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INTERSTATE COMMERCE COMMISSION

REPORT OF THE DIRECTOR OF THE BUREAU OF SEFETY IN RE
INVESTIGATION OF AN ACCIDENT WHICH OCCURRzZD ON THE
SOUTHERN RaILWAY SYSTEW, LIKES ExST, &T LaNDIS, N.C,,
ON JAKUALRY 21, 1929,

april 18, 1929,
To the Commis<ion:

On January 21, 1829, there was & head-end colligizan
between two freight trains on toe Southern Railvay Systemn,
Lines ®ast, at Landig, N. €., resulting in the injury of
one gmployee,

Locntion nnd method of oncration

Tris accident occurred on thot port of the Picdmont
District of the Charlotte Divianion extencing betwecn Salis-
bury, N. €., and Greenville, 3, C., a distance of 150.4
miles, 1n the vieinity of the point of accident this ie
e double-track liae over whicia trainrc are operated by
time-table, troin orders 2nd an automrtic block-signal
and@ train-control system. Tho accident occurred on the
goutkbound main track at a point about 150 fecot south of
the scuth switch of a crossover; approaching from the
north there 1s a 2° curve to the left 926 feet 1in length,
followed by about 1,865 fect of tangent tz the point of
accident, this tangcent cxtending for some distance beyond.
The grade for eocuthbound traine 1s cscending for a dis-
tance of about 4,550 feet, the maximum gradient being 1.07
per cent, from which point 1t 1e practically level to
tioe point of ngecident, a digtonce of approximately 550 feet.

The crosmsover 1ie a trailing-point crossover 196.5
feet 1n length, conn.cting the two main trackes., Trhe signals
wnvolved, cf tho colcr-light type, are scuthbound signals
3432 and 3451, located 9,637.5 feet north and 733.5 feet
southk, respectively, -»f the scuth ewitch of the cromssover.
Indicetions are red, yellow and green, for stop, caution
and proceed, respectively. The switeches of the crossover
operate in conjunction with the automatic block-signal and
train-control system. Under the rules waen a traln Crosses
over to, or obetructs the otner track, 1t must first be
protected 1n both dircetions as prescribed by rule 99,
unless otherwige directed, and before entering the main
track 1n autonatic block-signal limits a train must 1in
addition to other precautions walt two minutes after open-
ing the switches hefore proceeding.

The veather wap clear at the time of the accldent,
which occurred at avout 8.55 p.m.
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Description

Northbound third=clasc fieignt train No. 62 consisted
of 283 cars and a caboose, hauled by engine 4848, and was
in cnarge of Conductor Goidon and Engineman Julian. 0On
arrival at Landis i1t was brougrht to a stop on the northbound
main track with the caboose just north of the crossover.

A back-up movement was then mace through the crossover to
tne southbound main track, in order to verform work and to
allow a following first-class train to pass, train No. 13,
due at Landisg at 7,04 p.m., ornd the train was still back-
ing up, at a apeed estinated to have been between 6 and C
miles per hour, when i1ts head end was struck by train

No. 55,

Southbound second-class freight train No. 55, con-
s1sted of 38 cars and a caboose, hauled by engine 4884,
and was 1n cnarge of Conductor Barton and Englneman Roper,
Thia train left Szlichury, the last open office, 11.9
milces north of Landis, at 8.15 p.m., 4 hours and 45
minutes late, pzssed signal 3439, which was displaying
a proceed indication, ancd collided with train No. 62 while
traveling at a spced estimated to have been between 15
and 20 miles per hour,

Both engines were somewhat damaged but engine 4848
wag able to continue 1te trip with train No., 6&. The first
two cars 1n train No. 55 were overturned and came to rest
on the northbound main track,

Summary o.- cvidencce

Engincman Julian, of train No. 62, stoted that on
arrival at Lardis he reduced the cpecd of his train as 1t
wee peseing the ztation, which 18 located between the south
crogsover switch and signal 3451, so that the conductor
could get off the caboose it that point, there was a car
1n the train that had = guick-acting brake, however, and
&8 a result thereof the air treker applied 1n emergency,
bringing the train to a sudder stop, with 1ts center about
opposite the station, The train was then moved ahead and
upon raceiving a stop signal waes brought to & stop with
the caocose north of the crossover., Enginemen Jullan said
thet 1t stood at this point for scveral minutes, probably
about three and one half minutes, during which time he
was looking ahead for approaching southbound trains and
also c¢o the rear for a back-up sirnal, on receiving the
latter signal, given from the rcar of the train on the
fireman's side, the train was backed through the crossover
at o speed of about 8 miles per nhour., As ule engine
reached the southbound main treck he saw a reflection
from the headlieht of engine 4 24, of train No. 55; he
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looked out of the wsindow, haard tnrt engine working steam,
opened the throttle wide oi. nlg own eéngine, ancd estimated
the epeed of nig train to havc been increased to about 8
miles per hour when the collision occurred. Englneman
Julian further stated that Head Brakeman Cornclison, who
had been riding on one of the cars near the head end of
tne train, came ovar tc the engine before the back-up
movement vas etarted, secured flagging ceguipment, including
lanterng and fusees, and got off wnile the train was
itancing at this point. Engineman Juliasn said everybody
¢oncerned understood what movement was going to be made,
and that he did not whistle cut a flag or say anything to
Head Brakeman Corneligon about protecting against south-
bouné traing, nor did he seec anything of the head brake-
man aftcr the latter zot off the engine, and he cxpected
the head brakeman to afford flag protection from that
irmediate vieinity, the way :t had always been done,
saying hc consoidered that the head brakeman was out a
sufficient distance when he got off the engine and crosscd
over tc the southbound main track, and that by flagging
with & lighted fusee fiom that point there would have becn
ample distance within which to have brought any train to

a stop.

Fireman Hpllcman, of train No. €2, estatcd that
after his train cawe to a stop north of the crossover
he was on his seat box looking back toward the rear of
13 train and that he saw Flagman Parker and Swing Brake-—
man Mooney ¢ach trrow one of the crosscver switches. Wrile
he could not say positively row long 1t was after the
c¢rossover swltches were thrown before Swing Brakeiian
Mooney gave a back-up signal, he cid say thet 1t was only
a few sceconds afterwards, and thet he told Engilneman
Julian that everything was all right vhenever he wanted
to back up but that the back-up rovement was not started
for about two minutes. Fireman Hollenan did not see
Head Brakeman Cornelison when his train first stcpped and
sal1d tlat the train had becn ctanding a minute or two
pefore he did see him and tha. the head brakeman only
cetayed on the engine long enouzh to secure the flagging
equipnent and get off, and to the best of the fireman's
knowledge the head brakeman got off before the back-up
riovement was started, at which tine his red lantcrn was
burning properly. Fireman Hollewan sald that before the
back—up moverent was started he locked toward the north
%o sce 1f any train was apnroaching but that afterwards
he continued to look back toward the rear of his train
for signals and was unaware of anything wrceng until Englne-
man Julian opened the throttle wide; he estimated the speed
of his train to have been between 6 and 8 miles per hoyr
Fireman Hokleman further stated th.t he took 1t for gronted
the head brakeman was going to afford protection and that
there was no difference betscen the way the crossover
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movement was being made th.., .:me and the way 1t was made
on the last occasion.

Head Brakeman Cornelison, of train No. 63, stated
that Conductor Gordon told him about protecting the train,
called attention to the handling of switches, flagging when
crossing over, etc., he was riding on the third car from
the engine, a tank car, when the emergency application of
the alir brakes occurred while passing the station at Landis,
bringing the train to a stop. He sa1d that he got down
and walked to tne engine with his lignted white lantern,
climbed gboard the c¢ngine, told Engineman Julian that ne
guessed he would have to flag, and secured a red lantern
and two fusees, already Laving two torpedocs 1n his pocket.
After his train had stood on *ne nortabound track from two
cnd one-half to three minutes the back-up moverent was
started and he then started do m the steps on tne fireman'sg
side of the engine. On reaching the loner step he looked
around but did not sce any sign of an approaching southbound
train and after riding about two car-lengths he got off and
atarted back on the southbound mrin track and just as he
looked up the reflection of the bcadlight of enginc 43884
flashed 1in his fazce. Cn lookaing at his red lantern he
saWw thot 1t was not burning and e thought that 1t probably
had become extinguished when he jumped off, he maintained
that he thon tried two or three times to light a fusee
but thet 1t failed to 1gnite, thet he then waved stop
signals with a lighted white l-ntern, and that on noticing
that the speced of train No. T5 was not decreasing he light-
ed tae other fugee, without ditficulty, by which time the
engine was about opposite him, the colliszon occeourring
shortly aftervards. Head Brakeman Cornelison said that
vhile he did not know positively re thought that he
reacked a point about opposite where his engine hLad stood
before the back-up movement started, or about a traln length
north of the crossover, and 1.t he was on the cngineman's
g1de of train No. 55 vhen 1t passed him. He did not place
torpedoes on the rail, Head Brekeman Cornelison knew what
moves were 10 be made at Landis and fully understood that
1t was hig duty to protect against southbound trains while
the crossover movement was 1n progrese.

Conductor Gordon, of train No. 62, stated that he
got ¢ff the caboose as the tr.in passed the station,
nortrbound, obtained the switca list, and started walking
northward in order to afford piotection at a grade crossing
for tke back-i1p movenent, At this time the crossover
sWwlitches had nlready been lined up to back over, with
Swing Brakemnn Mooney standing on tne ground near the
grossover and Flagman Partker on the rear end of the caboose,
vhich gtood about three or four car-lengths north of the
cresgover., Oonductor Gordon said that the flagman sounded
the alr whistle signal and that he, the conductor, gave
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a back-up eignal, wlich in turn was relayed by Swing Brake-
man Mponey, ond thet the tr~in tnen started the movement,
As 1t backed through the ¢rscsover Conductor Gordon stood
at the grade crossing and saw finally thzat his entire train
was through the crossover, At this time he also saw the
rcflection from the headlight of the engine of train No.

25 and a lighted fugee on the west side of the scuthbound
maln tradk,the collicion cccurring immediately aftervards,
Conductor Gordon said thot he had ingtructed Head Brake-
man Cornelison tc afford protection againrt southbound
troins and that after the accidsnt the head brakeman came
to him and handed him a fusee, gaying that 1t would not
lighkt. Conductor Gerdon hid no positive information an to
how long the crossover awitches had been open vhen he gave
the back-up signal but said th-.t ne gaw either the swing
brakeman or the flagman male n motion with a lighted lan-
tern, such as would have been made to thros a switch, as
§00n as t1s traln came to a stop, anc thet after having
seen this motion made hig train sitood not less than two
minutes nor wore than three and one-half minutes before
starting the back-up uwovement. Conductor Gordon said that
there was ample tine at the disposal of Head Brakeman
Cornelison to have gone no-* - 2rd a sufficient distance to
have afforded proper protection and thet ke felt absolutely
safe 1n every move his traln was aaking.

Flagman Parker, of train No. 62, stated that he got
off the caboose as 1t paessed over the north switch of the
crossover and that after receiving a back-up signal, given
by Swing Brakcran Mooney, the flagman walked to the caboose
and got on the rear platform. Flagman Parker gaid that
his train stood on the northbound track about two or three
minutes before starting the back-up movement,

Swing Brakeman Mooney, ¢f train No. 62, stated that
he got off the caboose as 1t passed by the south switch
of the crossover, opened that switch before his train came
to a stop just north of the crossover, and that his train
8tood about twe and one-half to three minutes before stari-
1ng to back over,

Engineman Roper, of train No, 95, slated that his
train passed signal 3439 under a proceed indication and
approached Landis at a speed -~ about 35 miles per hour.
He eaw the reflection from the headlight of cengine 4848,
of t ain No. 82, thought 1t wae train No, 12, and therefore
shut off steamn and appliec the independent engine brake,
punching the slack, having 1in mind that he would not run
between the train anc the station landing. On secing the
exhaust from the stack, however, hc concluded that the
traln was departing and relensed the independent engine
brake, and 1t then occurred vo him that 1t was probably
troin No. 62 performing work at that point, ag he realized



1t was not quite time for train No. 12 to have reached
Landis. After rounding t“e cirve and entering upon the
straight track he saw no s.grn of a lighted fusee or other
signal calling attention to the crossover movement being
made, and althouph the reflection of the headlight of
engine 4848 materially affected his vision he did see a
white lantern in the vicinity of the staticn. The boiler
and headlight of engine 4648 tnen appeared directly 1n
front of his own engine an? i*e 1ndication of signal 3451,
located south of the station, changed from green to red,
1t at once occurred to him that a back-up movement was being
made through the crossover and conséguently he applied

the alr brakee 1n emergency, but was unable to stop.
Engineman Roper said that he could not see anything on
account of the reflection of the headlight of engine 4848
and thought that hed be been properly flagged the accident
woula not have occurred. It was Englneman Roper's oplnicn
that at the rate of speed at —hich his train was traveling
the distance between signal 3439 and the crossover could
€as81ly be covered in two minutes.

Head Brakeman Bowen, of train No. 55, who was riding
in the cupolia on the back of the engine tank, said that
hie attention was attracted to a man on the ground on the
engineman's si1de and that the man shouted something, what
1t was he did not know, and that he saw the flash of a
fusee. At this time the-speed of his train was about 15
miles per hour, and the collision occurred after the train
had traveled an additional distance of mbout three or four
car-lengths. Conductor Bartca, who was riding on the rear
platform of the caboose, ertimited the speed to have been
between 15 and 20 miles per hour when the collision occurred.
After getting on the ground he saw & lighted fusee, and
on going forward he saw Head Brakeman Cornelison standing
apout 16 car-lengths north of the grade crossing, holding
the fusee; this grade crossing 1s 363 feet south of the
north crossover gwitch,

The automatic train-control system 1s of 1he inter-
mrttent inductive auto manual type, manufactured by the
General Rpilway Signal Company. The records disclosed
that the automatic train control mechanism on both cngines
wag 1n good condition, while tests made of the signals
and switches subseguent to the accident disclosed them
to te operating as intended,

Conclusions

This accident was caused primarily by train No. 63
making a back-up movement through a crossover without
propexr flag protection, for which Head Brakeman Cornellson,
Engineman Julian and Conductor Gordon are responsible.
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When troin No. 62 bad stopped clear of the crossover,
Head Brakeman Corneligor provided himself with flagging
eguipment but according to 1is own gtatemend Fe¢ did not
gct off the engine 2t once but rode on the steps for a
1..0rt distance after the back-up movement had started,
then got off, turncd around, and saw tre approaching trein
on the southbound track. At this time he found thet his
red lantern had gone out and wes unable to light one of
the two fusees which he c¢arried, and on account of the
time consumed in these belated efforts to provide flag
protection he had no time to put down torpedoes and was
able only to light the second fusee at about thc time the
train passed him. Engineman Julian paid no attention to
whot the head brakeman was doing and did not know of his
logation or whether flag protection had been provided
for ri1s train before starting the crossover movement; he
gp1d that all concerned knew what move was to be made,
and apparently he assumed that each member of the crew
would perform his own particulsr duty without any super-
vig1ion, As for Conductor Gordop, it 18 true that he was
at the rear end of his train and that he had told the head
brakewan what to do and should have been able t¢c rely on
Engineman Julian to see that the nhead brakemen performed
his duties; on tne other hand, however, Conducc¢or Gordon
personally gave the signal to back through the croasover
and from hie position 1t 1e believed that with a short
traln and straight track he shculd have seen that Brake-
man Cornelison was not providing proper flag protection.

The cstimates as to the time cconsumed between the
stopping of train No. 62 and the starting of the back-up
movement varied from two minutes to three and onc-helf
minutes. The evidence indicates, however, that the middle
brakeman and the flagman dropped off at the crossover as
their caboore passed 1t, each of them opening one of the
switches, and that a back-up signal was girven and acted
upon within less than two minutes after the train had
been brought to a stop, but silnce no warning wes given
to the crew of train No. 55 eitker by flag or by the auto-
matic signal and train control system, there 1s no assurance
that a wait of the full two minutes Teguired by the auto-
matic block signal rules would have prevented an accident,
althougk 1t 18 possible that train No. 55 might have col-
lided with some of the cars as they were moving through
the crosgover instead of colliding head-on as actuelly
was the cease. In reaching this conclusion no credence
13 given to the statement of the engineman of train No.

55 that at the epeed at which his train was trsveling 1t
could have eagilly covered the distence between signal 3438
end the crossover in two minutes. This digtance 1s about
1.8 miles; to have covered 1t 1n two minutes would have
reguired an average spced of about 54 miles per hour, and



there 13 no evidence to indicate that thls train was or
had been moving at any such rate of speed.

Ag was the case with the collision which occurred
on this railway at Danville, Ky., on dpril 10, 1S<B, due
to an open switch, the accident here under investigation
occurred on a line protected by automatic block signals
and an automatic train control device of the intermittent
inductive type, known as the auto-manual automatic stop,
manufactured by the General Railway Signal Company. Sub-
sequent examination and test showed the signal system to
be well maintained and operating properly, and the records
showed that the locomotive equipment of the train control
device was in good condition, The accident 1tgelf 1g of
a type which an automatic train control device 18 1ntended
to prevent, but under the circumstances there was no
opportunity for the device to perform 1ts i1intended function
eince 1t appears that train No. 55 had passed the track
inductor located about 70 feet in the rear of signal 3439
before the track circuit was broken by the opening of the
crossover switches, The factc here pointed out, therefors,
can lead only to the conclusion that the present rule re-
gulring & train to wailt two minutes after a main line
switch has been opened, even 1f strictly observed, does
not afford protection at this particular point 1f a south-
bound train 1s jJust passing signal 3439, unless the ap-
proaching train 1s movinght a speed of at least 54 miles
per hour; in the latter event 1t would reach the crossover
location by the time the back-up movement wasidue to start,
In the case of a train moving ¢t a lower rate of speed,
as was the cage with train No. 55, 1t could pass signal
3439 i1mmediztely prior to the opening of the switches, thus
recelving a clear signal indication, and st1ll bte nearly
1 mile distant when a back-up wmovement through the cross-
over could properly be started under the two-minute require-
ment of the rule.

All the employees 1involved were men of long experiences,
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
gervice law,.

Respectifully submitted,
W. P. BORLAND,

Director.



