white
lantern, but Sccond 12 was too close to stop snort of the caboose
and tne collision occurrcd immediately aftcr First 12 stopped.
However, the members of the crew on the engine of First 12
tnougnt tneir train nhad been standing not less than 3 minutes
before the collision occurred.

In the vicinity of the point of accident tnerc is no rc-
striction to prevent a following freignt train from proceeding
at tne maximum authorized speed of 40 miles per nour. The
rules requirc that flag protection be provided a sufficient
distance for following trains to be stopped from their maximum
authorized speeds snort of a preccding train. The rules of
thig railroad provide for the use of yellow fusees as wcll as
red fusees. During tne time that First 12 was moving at less
than its normal speed, if fusees of eitncr kind nad becn
dropped at intervals, Second 12 would nave bcen required to
proceed preparcd to stop snort of a preceding train and this
accident could nave becen averted.

On the line involved in thig accident trains are opcrated
by timetable and train orders only. Reccently the Commission
investigated three other accidcnts wnich occurred on tnc line
of tnis carrier in territories on wnicnh traing were operated
by timetable and train orders only. Tne first, which resulted
in the deatn of 2 persons and thc injury of 2 pecrsons, was a
rear-end collision between two freignt trains ncar Agawam, Ky.,
on May 8, 1941. The sccond, which resulted in the death of 1
person qnd the injury of 11 persons, was 2 nead-end collision
between a freignt train and a passenger train on September 20,
1941 near Harold, Fla., on the same Division and occurred
witnin a feow miles of the accident nere under discuseion. The
tnird, wnicn resulted in tne deatn of 1 person and tne injury
of 75 persons, was a nead-end collision between two passenger
trains near St. Francis, Ky., on December 20, 1941. The re-
ports of the Commission covering the investigation of tnesc
accidentg recommended tne establishment of on adequate block
system on tnc lines involved. At tne times tnc reports covering
tne latter two investigations were relcased, a rulc to show
causc wny thne carrier inveclved snould not establisn an adequate
block-signal gsysten was served cn the carrier. In tne prescent
case, if an adequate block system had been in use on tne line
involved, tne accident would not nave cccurred.
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Cause

It is found that tnile accident was caused by failure to
provide fleg protection for the preceding train.

Recommendation

That the Loutsville & Nashville Rallroad Company should
establisn an adequate block-signal system cn the line invelved
in tnis accident. A rule to show ceuse wrns lscued by tae
Commission on November 5, 1941, and was served cn sala carrier
in connection with the accident whicn cccurred in tne csone
locality on September 20, 1941.

Dated at Wasningten, D. C.
day of August, 1942.

, this twenty-seventh

By tne Ccmmission, Commissicner Patterson.

(SEAL) ‘



