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SUMMARY

Seaboard Air Line

June 8, 1942

Moncure, N. C.

Rear-end collision

Freight : Freignt

Extra 363 Nerth : Taird 72

363 : 2509

45 cars, caboose : 66 cars, caboose
Standing : 20-~35 m. p. h.

Timetable, train orders and
automatic biock-signal system

Single; tangent; level

Clear

9:50 a. m.

S injured

Accident caused by failure to pro-
vide adequate flag protection for
preceding train and by failure
properly to contrcl speed of fol-

lowing train in accordance with
signal indications
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INTERSTATE COMMERCE COMMISSION

INVESTIGATION NO. 2533

IN THE MATTER OF MAXING ACCIDENT INVESTIGATION REPORTE
UNDER THE ACCIDENY REPORTS ACT OF MAY 6, 1910.

THE SEAEOARD AIR LINE RATELWAY COMPANY

July 31, 194%.

Accident at Moncure, N. C., on June 8, 1942, caused by
failure to provide adequate flag protection for
preceding train and by fallure properly to control
speed of following train in accordance with signal
indications.

REPORT COF THE COMMISEION

PATTERSON, Commissioner:

Oa June 8, 1942, there was a rear-end collision between
two freight trains on the Staboard Air Line R-ilway et
Moncure, M. C., wnich resulted in tne injury of threc employees.

LUnger authority of gection 17 (2) of the Interstate Com-
merce Act the above-entitled proceeding was rcferred by the
Commission to Commisgsioner Prtterson for consideration and
disposition.
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Location of Accident and lMsthod of Oseration

Tnis accldent occurred on tnat part of the llorth Cerolina
Division designated as the R&leigh Sub-Divieion, wnich extends
between Hemlet and Joknson St., R~leign, M. C., a distance of
97.5 milas. Ir the vicinity of the point of accident this is
a single-track lirg over tiich trains arec opersted by timctable,
train orders and an automstic block-signol system. Al loncure

a siding, designated as the nortnweard eiding, Du‘fllSlS the

mein track on the west. Tre north ~nd soutn switcnes cf this

giding arc, respectively, 1’85u feet nortn end 1,170 feet scutn
I

of the station. A nousec track connectsg with tne northward
eiding at a point 1,061 fest norta of tne staticn. The accident
cccurred on the mwi_ track at a point 481 fect soutn of the
st~tlon at Moncurc. As the point of eccident is sppreoached

from tnc soutn there are, in succecsslon, ¢ tongent 1.72 miles

in lengtn, a 6° curve to thne rignt 382 feet, end o tongent 715
Teet to the point of accident and 2,538 fect beyond. TIie srade
for nortn-bound trains is 0.30 percent decscending ~ distance

of 2,959 feet ~nd then is level 2,048 fcct to the point of
cccident.

Tne automotic-block systom is of the absclute-permissive
principle and ar3 double-locetion sigrnals ncar the ends of
eldings. Signals 1856 ond 1876, whicn govern north-bound move-
ments, arc locoted, respcctively, €,703 and 7285 feet soutn of
Tne polnt cf accide ent. Tiilse cignnl are of tne S-indication,
color-lignt type, srﬁ ore continuously lignted. 'Tue prspects
nd oorrespowdlﬂg indic~tione and namce of these sinals arec
cs Tollows:

Asbeet I~dicrticn me
Green Proncececd Procced Signal
Y=1llow Arrroncr next slgnal asproacn Signal
prepared to stop
Red over luner Sitop, then procaed Suvep and Proccced
wnilte, steggered Sienol

Oncrating rulse read in part asg fcllows:

14. EIGITE AND MOTOR WHISTLE SIGIALS.

Flagmen mey return frem soutn
or west, as prescribed by
R



engine 465, 395 leaded
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35. Tae following signale will be used by
flagmen:

D-y Signele--A red flag. .
Torpedoes and Fuseces.

* oW

99. Wren a %trein stops under circumstances in

wnicrn 1t may be cvertaken by anotner train, the
flegman must go back immediately witn flagman'e
glgncls n Du¢ficien distance to ineurc fuvll nro-
tectlon, (not less than one-nalf mile), placing
one uorpcdc on the rail, on the enginemap'ﬂ side;

muet tnen continue to gc back to a point rot

e 18T

lces tfwn tnree-quarters of A mile (o” furtner on
descending grades or winere thne view is coscured)
1rom the reor of nis troin, placinz twe ternedoes
cn the rail (100 fect apart), when rne mny roturn

¢ tnc point where the Tirst torpedo was pleced,
1nere ne nust remain until the a2porcacning trﬁln
nog been stopped, or ne lc rec-lled by the wnletle
of nis engine.
#* O ¥

Weern eigrnal 14 (d) * # % hag hoen given to ’

the flagman, and tae snrety cf the trair will
permit, he mey return, tnking up the one torpede,
but wr cn the c¢~nditi~sns require ne will leave &

lighted fus-

* %% S
800, % % ¥
F. A trecin pnssing n Approacrh Sirnal muet
cceed at reduced speed prepared to atov Lzfore
pﬂSblng T12 next signal.

%k %
Tae maxinur outnorized gpeed ror freicsnt trains 1s 40 ‘
nour ”“6 ~n the curve immelistely ecuta of tne point

cident it 1s 28 miles per nnur.

Decscription cf Acecidant

—

Bxtra 3638 N-rtna

o
:3

, ~rth-p~und frelenrt train, c-nsigted ~f
3 12 empty cers and o ca oﬁ“ sc. After

a a
at "ng mnde tnis traid

o

gt
crninal oir-brake t:

(.)

» departed from

: 1
Hﬁdl t Yrrd, 65.1 nmiles so htl of tl.ncure, ot € a. m., rceording

H
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to the dispatcner's reccrd of movement of trains, passed Colon,
7.8 miles south of Moncure and the last open office, at 9:23

a. m., and stopped at Moncure at 9:35 a. m. to set off a car
tnat hsd an overheated journal. Soon afterward the train moved
backward and stopped with *ne rear end standing 728 feet north
of signal 1876. About 15 minutes later, after the car was setl
off, the rear end of tnis train was struck by Third 72.

Tnird 72, a north-bound seccnd-class freight train, con-
sisted of enginc 2809, 66 loaded cars and a2 caboosc. At Hamlet
Yard & terminal air-brzke test wac made and tae brakes functloned
properly at all points where vscd en route. Tnig traln departed
from Hamlet Yard at 6:20 a. m., according to the dispatcnesr's
record of movement of trains, 6 hours 19 minutes lote, passed
Colon at 2:41 a. m., 7 hours 38 minutcs late, passed signal
1886, wnich displayed approacn, passed signal 1876, which dis-
played stop-and-procced, and wnile moving at an estimated speed
of 20 to 35 miles per nour 1% collided with the rear cnd of
Extra 363 North.

Becavse of the track curvature and of trees on the ingide
of the curve, the view from the right slde of a nortn-vound
engine of a caboosce standing at the voint of accident ie re-
stricted to a distance of 1,237 feet.

Tne crboose of Extra 363 and tne renr four cers were do-
railed and demolisned. The rear truck of the fifth car anead
of the caboose wns dercillcd, and tne body of tnls car was
demaged. Engine 2509 was derailled to the erst and stopped 223
feet nortn of the point of accident, nt ~n engle of 45 degrees
to the track and with ite frent end at tne foot of a 12-foot
£ill. Tne smokebox, tne No. 1 engine frame, tne articulating
castings, the No. 1 exhaust steam pipes, the No. 2 admission
csteanm pipe, tne deck castings, threc of tne valve chnambers and
one cylinder were badly damaged. The tendcr wns considerably
demaged but remained upright on tie roadbed. The first two
cors of Tnird 72 were derailed to the east and stopped, badly
damaged, down the embankment. Thne third car was deralled but
remained uprignt on the rcadbed end was sligntly damaged. Tne
fourtn and sixth cers were demaged and the fifth car was de-
stroyed. Thne wreckoge wres containcd within A distance of 240
fect.

The weatner was clear at the time of the accident, which
occurred zbout 9:50 &. m.

Tne employeceg injured were tne conductor of Extra 383 North,
and tne engineer and the fireman of Third 72.



Discusgsion

The rules governing operation on tne line involved orovide
tnat wnen a train stops under circumctenccs in wrnicn it may be
overtaken by another train the flagman must go back immedlately

with flagmen's signals a sufficient distrnce to insure full
protection. Under tne rules governing operation in automatic

block-signal territory an approach indication requires tne speed

of a train to be reduced and to be so controlled tnat tne train
cen stop shiort of the next rignal. All employces involved
understocod these requirements.

Extra 365 Nortn was approacning Mcncure at a speed of
about 25 miles per nour vnen tne conducter obeerved on the
elignth car an overheated Journal and opcned the conductor's
emergency valve. Tne trein steopped at 9:35 a. m. with the rear

end standing about 1,200 feet north of signal 1876. Immediately

afterward, in order to nlace the eighth car cn tne nouse track,
tne train noved beckward and stopped witn the caboose standing
728 feet nortn of signal 18%7¢. About 9:50 a. mi tic rear end
of this train was struck by Third 72.

As Third 72 was approaching signal 1886, lcceatsed 6,703
feet soutn cf the pcint where the accident nccurrcd the spe=d
wag 40 cr 45 mileg per hour and the enginemen anc the front
brakemen were maintaining a loockcout enead. Tne broke-pipe and
tne main-reservolr pressurcs were, regpectively, 75 pcunds ecund
110 pounds. Therc was no C“néltlop cf tre engine that obscured
tncir vision., According tc tne stotement cf the cngincer, sig-
nal 1886 displeyed approascn and all membere cf the crew on ti
engine called thne indicaticn. Tne cngincer mrde a brakc-pipe
reduction of 10 pounde. Wnen the engline rcacneil a point 1,400
fect soutn of signal 1376, thec spocd wes 25 miles per ncur, and
ne relcased the brakes. becnuoo of the track curvature tc tne
rignt and trees on the inside of tne curve, the vicw aneod was
ccngliderably restricted. ™nen the engine was about 850 fest
soutn °of signal 1876, the engia eer started to mrke o cgervice
breke-pipe reduction, but, cobserving siaultonecusly that signal
1876 displayed a red cpect tne reecr cnd of Extrr 363 wnicn
wae standing 726 feet north ~f tahc signal, and tnet tac flogna
end the ccnductor were ;iving stop signals, ne irmnediately
mcved tne brake vealve tc emergency position and cpcned tne
sander valve, but the distance was insufficient for stovping
sacrt of the rear end of Extra 363. Ihne engineer sald taat
the speed wa bnut 20 miles per nour wien ac JUW”PG off juet
before tne colll ion nCﬁurred He was not certain tnat normal
breke-pipe pressure nad been restored befcre he mcoved tne brake
valve to emergency vosition cr that the full benefit of the
emergency application waes obteined. According to the statement
of tne frcnt brakeman of Third 72, the emergency application
was mzde at o pcint ab~ut 800 fceet egrutnh of Qand; 1876. The
flagnan cf Third 72 said tnat nis trailn moved about 450 feet
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from the time the brakes were applied in emergency to the time
tne collision occurred.

All members of the crew of Tnird 72 understood that an
approacn indication rcquires tne speed of a train to be sc
controlled that tne train can be stovped snort of tne next
signal. Tne engineer said that he observed smoke above the
tops of tne trees but ne did not expect a prcceding train to
be standing at Moncure. In instanccsg wnhen tne nortn siding-
switen at Moncure is open to admit a soutn-bound train to tac
siding, hc has observed tnat botn signal 1886 and signal 1876
display approacn. In thils instance, ne tnougnt Sccond 85, a
section of a second-class soutn-bound ccnedule and moving in
the inferior direction, was entering tne siding at loncure to
clear for nis train. If Third 72 had beon operated in accord-
ance witn the restrictive indication of sipgnal 1€86, it would
nave becn stopped snort of eignal 1876, and tnis accident would
nave been prevented.

Under the rules, Extra 363 Nortn wsos required to provide
flag protection wnen it stopped at Moncure. The flagmen of
Extra 363 sald that wnhen nis train stopped the conductor in-
structed him %to observe signel 1877, located opposite signal
1876 and governing soutn-bound movements. If this signal
cnanged to display a red aspect, wnicn wovuld indicete the
approacn of a following train, the flrogman wes to proceced to-
ward the rear %to provide flag protection. Tne flesgman said he
would nave complicd with tne provisions of tnc flagging rule 1f
tne conductor ned not instructed him to be governed by tne
signal indicstion. The conductor sald that in order to avoid
excesslive delay to nis train ne nad instructed tne flagman to
observe signel 1877 and not to go back unless the signel indi-~
cated the approacn of a following train. Botn the conductor
rnd tne flagman understood thnoat automatic-signel indications
crnnot be used as o substitute for odequate flag protection;
nowever, tne enginecer of Extra 363 sald that flagmen depend
upon automatic signals ac a substitute for rlag protection and
tnat more adequate flag protection is provided in non-automatic-
cigneal territory. Wnen cnginc 363 wrs returning to tne train
after placing tne car on the housc track, the cngineer sounded
tne engine-whigtle signal for nis flagmen to return from tne
soutn, and the flagman gave a procecd signnl; nowesver, since
thne train nad not been recoupled there was some delay. Tne
engineer sald that to aveid excecesive delsay 1% is customary to
recell the flagman before a train 1s recoupnled end in some
instances 4 or 5 minutes elapse after the flogman is recalled
before a train proceeds. He nas never been criticized by
supervisory officials for following this practice. The flagman
serld that the first he was aware of the epprcach of Tnird 72
wes wanen ne heard the engine wiistle sounded soutn of the curve.
He immediately sterted back to fleg Third 72 with a lighted red
Tusee, but nod rcacned o point only sbout 530 feet to tne rear
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of nls train wnen Thnird 72 pass“d nim at a gpeed cf about 35

)

miles per nour. qu speed was not materiolly reduced at the

(WL B

time cf tne collisio Trne ccocnduvctor eoid that, wihen Third

72 was firat CbSOrV°@ the fleszgman and ne wverce ot The rear of

tne cw“oogﬂ nd beta “wn cowesra Third 72 “n orn attempt to

Ileg tnat ‘rr nin. Fron tae time tnat Extra 363 stopped at .
Moncufc untll Sne time the collision occurrad tne flagman aad
abcut 15 ninutes in wanicn te provide fleag protection. During

talsg period ne could neve preccedzd tn AJSt”uoL required by

<

the rulesg, and undouvtsedly ze would ho veen able to provide
ndequate Ileg preotzetic

zn. Theo lanQLr of Third 72 soid that
if proper fles protection ned been provided ne could nave
ctopped nig trair encrt of Extro 362,

Tre irvegllartion digelcesd tnat in the past the smpleyees
involved nod ovegrved tae viles in a nanner siuileor to tnat in
trne ingtent coge. Altxhcugh 1t is not directly involved in
Tnls acclient, Extra 364 neveld beckward ot Moncure a distance
of nbcut H0OC feeot witiiout FLeoz protecticon. The failure to obey
cne or more cperating rulcs for o considerable period, as wns
{iecloeecd necre, i o rceult of the 1l-ck of proper sups rViS]Oﬁ.

Q
hs)
<
i}
[

l‘

IV 1s foun” thret thlg ~ccicent was ceuwed by fallure to
Previde edequats fleos orotectisn for the preceding trein and
by failure properly to contrcl the spced of trhe fellowing traln
ir esccordance witn sipneal indicrtions.

~ted ot Wrsnington, D. C., tris tnlrty-first
dey of July, 1242.
By tue Commiceinn, Commilegglconer Prttorson.
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