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INTERSTATE COMMERCE COM.ISSION

REPORT OF THE DIRECTCR OF THE BUREsU OF SAFETY I¥ RE
INVESTIGATION OF uli aCCIDENT WHICE OCCURRED ON TAE
LCUISVILLE & NASHVILLE RAILROAD AT LEEWCCD, TENNW,,
0" ¥OVEMBER 11, 19%8.

January 22,1929,
To the Comruission:

On November 11, 1928, there was a rear—end
collislon between a passenger train and a yard enzine
on the Louilsville & Nasbhwville Railrcad at Leewood,
Tenn., resultinz in the death of one employce and the
1njury of five employees and s1X pasgengers.,

Location and nethod of operstion.

Thiz accident occurred on that pait o the
Yemphis Diviecion extending between Paris and South
Wenphis, Tenn , a distance of 132.78 miles, in the
vicinity of the point of accident this 18 a sinzle-
track line over wanich trains are operated oy ftime-
table and train orders, no block-signal system being
171 use, The accident occurred within vard limits at
Leewood, 3,677 feet south of the north yard-limit
board, on a track known zs the o0ld main line, at a
pcint 384 feet gcuth of a switch leadinz from tae
main track to the old umain line This 13 a facing—
point switch for southbound traing, with the switch
stend located on the engineman's side, and leads off
tne rain track to the right, Aporoacning from the noith
the track 1s tanzent for about 8 miles, the grade in
the vicainity of the point of accident 1s practically level,

The weather was clear at tne time of the
accident, which occurred at about 2 a.m.

Description

Yard engine 387, in charge of Engine Foreman

Connon and Enginewman 'Yurrell, was headed south, 1%
entered upon the 0ld main line at the main track switch
ond then tane switch wag left open and unattended while
work was performed some distance away i1n the yard. On
hearing train Vo. 101 approaching an atterpt was made

tc reach the switeh in time to close 1t, but after
backing northward about 20 or 30 car-lengths 1t was
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definitely realized that this could not pe accompliched
and the yard engine was brought to a stop and reversed,
beinz struck shortly afterwards by train No. 10L.

Southbound passenver train No. 101 consisted
of one express car, one baggaze and mail car, two
coaches, two Pullman cars, and one dining car, in the
order named, hauled by engine 201, and was in charge
of Conducter Clark and Ensincman Sills. This train
passed Bartlett, the last open office, 6.54 miles north
of Leewood, at 8 5& a,m., accordinz to tne train sheet,
1 hour and 23 minutes late, headed in at the open switch
and collided with yard engine 967 while traveling at a
speed estimated to have been about 3C or 35 miles per
hour.

Yard engine 967 camc to a stop at a point
1,581 feet south of the point of collision, on a yard-
lead track, vith the tendcr and the cab of the enziae
badly damsged, the forward truck of the tender mas de-
railed Enzine 201 was Jderailed and badly damnaged
while the tender, woich was practicallyfemolished,
telescoped the enzine cab, the engine came to rest in
e upricht position end parallel with the track, 1ts
for ard end being 281 feet south of the point of col-

lisiom,. The first two cars and thc forward truck of
the third car were derailed, these cars remained ug-—
right. The emplovee killed was the enzineran ol train
No. 101.

Summary of Zvidence.

On arrival of vard enginec 967 at Leewcod
from Forth Vemphis, at about 3.47 a m., with seven cars
and a caboose, Engine Foreman Cannon was ins tructed by
vardmaster ¥ewsom that the cars would have to be tzken
to the north end of the yard. Foreman Cpnncn then in-—
quired asg to whether any passenger trains were due and
was i1nformed by Yardmaster Newsom that they had all
bassed, which information was conveyed to the entire
yard crew. After i1nstructing Switchman Harris as to
what switching to perform Foreran Cannon walked to the
yard office 1n connection vith the performance of his
duties, &,028 feet south of the switch involved 1in the
accident. Yaord engine 967 tnen made a back-up moverent
with the cars to the north end of the yard, and on
reaching about the middle of the yard Switchman Hodges
got off, leavinsy only Switchman hariis to accompany the
yard engine. On arrival st the cold wain line switch,
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Switchman Harris opened 1t and tuen boarded the leadang
¢ar, the yard enzine entering upon tine old main line
ang the switch being 1left open and vnattended.

Switchman Harris acknowledgced that he was
familiar with tae rule reguiring thet whoever opens a
main—track switch must remain at that switch until 1t
1s closed, unless relieved by ancther member of the
name crew, but since he was needed 1n connection with
the work of switehing, and in view of the yardmaster's
statement that all passenger trains due had passed,
and 1n view of the further fact that second-class and
infericr trains are reaguired to run carefully through
the Memphis Terminals expecting to find the main track
occupied, responsibility reeting with the movinz train
in case of accident, he did nct deem 1%t necessary to
remain at the switch and thought 1t was all right to
leave 1t open and unattended for a period of from four
to si1x minutes,. Another reason why he did nct close the
switch was that almost every day bad-order cars have to
be set out of cuts of cars which are so long as to
necessitate usinz the main-track switch, and 1f he had
closed the switch 1t probably would wean that he would
have to walk back about 80 cr &5 car-lengths in order
to open 1t again. It further appeared from Switchman
Harris' statements that he had never seen an engine
foreman check the register on arriving at Leewood yard,
but occasicnally he had seen him make such a check when
ready to depart southward. Switchman harris also said
that at times he had seen the yardmaster have a train
order stating that certain Tirst-class trains were
running late.

Enzineman Murrell, of vard engine 287, knew
1t was the duty of the yard crew to check the register
for overdue trains, but said that work was performed
in the usual manner on this occasion, 11 being a practice
of long standing to make such woverents on verbal instruc-
tions of the yardmaster, which in this case were deliver-
ed to the engine foreman, and to nis xnowledge this Was
the first instance of a mistake having been made on ac-
count of wrong inforwation having been given, in fact, he
8a1d the practice was of such long standing that he
thought the yardmaster had avthority from superior offi-
Cials to have 1t handled in thnis way. Engineman Murrell
Turther stated that he did not recall ever haviny received
a train order to the effect that all superior trains had
arrived, such train orders applying only to trains that
are being run late, nor did he ever recall havinz received
a written linc—up as to expected trains, the yardmaster'sg
word being accepted. The statements of Firewan Gaia and
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Switchman Hodges developed nothing additional of import-
ance. Switchman Hodges was not clecser to the switch than
about 20 car lengths in distance prior to the time the
attempt was made to reach and close 1t Just before the
accident occurred.

Engine Foreman Cannon stated that cn some
occagions the yardmaster i1rparts verbal instructlions
as to overdue first-class trains, and then again the
vardmaster would show him a Form 19 train order. The
reascn the rule in regard to closing maln-~track switches
was not complied with on this occasion wasg that 1t Was
thought all overdue first-class trains had passed, and
he interpreted the time~table provision 1n regard to
second-class and inferior trains as meaning that the
yard engine was fully protected against such trains.
Foreman Cannon 41d not think that the rule in regard to
having some one remain at an open main track switch
applied within yard limits, but only cutside thereci. It
further appeared from the engine foreman's statements that
upon arriving at Leewcod he never checked the train
register for information concerning first-class trains
but that the register was always checked before departing,
Ee acknowledged that on arrival of engine 967 at Lee-
wood 1t was only about 15 car-lencths from the telegraph
office, where the train register 1s maintained, and that
by goine to the office he could have checked the reJister
and personally have ascgertained whether or not traia No.
101 had passed, but said he knew of no xnstruction or
practice that reouired engine foremen to make such a check,
and that in this case he depended entirely upon the vertal
information from Yardmaster Newsom that all passenger
trains had passed

Yardmaster Newsom stated that at about 7.30
a.m he called the dispatcher, for the purpose of zei-
ting a line~up on passenger trains and was informed that
train No. 1Cl was running one hour late, There were
several things to attend to on the morning in question,
agsembling cuts, opening up the yard which was blocked
with cars, wastching out for an extrs foreman and an extra
helper, etc. Yard engine 987 arrived at 8.40 a.m. and he
instructed Engine Foreman Cennon to take the cars to the
north end of the yard, snd, as was the general practlice,
informed the engine foreman verbally that all overdue
passenger trains had passed, having completely overlooked
the fact that train No. 101 nad not passed. Yardmaster
Fewsom was familiar with the ingtructions relative to ob-
taining copies of train orders when passenger trains are
being run late, and deliverinz same to engine foremen and
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yard enginemen, but said that on this occasion he did

not think that one hour available under the run-late

order would be of service to any cf the engines and
therefore did not go to the telegraph office for copies

of the run-late order i1ssued in connection with train

No. 101, which had been put out at Humboldt, Brownsville
and Leewood. He understood that these orders should be
delivered to engine foremen and yard enginemen and said
that as far as he knew, since the latest instructions
concerning them were i1ssued on August 8 and 10, 192§,

such orders were obtained from the telegraph office

at Leewood and shown to all concerned. Yardmaster Newsom
had only been back at Leewood yard since QOctober 33, 1938,
although he had been a yardmaster in the Memphis terminals
since 1917, and he said that he recalled only one¢ 1nstance
where a run-late order was received, and on that parti-
cular occasion 1t was not used as the train involved
passed Leewood before any yard engine arrived. Yardmaster
Newsom further stated that on numerous oc¢casions when the
0ld main line switch was beinzy used by him he was very
careful about the handling of 1t and either left some cne
at the switch or had 1t closed, in the event that 1t was
necessary for the yvard engine to go some distance away
from the switch

Fireman O'Brien, of train No. 101, stated that
he was putting i1n a fire when Engineman Sills sounded
the whistle for Leewocod, the whistle bcard being located
1,590 feet inside of the yard-limt poard. Fireman
O'Brien finished putting in the fire and was just getting
ready to get on his seat box when the engineman applied
the air brakes in emergency, when about 200 or 350 feet
from the switch, at which time the fireman estimated the
speed to have been between about 50 or 55 miles poer hour,
he estimated that the speed had been reduced to acout 30
miles per hour when the accident occurred, Fireunan
O'Brien said that at no time did he lock to see what
indication was displayed by the switch target. While
1n his estimation Engineran Sills did not approach Leewood
yard 1n accordance with the provisions of rule 93 which
recuires traings to approach yard limits under contrecl,
and to run carefully expecting to find the main track oc-
cupied, yet he said that the train was being operated
1n the usual manner. Conductor Clark, Flagman Hampton
and Train Porter Boyd were unaware of anything wrong
tntil the air brakes were applied in emergency, at which
time they estimated the speed %0 have been between 30 and
50 mles ver hour, and at the time o the collision at
30 or 35 miles per hour. Conductor Clark said 1t was not
customary to find the old main line switch open or the
track obstructed at that particular point, that the speed



-6—

limit for paseenger traing was 60 miles per hour, and that
1t was custcmary for traine to approach Lsewond at the
speed at which his trzin wae traveling in this instance,

1n order to mske the time reguired, expeCthT to find tne
way clear

Conclusions.

This accident was caused by an open switch,
for which Yardmaster Newsom 1s responsible,

Under the instructions issued to the general
yarcémaster on August 8 and transmitted to Yardmasters
Newsom, Wheatley and Mayo on August 10, 1t 1s reguired
that time muzt be given on train orders, Form 19; when
Passenger trains are late the yardmaster on duty 1s
Tecuired to obtain a copy of such run-late orders
for each engine crew and hand the orders tc tnem when
they enter the yard and before they get on the main
track. In this particular case Yardmaster Newscm had
been informed that train No. 101 was runnlnT one hour
late, this information having been received more than
one hour prior to the arrival of engine 967. He failed
to go to the telcgraph office and met this time 1n train-
ocrder form so that he could deliver copires of the order
to the vard crews, with the result that he overlooked
train No. 101 cntlrely and told the crew of engine 987
that all overdue passencer trains had gone. The run-
late order on train No. 101 had been put out at Lee—
vood, addressed to the yvardmaster and tc the operator,
and had Yardmaster Newsom complied with the instructions
and delivered a copy »f the order to the crew of engine
867, the oversight on his part which led directly to
the occurrence of this accident would have been averted.
Yardmaster Newsom 1s also at fault for his failure to
obey rule 5833 this rule relates to the duties of yard-
masters and reads as follows:

They must give close attention to the
proper handling of main track switches, having same
protected at all times and in proper position for
safe passage of trains.

While a yardmaster can not have personal
knowledge at all times of the position of the varicus main
track switches i1n the yard or yards under his supervision,
yet under the rule avo w gquoted there 1s no question but
that he should be fully acguazinfed with the practices
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followed in the handling of such switches and see To 1t
that his subordinates comply with the rules, The evi-
dence indicates, however, that the methods followed by
the crew of engine 367 represented a more or less gencral
practice and one which was clearly in violation oi the
rules and which should have been corrected by the yard-
masters.

Sc far zs the membérs of the yard crew are
concerned, 1t appeared that they accepted the yard-
master's staterent as to the passage of cverdue passenger
traing and then proceeded with their work, opening the
ma1in track switch and leaving 1t in that position while
they moved some cars a considerable distance southward
on the yard track. Under rule 104-b 1t was ckarly
incumbent on Zngineman Murrell of the yard crew to see
that the switch wag closed before leaving 1t, while
Switchman Harris, after openiny the switch, should have
closed 1t after the engine had entered on the yard track
or elsele should have remained at the open switch vntil
relieved. With respect to Engineman Sills of train No.
101 1t appeared that he was operating his train at a speed
of approximately 50 miles per hour whereas rule 93 re-
guires all trains to apprecach yard limits under control
and to run caerefully through those limits.

The evidence indicated that these employees
were following the usual practices, Instructions had been
1esued requirinz yardmasters to furnish copies of time
orders to yard crews and a special notice had been 1ssued
calling attenticn to the fact that rule 93 was not being
complied with, but the duty of supervising officials coes
not end with the i1ssuance of instructions and notices.
Effort should be made to know that instructions of all
kinds, as well as the operating rules, are beinz enforced
and cbeyed. The si1tuation disclosed in this i1nvestige—
tion, however, shows that such was not the case 1n this
instance. - The rules and 1nstructions were sufficient to
have prevented the occurrence of this accident, and 1% 1s
strongly recommended that the responsible officials take
energetic steps toward amproving their methods of super-
visicn with a view to seeing that the rules and i1nstruc-
tions in guestion are strictly enfcrced and obeyed.

A1l the emplovees 1nvolved were experienced
men, &and at the time of the accident none of them had been
on duty in violation of any of the provisions of the hours
of servicéd law.

Respectfully submitted,
W. P. BORLAND,

Director,



