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SUMMARY 

Railroad: 

Date; 

Location: 

Kind of accident 

Trains involved: 

Train numbers: 

Engine numbers: 

Consi st: 

Speed: 

Operation: 

Track: 

Weather: 

Time: 

Casualti e s: 

Cause: 

Recommendation: 

Seaboard Air Line 

October 22, 1942 

Deerfield, Fla. 

Rear-end collision 

Passenger 

191 

246 

11 cars 

2-3 m. p. h. 

Freight 

77 

221 

25 cars, caboose 

25 m. p. h. 

Timetable and train orders, and 
manual-block system for follow­
ing passenger trains only 

Single; tangent; level 

Slightly cloudy 

About 8:05 a. m. 

1 killed.; 46 injured 

Accident caused by failure to 
provide adequate protection 
for preceding train 

That the Seaboard Air Line Rail­
way Company establish an adequate 
block system on the line involved 
in this accident 
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INTERSTATE COMMERCE COMMISSION 

INVESTIGATION NO. 2638 

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

THE SEABOARD AIR LINE RAILWAY COMFANY 

December 8, 1942. 

Accident at Deerfield, Fla., on October 22, 1942, caused 
by failure to provide adequate protection for pre­
ceding train. 

REPORT O r THE COMMISSION 

PATTERSON, Commissioner: 

On October 22, 1942, there was a rear-end collision be­
tween a passenger train and a freight train on the Seaboard 
Air Line Railway at Deerfield, Fla., which resulted in the 
death of 1 Pullman employee and the injury of 39 passengers, 1 
news-company employee, 3 Pullman employees and 3 train-service 
employee s. 

Under a.utnorlty 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 
di spc sition. 
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o Coleman, Fla. 
! 69.7 mi. 
0 West Lake Wales 
1 134.1 mi. 
i West Palm Beach 

20.4 mi. 
Deerfield (P.of A.) 

41.7 mi. 
Miami, F]a. 

P.C* 

Inv. No. 2633 
Seaboard Air Line Railway 

Deerfield., Fla. 
October j \ 1942 
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Location of Accident and Method of Operation 

This accident occurred on that part of the North Florida 
Division designated as the Coleman Sub-division and extending 
between Coleman and Miami, Fla., a distance of 273.9 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, and a manual-block system for following passenger 
trains only. The accident occurred on the main track at a 
point 237 feet north of the station at Deerfield. Approaching 
from the north there are, in succession, a tangent 2.92 miles 
in length, a 1° curve to the right 1,708 feet and a tangent 
1,590 feet to the point of accident and 1.77 miles beyond. At 
the point of accident tne grade is level. 

Operating rules read in part as follows: 

35. The following signals V L H be used by flagmen: 

Day Signals--A red flag. 
Torpedoes and Fusees. 

# * * 

91. Unless some form of block signal is used, 
trains in the same direction must keep at least 
ten minutes apart, except in closing up at sta­
tions. A train following a train carrying 
passengers must keep at least ten minutes behind it. 

99. When a train stops under circumstances In 
which it may be overtaken by another train, the 
flagman must go back immediately with flagman's 
signals a sufficient distance to insure full 
protection, (not less than one-half mile), 
placing one torpedo on the rail, on tne engine-
man 1 s side; he must then continue to go back to 
a point not less than three-quarters of a mile 
(or further on descending grades or where the 
view is obscured) from the re^r of his train, 
placing two torpedoes on the rail (100 feet apart), 
when he may return to the point where the first 
torpedo was placed, where he must remain until 
the approecning train has been stopped, or he is 
recalled by the whistle of his engine. 

When necessary, lighted fusees w i n bo 
di splayed. 

•* # # 
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r 316. A first class train, or a train carrying 
passengers, will not be permitted to enter a 
Block, occupied by anotner train; nor will any 
other train be permitted to enter a Block occu­
pied by a first class train or a train carrying 
passengers, * * *. 

Time-table special instructions read in part as follows: 

BLOCK RULES. 

E17. All first class trains and all trains car­
rying passengers, moving in the same direction, 
will be blocked one telegraph station apart. In 
case of emergency such trains may be permitted 
to enter a block occupied by another first class 
train, or a train carrying passengers, on the 
authority of a train order. * * * 

In the vicinity of the point of accident trie maximum 
authorized speed for the freight train involved is 40 miles 
per hour. 

escription of Accident 

No. 191, a south-bound first-class passenger train, con­
sisted of engine 245, one mail car, one express car, one 
Pullman sleeping car, one baggage car, one passenger-baggage 
car, two coaches and four Pullman sleeping cars, in the order 
named.. All cars were of steel construction except the seventh, 
which was of lightweight construction. Tnis train departed 
from Coleman, 232.2 miles nortn of Deerfield, at 2;3l"a. m., 
according to the dispatcher's record of movement of trains, 1 
hour 46 minutes late, departed from West Palm Beach, 23.4 
miles north of Deerfield and the last open office, at 7:19 
a. m. , 1 hour 59 minutes late, and stopped on the main tra.ck 
at Deerfield about 7:54 a. m. About 11 minutes later, when 
trie train had moved forward about 20 fc?t and while moving at 
an estimated speed of 2 to 3 miles per hour, the rear end was 
struck by No. 77 at a point 237 feet north of the station at 
Deerfield. 

No. 77, a south-bound second-class freight train, con­
sisted of er-flne 221, 23 loaded cars and a caboose. After a 
terminal air-brake test was made tnis train departed from West 
Lake Wales, 162.5 miles north of Deerfield, at 11 p. m., 
October 21, according to the dispatcher's record of movement 
of trains, 7 hours 10 minutes late, departed from West Palm 
Beach ac 7:30 a. m., 11 hours 15 minutes late, and while moving 
at an estimated speed of 25 miles per hour it collided with the 
rear end of No. 191. The air brakes of No. 77 had functioned 
properly en route. 
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There was no condition of the engine that obscured the 
view or distracted the attention of the enginemen. Because 
of trees, poles and track curvature, the view of the -point of 
accident from tne right side of a south-bound engine is con­
siderably restricted. 

The force of the impact pushed No. 191 southward about 
40 feet. The eleventh car of No. 191 was derailed and stopped 
upright and. in line with the track. The rear end. was tele­
scoped a distance of 15 feet and the car was otherwise bad.ly 
damaged. The tenth tc eighth cars, inclusive, were not de­
railed, but were considerably damaged. The seventh car stopped, 
west of the track. A section about 20 feet long at the rear 
end of tnis car was broken and torn, and tne car was practi­
cally demolished. The front end of the sixtn car was tele­
scoped a distance of about 5 feet and. the car was otherwise 
badly damaged. The remainder of tne cars and tne engine were 
slightly damaged. Engine 221, of No. 77, was derailed and 
stopped upright and in line with the track. The front end. 
was crushed., both cylinders were broken and the engine frame 
was bent. The tender was derailed and the cistern was badly 
d,araaged. The first six cars were derailed., one of which was 
demolished and three badly damaged. Tne eighth car was slightly 
damaged. 

It wag clerr at the time of the accident, which occurred 
about 8:35 a. m. 

Tne train-service employees injured were tne engineer, 
the fireman an'-, the front brakeman of No. 77. 

D a.t a 

Turing tne period, preceding the day of the accident, 
tne average dally movement in the vicinity of the point of 
accident was 13.13 trains. 

Pi scussion 

Tne rules governing operation on the line Involved provide 
tnat when a train stops under circumstances in which it may 
be overtaken by another train, the flagman must go back imme­
diately with flagman's signals a sufficient distance to insure 
full protection, but not less than one-half mile. 

No. 191 departed from West Palm Beach at 7:19 a. m. and 
stopped a.t Deerfield at 7:54 a. m. to discharge passengers 
and a considerable amount of baggage. The rear end was stand­
ing 217 feet north of the station. At 8:05 a. m. this train 
started southward n̂ci n^d moved, about 20 feet when tne rear 
end was struck by No. 77. 
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No. 77 w n s into clear on the siding at West Palm Beach 
for No. 191, and departed from that st'tion about 7:30 a. m., 
or 11 minutes after No. 191 departed. As No. 77 was approach­
ing Deerfield the speed was about 40 miles per hour, the 
throttle was open, a.nd the members of the crow on the engine 
were maintaining a lookout ahead. Brake-pipe pressure of 70 
pounds was being maintained. The engineer said he sounded the 
engine-whistle signal for several hignwry grade crossings north 
of Deerfield, tnen, when the engine reached a point abort 2,500 
feet north of the point where the .accident occurred, he made a. 
10-pound brake-pipe reduction, which reduced, the speed to "'bout 
55 miles per hour. Soon afterward, the engineer observed the 
flagman of No. 191 giving stop signals with a lighted fusee 
at a point about 400 feet to the rear of his train. The en­
gineer pla.ced the brake valve in emergency position, opened 
the sand.er valve, closed the throttle, and moved, the reverse 
lever to position for backward, motion, but the distance was 
insufficient for No. 77 to stop short of No. 191. Because of 
the service brake-pipe red.uction, he thought the full benefit 
of the emergency application was not obtained. Tne fireman 
and the front brakeman first observed the f1-gman giving stop 
signals about the time the brakes were applied in emergency. 
The members of tne crew of No. 77 estimated tint tne speed of 
tneir train was about 25 miles per hour at the time of the 
collision. Tne brakes had been tested and had functioned 
properly at all points where used, on route. 

Under the rules, when No. 191 stopped at Deerfield, the 
flagman was required to proceed, to tne rear a sufficient dis­
tance to provide adequate protection. The conductor said, he 
informed tne flagman that an unusual amount of station work 
would be performed at Deerfield. He did not instruct the flag­
man to provide flag protection, since tne flagman was an 
experienced employee. When the tr-iin stopped, the conductor 
observed the flagmrx. proceeding toward the re -r, and was con­
fident that adequate protection would be provided. The flagman 
said tha.c wnen his train was reducing speed to stop at Deerfield 
he drepoed off a lighted 10-minute fusee at a point about 5,200 
feet north of the station. After the train stepped, he pro­
ceeded to a. point about 400 feet to the rear of his train, 
remained there until he heard N^. 77 approaching, then ran 
toward tnat train, giving step signals with a ligated fusee. 
He had. reached a ooint about 675 feet north ~f his train wnen 
tne engine of N-. 77 passed, him. He said, th^t he understood, 
the requirements of the flagaing rule, but depended upon the 
1 ignited fusee dropped off tne train to provide protection until 
No. 191 was read.y to proceed; however, the fusee which was 
dropped off must have burned, out before N~. 77 approached as 
ra member of the crew tine engine ~f that train observed any 
lignted fusee except tne fusee whlcn the flagman was holding. 
The engineer of No. 191 said that when No. 77 w> s rounding the 
curve nortn of Deerfield he looked toward the re°r and, becoming 
alarmed tnat No. 77 would not stop short of his train, he opened, 
tne tnrottle in an endeavor to avert the accident, but his train 
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moved, only about 20 feet before the collision occurred. The 
operator at Deerfield said that about 8 a. m. trie train dis­
patcher instructed him to inform the crew of No. 191 that No. 
77 was following closely and to furnish flag protection imme­
diately if it nad not already been provided. At that time 
the flagman was about 100 feec to the rear of his train. The 
operator relayed, the information to tne flagman, who started 
to walk 'coward tne rear until No. 77 was heard approacning, 
then started running toward tnat train and waving a lighted 
fusee. The flagman nad reached a point about 650 feet to tne 
rear of nis train when No. 77 passed him. The conductor of 
No. 77, who was in the caboose cupola., said, that he observed, 
the flagman of No. 191 giving stop signals from a point about 
450 feet to the rear of^No. 191. 

In the vicinity of the ooint of accid.ent there is no 
restriction to "orevent freight trains from proceeding at the 
maximum authorized speed, of 40 miles per hour. The rules re­
quire that flag protection be provided, a sufficient distance 
fo^ following trsin<= to stop from their maximum authorized 
speed. From the time No. 191 stooped at Deerfield until the 
collision occurred the flagman had not less than 11 minutes 
in whicn to provide flag protection. Had. ne oroceedcd to the 
rear at an average gait during the time available to him, he 
could, have provided adequate flag protection and the accid.ent 
would, have been averted. 

In the territory involved, trains are operated by time­
table and. train ord.ers, and a manual-block system f o r follow­
ing passenger trains only. Uncler the rules, a following freight 
train must keep at least 10 minutes to the rear of a preceding 
passenger train. In this instance, tne last open office to 
tne rear was 28.4 miles north of the noint where the accident 
occurred., and. there were no moans, other than lighted. 10-minute 
fusees, wnicn could have provided 10-minute spacing between 
the trains involved. Tne carrier's boo i of operating rules 
contains manual-block rules which permit no train to enter a 
block occupied by a train carrying passengers, except in case 
of an emergency. however, in this territory time-table special 
instructions provide only for the blocking of passenger trains 
moving in tne same direction. If the m^nu^l-block rules had 
been in effect, No. 77 would not have been permitGed to enter 
a block occupied oy No. 191. 

During an 8-month period immediately preceding the day 
of tne accident, three other accidents, resulting in the death 
of 5 persons and the injury of 85 persons, occurred on the 
line of this carrier in territory where trains were operated 
under trie same system as that involved in the accident at 
Deerfield. The Cnumission's reports covering the investiga­
tions of these accidents stated that if an adequate block-signal 



- 10 - 2658 

system hnd been In use, trie "ccidente would, no c have occurred. 
In the Instant cose, If an adequate block-signal system had 
been in use, this accident would not have occurred. 

During this 8-month -period the Commission investigated, 
among others, six accidents occurring on the line of this '( 
carrier and including the three accidents mentioned above. 
These accidencs involved failure to comply with provisions of 
the operating rules. Among otrier factors, three investiga­
tions disclosed, failure to provide adequate fl^g protection., 
three disolo sea failure to operate trains in accordance with 
signal indications, one disclosed failure to obey a meet order, 
one disclosed failure to issue train order properly, and three 
disclosed lax supervision and enforcement of the rules. Failure 
to obey operating rules Is involved in the accident here under 
investiga.ticn. The action cf the train dispatcher in warning 
tne crew of No. 191 to provieie fl~ g protection indicates that 
it is not cusuom . a ry to provide adequate fi"g protection in tne 
territory involved. In previous reports the Commission has 
commented en inad.equa.te flag protection en tne line of this 
railroad and h > ; enforcement of operating rules, but it is 
apparent that any corrective measures t~ken by the carrier 
have net been effective. The rules must be rigidly enforced, 
to prevent similar accidents in the future. 

C-use 

Tc Is found that this accident w-g caused by failure to 
provide ar eque.te protection for tne preceding train. 

R e c c m : e nd a t i o n 

It is recommended, that the Se"board. Air Line Railway 
Ccnparn establish an adequate block-signal system on the line 
involved, in this accident. 

Dated, at Washington, D. C , this eighth 
d.-y of December, 1942. 

By the Commission, Commissioner Patterson. 

(SEAL) 
W. P. EARTEL, 

Secretary. 

http://inad.equa.te

