1702
INITERSTAT® CCOMMERCE COIT"ISSION

REPORT OF THT DIRECTOR OF THF BURWAU OF SAFETY IN RE
IFVESTIGATION OF AN ACCIDENT WHICH OCCURRED OF THE
SUUTHERN RAILWAY N¥AR NEW MARKET TTRNN., OF APRIL
26, 1931,

June 11, 1931.
To the Commigsion:

On April 25, 1331, there was a rear-cnd collision be-
t7een two passenger trains on the Southern Railway near
New Market, Tenn., whilch Tresulted 1a the injurv of 20
rassengers and 6 employess.

Location and method of operation

This accident occurred on that part of the Knoxville
Divieion cxtending botweern Morristown and Knoxville, Tenn
a digtance of 41.7 miles, vhich 1s a douole-track line
over which treinsg are operated bty t1i1e-table, train orders,
an automatic block-gignal gystem, and an automatic train-
control systen of the intermittent inductive type. The

ident occurred at a point B92 fceet West of signal
10? 4-A, which 1s loceted approximately 1r miles west of
New harﬁeu, approaciing thies point fron the wegst, there
18 a 30 04' curve to the right 613 feet 1in 1ongth, tangent
track for a distance of 1,123.4 foct, and then a 1© 39
curve to the left extendiag beyond signal 107.4-4, the
accidmt occurring on the tangent treeck 75.4 fe-t frow 1te
eastecrn cnd., The grade 1s slightly agscending for ecast-
bound trains, 1t being 0.44 per cent at the point of
accldent,.

2

Due to a rock cut 18 feet ir height, located on the
curve west of the tangent tracl on weich the accident
occurred, the view had by an cngineman of the rrar o1 an
eastbound train standing at the point of eccident was
restricted to 1,181.5 feet.

The signalg are of the 3-poriticn, color-light type,
displaying red, vellow, and grcen, for stop, caution, and
procecd, respectively. The current, hevever, naé failed
2t MNascot, 11 wiles mzet of Nevw lMarket, recmalting in the
gignal eyvstan beint ot of ord r betiveen Knoxville and
llorristown.

It wag raining at the time of the accirdent, walch
occurred abcut 6,07 a.m.
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Description

Eaestbound pasrenger tr:in No. 28 consisted ol 1 com-
biration 1ail end baggege car, 1 express car, 1 corbina-
tion car, 1 coach, 4 Pullran sleepi~g cars, and 1 dining
car, all of stecl congtruciicon, hauvlcd by enfine 1471, ard
was 1n charge of Conductor Miller and Tngineman Smith,
Thig train departed from Knoxville, 24.8 miles west of
New Market, at 5.15 a.m.,accoiding to the train shest,
on time, at Mascot, 13.8 milaes from Knoxville, a stop wase
made at signal 1170-A, which was displaying a stop indica-
tion, followed by stons being made at five successive
signals, the last one becing signal 1074-A  The troin had
started to move forward at the last siprnal, and had atteined
a epe 4 of obout 10 miles por hour, when 1ts Trear end was
gtruck by train No. 4.

Eastbound poesenger trein No. 4 consisted of 1
baggege ond mall car, 1 coobination car, and 1 coech, 1n
the order named, havled by engine 1450, and was 1n charge
of Condictor Cartwright »nd Fagineman Adams., The first end
last cere were of eteel construction,while the second cer
was of wooden construction. Before departing frow Knozx-
ville, the crew rcceived a message reading as followe!

Account current off si1gnel line between
Knoxville and Few Linec pass these signals
rrithout stopping.

Thig train departed at 5.%0 a.m , according to the train
gheet, on tims, maintained 1ts scheduled time, and collided
w1ith the rear end of train Vo. 28 while travelihg at an
estimated speed of Tiom 15 Lo 18 miles per hour,

The rear truck of the last car ir tran No. 38 wag
derailed, and the reai end cf i.18 car was badly damaged,
while the first car was siightly danaged, the counlers
being knocled dovn Encine 1450 and the first car 1a train
No. 4 sustained slight dawege, but were not derailed. The
employecs i1rpjured were the conductor of trair Fo. 28, and
five dining-car cmployees.

Sum .ary of evidance

Engineman Siiith, of train No. 28, stated tnat he
stopped his train at six suvccessive signale, the first one
being at Mascot, 13.8 miles out of Knoxvillec, an”d after
passing the sccond signal he realized that the current was
off. The last stop was at signal 1074-A, and the train had
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atteined a speed of gbout 10 miles ver hour, with the
engine gbout five car- lenpths beyond the 81gna1 when
the accident occurred, he heard the whistle soupde% on
the fellowing train after he hod started his own troin.
Enplremn Smith stated that after realizing thet the
signals were o1t, he cperated his trzin so that he could
stop within his range of vision, he did not whistle out
a flag at any time, as his Ilagman end conductor were
experienced and coipetent men 2nd he had no doubtt but
that hig flagmen was furnishing the prover protection

by throwming off fusees or puttirg down torpedoes. The
statements of Fireman Xintaid added nothing of 1importance.

Conductor Miller, of ftrein No. 28, stated that after
leaving Xnoxville he was busy collecting tickets and
continued to work with his tickets practically up to
the time of the colilision. He asked the porter what
the trouble was whenhhe train made the stops and the
porier irnformed him that the signels were red. He

hen went to the baggage end of the third car in the
trein where he attended to the Pullman tickets, and weas
stending 1n the baggage car door looking for siegnael
107.4-A vhen he heard a vhistle signal sounded by the
tollowing trein, whereunon he looked back snd sam train
No 4 approcching. Conductor Miller stated that upon
leaving Knoxville the flagman was on the rear of the
trein, end as he 7was a relieblc man he nresumed that he
would remain there, properly protecting hie train, and
did net think 1t necessary to gc beck to see 1f the train
wos being protected. Hz knew thet train Yo, 4 was
following hig train out of Knoxville, but he presumed
thet that train would be making the =ame stops ag hls
orn train., After the occurrence of the accident the
flagmen told him that he had been riding on the next to
the last car, but just befor- the lest stop was made

he went to thc rear ond of the last car to throw off a
fusee, but was deleved in throwing 1t off due to diffi-
culty in getting the fusee out of the cese and 1n getting
off the cap.

Flagman Parker,of trein No. 28, stated that after
leaving Knoxville he rode at the rcar end of the last
Pullman car, which was next to the dining car, the last
car in the train; when the first stop was maede, 2t
Mascol, he ment to the rear of Lis train ond s~w that
the signal was cdisplaying a red ndication, and on
passing Hodges, about 4 miles west of the point of acci-
dent, he sawr by tho rfignals on the westbound track thet
tne current was off. Tne flagman said he rode in the
Pullman car, with the exception of two trips that he made
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to the reer of the diring car, #nd that he made no attempt
to protect his troain until jJust before the last stop was

. made, at vhich time he threw off a fugee just as the
tr.in came to a stor, the fusec being drepped practical-
ly at tne eenter of the tangont track on ~hien the
acctrdent occurred., Flagmun Parler statzd tnat he had
not thowght i1t nececsary to threw off a fusec previous
to thig time as he expected troin Ho. 4 aleo to make
the etops at the sigrale, but he mas prompted to throw
off a fumree at the last stoppi=g point as he knew that
train No. 4 wae duc to pass Hodges, 5.5 miles from New
Market, at 8.01 a.m.

The members oT the crew of train No, 28 di1d nnt
have a uniform underetanuing as to the operation of a
train within tleck-signal territory when in receipt of
a mesegige to the elfsct that the current vas off and to
vass eifgnels v2thovt etopping. Engineman Smith was
of the opinion that the train should be operated under
control prevnared to storn within ranges of visicn,
Conductor Miller thought that they rvould have the right
to rake gocd lime, but he also was eore~hat dublois
as to vhether or not the train shonld be operated under
certrol, Flogrwan Perker stated that —~h:ile 1t was not
neceegsary to stop at tha eignels, yet he did not thirk
that a messase of this kind rectored the rights of &
train to make the echedule gpecd.

Enpineman Adome, of tr=in No. 4,stated that before
departing from Knoxvaille he rocelved the measage that the
current was off and t¢ pass signals without stopping.
After leaving Knexville he found the first signal out
end the balance of the srgnals were cleesr as far as
Fascot, but the sign=al wvest of Mnscot rog displaying a
yellow indication vhile the remainder of the signals to
the point of accident were ovl. He oparated his train
on 1ts regular schedvle time, stating that he did not
reduce speed and approach thiee signals under control.
He was lookirg out for train No. 28, but as he sar Bo
fusees or torpedocg he presumed that 1t was making its
schedule time, assuming also that the crew of trmin No.

. 28 held the some messege relative teo passing the sigaals
without stopping. Engineman Adams was operating his
train at a epeed of about 30 miles per hour, vhen he
firet sew trein Wo. 28 about 1,100 fect ahead he applied
the air brrkes in emergency and put on both send blowers,
the roile wers wet and slippery, however, and the vheeles
locked on the engine, losing braking power, and the
cngine skidded 1into train No. 28 a% a speed of 15 miles
per houvr, He felt that i1f the sand had not besn wet and
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had worked properly, he would have been able to stop

N1ig trein before the collision occurrcd. Enegianerman Adams
at firsl said he interpreted the message he had received
to mean he should operate his trein under control, but
aftermards he stated that 1% was his understending

that tresins wers to be operated on tueir schedule tine
vhen holding a nessace of the kird involved 1in this
accident and that he had aiwsys operated his ftroin on
schedule time 1n the past under similar ciycumstances.
Enginenan Adams further stawved that the air brzkes had
been tested at Knoxville and had worked properly en
route, The statsments of Iireman McCullough practicelly
corroborated tnose of Engincmen Adems os to the operation
of their train from Xnoxville teo the point of accident.

The stotemerts of Conductor Cartweight, Baggagemasher
Blankenship 2nd Flegman Wilson, of trsin No. 4, brought
cut nothing sdditional of importbtence, excent that thear
trein maintsined 1ts scheduled time up to the point of
accident, Conductor Cartwraight stated that he under-
gtood that a trein conld be operated on 1ts schedule time
wiien 1n Trecelpt of a rnessege similar to the one involved.

Engineman Smith, of westbound freight train extra
5024, stated that at New Line he received a message that
thecurrent vas off end to pase the signals vrthout stopring,
end that 1t was his understanding that he should nct
ettempt to make schedule tire, but should operate his
trein under control so he could stop vithin one-half his
range of visgion.

Dispatcher Leonard, on duty at Xnoxville at the time
of the accident, etated that the operetor at XY office
at Knoxville called him at 5.28 oo, end told hin the
current woe off the =zignal line. Hz immedistely gave
the cre™ of trm Fo 4 a mesrag? that the current was
off 2nd to pase the signals without stopping,overlook-
1ng the foct that trmin No. 28 had left 15 minutces pre-
viouely tvithout any such instructions, He admitted that
he should nct have given the crem of train No. 4 o message
unless he covld have given train No. 28 a similar mes-
sagc, or else ne should heve instructed the crew of train
¥o. 4 to run under full control leooking out for trein No.
28, He further stated that 1t was not customarv for him
to give instructiocns of this kind by megsage, the rulee
regulring ham to 1ssue such instructions in the form of
trein ordars and then only vhen copies could be sent to
all traing affected, but due to the telephone and tele-
graph being in bad condition he thought 1t advigable to
give a message in this instance so a3 not to delay tr-in
No. 4.
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Signal Supervisor Colvin stated that on the morning
of the accident the 2300 volt line of the Americon Ziac
Company at Moscot burned down on account of two of the
pheses gwinging together, due to a hard nind. One of the
vhases fell across the top phase of the 4400 volt line
of the rrilroad, kickiag cut the bieaker at the sub-
gtation at Morristown, and resulting in all the gignals
betreen Morristown and Knoxville being dark. The
operetor at Knoxville imredietely toirew i1n his smitch or
remote control, ihaich gave sirnal i1ndications from Knox-
ville to Meecot, these signals were on two or three times
intermittently, but later on all ftae esignals were out
between Knozville and Morristcrn,

Conclusions

Thig =zccident was coused primarily by the failure
of Flagman Parker, of train No. 28, to provide proper
flag protection.

Under the rules, when a trrin 1s moving under cirT-
cumstances 1n wihich 11 may be overtaken by another train,
the flagman must teke such action a8 may be necessary to
insure full protection, by mnight, or by day wnen the
view 1s8 obscured, lighted fusees must be thromn off at
proper intervels, Flagman Parker wrs fullyawar: of the
fact thet his train wes loging time and that train YVo. 4
woe due to pass Hodges, 4 miles wret of the point of
accident, at 6.01 a.m., yet he rode practicelly the
entire time from Knoxville to the point of sacgident in
the car next to the rear =and made no attempt to protect
hig tr-in until jvust before the occurrcnce of the zccident
s"hen hce threw off o fusee, too late to avert the »ccident,
at a point where the view of the =pprecaching train wes
1aterially obscured., He had had nany years' =xperience
a8 a flagman, wos well acouainted with the territory, ond
wee thoroughly familiar witn the rules, but he assumed
train No. 4 also would be stopping at the signale, thus
delaying that troin in ~ similar mmaer. Conductor
Filler was fully aware of the delay of iris train, yet he
took no action whatever toc see tnat proper protection
wes being z2fforded hig train, giving 21t of his attention
to the handling of hie tickets. It 1s true heo had an
experienced flagman, but 1t o2lso w-e his duty to know
whether thet flagman was fully alert =nd preoviding the
protection reauired; this he f-iled to do.

Digpatcher Leorard received the information that the
current wos off at 5.288 2.m. rnd he then 1ssued a message
to the crew of troin No. 4 to thot effect anéd to pass
signals without stopping, overlooking the fact that trein
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Yo. 2B had departed only a shert time previouvsly, and
p2ying no attomtion e i1nshivectione that i1r sucn cares

a train order should be sert to each train. In view

of the fect that the zvrrent did not go off until after
the depertiure of trerin No. 28, he rchovld nave 1anstructed
the crew of trein No., 4 th-% troin No. 28 did not

have the message and to look cut for them, or else have
gr1d nothing to them st all ond nave allowed them %o pro-
ceed 1n the eame mannci a8 train No. 28,

Therc wes corflicting cvidence as to the znter-
pretetion placed by the diifornt members of thz crews
on the ressage involvec, acnc were of the opinion that
a train shovld wake 1te schcdul: time, others thought
the trezin should be operated under conlrol, while agein
doubt vas expresced ac te Low n traia should be operated
under such circumstances. Ergineman Ad-ms said hée hed
rade scheduled “imwe uncer riwillar circumsteaces in the
past, althovga his judem:n* 1n cdoing 80 1s open 1o
guesticn, but at the ecom: t10~ 1t 19 apparent thot the
officiaols of this divigion raouid egg to 1t that the pre-
per interpretotion 18 rlared on regsepes ©f this kind
and that steps should te takcon to sae that all concerned
have a uniform undcrsteading corncerning t 18 11ter-
pretation.

A1l of the ewmmloyecs involved wer~s experiencced rien
and at the time of the ~ccidont none of thaem had been
on duty in viclatien of any of the vrcvisicns ¢f the
houre of scrvice 1law.

Raspecetfully subnitited,
W. P BORLAYD,

Director.
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