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Railroad:
Date:

Loc=tion:

vind of accident:

Trains involved:

Trsin numbers:

Engine numnbers:

(@]

onclet

SULNMARY

Southern

Cctober 21, 1340

Soutlern : G, M, & O.
freighnt freight

Second 55 : 58

4514 1 482

44 cars, caboose : 47 cars, caboose

Standing : 6-3 m. p. h.

Timetable, train orders and
automatic block-signal and
automatic train-ctop system;
yarda limits

Sinzle; 1929t compound curve to
left; grace level
Clear

About 8:28 a. m.
1 killed; 1 injured
Failure to control speed of

No. 58 properly while moving
within yard limilts
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November 30, 1940.

L0 e Coamission:

Cn Cctober 21, 1940, there was a recar-snd collicion
etenn a Southerr Rallway frsisht troin and a Gulf, Mobille and
S0 nglilroca freighit train, on *the line of the first-mentioned
C&TP;PF, at Corinth, lliss., waizh resulted in +the d=zath of ons
employree ana tne injury of one emplove

L\JJ

Iraire of the CGulf, Vcbile and Ohio Pailroad, hersinafter
referred to s the 3. M. & O., sre operatad over thes Southern
Railway, herecinaZtsr referrec %) z& the Southern, beitween
Forrest Yara, JTenn., snd Jorintn, ¥iss., a Gictance of 8E.2
miles, Thir accident occurred on that part of The Momphils
Divielion wnich axtends Y.t een lemphis, Ts=nn., anca Saeffileld,
Al2., & distarce of 147.3 alles. In the vicinity of the p01nt
of sceciceat this le 2 single-track linc over which trains are
opveratcd by vimsz.abls, train orders and an automatic Llock-
firnal and automatic Trg;; 60, “roten.  The avulcent occurred
Within yard limits atb a point 3,544.5 feet west of the station
o% Corintza.

As the point of acelient is approached from the west there

Py
are, in successgsion, a compouné curve to ths left 35,452.8 feet

lor,;, the maximuwa curvature of which is 0040'30", a tangent 825
Jeet long, a compound curve to the rlgbt £,687.9 feet long, the
maximum curvature cf which is 0°953!', a tanssnt 1,2406.7 feet long,
& a compoura curve To the left p,&ll 1 feet lons, the maxinum
ﬂu“"auure of which is 1°988'; *the accident occurrsd on the last-
mentioned curve as a »noint ”?8.5 feet from ite westarn end. The
grace Tor east-bound trains is, success.vely, C.91 psrcent
descending 4,400 feet, €.2338 nercent descending 4,700 feet, and
level 3565.5 feet to the poinu 0f accident and 1,44£.5 feet beyond
A yerd-1imit sign is iocateld 8,280 feet west of the point
of accicent. Tie east switch of Corinth Siding is located 0.2
mile wrest of Corinth station; The riding 1s 4,227 feet long and
parallels the main track on the south. Ths accldent occcurred on
the main track at a point 1,316 Teet east of the west switch of
the siding. Automatic signals 4612-A and 4870-A, which govern
eastward movements on the main line, arc &-l1lndication, color—
light signals, continuously lighted, and are located 8,764 Teet
a0l 2,320 feet, respectively, weszt of the noint of accident.
the aspects, indications, and names of these gignals are as

follows:
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Aspect Trdication Name
Green Proceed Clear-Signal
Yellow Approach next Signal Approach-Signal
prepared to Stop
Red Stop; then Procceed Stop and Proceed
Signal

The automatic train-stop system is of the intermittent
inductive type. Encines are provided with acznowledging devices.

The following ruies of the operating cepartment read in
vhnole or in part as folloys:

93, Within yard 1limits the main track may
be used without protecting against second
and inferior class Srains. Szcond and in-
ferior class and extra trains or engines
must move within yard limits prepared to
stop unless the main track 1is ceen or

known to be clear. Vhen the view 1is ob-
gtructed acdisicral precautions musti be
taken. 1In case of accldent the resvonsi-
bility will rest with the epproachning train.

Note.- Yard limits are indicated by sign
boarcs resdin~ "YARD LIMIT, " and the lo-
cations are also shown for each division
in the current time table.

e
%
%

509. ¢
When a trzin 1s stonped by a Stop
and Proceed-sigral it nay proceed at
once &t slow gmeed expecting to find a
train in the block, broken rail, ob-
struction or siriten aot properly set.

J=3 [

1223. ENGINzMED”
* % ¥ They are solely responsible

for the observance of and comdpliance with

the indications given by fixed signals,

flagmen's signals or other signals affecting

oL

head end forward train movement; ¥ # *



1370. FIREMEN

They must keep a lookout for signals, ‘
obstructions or defects of track or of their

traineg, * * * gnd call them to the attention

of the engineman.

A bulletin issued by the csuperintendent on August 5, 1940,
reals as follows:

3 3 to call your attention to
the importance or complying with Fule 93. (The
vard limit Rule).

o 3
(S
E

Thie is a very Iimportant rule in
the safety cperaticn of trains throuzn yard
limits and must be compiied witn.

The meximum authorized speed for trains in thilis territory
Iz &0 miles per hour.

The weather was clea> at the time of +the accident, which
odcecurred about £:28 a. m.

Description

Second E6, ar east-bound Southerrn sscond-class freight
train, with Conductor Pittman and Enginemen Hichole in charge,
cancisted of engine 4514, 44 loaded cars and a caboose. At
Forrest Yard the crew received a mecsage reading:

Do not fill. turn Corinth.

This traln departed from Forrezt Yard at 3:40 a. m., according

to the train sreet, 3 hoia's 10 minutes late, and pasced Middleton,
23.7 miles wess of Corinti and *the last oren night office, at
7134 a. m., 4 hours 25 minutes late. At Corinth Siding the
ngboose vrag deteched and under its ovm momentun was permitted tt'
move eastward on the main track; it stopnod 1,516 feet east of

the west switch. The remainder ol towo train entered the siding
and stopped about 8:20 a. m.; the engine was detached and it
roved through the east eidineg-sviteh to the main track. Then

the engine made a back-up movement and had just stopped a few
feet east of 1ts caboose when No. 58 struck the caboose, and

the force of impact drove the caboose against engine 4514.
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=
No. 58, an east-bound G. M. & O. =second-class freight

train, wiia Conductor Archer and Engineman Peters in charge,
consisted of G, M. & O. engine 482, 45 loadsd and 2 empty cairs
and a caboose. This train departed from Forrest Yard at 3:55
a. m.,, according to the train sheev, 2 hours 40 mlinutes late,
passed Pocahontas, 18.7 miles west of Corinth and the last open
day office, at 8:03 a, m., 3 hours 58 minutes late, passed the
yard-1limlt sign at Corinth, stopped at signal 4600-A, which was
displaying a stop-and-proceed indication, then proceeded, and,
while moving at a speed variously estimated at 6 to 8 miles per
hour, struck the caboose of Second 58,

The caboose of Second 56 was derailed and considerably
damaged; 1t leaned to the right against a car on the siding., The
east coupler of the caboose entsred the cilstern of engine 4514.
The cistern of engilne 4514 was torn from the tender frame and
the left slde of the engine cab was crushed. Englne 482 stopped
about 122 feet east of the point of collislon; the front end was
badly damaged.,

The employee killed was the ensineman of Second 66, and
the employee injured was the fireman of Second 56,

Summary of Evidence

Conductor Pittman, of Seccond 56, steled that at Forrest
Yard the alir brakes were tested and they functloned »nroperly
en route. At several polnte en route to Corinth No. 58 overtook
hls train. Because of instructions to set off all cars of hils
train at lJorinth his engine entered Corinth Siding at the wecst
siding-switch, During this movement the cavoose was detached.
and it proceeded eastward on the main track, The caboose atopped
about 1/2 mile east of the west siding-switch and was standing
at that point 5 minutes before the accident occurred. The
conductor said that he was on the east platform of the caboose
when he observed No. 58 stop at signal 4600-A and then proceed.,
The weather was clear and No. 58 could be seen distinctly all
the time as it approached. When No. 58 was about 800 feet
distant he observed two members of the crew of that train looking
out the cab window on the left side of the englne. He did not
realize that No. 58 would not stop until that train was about
200 fcet distant and moving about 7 or 8 miles per hour. During
this time engine 4514 moved westward on the main track and
stopped about 8 feet east of the caboose. No., 58 collided with
the caboose, which, being pushed eastward, collided with the
tender of engine 4514, The conductor understood that, according
to the yard-limit rule, sscond-class and inferior tralne must
move within yard limits prepared to stop, and that his train was
not required to furnish flag protection against No., 58, He sald



-8 -

that when trains were yarded at Corinth Siding the procedure
which was followed on this occasion was customary practice. ‘

Flagman Malone, of Second 56, stated that when his traln
was entering Corinth Siding he detached the caboose and lined
the west siding-switch for the caboose to move eastward on the
maln trcck. When his engine was making a back~up movement he
was standing near the east end of the caboose to couple the
engine to 1t. At that time he observed No. £8 moving toward
his caboose and reallzing that it was not going to stop he gave
his engineman a hand stop-signal and also waved stop signals to
the engine crew of No. 58; the accident occurred immediately
afterward. He stated that Just prior to the colllsion No. 58
was moving at a speed of 6 or 8 miles per hour. The brakes of
No. 58 were applied in cmergency at the time of the collision.
The view to the rear of his caboose was unobetructed and the
weather was clear. He sald that under Rule 93 he was not required
to furnlsh flag protection against second-class or inferior
trains.

Fireman Ashley, of Second 56, stated that after the cars
of his train were placed on Corinth Siding the engine moved
through the east eiding-switch to the main track, then a back-up
movement was made toward the caboose. As his engine was moving
toward the caboose, he heard the engine whistle of No. 58 sounded
for a road crossing to the rear of his caboose. He had an un-
obstructed view to the rear and seeing No. 58 approaching he
warned his engineman, who replicd, "They will stop." The fire-
man said that his engine stopped about 10 feet east of the
caboose., When No. 58 was about 20 car lengths to the rear of
the caboose it was moving at a spced of about 10 miles per hour,
and when 1t was about 10 car lengths west of the caboose the
fireman warned the engilneman and Jumped from the engine. The
caboose was struck immediately afterward, when the speed of No,
58 was about 8 miles per hour. He sald that the caboose could
have been seen from the left side of an east-bound engine a
distance of 40 car lengths; howe¢ver, the englneman's view was
restricted by track curvature. He understood that second-class,
inferior-class and extra trains must move within yard 1limits
prepared to stop unlegs the main track is seen or known to be

clear. .

The statement of Brakeman Pipkins, of Second 56, added
nothing of importance.

Engineman Peters, of No. 58, stated that the air brakes
were tested at Forrest Yard and they functioned properly en
route. As his train approached Corinth Siding, signal 4600-A
was displaying a stop-and-proceed indication; he made a 25 or
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50-pound brake-pipe reduction, which stopped the train at that
signal. After releasing the brakxes he waited 2 or 3 minutes to
restore the brake-pipe pressure fully. The train proceeded into
the block at a speed of 8 miles per hour. As his train
approached the point where the accident occurred he made a brake-~
pipe reduction of 10 pounds and sounded ths whistle signel for a
road crossing., He was in his usual position maintalning a look-
out ahead but because of track curvature his view was restricted.
The front brakeman, who was not 1n the habit of calling warnings
concerning conditions ahead, was on the left seatbox looking ahead
and did not call a warning in this instance. The fireman, having
dug down some coal, returned to the left seatbox, looked ahead
and gave a hand signal to reduce speed and the engineman made
another brake-pipe reduction; at this time the speed of his train
was 7 or 8 miles per hour. Tnen he saw someone on the ground
waving nSop signals and he applied the air brakes in emergency,
but too late to avert the collislon. Because of severe slack
closure from the rear, his engine, moving at a spced of 5 or 7
miles per hour, struck the caboose. He statecd that he was op-
erating his traln at such spced that he could have stopped for

a switch not properly set. At seve -al points en route he had
stopped his train to the rear of Sscond 56, Although he thought
Second 56 was in the vicinity of Corinth Siding, he d1d not see
1t until his engine was about 3 or 4 car lengths west of the
cabocose. He stated that at ssveral points between the yard-limit
sign and the point where the accident occurred he could have seen
the caboose of Second £68. He understood that Rule 93 required
him to proceed prepared to stop short of an obstruction; however,
since his view was restricted by track curvature, he depended
upon the fireman and ths front brakeman to inform him of condi-
tlons immedlately in advance of his engine affecting the safe
passage of his train. He thought the emergency applicatlion of
the air brakes was not effective because of braks~pipe reductions
made previously. He said that steam escaping from tae pipe to
the water pump indicator obscured the view ahead on the 1aft side
of the cab to some extent; however, if elther the fireman or the
front brakeman leaned out the side cab-window his view ahead was
unobscured.

Fireman Kirk, of No. 58, stated that he understocd that
gsecond-class, inferior-class and extra traing must wove within
vard 1limits prepared to stop unless the main track is seen or
known to be clear. Since signal 4600-A displayed stop-and-
proceed for his train he was aware that his train was required
to be operated at slow speed because of the possibllity of finding
a train in the block, a broken rail or a switch not properly
lined. He left his seatbox for a short period to dig down some
coal; when he returned to his scatbox he observed an englne on



the main track moving toward their train, and called a warning

to his engineman. At that time he observed a caboose standing .
on the main track between his train and the other engine, and

again he warned the engineman, who applied the brakes in emsr-
gency. His traln was practically stopped when the colllsion
occurred but sudden slack closure in his train increased the

force of impact. He said that haed he maintained a constant

lookout ahead he could have seen the caboose earlicr than he did.
He did not hear the front brakeman warn the engineman. The fire-
man was last examined on operating rules in January, 1940.

Front Brakeman Watkins, of No. 58, stated that he was on
the left seatbox maintaining a lookout ahead. He understood that
it was his duty to warn the =sngineman of track conditions in
advance of their train., He filrst observed the csboose involved
when his engine was about 15 car lengths weest of it and called a
warning to the engineman; however, he was leaning out the side
cab-window and he did not turn toward the engineman; consequently,
he thought possibly the engineman did not hear him. He said that
enginemen are responsible for the operation of their train and
he felt rcluctant to give warnings to them. He stated that he
was last examined on operating rules on January 23, 1940.

Conductor Archer, of No. 58, stated that he was in the
caboose as hils train approached the point where the accident
occurred and that the speed was 7 or 8 mlles per hour. He felt
the brakes belng applied in emergency, and then the train
stopped in a distance of 5 or 6 car lengths. The weather was
clear at the time of the accident, which occurred aboul 8:2
8. M,

The statement of Flagman McKinney, of No. 58, added
nothing of importance.

Master Mechanic Stewart steted that subsequent to the
accident he tested the brakes on No. 58 and no defective condi-
tion was found that might have contributed to the cause of the
accldent.

Trainmaster Bryan stated that all train and engilne-service
employees are required to attend Book of Rules examinatlons once
each year. Efficiency tests are conducted monthly.

Observations of the Commission's Inspectors

The Commission's inspectors observed that a caboose stand-
ing at the point of accident could ve seen from the right side
of an east-bound engine between points 2,475 fcet and 350 feet
west of 1t; then the view was restricted a distance of 100 feet,
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cut vnrestricted the remairder of the distance. The viev fronm
the left cicde of an ezst-bound engine was unrestricted throughout
a distance of 2,343 fTeet imradiatvely west of the caboose.
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woiild have D
8 milsg per

Ky

zen prevented. No. 58 was moving at a speed of 7 or

A , ai1d had any one of the three rembers of the

crgtr on the engine been alert this accident would not have .
occurred. Tn2 employees involved had received instructions on
cverating rulzs frsaquently aad, in addition, 2-1/2 months before
this aCﬁﬁdent occurred the superintendent issued a bulletin

calling a%ttention to the importence of compliance with the
provisions of the yard-limit rule.

Conclusion

accicent was caussd by Tellure to control the speed

8
of HNc. proverly vhile moving within yerd limits.

Director.



