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SUMMARY

Seaboard Alr Lilne
June 14, 1942
Kittrell, N. C.

Rear-end collision

Passenger : Freight
43 : First 39
Diesel~clectric : 408

3009, 3016 and

3100
16 cars : 23 cars, caboose
Standing : ©-10 m. p. n.

Timetable, train orders and automatic
block-signal system

Single; tangent; 0.10 percent
ascending grade southward

Foggy
About 12:50 a. m.
8 killed; 9 injured

Accident caused by fallurce to pro-
vide adequatc flag protcction for
preceding train and by failure
properly to control spced of follow-
ing train in accordanceg wita signa].
indications
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INTERSTATE COMMERCE COMMISSION

IUVESTIGATION NO. 2595

m

I3 THT MATTIR OF MAYING ACCIDENT INVESTIGATION REPORT
UlDZR THEZ ACCIDENT REPORTS ACT OF MAY 6, 1910

THE H'ABOAPD AIR LINE RATILWAY COMPANY

August 12, 1942

Accident at Xittrell, 1. C., on June 14, 1942, causcd
failure to provide adcquate flag protection for i
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ceding train and by feilure properly to control .pocd
cf following trein in nccordencs witn elgnel indications.
1
EZPORT OF THE COMMIRSTCY
FATTERSON, Commicegioncr:
On ‘unz 14, 1942, therc was =2 rear-end collision
e ween o passen?er train and o frolent troin cn tne
caboard Alr Line Railway at Kittrell, ', C., whicn re-
sultcd in tne doatn of eignt p?SSCAgCLH, and tre injury
of eirht passengcers end one cuployeac.
1
Under ~uthority of ecctlon 17 (2) of the Interstate Com-
nerce Act the above-entiitlced vrocscding wae roferred by tae
Commieseion to Commigcsioner Priterson for consideration and

dispoeition.
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Location of Accident and Method of Opgration

Tnis accldent occurred on that part of the Virginia
Division designated as the Norlina Sub-Divigion and extend-
ing between Norlina and Johnson St., Raleigh, N. C., a dis-
tance of 57.7 miles. In the vicinity of the point of accident
tnis is a single-track linc over which trains are opcratezd by
timetable, traln orders and an automatlc block-signal systemn.
Tne accident occurred on the main track at a polnt 506 feet
north of the station at Kittrell. As the point of accident is
approacned from the north there are, 1n succecsslon, a tangent
8,414 fcect in length, a 19 curve to the left 3,208 feet and a
tangent 4,095 feet to the point of accident and 10,417 feet
beyond. The grade for south-bound treins varies between 0.20
and 0.77 percent descending a distance of 6,500 fect and taen
1g 0.10 percent ascending a distance of 406 fect to the point
of accident.

Automatic eignals 1203 and 1217, wnlch govern south-bound
nevements, are located, respectively, 7,444 and 90 fcet north

of tne point of accldent. Thece signals are of tne 3-indication,

color-lignt type, and are continucusly lighted. The involved

aspects and corresponding indicatione and namcg of these slgnals

are as fcllows:

Agpect Indication Name
Yellow Approacn ncxt signal Approach Signal
preparcd to stop
Red-over-~lunar- Stop, then proceed Stop and Proceed
wnite, staggered Signal

Operating rules read in part as follows:

55. Tne following signals will be used by
flagmen:

¥ % ¥

Night Signals-~A Red 1light.
A Wnitc lignt.
Torpcdoes and Fusees.

89, Wnen a train stops under circumstances

in which 1t nay be cvertaken by anotner trailn,
the flergman nust go back inmedisrtcly with flag-
man's signals a sufficicnt distence to insure
full protection, (not leess than one-half nmile),
placing one torpedo on tie rall, on trne engine-
nan's gides ne nust then continue to go back to
a peint not less than tnree-quarters of a nile
(cr further on dcescending grades or where the
view is cbscured) from the rear of his train,
placing twc tcrpedoes con the rail (100 fecet
apart), wnen he may return tc the point where

S R de =
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the first torpedo wae placed, where he
rnuet remain until the opporczeaing train
hns becen stopped, or ne 1s recalled by
the whistle of nhis engine.

Wnen necessary, lighted fusees will
be digplay=d.

Wnen signal * * # 14 (e) has been given

to the flagman, and the eafety of tne trailn

wlll permit, he may return, taking up tue one

tocrpedo, but wnen tne conditions rcqulre nc
wlll leave a lignted fusce.

L

¥ # ¥ Conductors and englneren are
regponsible for the protection of thelr
Trains.

o09. % ¥ ¥

LK

F. A train passing an Aprr oagh Signal nust
proceed a2t rcduceld speed prepared to gtop
bzfere passing the next sifnﬁl

% 4 4

In tne vicinity of tue point of accident tne maxinun
autnorized bpebd fcr tne pasgzenger train invelved 1s 70 niles

per ncur, and for freight trains, 40 miles per hour.

Deeceription of Accident

Nc. 43, a south-bourd flrst-class nes
sisted of Diesel-electric engines 3008, 30
passenger-barzage car, four Pullman slvopi
car, two coaches, one lounge car, cne tave
car, four coacnes and one “Ou0n~0b 38T
named. The cecond, third, fourtn Ti
of cenventional, all-eteel constr uﬂt ioc
were of streanlined stainless stecl co
121.8 miles ncrtn of Kittrell, on
traln departed from Norlins, 23.
12:14 a. n., accerdiny to toe A1
of trains, 1 ncur 4C minutes 1at
north of Kittrell, at 12:290 a. N, 1 r
stopped on tne main track ~t Xittrell
rear end standing at a peint 90 feet
About 11 minutes later the reaxr end ¢
First 89.
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cabocee. Tals train departed from Norlina at 11:80 p. n.,

June 13, according to tne dispatcher's record of rovement of
trains, 2 nours 25 ninutes late, departed from Henderson at
12:35 a. m., 2 hours 20 ninutes lete, passed gignal 1203, which
dieplayed zpproach, pasced signal 1217, wnhich digplayed stop-
anc-proceced, and wnile mcving at an estinatsd eneed of © to 10
miles per hour it ccllided with the recar end of No. 43. The
brakes of First 89 functioned properly at £11 points vere usad
en rcute. Thnere was no condition of the engine that obscuresd
tne vigion or distracted the attention of the cmployeecs on the
engine,

5,

1
-
o
Ial

The force of the impact crushed the resr pcrtion of thc
rear car of ¥o. 43 & distance of 23 feet, and ftas rcar truck
wag derailed and driven forward un“er the car. Tne collision
riembers, buffer beam, floor structure an® the cther menbers
forming the structural strenzth of the reagr en” of the riar car
were “riven forward. Tne center-sill was demolisned to a peint
about 8 feet anead of the normal location of trhe Loiy wolster.
Trhie body bolster was torn fr-m 1ts attachmente tz the si'c cills
anc. the center-sill, anid was driven forward o ~lctances of 11
feet 6 inchnes. Tne draft attachments were torn fron the cer and
trne coupler snank was bent. The underfrane, flcor structurc
anc. side franing inmedlntely beyoni the den-lished porti-n were
Intact. The ninth and tentu cars jack-knifcd, tne weest rail
wag canted outwerd at an angle of 45 degrees, ond tne rear truck
of the ninth car and the front truck of the tenth cor were de-
railed. Tnc Diesel unite werc separeted fren tne train by tne
inpact ond were .lriven forward a distance of about 8 feet. The
front end of eniine 408 was badly danaged.

Tnere wae o 11t feg at the tirme of ti.e accident, which
ceeurred about 12:80 a. m.

Tne e ployee injured weos tne fireman of First 89.

Data

Encine 408, of Firet 59, is of the 2-8-2 type, and is pro-
vi“ed with No. 6-ET brake eguinnent. Of the cers of Firect 89,
18 were provided witnh AR valves and the renainder witn K-2
triple valves.

Tne brake cauiprient cf this train functiconed properly in
tests mace after the accident. The brakc-cylincer plston
travel on the cars varied between 6-1/2 and 9-1/4 inches.

After the occilent, two braking tests were conducted with
a train consleting of equipment and lading proctically identical
to tnat of First 89. Brake-pipe pressure of 70 pounds was used
In the tests. The percentages of breking ratic of First 892 and
of the teet train were, respectively, 19.69 and 12.62. In tho
first test, ns the troin apprecached signel 1203, a cpscd of
48,6 miles per nour was attained, and the brake valve on tne
test engine was operated in the same manner ag tne engineer
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etated nc operated the brake valve on tne engine of First &C.
Tne train wac stopped in a distance of 4,_)7 feet with tae front
end of t.e engine stending at 2 point 2,4€7 fcet nortn of signal
1217. In the gecond test a ﬂoecd of bO miles per hour was »T-
taincd and as the eagine pasce signal 12C3 a 2.-nound broxe-

pipe reduction wac made. Tne train wos etonped in a distence
of 4,278 feet with the front end of the cngine standing at a .
voilnt 2,078 feet north of signal 1217.

Digcusgsion

Tne rules governing operation cn tne line irnvolved p“OVi@
tnat wnen a train stops under circumctances ia wnich 1t may, ve
overtaken by another train the flegmon muet go back immediately
wita fleagman's eignals a sufficient distance to incure rfull oro-
tection, but nct less than onc-nalf mile. Wnen recalled, ne may
return if 1t ig zafe to do so. He must leave a lisnted Pu"@r
vnen conditions recuire it. In automatic block-signal terrisory
an approach indication reaoulres thne roecd of a traln to be re-
duced and to Ye so controlled that tne trein can astop enort of
tne next ienal. All the emplcyees involved understood tnes
requirements.

No. 43 stopred at Xittrell at 12:3% a. m. witn tns rcar end
etrnding 90 feet south of alpnel 1217. About 11 minutes lsoter
1.e rear end of tnle train was struck by First 89. Uncder tne
rulce, Tlag protection was reﬂuired for No. First £2 pesced
signal 1203, which dicplayed approach, passed slgnsl 1217, vhnich
dis~lsgved Stop—uﬂd—WPOC°oQ snd wrnlle moving a cpeed of & to
10 milos per aour it ctruck the rear end of Ne. 43. Undszsr tae
rules, tne speed of First 89 was required to be so contrelled
tant tals trzin could be stopped snort or signal 1217.
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Tne cperator ot Kittrell was etanding nesr the track in
tne vicinisy of the station to deliver a clesrancs card to No.
43. He stated that wnen No. 42 was approacning tne station he
moved a lignted white lantern from his ricsht nand to nis left
nand. Tie engineer cof No. 43 interpreted the movement of tae
lantern as a stop signal and stopped the trailn by an emergency
appilcation of tne2 brakes. Since there would b2 considesrable

+

delay to recinarge tne trezin air-brake gyetem, the cnglneer
sounded tne engine-whistle signal for flag prot ection. The
engineer said abous 7 mihutes later tne gauge indilcated that tne
train air-brake eystem veg recnarged and ne soundel tne cnging-
wnistle eignal to rocall the flegman. About 2 nminutce later, a
glgnal to proceed was given at tne rear of the traln; noever,
because tne brakes did not relcase, thnere wae additional delay
and soon aftervard the accident occurred. The conductor of

43 sald tnat he observed the flacmsn proceedlng te tne rear soon
after nie trein stopped, and tunat about & minutes later e signal
was sounded to recall the flagman, who returned to tre opﬂ of
tne train and gave a proceed signal. Tne conductor and tn
baggagemaster were engaged in inepecting their train and were
not aware of the approachn ol Firet 85 until the ccllicion cc-
curred. The flagman etated that after the traln stopped about

ot ’[‘
k
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1 minute was consuned in getting nis flegging eguipment, then
ne proceeded nortnvard anc about 4 minutes later, wnen ne nad
reacned a point about 35C fest to tne rear of Lis traln, he

wag recalled. He placed a lignted 10-minutz fucee on tne track,
tnen returned to the rzsr of nhis train and jave a proceed sig-
nal. His train did not move promptly in respconse to his signal
and he again procecded ncrinward. He had reacned ftoe polint
wnere he left tne fusee when ne observed blie approacning Tt cin.
He lighted another fusee, contlnued nortnward and nad rescnsd

a point avout 700 feet to the rear of his train when Filrst £9,
moving at a speed of about 15 miles per nour, passed nim.

As First A9 was approaching signal 1203, located. 7,444
Teet nortn of the point where tne acciient occurred, the speed
was about 45 mllese per hour and the enginemen and the front
brakeman ware meintaining a lockout anead. Tncre was no condi-
tion of tne engine wnlen obscured tneir vieglon or distracted
tneir attentlon. A slignt foz prevailed, and visibility was
somewnat restricted. Tne bLraiz-pipe pressurc was 75 pounde
and tne brakes nad functioncd properly at all points wner
used en route. Signal 1<GC dicnlayed opproach and all menbers
of tne crew on tne vnglne cellcd theo indication. The enginacr
sald tnat as nls cngine pascod signal 1203, the tnrottle wa
in drifting pocition and he made a 15-pound brake-pipe reductlon
soon after tae englne pagcr:d ths slgnal. At a point about 1,300
feet soutn of tu: c¢ianal the spesd of tne train was reduced vo
gbout 35 miles per nour and ne made a brake-pipe reduction of
about 1C pounds. Wnen the engine rcached 2 point about 4AOOO
Teel north of signal 1217 the epeed was reduced to sbout <0
miles per nour and e mads an additional orakc-pipe reductiaon
of about 5 pounds. Wien the cengine reached a polint approxi-
mately 1,350 feet north of sipgnal 1217 the eninezr observed
a menber of the crew of No. 43 ziving stop sifrals with a lighted
fusee 1n tne vicinity of the sizncli. ke moved tne drake valve
to emergency posiltion and opencd the cander valve but Tne dis-
tance was not sufficlent for storping chort cf the rear of No.
43, Tne engineer sald that proper brske npplication wasg not
odtained by the gerics of brake-plpe reductione wnlch he sald
ne made. After the accident, the alr-birare equipment of this
train functioned properly. Trets macde after the accident dis-
closed thst tne dictance betwsen the slgnals involved was
sufficlient for @ frelsnt traln similar to tnet of First 89 and
moving at maximum zuthorized speed at sizgnal 1203 to bs stopped
snort of sipgnal 1217.

ct €

1
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From the time No. 43 stopwed at Kittrell to tne time thnc
collislon occurred sbout 11 minutes was avallable in wnich to
provide Tlag protecticn., Tne flegman of No. 43 nad consumed
not less than 4 minuteg in reaching s point about 350 feet to
tne rear of nis train wnen he was recalled. About 7 minutes
toen elapsed dvring which period ne returned to nis train and
then proceeded nortaward amein to provide flag protection. He
nad reacned a polin% about 700 fcet to the rear of his trein
whnen Flrst 89 poceed him, I the flazman nad not been recalle
until 1t was knoim that No., 45 wes ready to proceed, undcubted

T
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he would have been ab“ to station himself far enougn to the
rear to trovide adequate flag protectlon agalinet First 2¢.

The membere cf the cr w of Fi st 89 wno wire on the engine
ould not gee tnc flagging signale Tar encuin to take acti
in time to ¢top ftreir train moving at moximum suthnorized «
ghort ol No, 48 If thes epeed of First 89 had ocen contro
in accordance wltn the approocn indication dieple yed by si
120& thig eccldent would have besen averted,

,oj
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Tne Commigssion inveetigated on accldent whicn occurrcd
on thils linec at Moncure, X, C., on June 2, and walcnh resulted
in the injury of tiree emnloyees and conslderable damage to
rolling stock. “The accldent 2 ceusgnd by fallure to proviae
adequate Tlag prcteetion for & prpceaing troin and by feilure
r>l““Perlv tc conirol sprel of tie followlng treoin 1in accordancce
w1tn Si”pﬁL ndi~stiong: 2re aceidant ot Moncure and the a-nci-
dent covered b1 tols remors ozourred on different divisions
but only 6& miles avar?t Tne rictnod of operotion in each crse
ves sne same.  Lotn &1ve¢tigations dilzclosed a lack of prov:r
supervicion in ths enfercenent of tne rules.

A
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Cauge

It is found tnat thig eceddent was caurcd by failure
to provide adegquate Tlaw protection for tne vrsceding trein

and VY fallure properiy to control epeced of tne Tollowing
train in accordance with slgnasl indicatione.

Dated »t Washinston, D. C.
day of August, 1942.

By the Commlssion, Cormissloner Fatterscn.

\§. P. BARTFL,
(SEAL) Seeretary.



