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SUMMARY. 

Date: 

Ra i l r oad : 

Loca t i on ; 

K ind o f aco ident : 

Equipment invo lved: 

T r a i n number: 

Engine number: 

Cons i s t s : 

Est imated speeds; 

Ope ra t i on : 

T racks ; 

Veather : 

Time; 

C a s u a l t i e s ; 

Cause: 

A p r i l 23. 1955 

L o u i s v i l l e and N a s h v i l l e 

Artemus. Ky , 

C o l l i s i o n 

F r e i g h t t r a i n 

44 

D i e s e l - e l e c t r i c 
un i t s 306, 238, 
117, and 301 

Cut of ears 

95 ca rs , caboose 

20-25 A . p . h . 

90 oars 

Standing 

T imetab le and t r a i n orders 

Double; tangent ; 0 .02 peroent 
ascending grade northward 

C lear 

2;60 p . n . 

7 i n j u r e d 

Mal ic ious tampering w i t h swi toh 
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R E P O R T N O . 3 6 2 7 

I N T H E M A T T E R O F M A K I N G A C C I D E N T I N V E S T I G A T I O N R E P O R T S 
U N D E R T H E A C C I D E N T R E P O R T S A C T O P M A Y 6, 1 9 1 0 . 

L O U I S V I L L E A N D N A S H V I L L E R A I L R O A D C O M P A N Y 

J U N E S # 1 9 5 5 

A C C I D E N T A T A R T E M U A , K Y . , O N A P R I L 23 . 1 9 5 5 , C A U S E D B Y 
M A L I C I O U S T A M P E R I N G W I T H s S W I T C H . 

1 / 0 
R E P O R T 0 ? T H E C O M M I S S I O N 

C L A R K E , C O M M I S S I O N E R : 

O N A P R I L 2 3 . 1 9 5 5 , T H E R E was A C O L L I S I O N B E T W E E N A 
F R E I G H T train and a C U T O F C A R S O N T H E L O U I S V I L L E A N D 
N A S H V I L L E ' T E N read at A R T E M U S , K Y . , W H I C H R E S U L T E D I N T H E 
I N J U R Y O F F I V E T R A I N - S E R V I C E E M P L O Y E E S A N D T W O R A I L R O A D 
P O L I C E officers. 
T ~ ~ ' 

U N D E R authority O F S E C T I O N 1 7 ( 2 ) O F T H E I N T E R S T A T E C O M ­
M E R C E A C T T H E A B O V E - E N T I T L E D P R O C E E D I N G W A S R E F E R R E D B Y T H E 
C O M M I S S I O N TO C O M M I S S I O N E R C L A R K E F O R C O N S I D E R A T I O N A N D 
D I S P O S I T I O N . 

I N T E R S T A T E C O M M E R C E C O M M I S S I O N 
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1 Corbin, Ky. 
19.59 ml. I 

: Artemis (Point of accident) 10.28 mi. • ' ffaloend 37.61 mi. • Loyally Ky» 
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Location of Accident and Method of Operation 

This accident occurred on that part of the Cumberland 
Valley Division extending between Loyal l a«d Corbin. Ky., 
67.48 miles, a double-traok l i n e , over which trains moving 
with the current of t r a f f i c are operated by timetable and 
train orders. There i s no blook system In use. At Artemue, 
47.89 miles north of Loya l l , a siding 1.18 miles In length 
i s located between the two jnaln tracks. A facing-point 
crossover 214 feet in length connects the northward main 
traok with the south end of the siding. The south switch 
of this crossover i s located in the northward main track 
1,21 miles south of the s tat ion. The accident occurred on 
the siding at a point 254 fee t north of the south crossover-
switch. Prom the south on the northward main track there 
are, in succession, a tangent 2^0X8 feet in length, a 3° 
curve to the l e f t 1,3 72 fee t , artf? a tangent 1,299 fee t to 
the south orossover-awiton and 8M fee t northward. The 
siding i s tangent throughout a distance of 617 f ee t Immedi­
a te ly north of the crossover. For a di stance of more than 
2,100 fee t Immediately south of the point o f accident the 
grade fo r north-bound trains varies between 0.02 percent 
and 0.32 percent ascending, and i t i s 0.02 percent ascending 
at that point . 

The switch stand at the south end of the crossover i s 
of the intermediate-stand horizontal-throw type. I t i s 
located 9 fee t 2-3/4 inches east of the center-l ine of the 
traok. I t i s equipped with both red and green targets. When 
the switch i s lined for entry to the sidlnjr a red target, 
pointed at the ends, 3 f e e t 1 inch In length and with a 
maximum height of 1 foot near the center i s displayed at r ight 
angles to the track. When the switoh i s in posi t ion for move­
ment on the northward main track an oblong green target with 
rounded ends, 3 feet 3 Inches long and 1 foot high, Is d i s ­
played In the direction of an approaching train. The centers 
of the targets are approximately 6 fee t above the l eve l of 
the tops of the r a i l s . Reflector lenses are mounted above 
the targets. Keepers are provided on opposite sides of the 
switoh stand. There l e a hole in each keeper for the insertion 
of a switch look. The throwing lever i s s lot ted to f i t over 
the keeper. A switoh lock fo r securing the switch in normal 
posi t ion i s provided. 
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In the v i c i n i t y of the point of accident the maximum 
authorized speed f o r f re ight trains i s 35 miles per hour. 

Description of Accident 

No. 44, a north-bound second-class f re ight train, con-
elated of Diese l - e l ec t r i c unite 306, 236, 117, and 301, 
coupled in multiple-unit control, 95 cars, and a caboose. 
This train departed from Loyall a t 12:12 p . m., 31 minutes 
l a t e , stopped at Wallsend, 10.28 miles south of Artemue 
about 1:50 p . m., and departed from that point at 2:33 p . m, t 

1 hour 10 minutes l a t e . While i t was moving at a speed 
variously estimated at from 20 to 25 miles per hour the 
front end of the t ra in entered the siding at Art emu a and 
col l ided with the south end of a cut of 90 cars stored on 
that t rac t . The c o l l i s i o n occurred at a point 254 feet 
north of the south crossover-switch. 

The Dieee l - e l eo t r l c unite and the f i r s t 26 care of No. 
44 were derai led. The f l r a t Diese l -e lec t r ic unit stopped 
approximately at r ight angles to the track with the front 
end against an embankment immediately east of the tracks and 
246 f ee t north of the point of c o l l i s i o n . The other Diesel-
e lec t r i c units stopped in diagonal positions across the 
r a i l s of the siding and the adjacent tracks. The second and 
fourth units overturned to the r igh t . The derailed oare 
stopped in various posit ions on or near the siding and the 
adjacent traoke. The six care at the south end of the cut 
of cars on the siding were derailed and stopped in various 
posit ions on or near the track. The f i r s t Dies e l - e l e c t r i c 
unit was badly damaged, and the other units were considerably 
damaged. Nineteen of the derailed cars of No. 44 and one of 
the derailed cars of the cut on the elding were destroyed. 
The other derailed oars were badly damaged. The main tracks 
and the siding were destroyed throughout a distance of 440 
f e e t . 

the conductor, 
The engineer,/ the front brakeman, the flagman, and a 

student brakeman were injured. 

The weather was clear at the time of the accident, which 
occurred about 2;50 p. n. 
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Discussion 
Bscause of a strike which was In progress on the line 

of this carrier, the crew which was operating Ho. 44 at the 
time of the accident vas made up of employees who had been 
temporarily assigned to positions in train and engine 
service. The engineer was regularly employed as a roundhouse 
foreman, tne fireman as a machinist helper, and the front 
brakeman as a shop laborer, 

Ae No, 44 was approaching tne point where the accident 
occurred the enginemen, the front brakeman, a student brake-
man, and a sergeant of the railroad police force were In the 
control compartment at the front of the locomotive. The 
conductor, the flagman, and a sergeant of the railroad police 
were In the caboose. The brakes of this train hod been tested 
by members of the crew before departure from Loyall and had 
functioned properly when used en route. Several minutes before 
the train reached Art emus the front braketaan entered the engine ' 
compartment of the first Diesel-electric unit. The engineer 
said that when the locomotive approximately one-half mile 
south of the elding at Artemua he made a 5-pound hr&ke-plpe 
reduction which reduced the speed from about 35 miles per hour 
to 32 or 33 miles per hour, as Indicated by the speed-indleating 
device. Scon after the brake application •vas initiated the 
locomotive entered the tangent south of the siding, and the 
engineer observed a man walking toward the train on the north­
ward track. This man left the track as the train approached 
and entered a waiting automobile on a highway which closely 
parallels the railroad on the east in this vicinity. The 
engineer observed that there were two other persons in the 
automobile. After he passed the automobile he turned to face 
the north and directed his attention to the track ahead. 
Several seconds later he observed that the south crosaover-
switch was lined for entry to the siding. He immediately made 
an emergency appllcation of the brakes, and he thought the 
speed was reduced to about £5 mllee per hour before the collision 
occurred. The fireman said he observed that the south crossover-
switch was open at about the time the engineer took actiort to 
stop the train. He said that the emergency application was 
made when the locomotive was apprcximately 2 0 0 to 250 feet 
south of the swltoh. The front brakeman said that he returned 
>to the control compartment immediately before the locomotive 
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entered the turnout and he did not observe th© position 
of the switch. The conductor eald that the emergency 
application of the brakes reduced the speed to about 20 
miles per hour before the collision occurred. 

After the accident occurred the south crossover-switch 
was found to be lined for entry to the siding. This switch 
previously had been spiked i n position for movement on the 
northward main traok. Examination o f the switch disclosed 
that the switch points were undamaged* fPwtj spikes which 
had been driven into the head block t i© to secure the switch 
point against the stock rail had been removed. One spike was 
found between the ties at the switch, Marks on the switch 
plate through which the spikes had been driven indicated that 
the spikes had been removed by use o f a claw bar* The switch 
lock had been removed from the keeper and was found on the 
embankment about 20 feet east of the switch. A clow bar, 
which evidently had been ueed to pull the spikes, was found 
on the embankment east of the track at a point approximately 
30 feet from the switoh* 

The facing-point switch involved had been spiked in 
normal position on April 2, 195b. I t *wv l a s t inspected by 
the track supervisor about 11 a. m. on the day before the 
accident occurred and the track supervisor said he observed 
that the spikes whl oh secured the switch points In normal 
position were in place and the switch lock was In place and 
looked A t that time. A t the time this investigation was 
concluded the person or persona who lined the switch for entry 
to the siding had not been apprehended. 

Observations made by inspectors of this Commission after 
the accident occurred disclosed that the target of the switch 
involved had recently been painted. It was found that when 
the switch was lined for entry to the eld)rig the indication 
of the target was clearly visible for a d3 stance of 2,000 
feet south of the switch. 
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Cause 
This accident was caused by malicious tampering with 

a svitch., 
Dated a t Washington, P. C , t h i s ninth 
day of June, 1955, 
By the Commission, Commlasloner Clarke, 

(am) HAROLD McCOX, 
Secretary. 


