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Pailroad;:

Date:

Location:

Kind of accident:
Trains involved:
Train nuvmbers:
Engine numoers:
Consists:
Estimated speeds:

Cperavicn:

TracXk:

Weatner:
Time:
Casualties:

Cause:
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Touisville and Nasnville

August 2, 1948

Naenville, I11.

: Freignt
: Second 74
1 1524

: &2 cars, caboose

Rear-end collisgion
Freignt

23

1578

8 cars, caboose
Svending

netaole, train

: 40 m. p. n.

orders and

T3
eautonztic block-signal system

O
Single; 27 curve;

0.47 percent

ascending grade nortnward

Clear

4:40 p. m.

killec; 1 injured
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INTERSTATE COIMMERCE COMMISSION

TNVESTIGATION NO. 3011

N ACﬂiDvrl TNVESTIGATION REPORTS
T REPOATS ACT OF MAY 5. 1910.

)y

IN ThHE MATTER OF 1fAKIN
UNDER THX ACCIDEN

TOUISVILLE AND NASHVILLE RATLPOAD COIPANY

*

Accident at ‘asnville, I11., on August 2, 1946, caused
by fallure to omeratve trne following tTrein in
accorcdance witn signal indicationps.
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PATTERSCN, Commissioner:

On August 2, 1946, there was a rear-end ccllision be-
tween two freignt trains on tae Loulsville and llashville
Railroad at Nasaville, Ill., wiich resulted in tne deatn
of one enloyee, and tqe injury of one enmployce.

e

lunder autnority of dection 17 (2) of the Interstate Com-
merce Act tne above-entitled vroceeding was referred by tne

Commission to Commissioner Patterson for consideration and
disposition. :
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Location of Accident and Metnod of Operation

This accident cceurred on that psrt of the Evansville
Division exftending betweer Yt. Veraor, I1l., and Rovnd House,
near Zast St. Louis, I1l., 75 miles, a sgingle-track line 1n
the vicinity of tne oolnt of acciilent, over wnicn trains are
overated by timetadle, train orders ond an automatic block-
signal srstem. The accidert occurred on the maln track at
Nasnville, 25.6 miles norin of iIt. Vernon, at 2 point 30& fee®
soutn of the station. From the souta there are, in succession,
a tangent 2.56 miles in lengtn, = ;O curve to tite left 880
feet, a tengent 3,665 feet and a 27 curve to the left 332 feet
to the veint of sccident and 111 feet nerthward. Tne grad
for nortin-bound trains varies between 1.0l percent and 1,06
percent descending 3,500 feet, tihen it varies between 0,47
percent and 0.75 percent ascending 2,234 feet to tne point of
accildent, wnere it is 0.47 percent.

i
v
a

Automatic signnals 4312, 4322, and 4342, governing nortn-
bound movements, are, respectively, 2,55 miles, 1.37 miles,
and 737 feet scuth of the poiut of accideat. These signals
are of the one-arm, taree-position, udpsr-auadrant, semapnore
tyoe, and are approsascn-lignted. Tne involved day aspects and
corresponding indications and namcs of these signals are as
follows:

Signal Aspect Indication leme
(o] .
4312 Yellow, 45~ above Prevare to ston at Approach
and kcrizontal next signal. Train
4322 exceedlng medium

sneed must at once
reduce to taat sperd.

4342  ReC, norizontal  Stow; Taen proceed in Stop and
accordance witn Pule Proceed
502 (3).

Tre controlling circults ol these signals are so arranged
tnat when the block extending betwoen signals 4322 and 4342

is occunied, signal 4312 dlswlays vrenare-to-stop-at-next-
signal and signal 4322 ¢isnlars stop-tanen-prceccd. Wanen the
block immedietely north of signal 4342 is occupled, signel
4222 displays preparc-to-stop-ni-next-signal and signal 4342
displays stop-tnen-nroceed.

Operating rules read in »nart as follows:

DEFINIZTIONS
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Pestricted Sneed.--Proceed prepared To stop
snort of trein, obsiruction, cr anytning taat
nay require tne sneed of a train to be reduced.

E

Medium Speed.--One-nalf maximum autnorized .
sneed at point involved, not exceeding Tthnirty
miles per nour.

11. A traLn finding 4 fusee burring red on
or near its treack muvst stop and extinguisn tne
fusee, and then proceed at restricted speed.
Wnen burning yellow, 1t is a Restrlcueu—Speed
signal. % % %

explosiorn. of one torpedo is a sig-
-k%

&4, All mempoers of train and engine crews
must ¥ * % when practicable, comnunicate to
eacn otner by its name the indication of all
signals affecting trhe movement of taeir train.

35. The followirg signals will be used by
flagnen:

Day signals -- A red flag,
Torpedoes and
rusees, '

vnder circumstances
in vnicn it ma; ve overtaken by anotkher train,
tne flagnan must zo beck immediately with flag-
maa's sigrals a surficient dista ance to 1nsure
full protection. At a woint one-fourtn of a
nmile from the rear of nis traln, ne will place
one torpede on the rall; continuing back to a
distance of not less than one-nelf mile Ifrom the
rear of nis train, e will place to torpedoes

37,

on tie rail one rail lengtn apart. % % %

GQ. 'Yhen a %tralilr stons uvn

(73 e,

w % %

93 (b) Snhould a train be scen or neard ap-
proaching before flagman nas reached tae re-
dquired distance, ne must at once place one
torpedo on the rail, * % % conltinving in the
direction of the apprcacining train as rapidly

as 7nossible.
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509 (B). Wnen a train is ~“npoed by a Stop
nd Proceed signal it may pro. =d at oice at
restricted speed.

On the line on which this accicdent occirred the maximum
autnorized speeds are 70 miles per nour for passenger trains
and 45 miles per nour for freigat trains.

Description of Accident

No. 28, a nortn-bound second-class freight train, consist-
ing of endlne 1578, 8 cers and a cabooue, departed from Asnley,
10.6 miles south of Nasnv171p, at 4:07 p. n., 5 aours 41 min-
utes latec, and stopped on the main track at Nashville about
4:30 p m., with the resr end standinz about 150 feet south of

'gnal £542. A car was niciked up from an industry track in
tnls vicinity, tnen Ho. 28 moved northward about 830 feet and
stopped‘about 4:38 p. m,, witn the rear end staading 787 feet
nortn of signal 4342. Then the first 4 cars were detacned and
pulled nortnward to anotner industry treck. Adbout 2 minutes
later tne rear end of No. 28 was struck by Second 74.

Second 74, a north-bounéd second-class freignt train, con
sisting of engine 1524, 32 cars and a caboose, deportad from
Asnley at 4:18 o, m., 10 nours 33 minutes late, passed signels
4312 and 4322, vnich displaryed prepare-to-stop-at-next-signal,
passed signal 4342, whicn displayed stop-taen-proceed, and
wnile moving at an estimated speed of 4C miles per aour it
~collided witn No. 28.

. The caboose and tne-rear car c¢.’ 'lo, 28 were derailed, and
were demolisned. Tne engine of Second 74 was not deralled.
It shoved the.remeining Tour cars nortnward and stopped with
the front end standing esbout 450 fes3t norta of tne noint of
collision. The first turee cars of Second 74 were derailed,
and were sligntly damaged.

Tre weatner was clear at tinne time of the accident, wnicn
occurred about 4:40 p. m.

Tne engineer of Second 74 vas killed, and the fireman was
inJjured.

Discussion

. No. 28, a north-bound freignt train, stopned on the main
track ot Nasaville avocut 4:30 ». m., to verfora switching. At
tnat time, the rear cnd was staading ebout 150 feet south of
gignal 4342. Soon afterward this train moved northwerd and
stopped with the rear end standing 787 feet north of signal
4342. About 4:40 p. m., after tihe engine and the first four
cars wore detached and nad proceeded nortavard to an industry



- B - 3011

track to perform additional switcning service, the rear end
of this train was struck by Second 74.

The conductor and the flagman of lio. 23 said that a
lighted 1lO0-minute yellow fusese was dronned oy the flagman from '
the rear of thne caboose wnen thneir traln was about one-fourta
mile soutn of signal 4722, and the “usece remained lignted aZfter
it was dropped. Wnen llc. 28 stopn at Nasnville, the fr-zman
proceeded soutnward to Dz rovicde proiection and nad reacpod a
noint abcut 2,300 feet to the rear of his train when ne neard
tne exnesust of the engine of Second 74 as tnat train was an-
nrcaching. He nleced one torpedo on tiie east rail, tnen pro-
ceeded toward the aporoaching train and gave stop signals witn
a red flog. FHe continued to give gtop signals during the time
- Second 74 travorsed a Gistance of about 1 mile, and was giving
stop signals wnen thne engine of that train passed him. Thne
flagman said that nis signals were not escknovledged by tne
engineer of Second 74, trat tre =ngine continued to work steam,
and tnat tne engineer vas seated in nis usual position in tne
‘ceb as tne engine passeG tne flagrman at a speed of about 40
miles per nour.

As Second 74 was approsching signal 4312, the speed was
about 45 miles per nour The en~ineer snd toe front orakeman
vere maintsining a loohout rhead, 2 tre Tireman was ternding
the fire. Tne Orakes of thls t“awn‘lné been tested and rnad
functioned properly en route. Brake-vipe pressure of 80 pounds
wag being naintained. The front braxeran said tnat ne called
to tahe engineer tne nrepare-teo-ston- a*—ﬂeXb~Q1~nal indication
displayed »y signel 4312. The engineer indicatad trat ne nad
seen the signal and partially closed %he turottle lever, tnen
made a *lgat oruke—n*ﬁﬂ reduction. Soon alterward he released
tne brckes. BSignal 4322 displaryed prepars-to-~stop-at-next-
slgnal, and the front brakemsn and the englnemen celled tre
indic~tion. Tne firemen said that ths enzineer agsin eesed
the throttle lever and mode 2 1ights Srele-oipe redu ction, »=ich
reduced tne speed to 2bout 40 \llef 2y hour. Tne front :rake-
nen sald thet no brake-rioe reducticn was mode at this »oint
and tnat tne snecd inercosed to about £0 miles ver hour soon
asfter the engine passed sigrial 4322. ‘hen the engine was about
1,300 feet south of signal 4742 tre Tireman and the frort
bre algman s-w simul taﬂeoule tha steop-thnen-proceed indicetion
disolayed by signel 4342 and the rear of the dreceding train
stendirg lumediately nortn of thnc signal, and these employees .

T

B OM

i

cellea a warning te the engircer. They sa;@ tant the engineer’
aid not taxe immediate acticr to stop the train, and tne fire-
men celled another warning. Tne fireman jumped from tne engine
sbout S00 Teet sguta of the point of collision, and ne tnought
tne engineer was meking a bralz-nine reduction at that time.
Tne front brakermen, wro renained on the engline, said that the
engineer made a service brore- O;De requct*on ond then Jumped
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from the engine about 200 feet soutih of the point of collision.
The engineer was killed, therefore, it could not be determined
wny proper action was not taken by ain tc control the speed of
nis train in accordance witn the indications displayed by tne
slgnals inveclved. Thne front brakemen said that wnen ne saw
stop signals being given by the flagmen of MNo. 28 ne nad pre-
vliously warned the engineer that signal 4342 was displaying
stop~tnen-proceed and thnat the preceding train was immediately
norta of that slgnal. The front brakenan and tne fireman said
tney did not see a burning fusee or near a torpedo exnlode
immediately prior to tne time tae collision occurred. Tne
fusee was dropped from No. 28 about 14 minutes prior to tne
time tne accident occurred, and it is probable tnat the fusec
rad been consumed by the tirie Sccond 74 passed tne polnt wnere
it was dropped. The fireman said taat since ke nad called the
indications disvlayed by signals 4322 and 4342 and had warned
the engineer of the presence of tne preceding train he con-
sidered ne nad complied with the rvles and was not reduired to
take furtner action to stop nis train. The tender of the en-
gine of Second 74 was edquinped with an gir valve by wnich an
emergency applicetion of the brakes of the train could nave
been made.

Cause
It i1s found that this accident was caused by failure to
operate the following traln in accordance with signal indica-
tions.

Dated et Wasnington, D. C.
day of September, 1946.

, this twenty-sixth

By tne Commission, Commissioner Patterson.

(SEAL) W. P. BARTEL,
E
Secretary.



