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INTERSTATE CCMMERCE COMuMISSICN

REPCRT CF THE DIRECTOR COF THE BURVAU OF SAFETY IN RE INVESTI-
GATICN CF AN ACCIDENT WHICH CCCUPRED ON THE ATLANTIC CCAST
LINE RAILRCAD AT LAXELAND, FLA., ON JUNE 237, 1334.

August 4, 1924.

To tne Commission:

On June 37, 1924, there was = coliision between a 1lignt
BNglne &na & yard engine on the Atlantic Joast Line Rallroad
at Lexelanu, Fla,, which resulteo ain the death ol one em-
ployee and tne 1nJury of one employee.

Location and metnod of operation.

This accident cccurraed on tnat part of thne Third Divi-
s1on which extends betwe=n lakslana «no Fort Meyers, Fla,,
a Alstencs c¢f 114 npilus. doveternTs within yiérd Jaimits are
governza ov rlz 1o o©s 3csclwl Logtructicns reiwlng in part
=5 followe:

"Within yard limlts the mein tréack may oe usad,
protecting agelnst third and Fourtn clasa and
gxtre. trains."

"Tnird ana fourth cless aru 2xtre Lrains rust
move within yard limits prepared to stop unless
the méln line i1 seen, or known to be clear "

£ mlletan 1ssuec by Superintendent Council under cate
of June 1, 122+, relativs teo the speec of trains through
yerds 1in the Lukeland District, provides in partt as Tollows:

"LAKELAND YARD'

All ftreins w1l) reduce speed to ten (10) nales
zn hour, and approach all cross over trachs pre-
rared to stcp, expecting to fird trains using
2rogs over tracxs without protectaion.”

The accioent cccurred on the maln track w«ilthin yard
limite at & point abolt one-nalf mile north of tne south
vard Jimit boarc at Lakeland. Approaching this point from
the ncrth the track i1s tangent for acout 930 feet followed
by & 6% curve to the right, 970 feet in length, following
which the trac< 1s tangent for several miles. The colli-
s1on occurred on the curve at a point about 530 Teet from
its ncrtnern end. The greae for soutnocuna trelirs varles |
fror 1.17 per cent descending tc nearly level, peing 0.89
per cent at the point of accident. The view was partly
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obscured until within approximately SO0 feet of the point
of accident by buildings, trees and high weeds. The
weather was clear at the time of the accident which cc-
turred about 1 p. m.

Description.

Engine 628, in charge of Conductor Thigpen and Engine-
man Pollard, left Fort Meyers light, headed north, as an
extra, at 7.30 a. m., passed Bartow, the last open office,
13 m1les from Lakeland, at 13.33 p. m., and collided with
& cut of cars being handled by yard engine 155, while trav-
eling at a speed estimated to have been approximately 15
miles an hour.

Yard engine 155, in charge of Foreman Perkins and En-
ginéman Dawvis, headed north, was backing south at a2 speed
of about 5 miles an hour, pushing & box car and an oil tank
and hauling three gondola cars, when light engine 628 wag
observed approaching; the yard engine was nearly stopped
when the ccllision occurred.

As a result of the collision the front end of engine
628 was badly damaged, as was the leading car of the cut
handled by the vard engine. An air-brake pipe leading from
éngine 638 to 1ts tender was broken off which caused ths
air to be drained from the main reservoir and permitted the
independent air brake to release after the collision had
occurred; the reverse lever being in reverse positlon and
the throttle open, wnen the brakes released the engine
started oackward and after gaining considerable momentum
ran off the end of a derail track about 500 feet socuth of
the point of accident. The employee killed was the engine-
man of the light engine.

Summary of ewvidence.

Conductor Thigpen of extra 628 said that the speed of
the engine approaching the point of collision was about 6
or 8 miles an hour at which time he was sitting on the
fireman's seat box; looking across the inside of the curve
he saw the cars being pushed by the yard engine which were
then not more than 5 car lengths distant and he shouted a
warning and jumped. He said the enginemen applied the in-
dependent air brake and reversed the engine and that the
éngine had come toc & stop before the collision occurred.
Conductor Thigpen further said that under the rules his en-
gine was required to be operated within yard limits at such
speed that 1t could/ be stopped within range of wision, and
he considered this requirement was being complied with.
He thought the approaching cars were moving at the rate of
2bout 5 or € miles per hour when he first saw them. He
thought under the rules the switch engine while making this
movement should have been protected by flag, but stated
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that he did not remember that i1t had ever been complied
with in that way.

Fireman Hardy, of extra 628, said he stood behind the
seat box on the left side of the engane and that the speed
of the engine was about 7 or 8 miles an hour at the time he
8aw/cut of cars approaching about 8 or 10 car lengths dis-
tant. Following the eonductor's.warning, the engineman ap-
Plied the air brakes and reversed the engine and he said his
engine had come to & stop before the collision occurred. He
further said that when the engine started backward after the
collision he boarded it and traed to bring it to a stop but
wag unable to do sco and jumped before the engine was de-
railed., He said that the air brakes seesmed to work all
right durang the trap.

Foreman Perkins of yard engine 155 said he was riding
en the second car of the cut on the fireman's side when he
Saw engine 638 approaching about 10 car lengths distant at
& speed of about 10 or 12 amiles an hour, at which fime has
own train was moving at a speed of about 3 or 4 miles an
hour. He jmmediately gave stop signals and said his train
wias stopped before the collision cccurred. poreman Perkins
stated he was familiar with rule 15 but that he did not con-
sider he was required teo protect the yard movement he was
making by sending out & flag and that the rule governing
the speed of trains within yard limits was all the protec-
tion required of crews making such movements. He further
Baid that the air brakes were coupled and in use on but two
of the five cars being handled by the engine, these being
the two cars pushed ahead of the engine, and he did not con-
sider i1t necessary to have the air brakes coupled on the
three rear cars for the reason that he was making industrial
track deliveries and he did not consider that the rule re-
quaring air brakes to be coupled applied in making yard
movements.

Engineman Davis said he saw engine 628 approaching at
a4 speed of about 10 or 12 miles an hour at about the time
he received the stop signals, his train was then moving at a
Speed of about 4 miles an hour. He said he had prevacusly
applied the independent brake coming down the bill; he made
an emergency air brake application, bringing the train to a
Stop within 12 or 15 feet, and was stamiing when the acci-
dent occurred./

Brakeman Lohr said he was riding on top of the box car,
which wag the leading car, and saw engine 638 when 1t was
about 15 car lengths distant, he estimated 1ts speed at be-
tween 15 and 20 miles en hour. He gave stop signals and
8ald bhis own train ceame to & stop before the collision oc-
curred. The statements of Brakeman Whisnant and Fireman
Allen were alsg to the effect that their train had come to
2 stop before the collision ocourred.
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Round House Foreman Hannah said he arrived at the scen:
of the accident shortly after i1ts occurrence, and made an
insepsction of engaine 628 and found the throttle closed, the
Teverse lever 1n the reverse position, the automatic brake
Valve in rumning position and tne independent air brake
valve 1n holding position It later developed that the
throttle had been closed after the derailment and before

Forsmen Hannah made his inspection. Foreman Hannah, Master
Mechanic Kennedy and Car Foremaa Parker estima<ed from the
damage resulting to the engine and box car that the i1mpact
Teeulted from a speed at the time of the ¢ollaision of 12 or
15 mles an hour. Various eye witnesses of the accident es-
timated the speed of the light engine to have been from 12
to 25 miles an hour.

Superantendent Council stated that he did not require
strict compliance with time-table rule 15 in lLakeland yard
for the reason that he considerea the bulletin rule of June
1, 1924, superseded the time-table rule.

Conclusions

This accident was caused by failure of extra 638 to be
operated under proper control within yard limits, for which
Engineman Pollard and Conductor Thigpen are responsible.

The bulletin instructions of June 1 prescribed a maxi-
mum speed limit in Lakeland yard of 10 miles per hour.
While both crews stated that their trains had stopped befars
the collisien occurred, other evidence brought out in this
investlgation warrants the conclusion that both trains were
moving at tne time of the accident, the yard engine very
S8lowly and extra 638 at a rate in excess of the prescribed
maximum speed limxt., The investigation established the
fact that in maxang the movement dur:ng which the accident
Gccurred the yard engine was being operated at a speed well
Within the prescribed limit, had extra 638 also observed
this speed restriction, both trains could have been stopped
in time to avert the accident. As the view approaching the
point of accident was materially restricted by obstructiong
inside the curve, the dictates of good judgment as well as ¢
the rules in effect governing the speed of trains in Lake-
land yard should have influenced the crew of extra 628 to
have their train under complete contrel so that 1t could
o¢ safely operated through tne yard. While there was an
asCending grade approaching this point, extra 628 consisted
enly of a light engine and conseguently there was no excuse
for making a run for the hill as appeared to be common prac-
Tice with freight trains entering the yard.
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The i1nvestigation also disclosed that the switch engine
and five cars were operated for a considerable distance over
maln line track, crossing a number of city streets, and on a
grade of more than one per cent, with only a portion of the
alr brakes, less than the minimum required by law, in ser-
vice; and 1t appeared to be the practice to use the air
brakaes only on cars on the down-grade side of the engine.

In view of the nature and extent of main line used 1t 1s be-
lieved the law requiring power brakes to be used and opeT-
ated aprlies to movements of this caaracter. Had the brakes
on all cars handled by the switching locomotive been in
operation, this train maighthave been stopped 1n time to have

Iedaced the severity and mitigated the results of the col-
lision.

A11 of the employees involved were experienced men and
&t the time of the accident none of them had been on duty

in wviclation of any of the prowisions of the hours of ser-
vice law.

Respectfully submatted,
W. P, RCRLAYD,

Director



