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INTERSTATE COMMERCE COInhlSSI^N 

REPORT OF THE DlREC TOR OF T -Y, 3UREAU OF SAFETY C0I~C2R'Ti: G 
INVESTIGATION OF AN ACCIDENT "WHICH OCCURRED ON TIE 
SOUTHERN RAILWAY NEAR PEAK, TENN., ON I1ARCH 1, 1932. 

Karen 31, 1932. 

To the Commission: 

On March 1, 1932, there was a head-end collision be­
tween two freight trains on the Southern Railway near Peak, 
Tenn. , which resulted m t ie death of three employees and 
the injury of tnree emplovees. 

Location and method of operation 

This accident occurred on that part of the Knoxville 
Division extending between John Sevier Yard, at Knoxville, 
and Harriman, Tenn., a distance of 57 miles, this being a 
single-track line over wnich trains are operated by time­
table and train orders, no block-signal system being m 
use. The point of accident was 1,014 feet east of the 
east passing-track switch at Peak, this passing track being 
2,963 feet m length. Aporoaching the point of accident 
from the west, there are S53 feet of tangent and then a 
5° curve to the left 1,008 feet m length approaching tne 
east switch, this curve is followed oy 1,369 feet of tangent 
and then a 3° curve to the right 516 feet m length, the 
point of accident being on tnis latter curve about 150 
feet from its western end. Approaching from the east, there 
is a 4° curve to the right 515 feet in length, 434 feet of 
tangent, and then the curve on which the accident occurred. 
Tne grade is 1.3 oer cent ascending for eastoound trains. 

The weather was clear at tne time of the accident, 
which occurred about 1.50 p. i. 

Description 

Eastbound freight train extra 1252 consisted of 2 flat 
cars, 1 derrick car, 1 flat car, 1 dining car, 4 DOX cars, 
and a caboose, m the order given, hauled by engine 1352, 
and was m charge of Conductor filler and Engineman Wood. 
The last three box cars were bad-order cars, extra 1252 
had proceeded from Knoxville to a point near Harriman for 
the purpose of picking U P these cars following a derailment, 
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and after doing ^o cn^e into Harrinan in order to tarn 
the engine and swmcn tne deiric> for the return trip to 
Knoxville, it being on this later portion of tne trio that 
the accident occuned. At Clinton, 3.4 riles west of Peak, 
the crew in charge received a cony of t i a m order No. 135, 
Form 31, giving them rights o v c FBCIAC and tnird-class 
trams and also directing tnem to take siding ana neet 
t r a m No. 153 at leisitell, a station ^.1 miles east of 
Peak, tney also received a rooy of train order No. 138, 
Form 31, diiecting tnem to meet train No 153 ft Peak 
instead of at Heiskell. Extra 1253 departed from Clinton 
at 1.55 p. m, , net extra 4631 at East Sidmg, 1 rile east 
of Clinton, and then proceeded eantv«aid, jn^sing Peak 
witnout stotpm; aid colliding with twiii No. 153 east 
of the east switci w.ile traveling at a speed variously 
estimated to have ^een from 4 to 15 miles eer ho^r. 

Testbound seccid-class freight t r m n No. 153 consisted 
of nine cars and a cooose, ^aule^ ov cigme 2 5 0 9 , and uas 
in charge of Conductor Frazier ard E n g i n e m a n 3ishop. The 
crew m c naive had received a copy of train order No. 13 5, 
previously referred to, and at H e i s ^ l ! they received a 
copy of t r a m order No 128, changing the eet with extra 
1252 from Heiskell to Peak. T r a m No. 153 passed Heiskell 
at 1.39 p. i r . , according to the t r a m sieet, four hours 
and nine minutes late, and was approaching Peak at a speed 
of 12 or 15 miles per hour uhei t colli led with extra 1252. 

The front ends of the two engines locked together and 
were raised some distance a oove tin rails, while the tenders 
were forced upward and against their respective cabs. The 
first car m t r a m No. 153 telescoped the second car, while 
tne first car m the t r a m of extra 1252 was demolished. 
Both of the engines were considerably damaged. The employ­
ees killed were the fireman and brakeman of t m m No. 153 
and the engmeman of extra 12 53. 

Sunmary of evidence 

Fireman Bruce, of extra 1353, said he had read and 
understood the orders relative to meeting tram No. 153 at 
Peak instead of at Heiskell. As the t r a m approicned Peak, 
the engmeman sounded the station wnistle signal but Fire­
man Bruce did not remember whether he sounded any oth°r 
signal. The t r a m reached the sumnit of the grale, at that 
point moving at a speed of 10 or 12 miles per hour, and the 
engineman then eased off on the throttle while qpmg through 
the sag approaching tne grade commencing hear the east 
switch and at about that time Fireman Bruce be can to *1rork 
on the fire. At one point m his statement Fireian Bruce 
said that it was not until aft^r the accident had occurred 
that ie recalled having overlooked tie meeting n o m t , hut 
later on he said that while engamed on the f u e ie heard 



the brake max j, tall::.!* , riti hhe engineman but did not under­
stand iviat they Lvere sayi.n^, at tie same time, however, 
he wad wondering a )ou+" t la meet order and could not remem­
ber wiether it had provided for a meet at Peak instead of 
a t Heiskell, or at He is1'ell instead of at Peak. As soon 
a" he had finished putting m a fire, he snut off tie 
injector and nad intended inquiring about tie orders, but 
about that time txie biakeman called a warning of danger 
and Fireman Bruce got off ju^t as tne accident occurred. 
Fireman Bruce estimated tne speed at the time to have been 
15 miles per hour, ^ith tie enii le working stean, so far 
as he knew, and ne did not aear the air brakes being 
applied. Fireman Bruce further etated that he had made 
many trips witu Engineman Wood, that the engineman seemed 
to be in normal condition on tne date of the accident, and 
that he had always considered the engineman to be a safe 
and reliable man. 

Head Brakeman Ellis, of :xr,ra 1352, said ne wag m the 
office at Clinton when tne conductor and enrmmenan received 
and read their orders, that tne engmeman gave his copies 
of the orders to tne fireman, who read them and gave them 
to Brakeman Ellis, who m turn read them and gave txiem back 
to Engmeman Wood, at the s-.̂ e time saying that t^ey met 
trains at East Sidmg and at Peak, holding tie n a m line in 
each case. Head Brakema1 Ellis said he was riding on the 
engmeman 1 s side, standi i - m back of the engmeman, and 
tnat the ejisfl.neman sounded t.v station wustle signal when 
approncmng- peak, a'sv/ered a sipnal, and then sounded a 
road crossing signal. The speed of tne train was about 10 
mile3 per hour when it reae'ed the top of the grade and 
started down tnrouni the sag, the engmeman shutting off 
steam. Supposing tnat tne engineman was going to stop at 
tne east switch, Head Brakeman Ellis began cleaning a 
lantern and tne first knowledge he had tnat the engineman 
was not going to stop «.'as ehen no neard the engine going 
over the frog of t ->e switch, AC then asKed the engmeman 
if they did not meet a train there and the engmeman did 
not understand and asked him what ne said. Head Brakeman 
Ellis said he then told tie ennnenan a second time and 
about the sane time he saw train No. 153 coming around the 
curve, called a warning of dan-er and jumped. He as.' tie 
engmeman's hand start toward t n e brake vnlve but did not 
know whether or not ne or the conductor applied the brakes 
m emergency, m any event, nowever, he said that the speed 
when the accident occurred was not over 4 or 5 miles per 
hour. When he last saw m e fireman before leaving the 
engine the fireman was working on the injector. About 10 
minutes after the accident, Head Brakeman Ellis saw Engme­
man Wood and he quoted tne eigmeman as asking who had hit 
them, but he did not Snow of anything else said by the 
engmeman prior to the latter's removal to an ambulance. 
Head Brakeman Ellis further stated that while he did not 
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know whether an air-brake t^st had been made a t Harriman, 
the brakes nad appeared to work all right, a^d he had 
heard them release \wion coupling the engine to the tram 
after taking vatPr at Clinton. 

Conductor Miller, of extra 12^2, said he understood 
tne orders clearlv and that he had told Engineman hood 
they would meet extra 4631 at East Sidm.g and t r a m No. 
153 a t Peak, holding the main track, and he said the 
engineman repeated that tn^y we're to nold the m a m track 
at both points. nten approaching Peak, Conductor Killer 
thought he neard Engiieman 7ood sound the whistle and said 
that he held his hood out of the cuooli v]ndow but did not 
hear any answermr signal from the engmeman. The t r a m 
vas raovms at a speed he estimated to have been from 10 
to 13 or possibly 15 miles per hour and when passing the 
office, 30 or 35 ce^-lengths west of the east switch, the 
flagman remarked tnat t r a m No. 153 had not arrived, not 
feeling any slack in the t r a m as it entered tne sag 
between that point and the east switch, Conductor Miller 
told the flagman that ne did not believe the engmeman was 
going to stop, he at once left the caboose, went ana ad 
over the three bad-order cars and into t~e tool-car coach, 
whore ho opened an emergency valve, but oy this time his 
entire t r a m nad oassed the east s'itch. He could feel the 
speed being reauced and estimated that it ''as aoout 4 or 
5 miles per hour wnen tne accident occurred. Conductor 
Miller said ne had 'wide many trios with Engmeman TCood, 
tnat he considered him to be a safe man, and that ie had 
appeared to be m norrrol condition on the day of the acci­
dent. It furtaer appeared from tne statements of Conductor 
Miller thnt tne bad-order cars had been picked UP at mile 
post 49, near Harriman. The Drake pines on these cars had 
been torn off and ne thought the braVe cylinders on so^e 
of them had been broken, he had talked about them with the 
tool-car men wnile at Harriman, and the tool-car foreman 
had thought he could use the brake o m e through tnem but 
was not able to do so. The brakes on tho other equipment 
in the t r a m nad been m use throughout the day and nothing 
wrong ,rith them had developed. 

Flagman Benson, of extra 1252, corroborated the state­
ments of Conductor Miller UP to the point where the con­
ductor started ahead to apply the brakes. The flagman said 
that at this time ie went out on the rear platform, jumping 
off just before the collision occurred, at which time the 
speed of his train was a w u t 10 miles per hour, he thought 
the speed had been reduced to so-e exten + but did not know 
what had caused it. Fla^mm Benson did not know of any 
air-brake test having been made except to say that at 
Harnman he had cut in the air when picking up the derrick 
and the brakes related nt that time, while they also 
worked properly wne.. rn iking a stop at one point en route 
on account of a hot box. 

file:///wion


Engine man Bishop, of t r a m No. 153, said he had 
applied the brakes when approaching Pen1-*' and was traveling 
at a speed of 13 or 14 miles per hour vhen his fireman 
jumped from his seat box and called a warning of danger 
just before the acciaent occurred, his statements indicated 
that he did not have time to do anything after being warned 
by tne fireman. Conductor Frazier, v ho W H S riding in the 
caboose of t r a m No, 153, said the brakes had been ^onlied 
and that hi s t r a m was traveling at a speed of 13 or 15 
miles per hour wnen ne saw the top of the derrick m the 
train of ^xtra 1353, just before the collision occurred. 
Flagman Anderson, who was also m the caboose of t r a m 
No. 153, said he did not have any warning prior to the 
accident and he estimated the speed of his train at that 
time to have been aoout 15 miles per nour. 

Operator Graham, on duty at Clinton, said the orders 
were delivered to Conductor Miller and Engineman food, of 
extra 1353, that they read tne orders m 'us presence, and 
that he felt sure tney understood them properly. At that 
time Engineman Wood had appeared to be m normal health 
and not excited in any way. 

Conclusions 

This accident was caused b> failure to obey a meet 
order, and by operating m a t r a m car" having defective 
brake equipment wnich reduced the percentage of eperative 
brakes below legal requirements and rendered inoperative 
air brake devices at tV 1 rear of the trim. 

The order fixing the meet witn t r a m No. 153 at Peak 
instead of at Hemkell had been received at Clinton, only 
3.4 miles from Peak, and the evidence indicated that It i as 
fully understood by all the members of the crew of extra 
1353 when they departed from Clinton. The t r a m proceeded 
U P tne grade into Peak and for some unknown reason Engineman 
">7ood, who sub neauently died from his injuries, failed to 
bring his t r a m to a stop clear of tne east switch, but 
proceeded eastward until he ccllided with tram No. 153. 
Fireman Bruce was engaged 11 working on the fire and putting 
on the injector, and although apparently confused m his 
rind as to whether the meeting point had been coanged from 
Peak to Heiskell or from -loiskell to Peak, he made no effort^ 
to find out the true situation, with the result that his 
first knowledge of danger was vhen tne head brakeman gave 
warning. lead Brakeman Ellis had not confused the orders 
but said he thouo it tne engmeman was going to stop short 
of tne east switcn and consequently allowed himself to 
become engrossed in dealing a lantern, not realizing that 
tne train was proceeding until ie eeard tne noise made by 
the engine as it passed over th j frog at the east switch. 
There is no excuse to offered for the action of these 
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employees in allowing other and less important duties to 
interfere vith tne propei ohservancc of tne train orders 
m their possession. 

The Tact tnat tnere ff^e three bad-order cars ahead 
of the caboose of extra 1352, '-.itn defective braces and 
witnout tne air connected t^roug^ then, resulted in this 
t r a m o e m g operated with less than t^e required percentage 
of power crakes and prevented the conductor from raking 
an emergency application of the orokes vi^n ie found that 
the engunenan wa^ running ^y the meeting o o m t , under the 
circumstances he was req aired to ma ve his i r a v over the 
bad-order cars, and it u a n then too late to overt tne 
accident. These t iree cars had been picked up near Harriman 
and taken into tnat oomt, vhero the cnime was turned, and 
the entire train tn<m started o^ck bo rha^villo. The men 
and facilities nere available at Han liran for Piping the 
tnree cars sufficiently to run air bick to tne caooone, such 
action should have been ti'iei, itstprn of silo -nn- the 
train to depart fron tnat point -n the condition above noted. 

Two lines of the Knoxville divieion merge at Clinton 
and the traffic density between Clinton and Knoxville is 
con^ideraole for single-track line, the average daily 
movement for the 30 days ^rior to tV; accident having been 
between 31 and 33 trams, wnile m normal times the^igme 
is quite congested. On this line there are many/cuts and 
fills, with grades requiring frequent helper service. In 
view of these conditions it is believed that the carrier 
should give serioas consideration to th: installation of 
an adeqnate b] ock-smnal systeio at tne earliest practicable 
tire. 

All of tne employees involved were experienced men, 
at the time of the accident the cr^u of extra 1352 nad been 
on duty nearly 13 noura, after more than 10 nours off duty, 
and the crew of t r a m ITo - 153 had been on duty about l̂s 
hours, after mere than 35 hours off duty. 

Respectfully suomtted, 

1. B . BORLAND 

Directpr. 


