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INTERSTATE COMMERCE COMMISSION

REPORT OF THE DIRECTOR OF THE BUREAU OF SAFETY IN RE
IITZVESTIGATION OF AN ACCIDENT VHICH OCCURRED ON
TH% SEAROARD AIR LINE RAILWAY AT LAKEVIEW, N.C.,
NN MAY 31, 1934,

July 12, 1924.

To the Commissinon

On May 21, 1924, there was a Tear-end collision
betwesn two freaght trains o:. the Seaboard Air Line Railway
near Lakeview, N. C.,, which Tesulted 1n the death of one
employee, and the injury of one emplovee.

Location and method of operation

This accident occurred on that part of the North
Carolina Division extending between Raleigh and Hamlet,
N, C., a distance ¢f 97,3 miles, 1n the vicinity of the
point of accident this 1s a single-track line over wnich
trains are operated by time-table, train orders, and a
rnanual block-signal sys tem. The aceident occurred at a
point approximately 1,640 feet south of Lakeview, a non-
telegraph station located 34.4 wiles north of Hamlet. Ap-
proaching the point of accident from the scuth the track 1is
tangent a distance of 2,237 fest, then there 1s a 30 curve
to the left 634 feet in length and 1,317 feet of tangent,
followed by a 3° curve to the tight 267 feet 1in length,
the point of accident being on *this curve 335 feet from 1te
southern end. The grade for about 3 miles 1s descending
for northbound trains, averaging zbout 1 per cent for the
greater part of this distance, and 13 then level to the
point of accident, 500 feet distant. An embankment begin-
ning south of the curve on which the accident occurred and
reaching a heignt of about 20 feet on the inside of the
curve obscured the view of the cars in the first train,
but the rzar end of the caboose was visible to an ap-
proaching noTtabound train a distance of approximately
1,640 feet. The weatner was clear at the time of the ac-
cident, which occurred at 3.55 p.m.

Descraiption

Northbound third-class local freight train Mo,
56 cornsisted of 42 cars and a cabocse, hauled by engine
300, and was in charge of Conductor Howell and Engineman
Vaughan, It 1eft Hamlet vard, its initial terminal, at
6.30 a m., 15 minutes late, departed from Scuthern Pines,
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the last open telegraph office ard 8.2 miles from the
point of accidernt, ai 1.238 p.m., two Lours and six
minutes late, picked up 7 camp cars at Forbes Spur, 4.3
miles south of the point of accident and arraived at
Lakeview at about 3.10 p.m. I+ had been starding at
this point about 45 minutes when tne rear end of the
train was struck by %train first Yo, 73.

Nerthbound third-class through freigat train
first No. 72 consisted of 49 cars and a caboose, hauled
by engine 385, ard was in charge of Ccnductor Jeffreys
and Engineman Howie. This train left Hamlet at 1.50
P.m., 3 hours and 20 minutes late, and at Southern Pines
a permissive card, Form 358, letter B, aad a clearance card,
iorm 23, wers recerved, the verrissive card reading as fol-
OWS -

"Conductor and Engineman 1-72

Use permissaive block from Southern
Pines to Vass., Train No. 56 entered
at 1.28 p.m.,"

Vass 18 the next station north of Lakeview, tse distance
between them being about 2.5 miles. Train farst No. 73
passed Southern Pines at 3.41 p.m., according to the
train sheet, 3 hours and 16 minutes late, without stop-
ping, slowing down only to receive the permissive and
clearance cards, and while traveling at a speed various-
ly estimated to have been from 2 to 1C miles an hour col-
lided with the rear of train Mo. 56 at Lakev.ew.

The catcose of train No. 58, of steel-underframe
construction, was only slightly damaged; the two camp cars
ahead of 1t, #hich were of wooden construction and built
1n 1898 ard 1896, were totally demolished, as was the rear
of the third car, alsc a camp car. There was no damage
to the other equipment of either train. The employee
killed was a laborer who was riding in one of the camp
cars.

Summary of evidence

Conductor Howell, of train No, 58, stated that his
train arrived at Lakeview at 3 10 p.m. After performing
the necessary switching duties and other routine work,
the engine was alout to couple to the train preparatory
to departing when he heard the action of the air brakes on
the head end of the train, there was a slight noise and the
appearance of dust at the rear of the train, and he realized
that there had been a collision, as he nad heard an engine
whistle in the direction of the rear of his train only a
short time previcusly. He looked at his watch about one
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minute after th~ copllision cccurred ara noted that 1t was
then 3.B0 p.rr 2% “he time of the wmvest.gaiion, three
days later, his watclh: was 1 minute and 35 seccmds fast.

Tiegman Flanerty, of tzain lo. 56, said that
before leaving Flest, a station arproramacely & milles
scuth of tre To'nt of accident, he placed two tcrpedoes
on the east rail as a caution 31gnal, and aprroaching
Lakzsview he dropped off toe caboose a3 tiae train slawed
down, walked back and placed two additional torpedoes
on the east rail at a point which he counted as 78 rail-
lengthe from the rear of the caooose after 1t nad been
trought to a stop; he then retuired to a pecant <6 fail-
lengths from the caboose. Upon tke aprroach of train
first Yo, 72, wnich he had heard explede the torpedoes
rut down at Fleet, he put down one torredo, lighted a
fusee, and commenced to give stop signals with his red

lag. He could not recall hearing the enginsman of train
first No. 72 acknowledge his stop signals or tne torpedoes,
although the gspeed of the train appeared to have been
reduced to about 15 miles an hour at tne time 1%t passed
him. The brakes were applied at that time, but did not
aprear to be rrorerly checking the speed of the train.

Engineman Howie of train first No, 73, stated
that before his train left Hamlet yard the usual brake
test was made; he did not remember just what this test
showed, but said the car inspector reported that the
brakes on eitner 4 or & were cut out; the brakss operated
efficiently, nowever, and no difficulty was expericnced
in making several station stops before reaching Soutnern
Pines. At this point he received the permissive card
and proceeded under caution, at apout 3.38 p.m., used
abtout 12 minutes between Southern Pines and Fleet, and
estimated the speed of his train to have been between
20 and 35 miles an hour at the time of encountering the
torpedoes at Fleet. A brake application was made at this
time, being held for about a train length, after whach
the brakes were released and the brake-mipe pressure
recharged to 70 pounds., Another reduction was made
shortly afterwards and the btrakes had just been re~
leased, at a speed of about 15 miles an hour, when two
additional torpedves were exploded, at a point about
three telegraph —oles south of a farm cressing which
1s about 1,350 feet from the point of accident; the
fireman informed him at about this time that he saw
a caboose ahead, and ne applied the air brakes 1n
emeTrgency and copened the sanders. He himself saw the
flagman at the crossing, with a fusee and flag, and he
also said one torpedo was exploded near the crossing,
whils he saw the caboose when he had reachsd a point
about two car-lengths south of the crossing. He estimated
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the speed of ris train &t tre time of wbe collision
to Lhave teen azout r117as an hour z2nd exrressed the
opinion thaw ki3 train would hoave been stopgred within
five car-lengins adaditional Jistance.

B

Fireran Cvrvar and Fead Prakeran McCollum, of
train first Fe., 73, corrocorated trh2 testimony of Engine-
man Howie, sxcspsv they toth staved the accadent occurred
at 3.55 p.m., whereas Frngineman Howie said 1t occurred
at 4 v.m.

Conductor Jeffreys, of train first No, 75,
stated that just prior to the erergency apvlication of
the air brakes aprroaching trce point of accident, the
al1T gauge 1n the caboose showed between 50 and £H pounds
brake-pipe pressure, the spsed of his train at this {ime
being betweern 13 and 15 miles an nour, he said Lhe col-
lision occurred at 3.58 p.m. Flagman Phifezr, of train
first No. 72, corroborated thke testimony of Conductor
Jeffreys except he saild the accident occurred at 3.55 g.m.

Car Inspector McDuffie said he assisted 1n
making the terminal test of the bLrazes in train first
No. 72 at Hamlet yard and found the brakes on 46 caTs
oper ative wkile on 4 cars the brakes were cut out, this
test including the caboose. Wrecking Foreman Bezette said
he found the brakes cut out on six cars, these being
scattered througnout the train.

Cocnclusicns.,

- This accadent was caused by the failure of
“ngineman Howie, of train first No. 73, properly to operate

hls train in aczordance witk the rules governing the use
of permissive blocks.

Rules 308-4 and 308-B, of the rules governing
the use of the absolute and permissive manual block
8ystem, read as fellows:

"30€-A. Enginemen and Conductors running
under zermissive block must handle train with
gresat caution. Where view 1s obscured speed
must be reduced to irsure against collisicon with
another train occupyinz the tlock.

n308~B. The responsibility for collaiding
with trains in block when germissive card is
given will rest with train receiving and moving
under such permissive card. This aoes not Te-
lieve Conducter and Enzineman of train occupylng
block from protecting as razquired ty Rule No. 99."7
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ccording to the statements of Engineman
Howie, hLe released tae @ir brakes on a 1 per cent de-
scending grade 1n a cut on a curve to the left where he
had practically ro view of the track ahead. The fire-
man 7as the first to give warning and Engineman Howie
then appliea the air brakss in emergency, but on account
of the fact that he had just made a service application
of the bTrakes 1% seems probable that he did not obtain
an emergency effect. On account of the discrepancy 1in
the figures as to time, 1t 1s impossible to say defimite-
ly at what average rate of spezsd the train had been
operated from Southern Pines to the point of acciadent.
The statements of the ergineran indicate that the speed
was 30 miles an hour on straight track, and that 1t was
higher than he estimated 1t to have been when he approached
the point of accident seems evident from the fact that he
was unable to bring 1t to a stop, even with what probably
amounted to only a service application, in the distance
of about 1,800 feet waithin which the caboose of train
No. 56 was vigible. Had Enginemar Howie kept the brakes
applied until his engine had reached a point where he
could have a view of the track abead, then undoubtedly
he would nave kept them applied and the accident would
have been avoided.

In view of the short curve which begins at a
point about 400 feet south of where the flagman was lo-
cated, and also 1in view of the long descending grade,
Flagman Flaherty would have shown much better judgment
had he gone back to a point on this curve where he would
have been visible to a train on the 2,200-foot tangent
approaching the curve, had he done so, he would have been
seen by Engineman Howile in ample time to have enabled the
engineman %o bring his train to a stop.

The 1nvestigation of this accident disclosed the
need of a more strict enforcement of the rules Parti-
cular reference 13 made to rules 581 arnd 562 of the Rules
and Regulations for the Government of the Operating De-
partment. These Tules read as follows:

561, Conductors must know that the cars
1n their trarrns have been inspected, and that
the brakes, heating apparatus, and air signal
are 1n proper working order. Any omlssilon on
the part of the inspecltors must be regarded as
a danger to the train and at once be reperted
tc the Superintendent.

"562, They rmust know that there 1s a suf-
ficient number of good brakes in each train to
insure safsty, and that the rear car of every
train has an efficient brake."
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The testimony indicates that the train crew of
train first No. 72 krnew practically nothing concerning
the condition of the air-brake eguipment in their train
and apparently 1t has not bszen the custom for the car in-
spectors to notify conductors concerning the condition of
the air brakes. When the officials of a railway do not
enforce the rulegs 1t 1s not to be expected that the em-
rloyees under their supervision will render that cbedience
which should be requared.

Had an atomatic block-sigral system been 1n use
on this railway and had 1ts indlcatiors been obeyed, this
accident would not have occurred. This 1¢ also a type of
accident which would have been prevented by an adeqguate
system of automatic train control. The employees invelved
were experienced men; at the time of the accident the crew
of train first No, 72 had been on duty about 73 hours,
previous to which they had been off duty 13 hours or more,

Regpectfully submitted,
W. P. BORLAND

Director.



