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SUMMARY

Loulsville and Nashville
June 16, 1942
South Howell, Ind.

Side collision

Two light englnes, : Passenger
coupled
P 152
1535~-1589%9 1 222
t 4 cars
Standing : 30 m. p. h.
Interlocking

Double; tangent; 0.18 percent
ascending grade noritnward

Cloudy
About 11:37 a. m.
2 kllled

Accident caused by fallure to obey
interlocking signal indlcation
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w‘ INTERSTATE COMMERCE COMMISSION

INVESTIGATION NO. 2596

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

THE LOUISVILLE AND NASHVILLE RAILROAD COMPANY

August 19, 1942.

aAccident at South Howell, Ind., on Junec 16, 1942, causcd
by fallure to obey an Interlocking signal indlcatlon,

1
REPORT OF THE COMMISSION

PATTERSON, Commissioner:

On June 16, 1942, tnerc was a slde collision between
two lignt cngines, coupled, and a passcnger traln on the
Louisville and Nrsnville Rellroaed at Soutn Howell, Ind.,
wnicnh resulted in the death of two employees. Thnis accident
was investigated in conjunction with a representative of
the Indiana Publlc Service Commission.

lUnder authority of section 17 (2) of the Interstate Com-
mcrce Act the above-entitled proceeding was rceferred by the
Commisslon to Commissloncr Patterson for consideration and
dispositlon.
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Location of Arcident and Mcthnod of Operation

Tnlis accident occurred on that part of the Evansville
Division wnlch extends between Henderson, Xy., and North
Howell, Ind., a distance of 10.6 miles. In tire vicinity of
tne polnt of accident tulg 1s a double~track line over wnich
trains are operated wlith the current of traffic by an auto-
matic block-signal system, the indicstions of which superscde
time-table superiority. Howell Yard, wnich extends between
North Howell and Soutn Howell, e distance of 1.958 milces,
parallels the main tracks on %tne east. The soutnh end of this
yard 1s at South Howell. The southward classification yard
i1s adjacent to the nortnwsrd mein track, and movements to and
from thig yard are mads over a lead track wnich connects wilth
the nortnward main track at a roint 2885.5 feet nortn of South
Howell., Tre lead-track switen is facing-point for north-bound
movements. The swltch of tris turnout is of the spring-switch
type and is deslignated asg swlteh 5. Tnc clearance roint is
167.1 feet nortn of swliteh 5. A tralling-voint crosesover for
movements with tne currcent of trofilc iz 194.7 feoct in length
and connccts tne maln tracks. Botn of tacse ewitence arc of
tne spring-switch type. Tac north switen' or the crocsover is
8.5 fcet south of the load-track switch and itc normal pogition
1s for movement through the crossover. Yard trnck 6 connects
witn the leed track at o point 274 fcet north of switch 5 and
107 fcect north of the clearance point between the lced-track
turrnout and the nortinward main trock. Tnn accldent occurrcd
on tne nortawsrd main ftrack witnin interlocking linlts at a
point 105.5 fcet north of switech 5. Ars tane point of accident
ig approacned from the couth on tne nortaward mein track tnerc
are, in succession, a tangent 4,370 fcet in lengta, a 1° curve
to tne rignt 2,748 feot, and a tangent 55 fcet to tne point of
accident. At tne polint of acecldent the grade for nortn-bound
traing 18 0.18 percent ceceoading.

The intcrlocking Involved 1s controlled from a macnine
locnted in tne yord ofvice 4,392.5 Tect north of tne point of
accidentv. A track dlagrom is co arronged tnat lignts indicate
track occupancy and the sapecta dicpleyed by eignals.

Approach signal 3202 ~nd romz signal 3212, which govern
nortn-bound movements on tTun nortuwsrd main track, arc locnted,
regpectively, 3,0616.5 feet and 381.5 feet soutn of tnc point
of accident. Signal 3202 ig of the automatic onc-arm, three-
indicaticn, upper-quadrant, scmannorc type. Tne dey aspects
of thls signal and corrcgponding indicntions and namcs are cs
follows:
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Arpect Indication li~me
Vertical Proceecd Clear
Forty-five degrecs Preparc to stop at next Anproacn
glgnal. Treain excecd-
ing medium spceed must .
at once rcduce to that
' specd.,
Horizontal Stop; then procccd * * % Stop and
procced

Home signal 3212 is of the semi-automatic, two~arm, five-
indication, scmepnorce type. Tre involved day aspccts of this
signal and corrcsponding indications and names arc as follows:

Acpect o Irdication Nrme
Vertical-over- Procecd Clecear

norizontal

Horizontal-over- Stop Stop
norizontal

Home signal 3215, wnlcn governs cntry to the main tracks from
the lcad track, 1s located 189 fecet north of switch 5. Tnis
signal 1s of tne semli-automatic, two-arm, five-indication,
semapnore type., The day aspects of thnis signel and correspond-
ing indicatlons and namcs arc the samc as tnosec of gignal 3212.

Time-locking is provided and the clrcuits arc so arranged
tnat vnen the track betwecen signals 3202 and 3212 1s occuplcd,
signal 3215 cannot display a procced indication until an interval
of & minutecs 50 scconds nag clapsed. An insulated rall joint
is located on the lead-track turnout at a point 167.1 fect north
of switen 5, and 20.8 fect south of signal 3212, and thls is
the point wnere a soutn-bound train on thce lcad track first
siiunts the fouling circult.

Oncrating rules rcad in part os follows:

S4. All mcmbers of train and cngilnc crcws must

keep a closc lookout for signals and, whcen practl-

cable, communicnte to cacn otner by ite namc the

indicatlon of all signals affccting tne movements

of tneir ftrailn. .

663. Trains or engince must not pass an inter-
locking Stop-signal without receiving hand signsnls.
Enginemen and trainmzn must not procccd on nand
signals until tnecy arc fully informed of the
situation; % % #%
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Billetin-Board Order No., 3304, dated February 10, 1942,
reads in part as follows:

§

o S

Before entering plant 1limits, or foullng tne main
tracks, Yard Crews will recelve PROCEED indication
of Sigral 3213 througn thne Overator at the Yard
Office by placlng switcn on tne rignt side and
pusiing button tiiree times, botn switecn and button
located on Signal. The Ownerator will give per-

mission by clearing only the top arm of Signal 3213,
# % %

Tne maximum guthorized speed for norftn-bound trains moving
on the nortnward main track is 30 mlles per nour tnrougn tne
nortn swltch of the crossover.

Decacription of Acclident

After an alr-brake test was made, engines 1535 and 1589,
coupled, departed from the engine house about 11:20 a. m.,
according to statements of tne crew, and cntered the lead-track
turnout about 11:37 a. m. These englincs passed signal 3213,
wnicn displayed stop, and stopped witn the rcar end of tne
tender of the sccond cngince standing 2 feet south of switch 6
and thne front end of tne first engine standing 105.5 feet north
of switen 5 and 61 feet south of trne clcarance point. Batween
4 and 20 scconds later tne first crngine was struck by No. 152.

No. 152, a nortn-bound first-class passcnger train, con-
sisted of engine 222, onc baggage-mail car and thrce coaches,
in the ordcr named. All cars wcre of etcel construction. Aftcr
a terminel alr-brake test was medce at Loulsville, 152.02 milcs
soutn of Boutn Howell, tnis train departcd at 7:45 a. m.,
according te tnc dispatcner'e record of movement of trains, on
time. The brakes functioncd properly at all points wncre uscd
en route. Thig train decparted from Henderson, 9.02 miles south
of Boutn Howecll and the last open office, at 11:26 a. m., 4
minutes late, passed signals 3202 and 3212, and wnile moving
at an cstimatcd speed of 30 milcs per nour collided with cngine
1535,

Engine 222 wes derailed to thc left and stopped, badly
damaged, on its leoft side 240 feet north of the point of acci-
dent, down a 19-fcot cmbankment, witn 1ts front cnd on tne
soutnward main treck and at an angle of 4% degreces to 1t, and
its rear end 30 fect west of that track. The rignt end of thne
pilot beam and the rignt cylinder asscmbly wers broken and the
engine was otncecrwise badly damaged. Tnc tendcr stoppced on its
left side down the embankment and at rignt anglcs to the engine.
Tne first car was dcerailed to thne left and stopped witn the
front ¢cnd 7 fecet west of the nortaward main track and leancd to
the left at an englec of 25 degreeos. Tne sccond car was deralled
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but reuninca urricht on o ronctoed.  Tne Treav truck of the
tnird car wa: dercsiled. Tane ceaat roll of Tne turnout was over-
turned under engine 1588 rnd 211 wooele on tne 1eft gide werce
in the web of tne reil. g r ggt end of the pillot beoam and

¢!

g :s

T: .
trne right cylindcr ascembl n. .
2% wes cloudy at tne time of trie accident, wnichn occurrcd
about 11:37 a. .

The employees killed were tne engineacr and tne firemon
of No. 152, '
i

Diescur

(J’)

ion (

The rulee governing opersticn on the line involved provide
tnat enginemen must observe interlocxing elfnals anu communicete
tnelr indications to each otner. Wnen zn interlocking home
elgnel displays etop, trains or engines must stop snort of the
glpnal and not proceed until authorized to do co. 411 surviving
employees involved understood these reguirements.

ngines 1535 and 15829, coupled, were procceding southward
from tng engline nousc to the soutnward CL?RQiQiC\uiOH yerd. Ar
tnece enklnes verg approrcnine thic roint there tre accldent
occurred tne cnginemcn ol trhe firet engine wore nalntzining
lookout 2head from their reswoe te ceb. Engine
1535 pageed slgnel 3212 a dlcteonce of £2 fect arnd stopped with
tne front cnd standing 61 Teet south of the cle~rance point
bectween the soutniward leand track and tne rortawsrd mein track.
A few scconde later engine 1535 wee ciruelk ry No. 152,

aTrm
iy

. a -~
tive gldes o

3] a—;_,

According te tne statements of toe engincmen of enginc
1538, eignal 3213 displayed stop. Heltaer conc observed if eony
trezin was spproacning on the nOﬁtnw““d main trock.  Tne firemon
of thc first englne erld tnat, vecruse of ths boiler intﬂrvenlnr,
signel 3213 diceppeared from Lis vicw whnen nls enginc reacned a
polnt about 180 feet north of tiis elgnel; nowever, the cnglrecr
did not call a proceed indicnticon nor did the fircman ask tne
cnginecr if a procced indicetion wrs displayed. Tne enginecr
of tne second cnglne seld thnat eign~l 3213 displeyed stop as
Tne c<nglnee were approaching it. Before tnc engines reacned
tne sihnﬁl ric crogscd %o tn@ left gangway to obecerve wnicn switen
was oclng lined by the front brakeman. Wsoen the cnginecr re-
turncd to tne rignt cide of the englnc tne first englne had
passcd sipgnol 3213. Prior to the trip invelved ncoither orf tne .
enginecere c¢cver nad cherge of ongines tnat wore being double-
headed in a movement similar to tiie onc involved. Tnc engilneer
of tne firet engine was aware that tne lengtr of two cngines
exceeded thne distancc betwecn the switen of yard track 6 and
signal 3213 but dld not know thet tne first crginc would foul
tne clearance point of thic northward main track beforc the rear
of tne sccond ecngine clecred switcn € He wos looxing back for
a signel from thc front brokcrmer. and nc was aware of

.
4.
L
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the approach of No. 152 was wnen the ccllislon occurred, Tne
Tfireman of the firet engine was looking tcward tne rear and

did noi know that nis engine fouled tne main track. Tne fireman
of tne second engine was tending the fire and did not observe
slgnal 3213, or that the first englne fouled the northward mailn
track. Wnen coupled, the engines involved measured 1835 feet
11-1/4 inches over-all. Tne distance between swltcn 6 and the
signal was 84.8 feet, and between switcn 6 and tne clcarance
point, 106.7 feet; therefore, engine 1535 nad to proceed at
least 57.2 feet beyond thc clearance point eo that swltcn 6
could be lined for entry to thce yard. Undcr tne rules, cngines
1535 and 1889 were required to stop siort of signal 3213 unless
a proceed indlcation was digplayed. If engine 1535 nad stopped
snort of signal 3213 thls accildent would have been prevented.

According to the statements of the surviving mecmbers of
tne crew of No. 152, as their traln was approaching thec point
of accident the speed was about 50 miles per hour. All
surviving membors of tnis crew understood that thelr traln was
requlred to approacn tne crossover switcn, located 114.5 feet
south of the point where thc accldent occurrecd, at a spccd not
excecding 30 miles per nour. The first the conductor and the
flagman were awarc of anytning being wrong wae when the brakes
werc applled in emergency. Immedletcly afterward tne collision
occurrcd and the train stopped in a distancc of about 200 fcct.
Tne brakes of thle traln nad functloned preperly at all points
wnerc used cn route. Aftcr the accident, an inspcction of the
engine of No. 152 discloged that the throttlc wns nnlf-open,
the reverse lever in position for short cut-off in forward
motion and the autometic-brake velve in emecrgency position.
Since both enginemen of No. 152 wcrc ki1lled in the accldent,
1t could not be determincd when tncy flrst beccame awarce that
engine 1535 wos fouling the nortawerd main track.

According to the stotement of the operator, locrted in
the yard officc about 4,300 feet north of signal 3213, nis
track dlagram indlcated tnnt the route wes lincd for No. 152
to move through the interlocking on tnc nortaward main track.
Tne prescribed eslgnal for requesting the opecrator to permit a
train to pass signal 3213 was not eoundcd. In teceste after the
accldent tne eignale involved functioned ag intended. Baged
on tnc spced of No. 152 g belng 30 milce p:r hour, 1f cngine
1535 procccded gouth of tnc clecarance poilnt 20 scconds prior
to the time of tnc cccident, No. 152 would be nbout 420 feet
south of signal 3212 wacn 1% changed to display stop. If
engine 1535 fouled the clearance point o period of only 4
seconds before tne accident cccurred, as stoted by tae cnglncer
of tnat cngine, Nc. 182 would bs about 275 fect north of signal
3212 wnen engine 1535 first fouled fthe northwnrd main track.

Tne invcetigation of thie accident dlsclosed that no
member of the crews of englnes 1535 and 1589 communicated the
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indicatlon of signal 3213 to each cther.
Cause

It is found that thils accident was caused by fallurc to
obey an intcrlocking signal indlcatlon. .

Dated at Washington, D. C., trls ninctccnth
day of August, 1942,

By the Cocmmission, Commissioner Patterson.

W. P. BARTEL,

(SEAL) Scerctary.



