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SUMMARY 

Railroad: 

Date: 

Location: 

Kind of accident 

Trains involved: 

Train numbers : 

Engine numbers: 

Consist: 

Estimated speed: 

Operation: 

Track: 

Weather: 

Time: 

Casualties : 

Cau se: 

Recommendation: 

Louisville & Nashville 

December 20, 1941 

St. Francis, Ky. 

Head-end collision 

Passenger 

22 

244 

5 cars 

Passenger 

Second 21 

198 

6 cars 

25-35 rn. p. h. 20-40 m. p. h. 

Timetable and train orders 

Single; 2° curve; vertical curve 

Slightly cloudy 

About 9:59 p. m. 

1 killed; 75 injured 

Accident caused by 1 allure to obey 
meet order 

That the Louisville & Nashville Rail­
road Company establish an adequate 
block system on the line involved 
in this accident 
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INTERSTATE COMMERCE COMMISSION 

INVESTIGATION NO. 2553 

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

THE LOUISVILLE & NASHVILLE RAILROAD COMPANY 

February 10, 1S42 

Accident near St, Francis, Ky., on December 20, 1941,caused 
by failure to obey a meet order. 

1 
REPORT OF THE COMMISSION 

PATTERSON, Commissioner: 

On December 20, 1941, there was a head-end collision 
between two passenger trains on the Louisville & Nashville 
Railroad near St, Francis, Ky., which resulted in the death 
of 1 employee, and the injury of 55 passengers, 12 railway-
mall clerks and 8 employees. 

1 
Under authority of section 17 (2) of the Interstate Com­

merce Act the above-entitled proceeding was referred by the 
Commission to Commissioner Patterson for consideration and 
disposit ion. 
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Location tpf Accident, and Meth ,od of On erst ion 

This accident occurred on that part of the Louisville Divi­
sion which extends between Lebanon Jet. ana Sinks, Ky., a dis­
tance of 107.22 miles. In the vicinity of the point of accident 
this is a single-track line over which trains are operated by 
timetable and train orders. There is no block system in use. 
Time-table directions, which are north and south, are used in 
this report. At Loretto, 1.39 miles north of St. Francis, a 
siding 4,560.4 feet in length parallels the main track on the 
east. The north svitch of this siding is located 4,160.4 feet 
north of the station. The accident occurred at a point 2,545.6 
feet north of the north siding-switch. A3 the point of accident 
is approached from the south there are, in succession, a com­
pound curve to the left 4,562.5 feet in length, the maximum cur­
vature of which is 2°, a tangent 3,769.5 feet, and a 2° curve to 
the right 310 feet to the- point of accident, A^ the point of 
accident is approached fros the north there is a 2° curve to th 
left extending 3,894 feet tp the point of accident. The grade 
for north-bound trains varies between 0.3P and C.65 percent 
ascending 1,800 feet and then there is a vertical curve 300 feet 
to the point of accident. The graie for soutn-bound trains is 
1.03 percent ascending 2,TOO feet and then there is a vertical 
curve extending 800 feet to the point of accident. 

On the curve involved the track is laid in a cut, the east 
bank of which rises to a height of about 10 feet. 

Operating rules read in part as follows: 

14. Engine Whistle Signals 

Note.—The signals prescribed are 
by "0" for short sounds; " " fo 

re illustrated 
for longer sounds.* * * 

* * # 

(n) o Acoroaching meeting or waiting 
points. See- Rule 3-90. 

* * * 
S-90. * * * 

"Train must stop clear of the switch used by 
the train to be met in going on the siding. 

* * * 
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The engineman of each train will give 
signal 14 (n) at least one mile before reach­
ing a meeting or waiting point. Should the 
engineman fail to give signal 14 (n) as herein 
prescribed, or fail to prepare to stop short 
of fouling point wnere reauired, the conductor 
must take immediate action to stop the train. 

# • ) ( • # 

In the vicinity of the point of accident the maximum au­
thorized speed for passenger trains is 50 miles per hour. 

Description of Accident 

No. 22, a north-bound first-class passenger train, consisted 
of engine 2-±4, one express-baggage car, one nail-baggage car and 
three coaches, in the order named. All cars were of steel con­
struction. At Corbin, Ky., 117.16 miles south of St. Francis, a 
terminal air-brake test was made and the brakes functioned prop­
erly. This train departed from Sinks, 31.£1 miles south of St. 
Francis, at 6:48 p. m., according to the dispatcher's record of 
movement of trains, 55 minutes late. At Brodhead, 66.92 miles 
south of St. Francis, the crev received copies of train order 
No. 459, Form 31, x-hich read as follows: 

No 22 Eng 244 meet First 21 Eng 
1581 at St. Marys Second 21 Eng 
198 at Loretto First 21 take 
siding at St. Marys Second 21 take 
siding at Loretto. 

This train departed from Brodhead at 7:20 p. m., 59 minutes late, 
passed Lebanon, 11.6 miles south of St. Francis and the last 
open office, at 9:10 p. m., 1 hour 14 minutes late, stopped at 
the station at Loretto, 1.39 miles so_jth of St. Francis, then 
departed and. passed the north siding-switch, vhere it was re­
quired to wait unless Second 21 was on the siding, and while 
moving at an estimated speed of 20 to 40 miles per hour it col­
lided with Second 21 at a point 2,545.6 feet north of tne north 
siding-switch. 

Second 21, a south-bound first-class passenger train, con­
sisted of engine 196, one express-refrigerator car, one express 
car, one baggage-maii car, one storage mail car and two coaches, 
in the order named. The first car i Tas of steel-underframe 
construction, the second to fifth cars, inclusive, were of all-
steel construction, and, the sixth car was of wooden construc­
tion. At Louisville, Ky., 55.02 miles north of St. Francis, the 
crew received copies of train order No. 459, Form 31, previously 



- 7 - 2553 

quoted. terminal air-brake test was mace, and the brakes 
functioned properly en route. This train departed from Lebanon 
Jet., 25.31 miles north of St. Francis, a,t 8:50 p. m. , according 
to the dispatcher's record of movement of trains, 28 minutes 
late, departed from New Haven, 9.46 miles north of St. Francis 
and the last open office, at 9:18 p. m., 33 minutes late, and 
while moving at an estimated speed of 25 to 35 miles per hour 
it collided^with No. 22. 

Because of the cut and track curvature the view of the point 
of acciaent from the right side of a north-bound engine and from 
the left side of a south-bound engine was restricted to a dis­
tance of about 600 feet. 

Engine 244, of No. 22, was derailed to the right, continued 
forward about 90 feet, stopped at an angle of 45 degrees to the 
track, and leaned to the east at an angle of 50 degrees. Both 
cylinders were broken off, and the front end and the cab '--ere 
demolished,. The tender was derailed to the right and stopped 
upright to the rear of the engine. The rear truck of the first 
car was detached and derailed, and it moved forward under the 
car about 30 feet. The first and st-cond. cars were telescoped a 
distance of 6 feet and were oadly damaged. Engine 198, of 
Second. 21, was derailed to the left and stopped, reversed in 
direction, with its front end on the front end of engine 244, 
and at an angle of a.bout 45 degrees to the track. This engine 
was practically destroyed. The tender became detached from the 
engine, was derailed and stopped uoright on the roscbed. The 
cistern was torn from the frame and it telescoped the first car. 
The first car was practically demolished. The second, car tele­
scoped the first car a distance of about 5 feet. 

The weather was slightly cloudy at the time of the accident, 
which occurred about 9:59 p. m. 

The employee killed was the engineer of No. 22, and the 
employees injured were the fireman, the baggageman and the train 
porter of No. 22, and the engineer, the fireman, the conductor, 
the baggageman and the flagman of Second 21. 

Data 

During the 30-d.ay period preceding the day of the accident, 
the average daily movement in the vicinity of the point of acci­
dent was 17.1 trains. 
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Discussion 

The rules governing operation on the line involved provide 
that at meeting points the superior train must stop clear of the 
switch to be used by the train entering the siding. The engineer 
of each train must sound the meeting-point whistle signal at 
least one mile in advance of the meeting point. If an engineer 
falls to sound the proper signal or falls to operate the train so 
as to be prepared to comply with the requirements of the train 
order, the conductor must take action immediately to stop trie 
train. All surviving members of the crews involved understood 
these requirements. 

The crews of both trains held copies of train order No. 459, 
which established Loretto as the meeting point between No. 22, a 
north-bound first-class passenger train,end Second 21, a south­
bound first-class paseenger train. Second 21 was required to 
enter the north siding-switch to ti.eet No. 22 and No. 22 was re­
quired to stop on the main track short of the fouling point of 
the north siding-switch unless Second 21 was into clear on the 
siding. All surviving members of both creT-*5 involved understood 
the requirements of this order. 

As Second 21 was encroaching the point where the accident 
occurred, the headlight was lighted brightlv, th^ 'speed -was about 
35 miles per hour, th r throttle wr.s partially closed, anc the 
enginemen were maintaining a lookout ahead. The fireman reminded 
the engineer of the meeting point at Loretto and the engineer 
replied that he had not forcctten it. Soon afterward the engineer 
sounded, the meeting-point wnistle signal and made a 5-pound brake-
pipe reduction in preparation for stop-cine at the north siding-
switch. As Second 21 was moving on the curve to the left the 
fireman observed the headlight of No. 22 and at that time thought 
No. 22 was standing at the north sidin--sT'itch. Soon afterward 
he became aware that No. 22 was north cf tne switch and called a 
warning to his engineer, who immediately placed the brake valve 
in emergency position and sounded a stop sirnal on the whistle. 
According to the statement cf the conductor of Second 21, the 
speed was reduced to about 5C miles per hour at tne time of the 
colli sion. 

All members of the crew of No. 22 except the bagg?.-;eman 
had. read train order No. 459 ;m-i understood that their train was 
required not to pass the fouling point of the north siding-switch 
unless Second 21 was into clear on the siding. According to the 
statement of the fireman of No. 22, as his train was approaching 
Loretto the engineer sounded the meeting-point whistle signal. 
V/hile No. 22 was standing at the station at Loretto the engineer 
discuseed the provisions of a train order affecting his train at 
a point 10.69 miles north of Loretto, but did not mention train 
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order No. 459, nor did the fireman remind the engineer concerning 
the meeting point Kith Second 21. After No. 22 departed from 
Loretto, the fireman observed that Second 21 was not on the siding 
anc proceeded into the tender to open a stoker-conveyor slide. He 
erpected to complete this work before his train reached the north 
siding-switch and did not observe the progress of his train until 
he returned to the cab. At that time the engineer was maintain­
ing a lookout ahead, and the headlight was lighted brigntly. The 
fireman observed that his train had passed the north siding-switch 
a considerable distance and he called a warning to the engineer, 
vho immediately moved the brake valve to emergency position. The 
collision occurred immediately afterward. Since the engineer was 
killed in the accident it coula not be determined why he failed 
to stop short of the fouling point. Had the fireman stayed in the 
cab until he was certain that his train would not pass the fouling 
point, he would have been in a position to avert the accident. 
Just before their train departed from the station at Loretto, both 
tne conductor pnd the flfgm&n of No. 22 observed ti at Second 21 
was not on the siding, but after No. 2 2 departed from the station 
the conductor was engaged in cleric:! duties and failed to observe 
whether Second 21 had entered the siaing, or whether his train was 
being operated orepared to stop. The conductor said that he was 
confident his engineer would operate the train prepared to stop 
at the north siding-switch. Furthermore, he depended upon his 
flagman to observe whetner rds train was being operated prepared 
to stop short of the fouling point if Second 21 was not into clear. 
A brakeman who deadheading on No. 22 informed the conductor 
that Second 21 was not on the siding and that Ko. 22 had passed 
tht north siding-switch. Before the conductor could take action 
to stop the train the collision occurred. The flagman of No. 22 
said tnat when his train ;\«s departing from Loretto he was oc­
cupied in notifying passengers to be unloaded at St. Francis. He 
expected to complete this duty before his train reached the north 
siding-switch; however, before he became aware tnat his train had 
passed the north sid.ing-swi.-cch the collision occurred. He said 
that it is not customary for his conductor to instruct ram to 
ooserve if his train is being operated in compliance with the re­
quirements of train orclers affecting its movement, nor did the 
conductor instruct him to do so in this instance. 

No member of the crew of No. 2 2 had beer: on duty more than 
5 hours 15 minutes wh-n the accident occurred. If th- surviving 
members of the crew of No. 2 2 had not depended upon other members 
to comply with the provisions of the meet order, this accident 
would have been averted. 

On the line involved trains are operated by timetable and 
train orders only. 

http://sid.ing-swi.-cch
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On September £0, 1941, a head-end collision resulting in the 
death of 1 and the injury of 14 persons occurred on the line of _ 
this carrier near Harold, Florida.. There was no block system in fl 
use on the line. The report of the Commission covering the inves­
tigation of that accident stated if an adecuate block system had 
been in use on th« line, the accident would not have occurred. In 
that case a rule to show cause why this carrier should not estab­
lish an aclequate block-signal system on the line involved was 
served on this carrier. In the instant case, if an adecuate clock 
system had been in use on the line involved, the accident i-ould 
not have occurred. 

Cause 

It is found that this accident was caused by failure to obey 
a meet oraer. 

Recoirrn eno.ation 

The Louisville & Nsslwwille Railroad Conroany should establish 
an adequate block-signal system on the line involved in this 
accident. A rule to show cause why it should not do so will be 
served, on said carrier. 

Dated at Washington, T. C , tnis tenth 
day of February, 19*2. 

Ey rhe Commission, Commissioner Patterson. 

W. P. SARTEL, 

(SEAL) Secretary. 


