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WASHINGTON

INVESTIGATION 1'0, 3041
SOUTHERN RATL™AY SYSTE
REPORT IF RE ACCIDEIT
AT PINE KNOT, KY., ON
NOVEVYEER 24, 1946




Rallroad:

Date:

Location:

Kind of accident:
Trains involved:
Train numbers:
Engine numbers:
Consists:
Estimated speeds:

Operation:

Tracks:
Weather:
Time:
Casualties:

Cause!

Recommendation:

- 2 - Inv-32041

Southern
November 24, 1046
Pine ¥Knot, Ky.

Side collision

Freight : Freight

Second 54 ; Third o4

6270 : 6325 "
49 cars, caboose : 55 cars, caboose
Standing ; 25 m, p. h.

Timetable, train orders and auto-
matic block-sienal and automatic
train-stop systems

Pouble; 1° curve; vertical curve
Clear

1:22 p. m,

1 killed; 1 injured

Train fouling main track 1mmedlately
in front of approaching train

That the Southern Railway Company
install automatic signals to govern
movements from sidings to main
tracks on 1ts lines where auto- \
matic block-signal system is in ‘
use
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INTERSTATE COMMERCE COMMISSION

INVESTIGATION NG, 3041

IN THE MATTER OF MAKING ACCIDENT INVESTIGATION REPCRTS
UNDER THE ACCIDENT REFORTS ACT OF MAY g, 1910.

SOUTHERN RAILWAY SYSTEM

December 27, 1946

Accident at Pine Knot, Ky., on November 24, 1946, caused by
a train fouling the main track immediately in front of
an approaching train.

e e e e

REPORT CF THE COMMISSTIONY

-

PATTERSON, Commisgcioner:

4

Cn November 24, 1945, there was a side colllsion between
two freight trains on the Southern Railway at Pine Knot., Ky.,
which resulted in the death of one employee, and the injury
of one gemployee.

lUnder authority of section 17 (2) of the Interstate Com-
merce Act the above-entitled proceeding was referred by the
Commiscion to Commigsioner Patterson for consideration and
disposgition,
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iocation of Acéident apd Method of Operation

This accident occurred on: that part of the Cincinnati,
New Orleans & Texas Pacific Railwvay extending between Ozkdale,
Tenn., and Danville, Ky.,, 137.9 miles. In the vicinity of
the point of accident this is a“ double~track line over which
trains moving with the current of traffic are operated by
timetable, train orders and an automatic block-signal system
and sn automatic train-stop system, At Pine Knot, 57.8 miles
north of Oskdale, a siding 4,525 feet long lies between the
main tracks. The north switch of the siding is &,465 feet
north of the station, Two lead tracks extend from the north
end of the siding to the main tracks. The northward lead track
to the northward maln track is 314 fest long. The north siding-
switch 1s hand-operated, and the northward lead-track switch
at the northward mailn track connection is a spring switch., The
accident occurred at the fouling point ¢f the northward main
track and the northward lead track, at a point 18€ feet north
of the clesrance point and 128 feet south of the northward lcad-
frack switch, From the south on the northward main traciz there
is a tangent 4,379 feet in length, which 1s followed b7y a com-
pound curve to the ieft, the maximum curvature of which 1s 220",
3,485 feet to the voint of accident and 442 feet northward.
Tre grade for north-bound trains 1s 0,22 percent descending
1,220 feet, then there is a vertical curve 1,000 fee~t, followed
by a 0,57 percent ascending grade 143 feet and a vertical curve
932 feet to the point of accident and 75 feet northward.

Automatic signals 1298.8 and 197,00, governing aorth-bound
movements on the northward main track, are, respectively, 2.98
and 1.01 miles south of the point of accident. These signals
are of the one-arm, three-position, upper-ocuadrant, semaphore
type, anC are approach lighted. The aspects and corrcsponding
indications and names of these signals are as follows:

Aspect Indication Name

Vertical, Proceed Clear signal
green

4% degrees, Proceed, preparing to Approach signal
yellow stop at next signal.

Train exceeding medium
gspeed must at once re-—
duce to that speed

Horizontal, Stop; then proceed at Stop and pro-
red restricted speed - ceed signal

The automatic train-stop system is of the intermittent-

inductive type, Engines are provided with acknowledging devices.

Train-stop inductors for the northward main tracz are located
about 45 feet south of each northward automatic blockx signal.
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The track circuit of the fouling section of the northrward lead
frack extends 186 feet south of the lead-track switch. Tre con-
trolling circuits of the automatic signals and the automatic
train-stop system are so arranged that when any portion of tne
fouling section of the northward lead track is occupied, or when
the spring switch at the north end of the northward lead track is
hand-operated to open position, signal 198,.8 dieplays proceed-
preparing-to-stop-at-next-signal and sisnal 197.0 displays stop
then-proceed-at-restricted—-speed. Thers is no signal governing
movements from the sidinz to the main track. A sizn indicating
the clearance point of the northward main track and the northvward
lead track is located immnediately east of the northward main
track, 314 feet scuth of the lead-track switch and 128 feet

south of the insulated jointe of the fouling section of the

lead track.
Operating rules read in part as follows:
PEFINITICNS

% 3%

&

Section--One of two or more tralns running on
the same schedule * % %

%% %

Medium Speed.—-Cne-half zsuthorized speed, at
peiat involved, but not exceeding &0 miles per hour.

sk
o

R

Restricted Speed,--Proceed vrepared to stop shert
of train, obstruction, or switch not properly lined
and lock out for broken rail.

11, A ftrain findineg a fusee burning on cr near
its track must stop and extinguisk the fusee, and
then proceed with caution prepared to stop short

of train or obstructior,.

%

x4

Z3. All members of engine and train crews must,
when practicable, communicate to each other by 1ts
name the indication of each signal affecting the
movement of their train or engine, .

24, The folloving signals will be used by flagz-
men:
Day signals (A red flag,

(Torpedces and ~
(Fusees,

.
ot
N

k13
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85. * % %

A section mey nase and run ahead of another section
of the same schedule, first exchancing train orders,
signale and numbers with the sgction to be passed. The
change in sections must be reported from the next
avallable point of communication. :

99’ * o W

¥ % %

When a train is moving under circumstances in
which it may be overtaken by another train, the
flagman must take svch actlion as may be necessary
to insure full protection. * * *

¥ S ¥

517, Within automatic tlock signal territory,
unless otherwise proviced, before a train or engine

enters on or fouls a maln track, * * ¥ trainmen

will operate all switches involved, and in ad<ition
to other precsutions, trains and engines will wait
three minutes before the movement is made, ¥* % ¥

At sptMng svitches, * ** the gwitch must be
thrown for the siding and after waiting thres

Lis

minutes the ftrain or engine will proceed to the
frog when the switch will be thrown ané locked
for the main track and the movament comnleted.

This will not relieve employees of the duty
of promptly and properly protecting the movement,

In this territory the maximum authorized speed for
passenger ftrains le 65 miles por hour and for freight trains,

55 miles per hour,

During the 20-day period preceding the day the accident
occurred, the aversge d=1lYy movement on this district was 47.€

trains,

Descrivtion of Ac-icdent

Seccnd 54, a north-bound second-class freiznt train, con-
ststed of engine 2370, 49 dars and a caboonse., About 1:33 p, m.,
after this train hed moved northward on the siding at Pine Knot
and had cvcp.2d with the engine fouling the northward maln track
on the northrard lead track, the eneine was struck by Third 54.

Third 54, a north-bound second-class freighkt train, con-
sisting of engine 2325, 55 cars*and a caboose, passed New River,
the last open office, 22,1 miles south of Pine Knot, at 12:08
p. m,, 3 hours 56 minutes late, passed sirnal 19%,8, which dis-
played approach, varsed sienal 197.0, the indigation of which
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changed from approach to proceed when the engine was closely
approacking that siegnal, and while moving on the northward
main track at an estimated speed of 25 miles per hour it
collided with Second 54,

The engines of both trains, the first car of Second 54 .
and the first seven cars of Third &4 were deralled and damaged.

The weather was clear at the time of the accident, which
occurred about 1:33 p. m,

The engineer of Third 54 was killed, and the front brakeman
was injured, The engineer of Second 54 became 111 and died soon
after the accident occurred,

Discussion

Second 54, a north-bound second-class train, stopped into
clear on the siding at Pine Knot about 1:10 p. m. to permit No.
16, a north-bound first-class train, to pass, No. 16 passed
Pine Knot about 1:25 p. m. About 1;32 p. m. Second 54 proceeded
northward on the siding, entered the northward lead track and
stopred with the front end of the #ngine standing on the lead
track 186 fcet north of the clearance point of the northward
main track and the lead tracx, About 1 minute later the engine
was struck by Third 54, & north-bound second-class traina,

Under the rules, 1in order to provide si¢nal protection,
before Second 54 proceeded from the siding to the northward main
track the spring swltch at the north end of the lead track was
required to be operated by han¢ to open position, then Second
54 was required to wait 3 minutes before it was permitted to
foul the main track. In addition, flag proteetion was required
to be furnished before the movement from the siding was started.
The surviving employees concerned understood these provisions.

When the accident occurred the conductor, the flagman and
the front brakeman of Second 54 were in the vicinity of the
rear end of their train. The fireran said that soon after No.
16 passed the north lead-track switch, Second 54 moved north-
ward on the sidince and stopped witlr the engline standing in the
immediate vicinity of the clearance sien and south of the insu-
lated joints of the fouling s~ction of the northward lead track.
About 3 minutes later the train again moved northward and was
about to enter the northrard mein trac: at the leacd-track swit
when the fireman saw Third 54 slosely apnroaching, Ths fireman
immediately called a warning to the engineer, and Second 54
was stopped with th-= encine standing on the lead track and
fouling the northward main trac&. Then the engineer and the
fireman ran toward the approaching train, and were giving stop
signals from a point about 150 feet south of their engine when
the engine of THird 54 passed trem. The members of the trailn
crew of Second 54 s2id that immediately a’ter No. 16 passed
their caboose the flagman placed a lighted fusee on the north-
ward main track a short distence south of the caboose. They
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first saw Third 54 vhen the enzine of that train was about 1 , 200
feet distant., Although Second 54 had moved northward on the
siding,' no further action was taken by any member of the train
crew to protect the movemsnt of thelr train from the siding to
the main tracz. The conductor said that immediately after the
engine of Third 54 passed his caboose he opened the conductor's
vaive on the caboose, out this action was not tagen soon enough
to stop Second :£4 befo“ﬁ the engine had fouled the main Itrack.
The fireman of Second 54 said tha*%, because he was not instructed
to do so by the eflgineer, he tock no action to coperate tre spring
switer by hend. The engineer was not injured in the accident.
However, he became 111 and died goon afterward, and it could not
be determined why action was not taken by him to protect the
movement in compliance with the rules. After the accident,
remainsg of a freshly burned fusee were found 1n the vicinity

of tre point where the flarman said he placed a burning fusee.

The sun was shining brightly at tke time the accident occur¢vd
and the position in which the remains of tre fusee were found
indicated that it was not in an usright pesgition while burn;ng,
therefore, 1t is possible that under these concitions the burning
fusec might not have basn seen by the enginsmen of Third &4.

As Third £4 wase aprnroaching Pine Xnot the speed was about

30 miles per hour, in cempliance with apnroach indications dis-
played by cienals 192.8 and 167.0, loeatsd, respectively, 2.98
and 1.01 milee snuth of tre woint vkere the accident occurred.
These signals were actuated by No. 1€, wvrich was breceding
Third 54 on the northward main track. The firezan of Third 54
said that the indications of thege signale ware called to kim
by the nginee~r, and that the aczn OWLedainq lever was overated
at the train-stop infuctor at sienal 198.8. "hea the encgine
was a short distance south of signal 197,0 tre indioatiorn of
2ic signel chaneed to proceed, and the ﬁngin"men calied the
indication., When the encine was in the vicinity of the south
siiiar—5witc“, the fireman savw the caboose of the train on the
siding and he informed the enginesr that a trein was occunying
tre siding. No fuse: or other flagpeing sicnal was seen in th
vicinity of the caboose, Soon afterward, the Tireman observed
that the train on the siding wae moving neorthward, then he saw
stop signals being given in the vicinity of the engine of that
train about 400 fe=t distant, He immediately called a warning
to the engineer, then jumped Trom the engine. The fireman Zid
not observe vhat action was teken by the enginecr to stop the
train, The enginerr was Tetally iﬂJured in the accident., The
front bra‘eman was in the brawxeman's bmoth on the tender, and
he wag not aware tnet Seconéd 54 had fouled the north1ard main
track until immediately before the accident occurred. Tre con-
ductor and the “lagmen of Third 54 were in the caboose, The
flazrman, who was 1n ths cupcla, sa*d that when he first saw the
cabooge of the train on the s*u-ng the brakeg of hls train had
been applied in emergracy, Fe estimated tre speed of Lig train
as 3C miles per hour when the btrak=s were appli=C in ~msrgency,
and 25 miles per hour wh-n the cmllision occurred, The surviving

members of the crew of Third 54 understood that, unfer the rulee,
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Third €4 was reauired to exchenge trsin orders, signals and train
numbers with Second 54 if their train passed Second 54. These
employees sald they were not aware of the identity of the train
on the siding until immediately befors the collision occurred.

Third 54 passed signal 197.0, lccated aporoximately 1
mile south of the insulat=d@ joints of the fouling section of .
the north-ard lead track, epproximate~ly 2 minutes before the

engine of Second £4 enter=sd the track circuit of the fouling
cection of the leed track. Protection for the movement of

trains entering the main track tkrough the spring switch de-

pendel entirely upon compliance with the flaczing rule and

the rule which requires thet the switch must be hand-operated

and an interval of 3 minutes elapse befnre & train or engine

may foul the main track., If the crew of Second 54 had fol-

lowed the prescribed procedure, signal 197.0 would have dis-—

played stop-tken-proceed-at-restricted speed for Third 954,

and .lagging signals in addition to the fusee would have been

given by members of the crew of Second 54.

The purpose of the 3-minute rule is to insure that the
slgnals governing trains on the main trac«c apcroaching a
switch will d.splay restrictive indications for a sufiicicnt
time int-rval to protect movements from silings to main tracks.
This«<requirement dees not vrreviie adsquat- protection., Had a
signal bern provided governing movemsnts from siding to main
track, a definite indication weculd have beven civen that a fol-
lowing train was closely epproaching and that it was not safe
for tre train on the siding to foul or to enter the main track,

Cause

It is found that this accident was c-used by a train
fouling the mailn track immedlate’y 1n front of en approa hing
Train.

Hecomtendation

It is recomrsended that the Socuthern Railway Company
install automatic sicnals to govern movements from sidings
to main tracks on its lines wh=re an automatic hlock-siznal

system is in use,

Pated at Washingfon D. C., tris twesnty-seventh
cay of December, 13

®

By the Commlission, Commissicner Patterson,

¥, P. BARTEL

( SEAL) \ Secretary.



