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Date: 
Railroad: 
Location: 
Kind of accident; 
Trains Involved: 
Train numbers: 
Locomotive numbers 

Consists: 
Speedss 

Operation: 

Tracks: 

Weather: 
Time: 

Casualties: 
Cause: 

June 26, 1957 
Illinois Central 
Cedar Bluff, Ky. 
Ttesr-cnd col] 5 sion 
Freight 

Extra ? 5 2 8 South 
Steam locomotive 

2520 

73 cars, caboose 
Standing 

Freight 

63 

Steam loconotlvs 
2519 

10l| cars, caboose 
10 m, p # h. 

Timetable, train orders, and eutomatic 
block-s ignal system 

Double; 1 ° curve; 0,86 percent 
descending grade southward 

Clear 

6:55 a. m. 
1 killed; 1 injured 
Failure to operate following train in 
accordance with signal indications 
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INTERSTATE COMMERCE COMMISSION 

REPORT NO. 3761 

IN THE MATTER OP MAKING ACCIDENT INVESTIGATION REPORTS 
UNDER THE ACCIDENT REPORTS ACT OF MAY 6, 1910. 

ILLINOIS CENTRAL RAILROAD COMPANY 

September 23, 1957 

Accident at Cedar Bluff, Ky., on June 26, 1957, caused by 
failure to operate the following train in accordance 
wibh signal Indications. 

REPORT OF THE COMMISSION 

TOGGLE, Commissioner: 
On June 26, 1957> there was a rear-end collision 

between two freight trains on the Illinois Central Railroad 
at Cedar Bluff, Ky., which resulted In the death of one 
train-service employee, and the injury of one train-service 
employee. 

1 
Under authority of section 17 (2) of the Interstate Com

merce Act the above-entitled proceeding was referred by the 
Commission to Commissioner Tuggle for consideration and 
disposition. 
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2.07 na. 

Tangent 
3,585 ft. 
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Location of Accident and Method of Operation 
This accident occurred on that part of the Kentucky 

Division extending between Central City Yard and North Yard, 
Paducah, Ky., 100.1 miles. In the vicinity of the point of 
accident this la a double-track line over which trains mov
ing with the current of traffic are operated by timetable, 
train orders and an automatic block-signal system. At Cedar 
Bluff, 5 l - 7 miles south of Central City Yard, a siding about 
4,800 feet in length parallels the southward main track on 
the west. The accident occurred on the siding at a point 
i|49 feet south of the north switch. From the north there 
a^e, in succession, a tangent 3,585 feet in length, and a 
1 curve to the right 1,688 feet to the north switch of the 
siding and a considerable distance southward. The grade is 
0.86 percent descending southward at the point of accident. 

Automatic signals J175-3 and J 1 7 7 . 3 , governing south
bound movements on the southward main track, ai s located, 
respectively, 2.07 miles and 892 feet north of the point 
of accident. These signals are of the color-light type 
and are approach lighted. The aspects applicable to this 
investigation and the corresponding Indications and names 
are as follows: 

Signal Aspect Indication Name 
J 1 7 7 . 3 Green PROCEED. CLEAR. 
J175 . 3 Yellow PROCEED; PREPARING TO APPROACH, 
J 1 7 7 . 3 STOP AT NEXT SIGNAL. 

TRAIN EXCEEDING MEDIUM 
SPEED MUST AT ONCE 
REDUCE TO THAT SPEED. 

J 1 7 7 . 3 Red with STOP; THEN PROCEED AT STOP AND 
number RESTRICTED SPEED. PROCEED, 
plate See Rule 

509 (a.) 
The controlling circuits are so arranged that when the north 
switch of the siding Is lined for entry to the siding signal 
J175 .3 indicates Proceed-preparing-to-stop-at-next-signal 
and signal J 1 7 7 - 3 indicates Stop-and-proceed. 



- 6 -
3761 

This carrier's operating rules read in part as follows: 

10/ | . . -

-- -\- rhirlng the approach or ra-^sGge of a train 
or engine on tracks involved, a "I" rwitches connected 
wi th the movoncnt must be gecur in the norma1 
positi on. •- " 

DEFINITIONS 
Medium Spoed.—A speed not exceeding thirty miles 

per hour. 

Restricted Speec,---Proceed prepared to stop short 
of train, obstruction, or switch not properly lined 
and to look out for broken rail, but not exceeding 
fifteen miles per hour. 

'"09(a). °- -v trains or engines may pass stop and 
proceed signals without stopping, proceeding at re
stricted speed through the entire block, expecting 
to find a train in the block, broken rail, obstruction 
or switch not properly lined. 

The maximum authorized speed for freight trains in the 
vicinity of the point of accident is h$ miles per hour. 

Description of Accident 

Extra 2528 South, a south-bound freight train, con
sisted of steam locomotive 2528, 71 cars, nnd a caboose, 
This train departed from Dawson Springs, 1x0.2 miles south 
of Central City Yard, the last open office, at 5:59 a. m., 
entered the siding at Cedar Bluff about 6:30 a. m. and 
stopped with the rear end of the train L|_U9 feet south of 
the north switch. About 12 minutes later the rear end of 
the train was struck1 by No. 63. 

No. 63, a south-bound second-class freight train, 
consisted of steam locomotive 2519, 10l| cars, and a caboose. 
This train departed from Central City Yard at 5:00 a. m., 
2 hours 30 minutes late, parsed Dawson Springs, the last 
open office, ab 6:30 a. m., 2 hours 20 minutes late, passed 
signal J175-3 which Indicated Proceed-preparing-to-stop-at-
next-slgnal, passed signal J177-3 7Jhich indicated Stop-and-
proceed, entered the north switch of the siding at Cedar 
Bluff, which was lined for entry to the siding, and while 
moving at an estimated speed of 10 miles per hour it struck 
the recr of Extr3 2528 South. 
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The caboose ?nd the three rear oars of Extra 2$2Q South 
wer» derailed. The caboose and the two rear cars -jere de
stroyed, and the third CP^ ^hesd of •uhc caboose was badly 
damaged. The locomotive of y^. 63, sad the fifth to twelfth 
cars, Inclusive, w<sre derailed. The fourta, the fifth, and 
tl̂tf eighth "Co tenih cars, inclusive, were hoavlly damaged. 
The locomotive one the otnee derailed cars *«ere considerably 
damaged. 

Tne conductor of Extra 2523 South T J a s killed. The 
fireman of No. 63 "Was Injured. 

The weather was clear and the sun was shining ai; the 
time of the accident which occurred about 6:55 a- m. 

Discussion 
The dispatcher Instructed the crew of Extra 2528 South 

at Dawson Springs to Lake siding at Cedar Bluff for No. 63. 
Before the train departed from Dawson Springs, the flagman 
Informed the conductor that he in tended to eat lunch at a 
restaurant at Princeton, 2.9 miles south of Cedar Bluff. 
The conductor Instructed the flagman to board the locomotive 
in order to be near the restaurant When the train stopped at 
Princeton, The conductor said that he would perform the 
flagman's duties between Dawson Springs and Princeton. When 
the train stopped on the siding at Cedar Bluff, the engineer, 
the fireman, the brakeman, and the flagman were in the cab 
of the locomotive, and the conductor was In the caboose. 
The members of the crew on the locomotive were unable to 
see the caboose of their train because of curvature of the 
track. The first they became aware of anything being wrong 
was when the collision occurred. The conductor was killed 
and it could not be determined why he did not line the siding-
switch for movement of No. 63 on the main track. 

As No. 63 approached the point where the accident 
occurred, the engineer and the fireman were in their respec
tive positions in the cab of the locomotive, and the front 
brakeman was seated behind the fireman. The conductor and 
the flagman were in the caboose. The brakes of this train 
had been tested and had functioned properly when used en 
route. Signal J I75 .3 indicated Proceed-preparing-to-stop-
at-next-slgnal and the train passed that signal at an esti
mated speed of 25 miles per hour. The engineer made a light 
service brake application when the train was about one mile 
south of signal J 1 7 5 . 3 . Because of curvature of the track, 
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signal J177 .3 can first be seen from tho cab of a south
bound locomotive at a point 2,797 feet north of the signal. 
When the engineer observed the signa] he said he thought 
that It displayed 0 yel Low aspect bub he was not certain 
because of the sun shining on the roundels of the signal. 
He called to the fireman to verify the aspect. Both the 
fireman and the brakeman said that the signal could not be 
observed from their positions in the cab at that time and 
thst they immediately proceeded to the engineer's side. 
They said they thought that the signal displayed a green 
aspect. When the train was about ?5>0 feet north of signal 
J 1 7 7 - 3 , the members of the crew on the locomotive said they 
observed that the signal was displaying a red aspect and that 
the north switch of the siding was lined for entry to the 
siding. The speed of the train at that time was about 1$ 
miles per hour. The engineer Immediately made an emei*gency 
brake application. The speed of the train was reduced to 
about 10 miles per hour when the collision occurred. The 
engineer, the fireman, and the brakeman said that they did 
not observe anyone near the switch or the rear end of Extra 
2528 South before the accident occurred. 

Signal J177-3 tf*s tested after repairs were made to 
circuit wiring damaged In the accident and it was found to 
function properly. The signal was last tested before the 
accident occurred on June 1 2 , 1957 , and it functioned prop
erly at that time. Ho reports regarding difficulty in dis
tinguishing the aspects displayed by that signal because of 
sunshine were received by the carrier prior to the time the 
accident occurred. 

Signal J177»3 tf&s struck and moved slightly out of 
allnement during wrecking operations and, as a result, the 
effects of sun shining on the roundels under conditions 
which existed at the time the accident occurred could not 
be observed. 

No. 63 passed signal J175 .3 which Indicated Proceed-
preparing-to-stop-at-next-signal. Under the rules of the 
carrier No. 63 was then required to be operated In such 
manner that it could be sapped before passing signal J 1 7 7 - 3 * 
When No. 63 passed signal J 1 7 7 - 3 * which indicated Stop-and-
proceed, the train Was required to be operated at restricted 
speed throughout the entire block. Under the rules, the 
train should have been stopped short of the Improperly lined 
siding-switch. 
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Causa 
This accident was caused by failure to operate the 

fo3lowing train In accordance with signal indications. 
Dated at Washington, D. C , this twenty-third 
day of September, 1957-

By the Commission, Commissioner Tuggle. 

HAROLD D. Mc COY, 
SECRETARY. 

(SEAL) 


