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THE TEXAS AND PACIFIC RAILWAY COMBANY
REPORT IN RE ACCIDENT
AT HARMON, LA., ON
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SUMMARY
Railroad: Texas and Pacific
Date: February 7, 1941
Location: Harmon, La.

Kind of accident: Rear—end colliision

Trains involved: Freight : Freight

Train numbers: Extra 331 West ¢ 85

Engine numbers: 331 : 804

Consists 44 cers and i 44 cars and
cabhoose caboose

Speed.: 8-1& m. 1. . i 40 m, p. he

Operation: Timetable and ftrain orders

Track: Single; tangent; 0.35 percent

deccending grade wectward

Weather: Clear

Time: 2:!53 p. m.

Casualties: 1 killed; 3 injured

Cause: Accident caused by fallure to provide
adequate flag protection for preceding
train and by failure properly to control
speed of rollowing ftrain in accordance
with rule pertaining to movement of train
approaching a station.

- - - o - |

Recommendation: That conslideration be given to establisn- '

ment of a sultable block signal system
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INTZRSTATE COMMZRCE COMMISSION

INVESTIGATION NO. 2482

IN THE MATTZR OF lIAKING ACCIDENT INVZSTIGATION REFORTS

UNDER THE ACCIDENT REPORTS ACT CF MNAY 6, 1910,

THEE TEXAS AXD PACIFIC RAILWAY COMPANY

Accident at Harmon, La., on rebruary 7, 1941, caused by
failure to provide sdequete .lag nrotoctlon for
preceding train and by Trilure properly to control
speed or following train in dCOOfddnce with rule

pertaining to mOVUment of traln approaching a station.

EZPORT OF THE COMMISSICNL
PATTERSON, Commissioner

On february 7, 1941, there was a vear-=nd collision
between two Irelght trains on the Texas and Pecific Rn_ ay
at Harmon, La., which resulted in the death of one employee
and the injury of three emplovees.

Under authority of section 17 (2) of the Interstate Commerce

Act the abovs—entitled proceeding tras referred by the Commission
to Commissioner Patterson lTo» considsration and disposition.
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Texas and Pacific Ry.

Hormon, La.

February 7, 1941



Location and Method of Oneration

This accident occurred on that part of the Shreveport Sub-
division, of the Eastern Division, which extends betwesn
Alexandria and Cut Off Jct., Ln., a distance of 120.3 miles.

In the vicinity of the point of accident this is a single-track
line over vhich trains arc operated by timetable and train
orders; no form of block system is in use. The acciden?t occurred
at a point 1,842 feet eact o° the guatlion at Harmon. As the
point of accident 1ie approachad from the east there are, in
succession, a tangent 5.24 wiiee in length, a 2° curve to the
left 1,507 feet, and a tangent 63 feet to the point of accildent
and several mlles beyond. The gsrade 1s practically level.

A spur track 654 fect in 1:ngth parallels the main track
on the north; the svitch is facing-point for westward movements
and is located 277 reet wast of the station.

Rules of the Transgportation Department read in whole or
in part as follows:

DEFINTILIONS

Station. -- A place designated on the
timetable by nane,

Reduced Speed., -- Procced prepared to
stop short of train or obstruction.

98 (b). Outside of automatic block system
limits, when conditione require or view 1is
obscured, second and inferior class and extra
trains and following sectione of first-class
Trains must approach timetabhle stations, fuel
and water stations, at reduced speed.

99, UVhen a train stope 1mmier 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. ¥ * %

A sufficient distance to insure full

protection requires that the flagman go back
at least one-fourth i.ile from the rear of the
train and place ong torpedo on the rail on the
engirneman's side. He must then continue to go
back at least one-half mile rrom the rear of the
train and place two tcrpedoes on the rail on the
engineman's side not less ithen two rall lengths



apart., When conditions require, he must continuc

back a greater distance, placing two additional

torpedoes. He may then return-to the point where .
he placed the first torpedo and rcmain there until
recalled, When recalled and he does not see or

hesar an approaching trein, he wiil remove the one

torpedo and return to ithe train., ¥ ¥ %

When there 1s not a clear view of a least
one-~half mile to the rear ol che train, the train
must be moved forwvard a sufficlient distance to
insure safety before the flagman is recalled.

TR

When a traln i1s moving under circumstances
in which it may be overtaken by anotlier train, the
flagman must take such nction as may be necessary
to insure full protection. By night, or by day
when the view is obscured, lighted fusees must be
thrown off at proper intervals.

LI )

Conductors end englnemen are responsible
Tor the protection of their trains.

99 (c). When a flagman is recalled before
reaching the required distance, he will place
two torpedoes on the rail on the engineman's
side not less than two rail lengths apart and,
in addition, by night, or by day when conditions
warrant, leavc a burning fusee.

FORMS OF TRAIN ORDERS

B, % 4 3

(4) Extra 610 West run shead of No 3 B until
overtaken.,

The first-named train will i1un ahead of the
second-named train from the designated point
untll overtaken, and then arrange for the rear
train to pass »romptly.

In the vicinity of the point or accident the maximum .
authorizec speed for freight trains 1s 50 miles per hours

Because of trees on the inside of the curve, the view of
the pointl of accident from the laft side of a west-bound engine
is restricted to 1,219 feet. The train-order signal at the



station can be seen from the le¢ft side of a weet-bound c¢ngine a

distance of 2,783 feet and from the right side a distance of
2,236 Teet,

The weather was clear a% the time of the accident, wnhich
occurred about 2:53 p. I,

Description

Extra 381, a west-bound freignt train, with Conductor
Blanchard and Engineman Lacaze in charze, consisted at the time
of the accident of engine 381, 1 auriliary water car, 23 loaded
and 20 empty cars, and a caboose. At Alexandria Yard, 86.1
miles east of Harmon, the crew reczived coples of a clearance
card and train order No. 43, Form 19; the latter read in part
as follows:

Eng 381 run Extra Alexandria Yard to Cut

Off Jct ahead of No 55 Texmo Ject until

overtaken Westward Extra Traine except

Extra 381 West wait &% Texmo Jct until

six thirty 630 pm * % ¥*
This train departed from Alexandria Yard at 7:35 a. m., according
to the train sheet, and, at Metchitoches, 31.4 miles east of
Harmon, the crew received a clearance card together with two

train orders, cne of which was train order No. 78, Form 31, which
read as follows:

Order No 67 is annulled No 55 eng 304
wait at Natchez until one fifty 150 pm
Grand Bayou two fifty 250 pm

Thie train left Natchitoches at 1:15 ». m. At Lake End, 12.2
miles east of Harmon and the last open office, the crew was
informed by the operator that No. 55 had passed Natchez, 37.2
miles east of Harmon, at 1:53 p. m. Extra 381 departed Ifrom
Lake End at 2:16 p. m. and arrived at Harmon at 2:41 p. M.,

where the following message was recelved by the engine crew only:

C&E Extra 381 West
Harmon
No 55 pasced Lake End 238 p. M.

After a car from the spur track was added, the train proceeded
a distance of 509 feet and, while it was moving at a speed
variously estimated from 8 to 15 miles per hour, the rear end
was struck by No. 55,



No, 55, a west-bound second-clasg Treight train, with Con-
ductor Stephens and Engineman Cowan in charge, concisted of
engine 804, 2 auxiliary water care, 22 loaded and 14 empty cars,
and a caboose, At Alexandria Yard the crew recelved a clearance
card and coples of two train orders, one of which was train
order No, 43, Form 19, previously quoted.- This train left
Alexandria Yard at 12:30 p. m., according to the train sheert,

1 hour 15 minutes late, and psssed Cyprees, 4£.2 miles east of
Harmon, at 1:45 p. m., 54 minutes late, At Cypress the crew
received copies 0of a clearance card and train order No. 76,

Form 19, previously quoted. I'a 55 passed Lake End at 2:28 p. M.,
37 mlnutes late, and, wvhile moviang at a speed of 40 miles per
hour as indicated by the valve-pilot tape with which the engine
was equipped, collided with the rear end of Extra 38l.

The caboose of Extra 381 was demolished and the wreckage
stopped to the right of the track 253 feet beyond the point of
collision. The rear two cars Ltonped on their sides, crosswise
of the track, and were badly damaged Engine 804 and itvs Gender,
remaining coupled, stopped on tﬂ“LP flfkt sides to the rear of
the caboose and perallel to the track; toth eylinders, the
smokebox, the engine-truck Trame and * he front deck-casting
were broken. The first six cars of No. 55 were derailed anc
badly damaged, and stopped in various positions on both sides
of the track; these cars werec bunched within a distance of about
150 fect.

The employece killed was the fireman of No. 55 and the
employees injured were the engineman, the front brakeman, and
the flagman of No. 55.

Summary of Evidence

Engineman Lacaze, of Extra &731, stated he understood that
train order No. 43 authorized his train to procecd westward from
Texmo Jet. until it was overtaken by No. 55 a2nd that west-bound
extra trains, other than his own train, wonld wait at Texmo Jct.,
82.4 miles east of Harmon, until 6:30 p. m. It was aot necessary
to furnish flag protection against No., 55 west of Natchez untll
after 1:50 p. m,, which was the sime provided by train order No.
76 for No. 55 to wait at Natchez. At Lake End instructions to
perform work at Harmon were receivod. As his train rounded the
curve east of Harmon, speed vas reduced so that the Tlagman “.
could alighte As his train was stopping at harnon tne fireman
and the front brakeman informed nhim that the flagman had alighted
and was prnceeding back to provice flag protection; the engine-

man did nct sound the whistle signal for rear-end protection.
The froat of the trein ctopyed aliat 4 cnvr lengthe anpath of the
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spur-track switch. About 5 or 6 minutes elavsed while a car was
moved from the spur track end added to the train., As tne ensine
was recounled to the train the ornerator delivered to the engine
crew a message which contalined information that No. 50 had
passed Lake Ind at 2:38 p. m. 7The engineman sound-d a procecd
whistle signal, received e proceed hand signal froa the middle
brakeman, &and the train started.without the flegman Laving been
recalled; the intention wag for trs flazmen to rema’n and to
provide protection. The engiacman intended that hlc train
shoulada proceed to Grand Bayou, 2.2 miles weset of darmon, end
enter the siding to permit No. 55 to pasc. He understood that
his train was authorized to procsed alkead of ilo., 55. As Le
planned to take a supply of water ac Grand Bayou, he int~onded
to clcar at that point to avoid delay to Ilo. 55. He thought
the train had moved o distance of rhout 1,040 feet and had
attained a specd of cboutl 15 miles per nour a’ the tlme of the
accident, which occurred at 2:50 p. m, s was last examined on
the Transportation Rules in Jrue, "07C, Ee thouznt Rule 98
(b) did not require a train to snwproech Harmon, a time-table
station, at reduczd spszec, bacaure Harwuoar is reither a funl
station nor a water rtaticn, and there is no riding at btras
point. If a train were standir~ at Harmon, flag protection
should be provided. He hed never rzduced the rfpezd of any
train in his charge as 1%t anproached Harmon. He sald that the
train-order signal can be ssen from the left side of the cab

a distance sufficlient for stoppinzg a train short of the signal
from a speed of 50 mlles per hour; however, 1if the rear of a
train were 40 or 50 car longths east of the signal, it could
not be scen a distance sufficient for a Tfollowing train %o he
stopped short of it.

Fireman Morris, of Extra 381, stated that when his train
stopped at Harmon he saw the flagman proceed %o the rear to
provide flag protection, and so informed the engineman. Wnen
his train started to leave Harmon the engineman did not recall
the flagman. At this time the fireman did not ses either the
conductor or the flagman but he saw No. 58 about 15 or 20 car
lengths to the rear of his train and warned the engineman.

Extra 381 was moving at a speed of about 10 or 12 i2lles per

hour when the accident occurred. He had worked with Englineman
Lacaze during 2 or 3 wseks prior to the accident and the engine-
man had always sounded the whistle signal when 1t was ascessary
for a flagman to protect the train. The fireman was lasv
examinsd on operating rulecs in 1940. He understood that Rule

98 (b) rcquired No. 55 to approach Harmon at reduced speed.
Extra 381 was required to provide flaz protection and he thougzht
his train was being protected.
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The statement of Front Brakeman Bates, of Extra 581, addsd
nothing of importance.

Middle Brakeman Obsrle, of Extras 381, who was on the engine{
when the train stopped at Harmon, stzted that he cav ths flagman
go back to provide flag protection. Before his train stopped,
1t had moved a considerable distance at a speed suliicluntiy
low for the flagman to alight. The train was ready to depart at
2:48 or 2:49 p. m. The engilaeman sounded the whistle alignal to
proceed and the conductor, who wae standing near thc canoose,
gave a proceed signal. The flarman, who vas several car lengths
to the rear of the caboose, hoarded it Jjust as it started to move.
The middle brekeman saw No. 55 approaching hefore he had time
to board his %train, which was moving at a spesed of about 10
miles per hour. He caw the Tlagman jump cfl before the occur-
rence of the accident, which was at 2:50 p. m. He understood
that Extra 381 wac required to protect agains®t Mo, L0 after the
expiration of the time specified in order No. 78.

O

Conductor Blanchard, of Extra 081, stated hs understood
that his train was regquired to protect apainsu No. 55 after the
expiration of the time specified in crder No. 78, At Lakz TInd
the operator informed him that No. 55 had passed Natchez at
1:53 p» ms, &nd he go informed the {lagmen. After the train
passed Gehagan, 2.2 miles east of Haormon, wvhe fiagman sald that
he would crop off a lirshted 10-minute fusee at milepost 41,
about 1 mile east of the point where the accident occurred; 1%
was then 2:38 p. m. Soon afterward the flasuman dropped off a
lighted &-minute fusec. As the train was approaching Harmon the
speed was roduced cufficiently for the flagman to alight safely
about 1/4 mile to the reasr of the point where the caboose stopped.
Just before the train =siopped, the conductor went to the rear
platform, observed that the flacman was not providing flag pro-
tection and instructed him to proceed immediately to the rear
and to protect against No, 55, which was overdue. The ITlazman
had in his pocsession a red flag to which were attachsd three
torpedoes and he informed the conductor that he had threc
torpedoes 1n his pocket. When the flagmen had proceeded back
a distance of between 15 aud 20 cir langths and was on tangent
track, the conductor called %o him and asked him if he covld see
or hear lo. 55, The flagman answered 1in the negative and con-
tinued to walk easiward. Conductor Rlanchard said that he stood
beside the left side of the caboose while the work wee veing
performed and when the engineman sounded the whistle siznal To
proceed he gave a proceed hand signal. As the train began to
move he boarded the caboose but he ¢id not see the flaguman at
that time, % was his intention to leave the flagman at Harmon
to ride on No. 55 urtil it overtook Extra 381 at Grand Bayou
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where Extra 381 would enter the giding and permlt No. 55 to pass.
He was occupied inside the caboose a short time after the train
started, then proceeded to the rear platform and saw the flagman
run toward the caboose andé board the steps just as No. 55 rounded
the curve. Both the flagman and the conductor jumped off. Extra
381 was moving at a speed of about 8 miles per hour and No., 55
was moving at a speed between 35 and 40 miles per hour at the
time of the accident, which occurred at 2:48 or 2:50 p. me The
engine whistle signal was not sounded either for the flagman to
proceed back to provide flag protectlon or for him to return to
the train; however, it ig not customary for the engine whistle
signal to be sounded unless it 1s deemed necessary. The con-
ductor did not recall the flagman by voice or by h=nd signal.

The conductor understood that his train was required to be vpro-
tected properly west of Natchez after 1:50 p. m.; nowever, at
Lake End the flagman stood at the rear of the caboose while

Extra 381 was standing at that point. He understood that a
conductor was required to see that his train was protected
properly. In his opinion the flagman was competent and capable.
In one statement the conductor said that his undéerstanding of
Rule 98 (b) was that second and following sections of first-class
schedules, second-class and extra srzins are required to reduce
speed when they are approacinlng train-order stations and to move
prepared to stop short of train or obstruction. He understood
that the point to be approached under control wes the rear of a
train standing in the rear of a train-order signal and that the
point was variable with respect to the length of the standing
train; however, in a later statement, he saild that the point
involved was the train-order signal itself. It 1s not customary
for a train to approach Harmon prepared to stop short of another
train standing east of the train-order signal,

Flagman Massey, of Extra 381, stated he understood that the
rules required him to provide flag protection against No. 55
after 1:50 p. me He knew that his train was to stop at Harmon.
As his train approached Harmon he dropped off a 10-minute fusee
at a point about 1/2 mile east of the curve east of Harmon and
at a point about 600 feet farther west he dropped off a LG-minute
fusee. He alighted at a point about 4 or 5 car lengths cast
of the point where the caboose stopped and he thought the caboose
stopped about 5 car lengths east of the west end of the curve.
He had in his possession a red flag and three torpedoes. He
proceeded to a point where he could see on the tangent track,
which was a distance of about 14 car lengths from the rear of
his train; he stood there about 7 minutes. Since he could see
a distance of about 5 miles, he did not place any torpedo. His
engineman sounded a proceed whistle signal ahout 2:46 p. m.,
and the conductor, who was standing on the rear platform of the
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caboose, called and asked him if he could =see No. 55, He replied
in the negative and he asaid the conduvctor motioned to him to
return. He reachked the caboose Jjust as it started to move. He
then saw No. 55 as it rounded the curve and he waved his red

flag, but the englneman of that train did not answer his flagging
signal and did not sound any other whistle signal. At the time
of the accident his traln was noving at a speed of 8 or 10 miles
per hour and No. 50 was moving at a speed of avout 50 miles per
hour. When he first went back to flag he could eee the S5-mirute fusee
burning, but he could not see anything but smoke from the 10~
minute fusee, as it had fallen on its side on the ground at the
north end of the ties. When he returned tc nis caboose the 5-
minute frsee had buraed out. While he was flagging, he Aid not
gee his conductor on the ground at any time nor did he sez the
conductor give a procced signal tc the front end of the train.

The conductor was standing on the r=ar platiorm of ©<he caboose
when he motioned for the flagman to return to the train. Since
the train order gavs his train autnority to run aheaa of No, 55,
he congidered thet he had provifed sufficient flag protectlon

and that it was not necessary to place torpedoes on tangent track.
He uaderstood that under the rcequiremerts of Rule 93 (b), No. 55
should have approachcd at reduced speed, but he also understood
that this did not reiieve him of providing proper flag protection,
He stated that in view of the train orders held, it was not
necessary to provide flag protection until after 1:50 p. m. He
thought No. 55 should have proceceded in such mannsr that it could
have stonped short of an ooutructloﬂ 2,250 feet east of the
station,

Engineman Cowan, of No. 55, stated that as his train
approached Harmon he sovaded the whistle signal for both the
road crossing and th=2 curve, and then counded a station whistle
signal., As Lis engine entered the curve he looked at the fire-
man to sez if the fireman was locking ahsad but he could not see
the fireman's face. As the train proceeded around the curve
the fireman warned the englneman concerning conditions ahead.
Since the warning did not appear to be given in an alarming
manner, the engineman made only a 5-pound brake-~pipe reduction.
He saw the front bralkeman, vho had been standing on She deck,
lean out the fireman's window and at the same time the fireman
hurried to the right sidée, closea thz throttle, and shouted to
the engineman to stop the train. The engineman immeulately
placed the brake valve in emergency position. The brake-pipe .
exhaust as a result of the service application had ant ceased,
and he thought an emcrgency application was obtained. The
engineman looked ahead and saw a corner of the cabcose about
25 car lengths ahead, and he Jjumped off wihen the engine was
about 3 or 4 car 1cngths from the caboose., He estimated the



speed of his train as 42 miles per hour at the time of collision.
He saw neither a burning fusee ror the flagman of the preceding
train. He said that if torpedoes or a burning fusee had been
properly placed on the treck he could have reduced the speed of
his train suflicien*tly to prevent the occurrsnce of the accident,
He did not expect to find a train atlarmon without flag protec—
tion. It was his understanding that Rule 98 (b) requires a
train to round the curve at reduced speed in order to stop short
of the train-order signal at Harmon but not short of the rear of
a train located eas% of the signal. Ke said that if Rule 98 (b)
applied to territory east and west of the train-order signal, it
would be necescary to establish signe similar to yard-limit
signs to define the limits of a station so taat train and engilne
crews could know the extent of the limits covered by the ruls.
He thought he could stop his train, moving at a speed of 50
miles per hour, within a distance of £,800 or 3,C00 feet by an
emergency application of the bruekes, and when the train-order
signal could be first seen by the fireman, an cmergcncy applica—
tion would stop the train cast of the signsl, but a service
application would probasly stop the train with the engine about
4 car lengths beyond the signal. He stated that the accident
occurred about 2:53 p. M.

Front Brakeman Theibaud, of No. 55, stated that his train
entered the curve east of Harmon at a spced of about 50 miles
per hour. He saw the caboose of the preceding train about 35
car lengihs distant. He ca2lled a warning to the engineman, and
the fireman crosssd over and closed the tkrottle. He saw the
flagman of the prcceding train on the caboose steps. He did
not understand that the rules required his traln to reduce
speed as 1t approached the curve bu’d he understood that 1t
should approach the station at Harmon prepared to stope.

Conductor Stephens, of No. 55, stated that his train was
moving at a speed of 50 miies per lhour when the air brakes be-
came applied in emergency and he thought the speed had been
reduced to 25 or 30 miles per hour at the time of accildent,
which occurred about 2:53 p. m. It was his understanding that
Rule 98 (b) requires the speed of a train to be reduced suffici-
ently for the engine to stop short of the train-order signal but
this rule does not relisve the preceding train from complying with
Rule 99., He thought Extra 381 should have provided proper flag
protection.,

Flagman Warwick, of Nc. 55, stated that after he felt the
emergency application of the air brakes the train moved Dbetween
10 and 15 car lengths before it s*topped. He had last been ex-
amined on the transportation rules in June, 1940. It was his
understanding that Rule 98 (b) requires a train to approach the
station at Harmon prepared to stop at the train-order signal.



Oparetor Hatard, at Hsrmon, stated that the accident
occurred wbout 2:53 p, m,

Train Dispatcher Adams stated that he was a member of the .
committee that foruwiated the revised trarsportation rules which
becure effective September 1, 1639. He conducted rules examina~
tions aud was assisted My the trainmasters. He did rot recall
that any officer or cmployee had questiorned him in regard to
the meaning of Rule €& (b)}. He coneidercd the rule so clearly
worded theat it did not require interpratation. Azcording to his
understonding of the rule, a wegt-hound second-class or extra
train 1is required to be prepared to ctop short of an obstruction
or train standing at any point beitween The east point of the
curve and the station at lermon.

Chief Dispatelinr ¥elly stated ihat hie wag a merber of the
committee that reviced the book of ruiss end Le az- “sted the
train rules examiner in the ezsmination of train and engine
employees after taz reviaslon was nads. Fe himsel” condacted the
annual rules exeamination classes in June end Jaiy, 1940. He did
not recall that ne had diczassed Rile 28 {b) with any officer or
employes, It wass his understzonding that the rule was applicable
at the train-order signal at Harmon. As ile signal could be

seen a dicstance of arrroximately 3,000 feet fron thn east, a
train would not be reguircd %o r=duce speed unless thers was a
train or obstruction choerved in tne vicinity of the signal; in
this case, an emergency application of the air brakes would
probably have erablcd the engineman to step ithe train in time
to prevent an accidenti. He thcught the rule was applicable at
the station only, since thers was no siding at Harmon.

Road Foreman of Engines Allzsn ctated he understood that a
second~class or extra treain coulil epproach darmon at maximum
speed unless the crew knew that tnere was a2 trsin ahead; in this
case, the engineman of “ne followiap tralin wcould uce his own
Judgment in governing the speed of the train. IV had not bes
the practice for an engineman to reauce the specd of his train
as 1t approached the curve at Harmon.

Asgistant Superintendent Grisvold stated that he had had
no occaslon to interpres Rule ¢8 (o) but it i~ hi
that the rule applies at the train-ordzr sigacl and that trains
are required to be prepared to £ton rhort of an obstruction in .
the ftrain-ocrder sigue ater
is z

the immediate vicinity ol sigueal, e tanks or
fuel stations. It ie not his urdzrstanding “het shis rule 1is to
provide protection for the rgar end of & long Traln cccupying

the main track while the engine 13 t2king fuel o7 -rater or doing

station work.



Superintendent Brann~n stated *that he was a member of the
rules committee when the rulzs were reviged. He could not recall
that there had been &any particular discussion of Rule 98 (b).
According to uLls undsrstonding, the ruls avvllies to specified
trains anrroacking the immelilute vicianlty ¢f the n0int where

passenicrs ar: recelived or discharged, where flrxed qunqls are
operatzd, where trairs enter or 1lzave the rein track and at fuel
and water stations., It hed ol Ltaea the prachice to reou'r°
trains to be pregaredi to otop short of a “rain standing at other
than the immediate vicinlity of whabt ke considered was a ctation,
ired to be protected

A train whicli stops to Ao stasion work le requ;
oy flag. Since *tne occur.eune ci iz aceid:znt, he was instructed
by his superior -fSicers that Rule 28 (b) dopu not in any manner
relieve ine crew ol a vroceding teain from fully protecting their
train in accordance with hule 92 and that secord and inferior
class and extra fLtralns and gecond and following sections of
first-clase agchedulec must Le prenared Lo ston shory of train

or cobstruction wiihin a aiatance that a ﬁreﬂadﬁpg trein occuny-—
ing the main *track whkile doing station work cun e sesn. In
turn, e has so insTtrucced hic suborcdinase officers, and train
and engine crews are boing instructed acccrdinglys.

Aaster Mcchanic Vinsent avzlle at the scene of acciodent
about 2:45 p., m. The valve-Dilot tzwe remcved from cngine 804
a short time after the accident in icated that at a point about
880 fee’ east of “he point of accident the speea was 49 miles per
hour, then the sveed deccessed to 40 milec per hour within a
distance of 660 feel, and from 43 wiles ner aour to zero in the
next 184 fezst. When the VaT"e pilot rzcording ins“rvment was
calibrated with a macier mechins, ivE p*dot cshowed a speed
of 49 miles per hour and the ragter machine showed a speed of
o1 miles per hour.

According to feta furnlicshed %y th: carriar, the avorage
dalily movement of traing in the terr-itory involved in the 30-day
period prior to the accldent was 7.5. A check of The valve-
piiu. tapes of the engines of No. 55, operated in the territory

=y —

involved during this 30-dey period, indicated that the speed
ranged from <5 to 49 miles per hvui. The s»eed or e’*fa trains
operated on 8 days auriag t.io roioricd rangel from 47 to 50 miles

per hour,

According to ©
2.2 miles sagt of H
Harmon where time 1
Harmon at 2:27 p. n.

he Gimetable, lic. g due to leave CGahagan,
armon and the Jaet steiion in advance of
s shown, at 2:28 p. n., and was «we To leave
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Diccuassion

Accoraing tc the evidenc=, Ekxtro 281 stopned at Harmon at

2:41 pe. M., a car wacs adled to its train, end it had proceeded
a distance of 509 feet waen No. 55, a second-class train,

collided with the renr end chowt 2:55 pe m., ac which time the
weather wao clear. The accidsnt occurred con a 2° curve to the

left at a point 1,342 feet ecast of the trein-order signale. The
speed of the precsding train wac esuvimated as from 8 to 15 miles
per hour and tlhat of the following train as 40 miles per hour at
the time of the saccident,.

The crews of bDoth treins neld cori cf a train order spec-~
ifying the¢ all vestuward ertras except re 381 would walt at
Texmo Jct., 82.4 mileg east of HEsraon, until 6:350 p. m. and that
Extra 331 would run aleazd of Uo. 55 untill 1t was overtaken by

o 0

No. 55. Since lo. &3 was due %o 1leave Gahegen, 2.2 mlles east
of Harmon and tlie last atanlon in aivencs of Harmon where tTime

ix1 @
Sy om
ct 4

was shown, 2t 2:22 »n. m., since the time specified Tcr No. &5

to wait at Natchez, $7.2 miles cest of Harmon, hed espired at
1:50 pe Mo, and since No., £5 was the only overdue scnedule, 1t
follows Theat Exvtra 321 was reqguired {c protect egainst only No.
95, which was due to leave Gahagcn and Harmon 19 minutes and 14
minu%tes, respeclively, before Lxtra 381 arrived at Hdasrmon. Under

-}

the rules of the carrier, the train ordar avitanr.z.ng nxtra 381
to run ahced of No. 5% also suthorized the extzse 10 ignore the
provicions of the ru’e vperteining to the clear:nce time furnished
by an inferior *“rain for = folloriar cupsricr irain; however,

Extra 381 wes recuired to furnish f_ag protection agailnst No. 55,

Ay

3 b

+-

There was consglderapnle &ifferznce besween tre statements

of the conductor and the flagwan of ivhe nrecesding train with
respect to the protection furnisted against the following train,.
According to the statement cf +the flagman, he dropped a 10—~
minute fusee ahout 4,000 feet enct of the polat where the caboose
stopped, or about 2,500 Tact =2act of 1he eact =né of the curve
involved, and Jroppncd a o-minute fusce about 600 feet west of

the 1C0-minute fuse=. Just before the train stopred, he alighted
and proc:zedced to the rear toc a point gbout 600 feet dictant, at
which point he nad a clear visw of geveral miles of tangent

track eas*ward. He .24 stcod &t this polnt about 7 minutes when
the engineman sounded a nrcceed whistle sigral, Then the conductor

called to him and inquired whetier he could sec lNo. HE&; whnen he
replied in the negative, *he councuctor mosloned Tor him to
return, He had reached nis train at the time 1% s®ta7r7ed o move

and had just boaraed the steps vnen ne saw No. 35 rouncding the
curve. The flagman had secen tne 10-minute fusce fall on its side
and fail %o burn properly and he knew that the b-minute fuscee
kad burned out before he started to return to nhis tralin; however,
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he d1d not place another lighted fusee or any torpedoes because
he did not think it necessary to do so on tangent track, Accord-
ing to the statement of the conductor, the flagman continued to
walk eastward after the conductor had called to the flagman in
regard to No. 55. Whren the engineman sounded a proceed signal,
the conductor geave a hand procced signal; at this time the flag-
man had pagsed around the curve and out of the conductor's
sight. The conductor did not motion to the flagman to return to
his train, as it was the conductor's intention to leave the flag-
man at Harmon to ride on No. 55 to the next station where No.

55 would pass the extra train. The conductor entered his
caboose as the train began to move and soon afterward he went to
the rear platform ana saw his flagman running toward the caboose
and No. 55 rounding the curve. The rules required the flagman
to place one torpedo on the rail at a point at least 1/4 mile to
the rear of his train and then place two torpedoes at least 1/2
mile to the rear of his train; if conditlons did not require him
to go farther to the rear, he was permitted to return to the
location of the one forpsdo and remain there until recalled.
According to the statement of the flagman, he did not place any
torpedoes and he reached a point only about 800 fect to the rear
of his train. If the flagman Lsad continued to proceed eastward
instead of stopping for a period of 7 minutes, and then had
flagged in accordance with the rules, undoubtedly this accident
would have been averted,

Because of the rule which specified tkat when the view is
obscured a second-class or inferior-class cor extra train nust
approach time-table stations at a speed which will enable 1t to
stop short of traln or obstruction, the flagman of the preceding
train thought No. 55 should have moved around ihe curve at a
speed that would enable it to stop short of the rear of a traln
standing at any point between the east end of the curve and the
train-order signal. The rules examiner supported the flagman's
understanding of this rule but practically all the other witnesses
thought the rule applied only to a small portion of the track
opposite the train-order signal; however, they did not agree as
to any definite length of track on which the rule apprlied.
Officials had never discussed *this rule with the employees. The
officials did not agree among themselves as to the meaning of
the rule. Even though thne rule applied only at the train-order
signal, the evidence indicates that it is doubtful if an emergency
application of the brakes, made on the following train winen the
engineman or the fireman could first see the rear cné of a traln
standing opposite the train-order signal, would have stopped the
train short of the preceding train.
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Safety of opsrelion requiras that the officials and employees
have a common understanding of all operating rulss  In order to:.
accomplish tnis, fiicials mist firet have a common undersiancing

emong themselves arda tasn 1t ig their duty %o tseke necessery
meacvres to aseure themseives tbhat the emmloyees have tae same
uncderstanding. After *%nc ozcurrznce 2f this accldent, the general

officzrs l1ssuerd an Interpretaticn of the rule. Tais infterpreta-
tion azrece with that oF the rvles examirer; It agrees aliso with
the understanding had by the i1lzgmen of *the preczding traln but
it coes not agree with the uaderstandiag hiad by the eanzincman of
the following train. Had there bheen a common vndsrstanding of
the rule involved befcre it bcceme effectivsg 1T 3 probsvle this
accldent would have hsen Efuru€& I some form of block system
had been in uce on inhis 1i1ne, 1t is probeble tlet The accident
would have been avartad.

Cavse

U)

ailure to

It is found that this ancicdent was cecused Ly The T
in, and by
Wi

a
provide adequate fiag pr otootion for Lhe prsc Qjﬂg Tr
the fzilure nroperly to control the gpzed of “he Toll
in accordsnce with *thLe ruie pertaining to thne movement of a
train approaching a stationa

Azcommzncation

It is recommnaded that consideralion ke given by the Texas
and Pacific Railuay Compary (o ths estahlishment of a suitvable
block signal systoem on trat nart of its Shreveport Sub-division
which extends batweenrn Alexsndria and Cut Off Juncticn, Lu.

4]

Dated at Washington, D. C., this fifteenth day of April, 1941.

By the Commission, Commissioner Patterson.



