
R A I L R O A D A C C I D E N T I N V E S T I G A T I O N 

Report No 3785 

SOUTHERN RAILWAY COMPANY 

CALHOUN, TENN 

SEPTEMBER 24, 1957 

I N T E R S T A T E COMMERCE COMMISSION 

Washington 



37B5 

2 

SUMMARY 

§§§ 

D A T E 

R A I L R O A D 

L O C A T I O N 

KIND OF A C C I D E N T 

TRAIN I N V O L V E D 

TRAIN NUMBER 

L O C O M O T I V E NUMBER 

CONSIST 

ESTIMATED S P E E D 

O P E R A T I O N 

T R A C K 

W E A T H E R 

TIME 

C A S U A L T I E S 

CAUSE 

September 24, 1957 

Southern 

Calhoun, Tenn 

Derailment 

Freight 

153 

Diesel-electric unite 4167, 6107, 4330 and 
4162 

149 cars, caboose 

45 m p h 

Timetable, train orders, and automatic block-
signal system 

Single, 8 ° curve, 0,74 percent descending 
grade westward 

Cloudy 

10.10 p m 

3 Injured 

Switch W h i g opened fanmedflof ly hi font of 
approaching train 
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I N T E R S T A T E C O M M E R C E COMMISSION 

R E P O R T NO 3785 

IN T H E M A T T E R OF MAKING A C C I D E N T I N V E S T I G A T I O N R E P O R T S U N D E R 
T H E A C C I D E N T R E P O R T S A C T OF MAY 6, 1910 

SOUTHERN RAILWAY COMPANY 

April 25, 1958 

Accident at Calhoun, Tenn , on September 24, 1957, caused by a switch being opened 
immediately in front of an approaching train 

R E P O R T OF THE COMMISSION 

TUGGLE, Commissioner 

On September 24, 1957, there was a derailment of a freight train on the Southern Railway 
at Calhoun, Tenn , which resulted in the injury of three tram-service employees 

1 Under authority ol section 17 (2) of the Interstate Commerce Act tl f above-entitled proceeding was 
referred by the Commission to Commissioner Tuggle for consideration and disposition 
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* * * 

Location of Accident and Method of Operation 

This accident occurred on +hat part of the Knoxville Division extending between Knoxvil le 
and Ooltewah, Tern , 95 9 miles Ir ths vicinity of the point oi acciden* this i s a single-track line 
over which trains are operatea by timetable, train orders, and an automatic block-signal system 
supplemented by an intermittent inductive automatic tram-stop system At Calhoun, Term , 69 6 
miles west of Knoxville, s ix yard tracks parallel the mam track on the north The yard track adja­
cent to the mam track is designated as Yard track No 1 The east ends of the yard tracks join a 
lead track The lead track diverges to the north from the moin track and extends a considerable 
distance westward The main-track switch of the lead track, which is facing-point for westbound 
movements, is located 324 feet east of the station The accident occurred within yard limits on 
the leaa track at a point about 420 feet west of the main-track switch From the east on the mam 
track and on the lead track there are, in success ion , a tangent 3,970 feet to the main-track switch 
of the lead track, a No 10 turnout to the right, and a compound curve to the right approximately 
340 feet to the point of accident and a considerable distance westward The curvature at the point 
of accident is 8 degrees and the grade i s 0 74 percent descending westward 

The switch stand of the main-track switch of the lead track is of the ground-throw low-
stand type and is located north of the main track It i s not equipped with targets or a lamp 
Operating-lever keepers are provided One keeper secures the operating lever in normal position 
for movements on the main track and the other m reverse posit ion The keepers are so designed 
that they can be secured in position by a switch lock 

Automatic signal 199 5A, governing westbound movements on the main track, is located 
4,626 feet east of the main-track switch ot the lead track This signal is of the color-light type 
and is continuously lighted It displays three aspects The aspect applicable to this investiga­
tion, and the corresponding indication and name are as follows 

Signal Aspect Indication Name 

199 5A Green-o^/er- PROCEED CLEAR 
number plate 

The controlling circuit is so arranged that when a rrain-track switch within the block of the signal 
is opened the signal will indicate Proceed-at-restncted-speed 

This carrier's operating rules read in part as follows 

i 0 4 T h e p o s i t i o n o l a s w i t c h or dera i l b e i n g u s e d i s the r e s p o n s i b i l i t y of the 
employee handling the switch or derail T h i s , however, does not r e l i eve other crew mem­
bers of respons ib i l i ty where and when they are m pos i t ion to observe the pos i t ions of 
s w i t c h e s and derai l s 

T h e normal posit ion for a main track swi tch is set and locked for movement on the 
majn track * * * T h e y m^st be leff m their normal pos i t ions after having been used and 
' o c k s t e s ted to know that they are secured * * * 
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F n g m e i t v ^ r a n a f i r e m e n must ser> h a t s v k i t c h e i a a n d derails w . t h i r v e-N f r o m t h e i r p o s i ­

t i o n o n t h e e n g i n e a r e p r o p e r l y l i n e a 

1 0 4 ( a ) v V ^ i e n a t r a i n i s i n s i d j n q t o m e " ! a n o t h e r t r a i n , m a i n t r a c k s w i t c h m u s t b e 

l i n e d a n d l o c k e d f o r r o a m t r a c s m o / e - n e n t i v t - r L b t r o f c r e w > v i l i n o t g o n e a r e r t o t i e m a i n 

t r a c k s w i t c h * h a - \ c l e a r a n c e p o ^ n t u n t i l thf* o p p o s i n g t r a m h a s p a s s e d o v e r trie s w i t c h 

» * * 

The maximum authorized speed for freight trains m the vicinity of the j c n * ol accident is 
50 n l ies per hour 

Description of Accident 

No 1 5 3 a westbound first-class freight frain, consisted of diesel-electric uni^s 4167, 
6107, 4330, and 4162, couplea in multiple-ar it control, 149 cars, and a caboose This *rain oassed 
Sweetwater, Tenn 41 3 miles west 0 f Kncxv^lie, the last oper office, at 9 14 p m , 3 hours 22 
minutes late, passed signal 199 ~ \ .vhich indicated Proceed, v-as diverted to the ! ead tinck at 
CaWoun, trailed through the switch of / a j d track No 1, and while moving at an estimated speed 
ot 4 C | miles Der hour the locomonve and ' " J i t - > s+ to the 43H cars, inclusive, were derailed at a 

point approximately 420 feet west of the "nam- fiack switch ol the lead track 

Separations occurred between the firs! and second d ie c el -e lectnc units, and at both ^rds 
of the fourth diesel-electric unit The first unit stopped appropriately at right angles to the track 
on its left Sxde at the bottom of a 20-toot 'ill witl the front end about 60 feet south of the lead 
track and 350 feet west of the point of dcroilrent The second to the fourth diesel-electric units, 
inclusive, stopper approximately upright ana n ( l ine with 'he front end of the second unit aDout 
70 feet south oi *^<? lead track and 700 reel we^' of the point of derailment The derailed cars 
stopped in various oositions on or near ihe ̂ c k structure The diesel-electric units were heavily 
damaged Thirty-tour of the derailed cars -vere destroyed and iiine were heavily damaged Tho 
tracK structure was destroyed n the immediate vicinity of the point of accident 

The engineer, the fireman, and the front brakeman of No 153 were injured 

The weathe r was cloudy at the time ol the accident, ^hach occurred about 10 10 p m 

Discussion 

On the day of the accident diesel-eler r n c unit 2115, a road-s-vitcher type assigned to vara 
service, was being used to perform switchina operations at Calhoun and Charleston, 0 6 miles west 
of Calhoun Members of the yard crew H^Jd a message instructing them to exchange locomotives 
with No 69, a westbound second-clas~ freirri* r rain About an hour before the accident occurred 
this unit, coupled ?c a caboose, enter^n ife leaa track from the main track The brakeman then 
restored the main- lrack switch to normal ixsjtion ^nd locked it i r that position 1 lie movement 
proceeded westward on the lead track to c cj.nf where switching operations were to be performed 
"While at that locat'on the conducto1" made a,i AW-UCcessful attempt to communicate ith the cr̂ v 
of No 153 md h 69 by radio to at ter? ne th^ iocatiors of *le^e trains Th^ yard crew then 
decided to return *o Yard track No i to awaj ' the arrival of No 69 A s diesei-electnc unit 2115, 
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headed west and witl the caboose coupled to the east end, entered Yard track No 1 the brake-
man alighted on the north side ol the caboose The enginemen were in the control compartment, 
ana the conductor and flagman were in the caboose The fireman, a qualified engineer, was 
ooeratmg the locomotive Two unsuccessful attempts were made to couple the caboose to cars 
standing on Yard track No I and the movement was then stopped with the front end of the control 
compartment at a point approximately opposite the switch stand of the main-track switch of the 
leaa track 

The engineer said that about the time the movement stopped he observed the corductor 
alight from the caboose on the south side and walk toward the main-track switch stand He said 
that O i s attention was then diverted by the headlight of an approaching westbound tram and that 
he did not again observe the conductor until he was running toward the front of locomotive 2115 as 
the westbound train was c lose ly approaching No other member of the crew observed the con­
ductor's movements immediately after he alighted from the caboose The conductor ^aid that he 
alighted from the caboose about the time the movement stopped and that he was proceeding to a 
telephone lorated at the wes! end of the yard tracks to determine the locat ions of No 153 and No 
69 when hp observed a westbound train approaching He said that he then ran westward to be in 
the clear oi the approaching tram He said that he did not line the mam-track switch for entry to 
the read tr^ck and that he did not observe the position of the switch when he passed it Each 
member of the crew said that he did not observe any persons other than members of the yard c i ew 
m the vicinity of the lead track and 'Yard track No 1 from the time the movement entered Yard track 
No 1 until after the accident occurred 

As No 153 was appioaching the point where the accident occuired the enginemen were in 
their respect ive posit ions m the control compartment at the front of the locomotive The front 
brakeman was i n the control compartment of the fourth diesel-electr ic unit, and the flagman and 
the conductor were in the caboose The brakes of this train had been tested and had functioned 
properly when used en loute The headlight was lighted brightly The engineer, the fireman and 
*be front b rakernan said that they observed signal 199 5A and that it indicated Proceed When the 
tram passed the signal the automatic tram-stop device was not actuated The engine crew esti­
mated tha r the speed of the train was about 45 miles per hour as it approached Calhoun They said 
that when 'he train was about 380 ieet east of the main-track switch of the lead track they observed 
a man rroving m the vicinity of the switch stand of that switch i he fireman then observed that 
the s w ^ c b was lined foi entry to the lead track and called a warning The engineer immediately 
initiated an e nergency brake appiicatjo but the L peed of the tram was not materially leduced 
before the -'ccident occurred 

Examination of the mam-track swiWi of the lead track after the accident occurred d isc losed 
that the s /itch was lined for entrv tn the lead track and that the operating lever was latched in 
position The switch lock was found on a tie near the switch stand The switch and switch stand 
were fauna to be in good condition 

The signal system in the vicinity of the point of accident was tested after the accident 
occurred arid win found to function as intended Tests d i sc losed that when the main-track switch 
of the lead rack was not m proper posit ion for movement on the mam track, signal 199 5A dis 
played a Pro^eed-at-restricted-speed aspect 



8 3785 

The r</estigotion disc losed that the v - / " ^ involved was net broker and had not been 
trailed tlroual No 18, an eastbouna fir^t-clis*- passenger train due to 'cave Charleston at 9 26 
p rr , passed ihjs point after tlie yard moven ent n i entered the l°ad track and the switc1""1 had teen 
restcred to normal position Tnere was no sub^- juent movement o /e i r'le switch before the acc i ­
dent occurred Signal 199 5A indicated Proceei as No 153 aporoachej and f he train-stop device 
was r'ot actuated as the locomotive passed over the mductoi This indicates that the block -vas 
clear and the switch involved was in normal position approximately ^0 seconds hefore t i e derail­
ment occurred, as estimated from the speed at which No 153 was no mr ^ it approached tie point 
of accident Under these circumstances it is apparent that the ^vitch .vas lined for entry to the 
lead track while No 153 was moving between the signal and the ooint at which it was diverted to 
the yard track Although the identity of the person who lined the switch foi the diverging movement 
could not be definitely established, the conductor of f he yara i_rew alighted from the c a b o o s e on 
the adjacent trcck immediatpiv before the accident occurred ard he was the only person who was 
seen or Known to be in h t vicinity of the switch as No 153 was c lose ly approaching If this 
switch had been equipped with a switch lamp or a reflectorized target it is poss ib le the members 
of the crew of the locomotive would have observed that the switch was lined for entry to the siding 
in sufficient time to have reduced materially the speed of the train before entering the sidi rig 

Cause 

Tb/s accident was caused by a switch being opened immediately in fiont ot an approaching 
tram 

Dated jt Washington D C , this twenty-iilth 
day of Apn ' , 1958 

uy the Commission, Co nmissioner fuggie 

(SEAL 1 

HAROLD D MrCOY, 

Secretary 


