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INTERSTATE COMMERCE COI^'ISSION 

REPORT OF THE DIRECTOR OF THE BUREAU OF SAFETY IN R*; 
INVESTIGATION OF AN ACCIDENT WHICH OCCURRED OF THE 
SOUTHERN RAILWAY N^AR NEW MARKET TENN., ON APRIL 
2 6 , 1 9 3 1 , 

June 1 1 , 1 9 3 1 . 

To the Commission-

On April 2 6 , 1 9 3 1 , there was a rear-end collision be­
tween two passenger trains on the Southern Railway near 
New Market, Tenn., winch resulted m the m]urv of 30 
passengers and 6 employees. 

Location and method of operation 

This accident occurred on that part of the Knoxville 
Division extending betwenn M o m s t o w n and Knoxville, Tenn 
a distance of 4 1 . 7 miles, which is a douole-track line 
over whicn trains are operated by tiie-table, t r a m orders 
an automatic block-signal system, and an automatic tram-
control system of the intermittent inductive type. The 
accident occurred at a point 6 9 9 feet west of signal 
1 0 7 . 4-A, which is located approximately 1 J milps west of 
NBW Market, approaching this point from the west, them 
is a 3 0 0 4 ' curve to the right 6 1 3 feet m length, tangent 
track for a distance of 1 , 1 2 3 . 4 feet, and then a 1 ° 3 9 
curve to the left extending beyond signal 1 0 7 . 4 - A , the 
ace id, lit occurring on the tangent treok 7 5 . 4 fe^t from its 
eastern end. The grade is slightl1/ ascending for east-
bound trams, it being 0 . 4 4 per cent at the point of 
accident. 

Due to a rock cut 1 8 feet m height, located on the 
curve west of the tangent track on w m c h the accident 
occurred, the view had by an engineman of the r^ar 01 an 
eastbound t r a m standing at the point of accident was 
restricted to 1 , 1 8 1 . 5 feet. 

The signals are of the 3-position, color-light type, 
displaying red., yellow, and, green, for stop, caution, and 
proceed, respectively. The current, however, nad failed 
at Mascot, 1 1 i^iles west of New Market, resulting m the 
signal system being 01 t of ord T between Knoxville and 
H o m e t o w n . 

It was raining at the time of the accident, wnich 
occurred about 6 . 0 7 a.m. 
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Description 

Eastbound pasrenger t r i m No. 38 consisted of 1 com­
bination nail end baggage car, 1 express car, 1 combina­
tion car, 1 coach, 4 Pullman &leepi"g cars, and 1 dining 
car, all of steel construction, hauled by engine 1471, end 
was m charge of Conductor Miller end Engineman Smith. 
This t r a m departed from Knoxville, 24.8 miles west of 
New Market, at 5.15 a.m.,accoiding to the t r a m sheet, 
on time, at Mascot, 13.8 miles from Knoxville, a stop W D P 
made at signal 117.0-A, which was displaying a stoo indica­
tion, followed by stops being made at five successive 
signals, the last one being signal 107*4-A The train had 
started to move forward at the last signal, and had attained 
a epe d of about 10 miles D O T hour, when its rear end was 
struck by t r a m No. 4. 

Eastbound pr csonger t r n n No. 4 consisted of 1 
be.ggege and mail car, 1 combination cai, and 1 coach, m 
the order named, hauled by engme 1450, and was m charge 
of Condietor Cartwright ?nd Engineman Adams. Tho first m d 
last C S I B norc of steel construction,while the second car 
was of wooden construction. Eefore deporting from Knox­
ville, the cr^w received a. mesR3.ge reading as follows: 

Account current off signal line between 
Knoxville and New Lino pasp those signals 
without stopping. 

This t r a m departed at 5.r^0 a.m , according to the t r a m 
sheet, on time, maintained its scheduled ti-ie, and collided 
with the rear end of tram No. 28 while traveling at an 
estimated speed of fiom 15 to 18 miles per hour. 

The rear truck of the last car m t r a m No. 28 was 
derailed, pnd the real end cf t. is car was badly damaged, 
while the first car was slightly daiaged, the couplers 
being knocked do^n Engine 1450 and the first car m t r a m 
No. 4 sustained slight damage, but were not derailed. The 
employees m]ured were the conductor of t r a m Ho. 28, and 
five dining-car employees. 

Sum ,ary cf evidence 

Engmeman Smith, of t r a m No. 28, stated tnat he 
stopped his t r a m at six successive signals, the first one 
being at Mascot, 13.8 miles out of Knoxville, an-̂  after 
passing the second signal he realized that the current was 
off. The last stop was at signal 107.4-A, and the t r a m had 
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attamed a speed of about 10 miles per hour, with the 
engine about five car-lengths beyond the signal, when 
the accident occurred, he heard the whistle sounded on 
the following train after he had started his own train. 
Enginemn Smith stated that after realising that the 
signals were 011, he operated his train BO that he could 
stop within his range of nsior, he did rot whistle out 
a flag at any time, as hie flagman end conductor were 
experienced and competent men and he had no doubt but 
that his flagmen was furnishing the proner protection 
by throwing off fusees or puttirg down torpedoes. The 
statements of Fireman Umcaid added nothing oi importance. 

Conductor Miller, of t m n No. 28, stated that after 
leaving Knoxville he was busy collecting tickets and 
continued to work with his tickets practically up to 
the time of the collision. He asked the porter what 
the trouble was whence t r a m made the stops and the 
porter informed him that the signals were rea. He 
then went to the baggage end of the third car m the 
t r a m where he attended to the Pullman tickets, and was 
standing m the baggage car door looking for signal 
107.4-A when he heard a whistle signal sounded by the 
following train, whereupon he looked back and saw t r a m 
No 4 approaching. Conductor Miller stated that upon 
leaving Knoxville the flagman w?s on the rear of the 
t r a m , and as he was a reliable man he ^resumed that he 
would remain there, properly protecting his tram, and 
did not think it necessary to go back to see if the tram 
was being protected. He knew that t r a m No. 4 was 
following his t r a m out of Knoxville, but he presumed 
that that t r a m would be making the samp stoos as his 
own tram. After the occurrence of the aecident the 
flagman told him that he had been riding on the next to 
the last car, but just before the last stop was made 
he went to the rear end of the last car to throw off a 
fusee, but was delayed m throwing it off due to diffi­
culty m gettmg the fusee out of the case and m getting 
off the cap. 

flagman Parker, of t r a m No. 28, stated that after 
leaving Knoxville lie rode at the rear end of the last 
Pullman car, which was next to the dining car, the last 
car m the train; when the first stop was ma.de, at 
Mascot, he went to the rear of his t r a m end saw thab 
the signal was displaying a red indication, and on 
passing Hodges, about 4 miles west of the point of acci­
dent, he saw by the signals on the westbound track that 
the current was off. Tne flagman said he rode in the 
Pullman car, with the exception of ti/o trips that he made 
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to the rear of the daring car, rnd that he made no attempt 
to protect his t r a m until just before the In st stop was1 

made, at rhich time he threw off a fusee just as the 
ti\ in came to a stop, the fusee be zing dropped practical­
ly (it tne eenter of the tangent trp.uk on ^hion the 
accident occurred. Flagman Paiker stated tnat he had 
not thought IT; necersary to throw off a fusee previous 
to this time as he expected t r a m ifn. 4 also to make 
the stops at the signals, but he ^de prompted to throw 
off a fURPe at the last stopping: point as he knetv that 
t r a m No. 4' was duo to pass Hodges, 5.5 miles from Ne^ 
Market, at S.01 a.m. 

The members of the crew of t r a m No. 28 did not 
have a aniform understanding as to the operation of a 
t r a m within block-signal territory when m receipt of 
a message to the effect that the current ras off and to 
pass eigne la vi thout stopping. Enprmeman Smith was 
of the opinion that the train should be operated under 
control prepared to sto"n within range of vision, 
Conductor Miller thought that they rould have the right 
to rake good time, but he also was somewhat dubiois 
as to whether or not the t r a m should be operated under 
control, Flap-iran Parker stated that -iiile it was not 
neceEsary to stop at the signals, yet he did not think 
tnat a message of this kind restored the rights of a 
t r a m to make the schedule speed. 

Englnsmall Adams, of train No. 4,Btated that before 
departing from Knoxville he riceived the message that the 
current m s off and to pass signals without stopping. 
After leaving Knoxville he found the first signal out 
pnd the balance of the signals were cleai as far as 
Mascot, but the signal west of Mascot was displaying a 
yeJlow indication Thile the remainder of the signals to 
the point of accident were o 1 nt. He operated his train, 
on its regular schedule time, stating that he did not 
reduce speed and approach these signals under control. 
He was looking out for t r a m No. 28, but as he saw no 
fusees or torpedoes he presumed that it was making its 
schedule time, assuming also that the crew of t r u n No. 
28 held the same message relative to passing the signals 
without stopping. Engmeman Adams was operating his 
t r a m at a speed, of about 30 mil^s per hour, when he 
first sew t r a m No. 28 about 1,100 feet ahead he applied 
the air brakes m emergency and put on both sand blowerg, 
the rails were wet and slippery, however, and the wheels 
locked on the engine, losing braking power, and the 
engine skidded into train No. 28 at a speed of 15 miles 
per hour. He felt that if the sand had not beai wet and 
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had worked properly, he would have been able to stop 
his train before the collision occuired. Engineman Adams 
at first sai d he interpretpd th<= message he had received 
to mean he should operate his tram under control, but 
afterwards he stated that; it was his understanding 
that trains w e m to be operated on tneir schedule tine 
when holding a message of the kird involved in this 
accident and that he had aixreys operated his tiam on 
schedule time m the past under similar circumstances. 
Engmeman Adams further staged that tne air brakes had 
been tested at Knoxville and had worked properly en 
route. The statements of Fireman McCullough practically 
corroborated tnose of Engmeman Adams as to the operation 
of their t r a m from Knoxville to the point of accident. 

The statements* of Conductor Cartwright, Baggagemastber 
Blankenship and Flagman Wilson, of t r a m No. 4, brought 
out nothing additional of importance, except that their 
t r a m maintained its scheduled time up to the point of 
accident. Conductor Cartwright stated that he under­
stood that a t r a m co^ld be operated on its schedule time 
when in receipt of a message similar to the one involved. 

Engineman Smith, of westbound freight tra.m extra 
5024, started that at New Line he received a message that 
the current wa.s off and to pasr the signals without stopping, 
end that it was his understa.nd.ing that he should not 
attempt to make schedule ti^e, but should operate his 
trein under control so he could stop within one-half his 
range of vision. 

Dispatcher Leonard, on duty at Knoxville at the time 
of the accident, stated that the operator at KY office 
at Knoxville called him at 5.28 a..m , c'nd told h m the 
current wae off the signal line. He immediately gave 
the ere1*7 of train No 4 a message thet the current was 
off and to pass the signals without stopping,overlook­
ing the fact that t r n n No. 28 had left 15 minutes pre­
viously without any such instructions. He admitted that 
he should not have given the crev of t r a m Ho. 4 a, message 
unless he could have given t r a m No. 28 a similar mes­
sage, or else he should have instructed the ere1'' of t r a m 
No. 4 to run under full control looking out for t r a m No. 
28. He further stated that it was not customary for him 
to give instructions of this kind by message, the rules 
requiring him to issue such instructions in the form of 
train orders a.nd then only when copies could be sent to 
all trams affected, but due to the telephone a.nd tele­
graph being in bad condition he thought it advisable to 
give a message m this instance so as not to delay t m m 
No. 4. 
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Signal Supervieor Colvin stated that on the morning 
of the accident the 2300 volt line of the American Sine 
Company at Mascot burned down on account of two of the 
phases swinging together, due to a herd wind. One of the 
phases fell across the top phase of the 4400 vo]t line 
of the rnlroad, kicking out the bleaker at the sub­
station at Morristown, and resulting m all the signals 
between Morristown and Knoxville being dark. The 
operator at Knoxville immediately tnrew m his switch or 
remote control, which gave signa.1 indications from Knox­
ville to Mascot, these signals were on two or three times 
intermittently, but later on all tne signals were out 
between Knoxville and Morristown. 

Conclusions 

This accident was caused primarily by the failure 
of Flagman Parker, of t r a m Mo. 28, to provide proper 
flag protection. 

Under the rules, when a t m n is moving under cir­
cumstances in which it may be overtaken by another t r a m , 
the flagman must take such action as may be necesso,ry to 
insure full protection, by night, or by day wnen the 
view is obscured, lighted fusees must be thrown off at 
proper intervals. Flagman Parker was fullj/awar? of the 
faxt thet his t r a m was losing time and that t r a m No. 4 
we s due to pass Hodges, 4 miles w^st of the point of 
accident, at 6.01 a.m., yet he rode practically the 
entire time from Knoxville to the point of accident m 
the car next to the rear and made no attempt to protect 
his t r u n until just before the occurrence of the accident 
i rhen he "threw off a fusee, too late to avert the accident, 
at a point where the view of the approaching t r a m was 
lateria,lly obscured. He had ha„d many years' experience 

as a flagman, was well acquainted with the territory, end 
was thoroughly fa.miliar witn the rules, but he assumed 
t r a m Wo. 4 also would be stopping at the signals, thus 
delaying tha/t t r a m m n similar manner. Conductor 
Filler was fully aware of the delay of h i s tram, yet he 
took no action whatever to see tnat proper protection 
was being ?Jfforded his tram, giving oil of his attention 
to the handling of his tickets. It is true h^ he.d en 
experienced flagman, but it also w a his duty to know 
^7hether that flagman was fully alert and providing the 
protection reciuired; this he f a i l e d to do. 

Dispatcher Leonard received the information that the 
current was off at 5.28 a.m. m d he then issued a message 
to the crew of t r a m No. 4 to that effect and to pass 
signals without stopping, overlooking the fact that t r a m 
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Fo. 38 had d e p a T t e d only a short tiije previously, and 
paying no attention to instructions that m sucn cases 
a train order should bn sent to each train. In view 
of the fact that the avrx^nt did not go off until after 
the departure of tram No. 28, he should nave instructed 
the crew of t r ? m No. 4 th-t t r u n No. 28 did not 
have the message and to look out for them, or else have 
said nothing to them at all and nave a.llowed then to pro­
ceed m the same mannci as t r a m No. 28. 

There was conflicting evidence as to the inter­
pretation placed by the dafferrit members of the crews 
on the message involve:, sohc were of the opinion that 
a t r a m should uake its schedule time, others thought 
the t r a m should be operated under control, while again 
doubt was expressed ac to Low n. train should be operated 
under such circumstances. Ergmeman Adorns said he had 
ma.de scheduled time unoer aimilar circumstances m the 
past, althougn his judgmin + m doing so is open to 
question, but at the er\nn tir° it is apparent th?t the 
officials of this divifion mould t §g to it that the pro­
per interpretation is placed on ressages <bf this kind 
and that steps should be taken to see that all concerned 
have a uniform understanding concerning t is inter­
pretation. 

All of the employees involved were experienced men 
and at the time of the accident none of them had been 
on duty m violation of any of the provisions of the 
hours of service l a T T . 

Respectfully submitted, 

W. P BORLAND, 

Director. 
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