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I1linois Central
June 15, 1948
Rives, Tenn,

Rear-end collision

Engine uwith cars : Frelght

Extra 1350 North : Extra 2351
North

1350 1 2391

29 carc, caboose ¢ 88 cars,
caboose

7 n., p. h, : 35 @, p. h,

Timetable, trailn orders and
automa“ic blecck~-signal system

Double; tangent; 0.0186 descending
grade northvard

Clear

4:06 n, m,

3 killed; 2 injured

Engine with cars occupying main track

immediately in front of following
train

@
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INTERSTATE COMIERCE COMMISSION

INVESTIGATION NO, 3189

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

TLLINOIS CENTRAL RATLRCAD COMPANY
July 23, 1948

Accident at Rives, Tenn., on June 15, 1948, caused by an
engine with cars occupying the main track immediately
in front of a following train.

1
REPORT OF THE COMMISSION

PATTERSON, Commissioner:

On June 15, 1948, there was a rear—-end collision
between an engine with cars and a freight train on the
Il1linois Central Railroad at Rives, Tenn., which resulted
in the death of three employeccs, and the injury of two
employees.

1

Under authority of s3ction 17 (2) of the Interstate Com-
merce Act the above—ecntitled proceeding was referred by the
Commission to Commissiosner Patterson for conslderation and
dlSpOSltion.
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Location of Accident and Method of Operation

This occldent occurred on that part of the Kentucky
Division extending between Woodstock, Tenn,, and North
Yard, Paducah, Ky., 155 miles. In the vicinity of the
point of accldent this is a double-track line over which
trains moving with the current of traffic are operated
by timetable, train orders and an automatic block-signal
system. At Rives, 96.9 miles north of Woodstock, a siding
5,540 feet long lizs between the main tracks. The south
and the north switches of the siding are, respectively,
6,342 fect and 802 feet south of the station, Two lead
tracks at each end of the siding extend from the ends of
the siding to the main tracks. The lead track to the
northward mnin track at the north end of the siding is 232
Teet long, The accident cccurred on the northrard main
track ot a point 186 feet north of the northward lead-track
switch, From the south on thc northward main track thoere
are, in succession, a tongent about 3 miles in length, o
2°00' curve to the left 2,121 feet ond a tangent 379 fect
to the point of necident and a c¢onsiderable dictance northward,
The grade for north-bound t™iinsg verigs betroen 0.50 prrcent
and 0.01€ nercent descending throurkout n distance of 1.8
miles irmedliately south cf the point of nccildent, wherc 1t
is 0.01€ percent.

Automatic sipnal J-284-8 nnd cemi-~utmactic signal
12, zoverning north-hound mevements on the northwaré moin
track, are, respectively, 1.17 miles and 134 fect couth
of the point of ~ccident, The involved aospocts nnd the
corresponding indications =néd nnmes of thesc slgnnls wre
as follows:

Signal Aspect Indication Nome
J-284-6 Green PROCEED, CLEAR.
12 ) Green-over- PROCEZD. CLEAR,
g red
) Red~over— STCOP. STOE,
) red

A single-track line of the Gulf, Mobile nnd Ohio Rail-
road intersects the line of the I,C. at an angle of 19°10°
at o point 279 feet north of the stnation 1t Rives, Signal
12 1s the interlocking hoite siznzl governing movements over
the crossing on the I,C. northword moin track, end this
slgnal is controlled from the station., An audible annunclator
located in the station is cctunted to indicate appronching
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movements on the I.C. northward main trock when a traln
enters the circuit 5,16 miles south of *he station. The
controlling circuits are so arranged that, when the roate
ig lined for movenent on the I.C. northward main track over
the crossing and when this track is unoccupied north of
signal 12, automatic signal J-284-8 and semi-automatic signal
12 displey nroceed indications. When the northward lead-
track switch is lined for movement from the siding to the
northward mein track, signal J-284-8 displavs a stop-and-
proceed indication. hnen A train or an engine is occunying
the northward main track immediately north of signal 12,
signal J-284~8 displays an approach incdication and siznal
12 displays a stop indication. The fouling section of the
Surnout of the northward lead trock extends 213 feet south
of the lead-track switch.

The sultch-stand of the north siding-sultch is between
the northward main trock and the eiding, and i1s of the hand-
operated two-position ground-throw low-stand tyre. It is
not provided with a target, a suiltch lamp or a lock. The
swlitch~stand of the northurrd lend-track switch is of the
hand=~operated intermediate~stand type, and is provided with
o red rectonguler tarpet, Wrhen the lead-track svitch is
lined for movement frem the siding the target 1s displayed ot
rightc angles to thle tracxk.

This carrier's opcr~ting rules veod in part as Tollows:

14. Engine Wristle Signals,

NOTE.-=Tlre signnls prescribed ar: fllustr tcd
by "o" for short sounds; " " for longer sounds, ¥ ¥ ¥
— Ll
Sound. Indication.
% % %
(e) 7 %
S/ 6 0 0 flagman protect rear

of train.

99. When a train stops undcr circumstances in
which 1t may be overtaken by another train, the
flagman must go bacl immndiately with flagman's
signals a sufficient di'stance to incure full protec-
tion, placing two torpedoes, and when necessary,
in addition, displaying lighted fusees. When
recalled, or relieved by ancther ITlagman, and cafety
to the train will permit, he may return.
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When the conditions require, hc will leave the
torpedoes and a lighted fusce.

LG

When a train is moving under circumstances in
which 1t may be overtaxen by another train, the
flagman must take such action as may be necessary
to insure full protection. By night, or by day
when the view 1s obscured, lighted fusces must be
thrown off at proper intervals,

o

¥

LK

D-152. When a train * * ¥ obgtructs another
track, unless otherwisc provided, it must first be
protected, as prescribed by Rule 99, in both
directions on that track.

514, A train or engine enter*nw & block betu.en
signals must be orotected as required by ruleg ¥* %

607, In automatic block signal territory, where
automatic block signals are used in conjunction
with interlocking signals, such siznals -"ill govern
the use of the blocks as well as the use of the
routes through the interlocking, * * *

990. Enginemen must be alert in all matters
pertaining to safety and when 1t becomes evident
that rear of train requires protection, irmedlately
sound whistle signal for flapman and, if necessary,
repeat the signal until protection is assurcd.

The maximum authorized speed for the trains involved
wag 50 miles per hour.

Description of Accident

Extra 1350 North, a north-bound freight train, consist-
ing of engine 1350, 29 cars and a caboose, stonped about 4
p. m, on The 81d1ng at Rives, with the englne standing in
the immediate vicinity of the north siding-switch. About 6
minutes later, after the engine and the first three cars had
been uncoupled from the rear portion of the train and were
moving on the northward main track at a speed of about 7 miles
per hour, the rear end of the third car was struck by Extra
2351 North,
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Extra 2351 Mortin, a north-bound freight truin, consls’-
ing of engine 2351, 82 cars cnd a caboose, ceparted Irom
Dycrshurg, 30.6 miles south of Jives, at 3:17 p. m,, passed
signal J-284~8, which dispiayed proceed, passed signal 12, .
vrich displayed s*top, and while rmoving at an estimated smeed
of 35 miles per hour 1t struck the most southerly car of The
cut of cors being pulled by engine 1350,

Engine 1350 and the 3 cars coupled to this cngine, and
the engine ond the first 19 cars of Extra 2351 North vere
derailed and damaged. The two southerly cars being pulled
by encine 1350 -jere tark cors corntaining gasoline. The tanks
vere punctured, escaping gasoline became ignited, and both
engines and several of the derailed cars vrere bacdly dcmaged
by fire,

The Tront brakeman of Extra 1350 lorth, the enginecr
of Extra 2251 North, and a fireman, who was off duty and
on enzine 2351, were killed. Yhe fireman and the front
brakeman of Extra 235) North were injured.

The weather was clear at the time of the accident, which
ccecurrcd about 4:086 n. m,

Diceussion

The opcrator at Rives said that several minutes prior
to the time the accident occurred he informed the train
dispatcher that o north-bound train hed actuated the annunciator.
The train disnmatcher informed the oncrator that there werc
two north-bound extrr trains en route, but he did not inform
the operator which train would be the first to arrive at
Rives. Then the operator placed the lever controlling sicnal
12 for that signal to display a proceed indication, and he
did not change the position of the lever until after the
accident occurred., No train order had been issued restricting
the autherity of Extra 1350 North to proceed uwith respect to
Extra 2351 North. The operator was not aware of anything being
wrong until after the collision occurred,

The curviving members of the crev of Extra 1350 North
understood that, under the rules, alter their train cleared
the main track flag prrotection was required to be furniched ,.
against following trains before 1t again occurled the main
track. During the time the cnginc and the first three cars
were moving from the siding to the northward main track, the
conductor and the flazman werec in the caboose, the engineer
and the firemsn were in thelr respective positions on the
engine, the front brakeman was on the first car and the swing



L9 - 3189

brakeman was on the third.car. Flag protecction was not
provided Tor the movement involved, which was being made for
the purvose of pickirg up cars from an auxiliary track
located come distance north of the station. The engineer
said that Le overlooked sounding the cngine vhistle signal
for flag proteccotion to be furnished %o protect the movement.
The ewing brakeman saild he thought there would be no following
train 1n this viecinity ahead of No, 2, a north-bound firgt-
class passenger train, which was due at Rives at 4:34 ., n.,
and for this reason ke thought the switching movement could
be made safely without Tlag protection., The conductor and
the flagmen said they 4did not know that the front portion

of their train was occupying the main tracxz until after the
collision occurred.

The fireman and the front brazeman of Extra 2351 North
said that the first they knew of anyvthing beins wrong uas
when their engine was a few hundred feet south of signal 12,
and they saw, simultaneously, the 1ndlcation of this signel
change from proceed to ston and the rear end of the preceding
movement occupying the main *trock., They immediately called

a warning to the engineer, wno moved the brake valvs to
emergency position, but the collision occurred hefore the
train could be stopped. The brrkes of Extra 2351 North rad
been tested and had funetinned nroperly en route,

Because of *rees adjncent %o the track nnd “rack
curvature, the view ol tre point where the ncecident occurred
from the engine of an approaching north-bound train is
restricted to a distance of about 1,400 feect from the 1-f¢v
side of the engine and to a distance of about 450 feet from
the right side.

Tests wvere made of the siegnnl apparatus 2nd the controlling
circuits after the ancident, ond no defective corndition was
found. Since signal J-284-8 was disnlaying proceed when
Extrc 2351 North passed this cicnal it is aprarent that the
northward lead-track switch was opercted %o permit engine
1350 to proceed from the siding to the northuard main track
after Extra 2351 North passed signal J-284-8, If the lead-
track switch hnd been provided with electric switch-locking,
1t would nct have been possible to orernte the swltch to
pernit movement from the siding to the northward main track
when a train was closely Aapproaching, as in this cnse.
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Cause

It 1s found that this accldent wos crused by an engine
with cars occupying the mnin track immediately in front of
o followving train.,

Deted at Washington, D. C., this twenty-third
dey of July, 1948,

By the Commission, Commissioner Patterson,

( SEAL) W. P. BARTEL,

Secretary.



