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UMMARY
Inv-2149
Rallroad: Baltimore & Ohio
Date: Tebruary 16, 1237
Location: 01d Hutchinson Siding, W. Vae.
Kind of Accident: Side collision
Trains involved: Cut of cars i Extra 4833
Engine numoer: 1 4833
Consist: 18 cars : Erglne and
caboose
Sreed: Unknown : 6 or 8 mileg per
hour
Track: 1 per cent descending grade
Weather: Cloudy
Time: 4:15 a.m.
Casualties: 1 killed; 1 injured
Cause: Failure to set hand brakes on cars

left standing on grade.
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April 15, 1937.

To the Commission:

On February 16, 1937, there was a collision between a
light engine and a cut of runaway cars on the Baltimore and
Ohio Railroad at 01ld Hutchinson Mine Siding, near Worthington,
Weest Virginia, which resulted in the death of one employee and
the injury of one employee.

Location and method of operation

This accident occurred on the M.R. Sub-division of the
Monongah Division which extends between Fairmont and M D Tower,
Clarksburg, West Virginia, a distance of 31.9 miles. 1In the
vicinity of the point of accident this i1s a single-track line
over which trains are operated by timetable, train orders and
a manual block-signal system effective only with respect to
movements following a train carrying passengers.

In the vicinity of the point of accident, two tracks
parallel the maln track on the north. The one nearest the main
track, called 0ld Hutchinson Mine Siding, connects with the
main track at both ends; this track is 2,155 feet long; the
other track, called the Western Maryland main track, connects
with 0ld Hutchinson Mine Track at both ends and is 1,298 feet
long; in this report these tracks are referred to as "0ld Hut-
chinson" and '"Western Maryland" tracks, respectively. The main
frack switch at the west end of 0ld Hutchinson siding is located
2,475 feet west of Worthington, and the west switch connecting
the Western Maryland track with 014 Hutchinson siding is 107 feet
east of the main track switch. The accident occurred at the
fouling point between the main track and 0ld Hutchinson track,
77.5 feet east of the main track switch. Approaching the point
of accident frem the west there is a 8° curve to the right,
494.2 feet in length, followed by a tangent more than 1/2 mile
in length; the accident occurred on this tangent at a point 590
feet from its western end. The grade, on the main track, is
0.09 per cent descending eastward to the point of accident while
the grade on the Western Maryland track is 1 per cent descending
westward to within a short distance of the point of accident,
where it becomes level.

It was dark and the weather was cloudy at the time of
accident, which occurred about 4:15 a.m.
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Description

Extra 4833, an castbounl freight train, consisted of
engine 4833 and a cabocse, and wrss in charge of Conductor
Merrifield and Engincman Summers. Thils train departed from
Gaston Junction, W. Va., at 2:10 a.m., according to the train
sheet, arrived at the 0ld Hutcninson traclk about 2:45 a.m.,
assembled 18 empty coal cars on the Western WMaryland track and
awalted the arrival of two cpoosing trains. After the depar-
ture of these trains, engine 438357 backed out on the main track
to make a flying switeh with the cabooee wnich was coupled be-
hind the tender. While maring tuils switch, engine 4833 collided
with the cut of cars while moving at a speed of about 8 or 10
miles per hour, the cars having drifted down tne Western Mary-
land track and fouled the main track switch.

The engine anid tender, courled, overturned to the left
and stopped close to and narallel with the main track, with the
head end of the englne 134 feet east of the switch. The head
car of the cut stopped with its west end on the rront end of the
engine and its east end across the main track; the west truck of
the second car was deralled; none of the other cars in the train
was deralled or damared. The ennloyee killed was the engineman
and the employee injured was the Tireman of engine 4833.

summary of evidence

Conductor hMerrifield,of Extra 4833, stated that his train
arrived at 0ld Hutchinson irack at about 2:45 a.m., and gwitched
out 18 empties, which with the caboose were to comprise their
train leaving that voint. He gave instructions to cut the air
through the entire cut, and by opening the bleed valve on the
last car hc satisfied himself that lhis oriers had been carried
out. The 1% cars werc then shoved into the Western Maryland
track and the entire train remalined there for about 15 minutes
awaiting the departure of 2 opnosing ftrains; during this time
he instructed his men regarding-the remaining moves to be made at
that staticn. After the opposing trairs had departed, engine 4833
backed out on the main track, shoving the caboose, and proceeded
to make a flying switch to place the caboose amainst the cut of
cars. In making this movement :ie was watching the engine and ca-
boose and did not notice %t tric cars had started to move toward
the main track; almost immediqtcely after he had thrown the switch
between the engine and tho cebonsc the collision occurreds He
did not instruct Brakeman Sypolt to set hand brakes on the cars
before uncoupling the engine becauvse he thoupht that air brakes
would hold the cars for tn. siort timce that tacyv would be detached,
but he was not certain that ne had civen instructions to apply the



alr brakes as he was relying on Brakeman Sypolt to take such ac-
tion as was necessary to hold the train. Conductor Merrifield
stated that he was informed by Brakeman Sypolt after the accident
that he had set the air brakes by opening the angle cock just be-
fore the engine was uncoupled from the cars. Conductor Merrifield
stated that the accident occurred about 4:15 a.m., that the head-
light of the engine was lighted at the time, and that the speed

of the engine Jjust prior to the collision wus between 6 and 8 miles
per hour. He was familiar with the rules requiring that hand brakes
be set on cars left on sidings and he was examined on the book of
rules about two years ago.

The statement of Brakeman Sypclt concerning the movements
of their train up to the time the 18 cars were shoved in to the
Western Maryland track, agreed with that of Conductor Merrifield,
although he did not know whether there was air through the entire
train at that time; and although there was some doubt in his mind
regarding the position of the angle cock between the second and
third cars, he did not ascertain its nosition. Brakeman Sypolt
stated that he had been furloughed for almost four years prior to
September, 1938, and that he had not done any work on the 0ld
Hutchinson tracli or the Western laryland track since that time
and wasg not familiar with the physical characteristics at that
point. When the cars were shoved into the Western Maryland track
he stationed himself to handle the main line switch and did not
know whether Engineman Summers used the automatic brake to make
the stop. As the last opposing train was approaching, Brakeman
Sypolt cloged both angle cocks between the engine and first car,
uncoupled the air hosc, opened the angle cock on the first car
and left it open until the alr ceased blowing, lifted both coupler
lock blocks and then walked to the main line switch. When the
opposing trains had passed, which was 8 or 10 minutes after he
had uncoupled the engine, Engineman Summers backed away from the
cars to a point sufficilently west of the main track switch %o per-
mit making a flying switch of the caboose which was behind the en-
gine. Brakeman Sypolt stated that he was on the rear, right side
of the tender while making the flying switch and he estimated the
speed at 8 to 10 miles per hour. He was not instructed by Conduc-
tor Merrifield to set either hand or air brakes, nor informed by
him concerning the grade conditions in the viecinity of the point
of accident.

Fireman Kinsey stated that he was positive that the air ‘
was cut in on the 18 cars that were shoved on to the Western lary-
land track, but did not remember whethet the automatic brake was
used at any time. Being on the left side of the engine hc was
unable to see the cars drifting out of the siding and had no in-
timation of danger until Engineman Summers called a warning Just
before the collision.
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Road Foreman of Engines Hendley stated that he arrived at
the scene of the eccident at 7:35 a.m., and made an inspection of
the engine; he found the throttle closed, the reverse lever in
forward motion and the automatic and independent brake valves in
running position.

About four hours after the accident, Trainmaster Deegan
and Car Inspector Lough made an inspection of the brakes on the
cars involved in the accldent, and found that the eight cars far-
thest from the engine were eauinped with "ABY brakes which were
all set; the next eight cars were equipped with "K" brakes and
none were found applied, while the two cars next to the engine
were damaged so that an inspection of the brakes was impossiblee.
The brake pire on the 16 undaraged cars was coupled throughout
but the angle cocl on the west end of the third car from the en-
gine was closed and the brake pipe on the two cars wihich were de-
railed was broken. No hand brakes were found applied.

Tests were made 1n which the cars involved in the accident
were placed in the same position they nad occupied when engine
4833 was uncounled to make the flying switch; in each test the
alr brake equipment was fully charged. In the first test neither
hand nor air trakes were anplied and when the engine was uncoupled
and moved away from the cars thev immediately started to follow,
and reached the point of colliision in one minute and 40 seconds.
In the second tcst an angle ccck was closed between the second
and third cars from thc engine and the brakes were apnlied, on
the two cars next to the engine, by uncouprling the air hose be-
tween the engine and the first car and opening the angle cock on
the first car. Although, duc to damagce incurred during the colli-
sion thc only effeetive brake on these two cars was on one truck
of the second car, the entire cut remained stationary when the
enginc was moved away; this test was of 10 minutes duration. The
third test was made to determine the condition of the oprakes on
the entire cut of cars, and all but one were found to be in good
condition,

Discussion
Rule 100 in the book of rules rcads in part as fcllows:
"Whnen the engine is detached from the
train, or cars set off, trainmen will apnly
gsuftricient hand brakes to secure game at all
fimes. Alir brakes must not be devnended upon

to hold detached trains on gradesg. el

The investigation developed that hand brakes were not set on the



detached cars before engine 4833 was uncoupled preparatcry to
making the flying switch. Conductor Merrifield admitted that ‘.’
he did not instruct Brakeman Sypolt to set hand brakes, and was
uncertain as to whether he had given Brakeman Sypclt instructions
to apply the air brakes. Brakeman Sypolt claims to have exhausted
the air from the brake pipe of the cars before uncounling the en-
gine, and stated that about 10 minutes elavsed between the time

he applied the air brakes and the time engine 4833 moved away from
the cars. Tests made after the accident indicate that had a brake
been set on one car the entire cut of cars would have remained
stationary when the engine was uncoupled.

Conclusion
This accident was caused by faillure to appliy hand brakes
on cars left standing on a grade.
Regnectfully submitted,

W. J. PATTERSON,

Director.



