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Railroad: Cgesapeake znd Ohio
Date: May 2, 1540
Location: : Barbcursville, W. Vae.
Kind of accident: - Rear-end colfision
Trains involved: Freight : Freight
Train numbers: Extra 2336 West : Extra 1227 West
Engine numbers: 2336 T 1egv
Consist: 59 cerg and : 68 cars and
ceboose caboose
Speed: Standing :t 10~25 me DPe he
Operation: Automatic block~signal system;

accident occurred vwithin
interlocking limits

Track: Double; tangent; 0.09 percent
ascending grade westward

Weather: Light rain
Time: 9:10 p. ma
Casualties: 2 injured
Causc: Failure to operate following Utrain

in accordance with signal indica- .
tions, and {failure to provide ade-—
quete filag protection for preced-

Ing train



‘

Inv—-2424

June 12, 1940,

To the Commlssion:

On May 2, 1940, there vas a recar-end collision between two
freight trains on the Chesapeake and Ohio Rallway at Barbours-
ville, We. Va., which resulted.,in the injury of two ecmploycess

Location and M&thod of Operation

This accident occurred on that part of the Huntington
Division desijnated as the Kanawha Sub-divislion which extends
between Handley, W. Va., ghd Russell, Ky., a distance of 94.3
miles. In th~ vicinity of the point of accldent this is a
double~track line over which trains are opcrated in either
direction on both tracks by automatic signals, the indications
of which supersede time-talle superiority; traffic locking is
provideds The tracks are numbored 1 and 2 from north to souths
The accident occurred within interlocl:ing limits on track No. 1
at a point 4,771 feet east of the intcerlocking tower at Barbours-
ville, Approaching this point [lfrom the cast there are, In suc-
cession, a tangent 3,807 fcet in length, a 1932'30" curve to the
left 1,376 feet in length, a tangent 288 fect in length, a 3°02!
curve to the right 2,289 feet in length, and a tangent 357 feet
to the point of accident and 1,110 feot beyonde The grade 1is
0.09 percent ascending westward at the point of accident.

The signals which govern wcesiward movements on track Nos 1
ere automatic signal 4935 and semi-gutomatic interlocking home
slgnals 56 and 508; signals 4935 and 59 are located on signal
bridges 0,437 feet and 22 feet, respectively, east of the point
of sceldent; signal $6 is located £,8697 fect west of the point
of accident. These signals are two-unit, color-light signalse.
The aspects, indications, and names of the signals involved and
the corregponding rule numbers are as fcllowg!

Asgpect Indication Name Rule No.
Green-over-red Procced Clear 281
Yellov—over-red Prepure to ctop at Approach 285

next signal, train
eifceeding medium
speed must at once
reduce to tnat spead

Red~over-red Stop Stop 292
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Mediunm gpeed 1s definced asg one~hnalf maximum authorized
cpeed, but not to exceed nHU miles Per houre. :

, . The mevimun authorized speed for the irains involved 1s 40
' niles per hours

Rules of the operating department read in whOle or in part
as follows: '

bOe The following sicnals will be used
by flagmen:

% Y

X

+

liight signals - A red ligat,

A white 113nu,
Torpedoecs and
Tusees

under circumn-—

+

99. (a) When a train stops

stances in which 1t mny be overtaken by
canother train, the flagman mist go back
inmedic tely with flagman's signals a suf-
ficient distance to insure full vprotection,
Dlccing two torpedoes, and hen necessaryy
in addition, displaying lightcd fusecSe
When rccallied and saLety to the train will
pcrmit, ho may raturne

et ¢

u;

When the conditions requirc he will
leave the vorpedocs and a lighted fusees
Zxcept in cmergency, * * % fusccs and tor-
pedoes will not be uscd by trainmen in auto-
mgtic bleck signal Territory.

E

271. (a) On portiong of the road so speci-

ied on the time-table {(or by special in-
strue tlon_) trains vill run in either
direcilon on tracks so gpecified by block
signals whose indications will supcrsede
time-table supcrioritye.

o

7
. Rules I and J of the time-table general instructions read
in part as follows:



I.- Rules 271 (a) to 276 (a) inclugive are in
effect between Scott and Ds K. Cobin % % %

Je—= Trains nay be started without orders and .
will run as extras -

Westward from Handley.

odk

Scott and De K. Cabin are located, respectively, 21l.4 miles
cast end 6.7 miles west of Barboursville.

A light roin wes fa
m

1ling at the time of the accident, which
occurred shout 9110 p. me

Description

Extra 2536, a west-bound frcight train, with Conductor
Harford and Engineman Lipscomb in charge, consisted of engilne
2006, P4 loadea and 35 empty cars, and a cabooses This train
departed from Chorleston, 4l.0 mileg east of Barboursville, at
7:40 p. m., according to the evidence, passed Milton, the last
oven office, 8.6 milcs esst of Barboursville, at 8421 Ds .,
according to the train sheet, passed automatic signal 4935 dis-
Playing a proceed indication, passed interlocking home signal
50 displaying an approach indication, and stopped about 8:38
Pe me &t signel 56, which was displaying a stop indication, in
order that the crew might inspect the train for a defectlive car
vhoel, and was standing with the rear end about 22 feet west of
signal 5€ when 1t was struck by Extra 1227 about 9:10 pe me

Bxtra 1227, a west-bound freight trein, with Conductor
lMeadows and Engineman Short in charge, consisted of engine 1227,
64 loaded and 4 empty cars, and a caboose. This train passed
Milton at 9:05 pe. m., according to the train sheet, passed auto-=
metic signal 4935 displaying an approach indication, passed lnter—
locking home signal 59 displaying a stop indication, and, while
moving at a speed variously estimgsted to have been between 10 and
20 miles per hour, struck the rear end ol Extira 23506

The cabooge and the five rear cars of Extra 2356 were de-
roliled and stopped in various positions on each side of the
tracks and across them; threc of these cars were destroyed; the
eleventh and twelfth cars from the rear buckled to the south and
were destroyed, and three other curs werc slightly damageds Engine
1227 stopped about 218 fect west of the point of collision; the
engine cnd the tender were derailced but remained upright and in
line with the track; the front end of the engine was badly damageds
The first cor of Extra 1227 was deralled; the eleventh and twelfth
-cars buckled to the soutli; the twelfth car was destroyeds
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The :mploycees 1njured were the fireman and the front brake-
cen of Extre 1227

Sumnary of Evidence

Lngineman Lipscomb, of Extra 23538, s“sted that an air-brake
o 3% vas made ot hinton, We Vae, 137.4 miles ezst of Baroours-—
ville and at each point cn route where cars were added to the
troing the brates functioned proverly. When his train zapproached
berboursvilie a light rain vas felling; sifnal 4635 displayed a
pProceed indication, signal €8 an approacnh indicsation, and signal
86 a stop indilication. He stopoed iivs train ot signal 56 about
8:40 pe me and signnlled vhe (ingman to protect the rear of the
traine. The front brakemar iamediately telephoned the opcrestor
who informed him that tae train should be insvecited for a defect-
ive whecel. The brakeman then procecded tovard the rcar to inspect
the train, and, about 9:05 p. me., accompanied by the conductor, he
returned to the front cnd. The conductor geve the engincmen a
signal to recall tae flagman; about the scme time siygnal 56
changed to display an approzch indicetion. Engineman Lilpscomb
said thit he recelled the flagman a2bhout 9:07 or S:08 p. ma About
€110 pe me hc felt a slight Jjar con the engine and informed the
conductor and the front brakeman that the Lrake-pipe pressure was
depleted; they proceeded to the rezr of the train to ascertain

the czuse.

Firemen Richmond, of Extra 2336, corroborated the stztement
of Enginerian Lipscomb.

Front Breckeman Kincaid, of Extra 2336, stoted that after his
train stopped at Borboursville he called tThe operator at that
voint on the telephone but as the latter was busy the onerator at
Milton instructed him to inspect his train for a defective care
praihcilan Kineaild proceeded tovard the recr snd insvbected his
trine He found hoand prakes- slightly applied on two cars about
25 cars ahead of thie caboose; the whicels were warm but were not
overhezteds. He met the conductor; they proceeded to the caboose,
tiien walked to the front of the train, the conductor inspecting
0a¢ side and he the otnere The brakeman seid that after the
accident the flagmen told him he had been back aporoximately
1,200 Ffeet providling flug; provection. Brakeman Kincaid said he
coneldacrced thie dilstance sufficient in view of the digtance
that the signels could ve scene He sald that gignal 59 could be
geen zbout 50 or GO car lengths. His understanding of the use of
fusees as provided in Rule 99 was that the cmergency provision was
aplicnble only uvhen vroviding flag protection on curves, or in
ovher clrcumstances when visibllity was restricted; if Lic thought
a train vas approaching too rapidly he vould use a fusgees



Conductor Harford, of Extra 2336, stated that his train
ctoppred at Barboursville at 8:40 p. m. and the engineman sig-
nalled the flagman t0 protect the rear of the train. Tne flag- (@
man started back immediately with flagging equipment and the
conductor proceeded to 2 telephone and was instructed to inspect
his train. After the train had been standing about 5 minutes
The conductor and the front brakeman proceeded to inspect the
train from the caboose to the engines Whien leaving the caboose
he saw that the flagman wac then about 20 car lengths to the
rear of the caboose and wag still walking castward. After in-
specting the train the conductor reported to the operator at
Barboursville that his trein was ready to leave, and boarded the
engines At 9:10 p. me he heard a noise which he thought night
have been cauged by automobiles colliding on the highway which
Parallels the trackse. He .observed that the air gauge indilcated
the braike-pipe prcssure was depleteds He procecded to tiae rear
of his train wnd meb the flagman who told him that he had gone
back a distance of 25 or 30 car lengths to flag. The conductor
considered thig distance sufficient under the existing condi-
fions, as signal 59 could be seen acrosa the curve a distance of
about 1 mile,

Flagman Anderson, of Extra £330, stated that immediately
after his train stopped at Barboursville the engineman sounded
the signal for the flagman to protect the rear of ais train and
he went back a distance of 25 or 30 car lengths, taking with
him a red lantern, a white lantern, a fusee, and two torpecoes.
He observed that both caboose markers were lighted und signal
59 was displaying a stop indication. He had been standing in
that location about 25 or 30 minutes when he saw Extra 1227
aPproaching about 75 or 80 car lengths distant. He immediztely
gave stop signals with his red lantern. When the engineman of
the approaching train falled to acknowledge his signals and when
the train was about 10 or 15 car lengths from him and was uoving
at a speed of about 30 miles per hour, he lighted a fusees As
the engine passed, che engineman, who was sitting in the cab,
appcared to be alert but did not acknowledge his signals; the
engine was working steam and the bralies were not applicd when
the engine passede After the first 7 or 8 cars had passed he
observed that the air brakes were applied. He c¢stimeted that
the speed of Extra 1227 was reduced to adbout 10 miles per hour
at the time of collision. He understood the provisions of The .
flagging rule but did not bclieve it necessary in this instance
to use torpedoes; hie lighted a fusee only as an emergency
measure aiter the enginenan ol the following train failed to
acknowledge his signals. He thought that under the circumstances
20 or 30 car lengths was a sufficient distance to provide ade-
quate flag protection.
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Enginenan Short, of Extra 1227, stated that scveral stops
were made en route and the air brakes controlled the sneed of
the train properly. When hig train was approaching Berbours—
Ville the speed was 40 miles per hour. He closed the thirottle
before his engine reachiec signal 4935, which displayed an
approach indication. When the enginc passed signal 49355 ne nade
a 10-pound brake-nipe rcductlon. Altcr the engince proceeded a
short distance around the cur've, he lookca across and saw
through the troes what appeamgd to be an =pproesch indication at
signal 59, and rileased the brakes; thc speed ot ithiat time was
about 30 milcg per houre After the train had procecded about
4 or & car longtis farther, or about 35.or 40 car lengths fron
signal £€, lic obscrved that signal 89 was displaying a stop
indication sna made a 10-pound bralc-pipe reductions After the
train hed moved an odditional distance of 4 or 5 car lengths,
he gaw the cabooge and placed the breke valve in cmergency
positions When hisg engine was about 12 or 15 car lengths dis-
tant from the caboose of the preccding train he saw its flagman
goout 8 or 10 car lengths to the reur of the caboose, moving
toward Extra 1227. The engineman su:id %that he did not sce a
burning fusec and did not hear any torpcdo exploded. He re-
versed the engine and ooened the sanders before passing the
flagman, who called to him as he passed. The cngineman thought
that the brakes would have been more effecctive if he had applied
them in emergency immedizstely instead of first making a service
apPplication. The speed was reduced to 20 or 206 miles per hour
at the time of the collision. He understcod that an approach
slgnal irdication reguired him to reduce the speed of his train
to one-half the maximum guthorized speed and to prepare Lto stop
at the next sirnal. He sald that he was misled by thinking that
the next signal in advaace had changed o display an spproach
indication. He thought that if the flagmen of the preceding
train had lighted : fusee when Extra 1227 was in the vicinity of
signal 4935, he could have seen the reflection in time To take
action to avert the zccldent,

Fireman Henifen, of Extra 1227, stated that the alr brakes
were tested at Hinton and zt Charleston gnd they controlled the
gpced of the train proparly at all points where used en routes
Both he ond the front brakeman called the spprosch indicatdion
at signal 4935 to the engineman, who repeated it and immediately
closed the throttlc to drifting position. At that time the
train wos moving at o spccd of about 40 .ailes per hours The
fireman szid that signal LT cannot be seen from the left side of
the cab until the engine rcaches a point 10 car lengths from 1t
and, as the engineman did not call the indication, he crossed
over to the right side when the engine was about 30 car lengths
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east of signgl 59 and saw that it vas displaying a stop indlca-
tion; at the same instant he sew the caboose of the preccding

traine He warned the engineman, who started to make a scrvice '
applicaclion of the air brakes, ¢nd when the fireman told Lim to
aPPly the brakcs in emcuogcney, the englneman dia so. The fire-

mgh saw the flagman of the preceding train giving stop signals

with a red lantern end a lighted fusee about 15 car lengths to

the rear of his caboose. The cngincmen, vho was l20king ahead,
apocared to he noriel and alewt. Fircman Eanifen jumped off the
engine when it was within 6 cqr lengths of the caboose and when

his train was -oving about 20%r 25 miles per hour. The fircman
stated chat the engineman did not makeé an air-brake applicatiion

when the train possed signal 4935.

N

Front PFrakeman Johnson, of Extra 1227, stated that when his
train was spproaching Barboursville the speed was 40 or 40 miles
per hour. Both he and the firemsn wcre on the left seat-boxes
and called an approach indication when the cngine was about 1,200
feet dlstant from signal 40350 The engincuan closed the throttle
to drifting position; howcver, hc did not apply the brskes in
emergency until afcer the firemsn croaced over to the right side
to observe signal 50. Brekeman Jonngon sald that because of
track curvaturc signal 52 could not be secn from the left side
of an engine until it was approximately 15 or 20 car lengtns
distant from the signal. When he first saw signgl 959 1t was
displaying a stop indication and his train was moving at & speed
of 30 or 35 miles per hour. He estimated that the speed vas re-—
duced to 20 mileg per hour at the time of collision. After the
accldent he saw the flagmnan of Extra 2336, who had a red and a
white lantern but did not have & fusee.

Conductor lieadows, of Extra 1227, stated that the alr brakes
were tested at hinton and ot Charleston and they functioned prop-
erly en routes« When his traln was approaching Barboursville 1t
was moving at a specd of between 40 and 45 milces per hour. When
the rear of his train passed signal <4905 ne obscrved that a 12—
pound braoke-pipe reduction was mades Sooh afterward the train
lurched and tliie brake-pipe pressure slowuly dropped to & poundse.
He thougiit that his train moved about 68 car lengths from the
tims the first rcduction wes made until the train stopped. The
accident occurred adout 2:15 p. me It was drizzling but visi-
billity was unrestricted.

Flagman Burton, of Ektra 1227, stated that when his train
wa.s approaching Barboursville it was moving at a speed of betwecen
20 and 25 miles per hour; he felt an application of the alr brakes
at a point about 10 car lengths before the train stoppede
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Section Foremen Jones, at Yates, located about 5 milcs
eact of Barboursville, stated that he observed Extrz 2356 whon
it passed hiz home and hcard a noise similar to that made by a
broken vheel; he saw fire flying from the whecels of a car near
e middle of the train. He reported this condition to the
opcrator at Barboursvillee

Opcrator lallory, sl Barboursville, ctated that after the
section forewmen had reported the defective condition of Extra
2006, he notified the dispatcher who instructed uim to stop
Extra 2536 at Barboursville._ The front brekemanr informed him
of the accident about 2:20 pe me

Assialant uenoral Superintendent T3ylor stuted that on the

£t ol tho ncecident, in the prcsence df Road Foreman of
Enginesg Calln\aﬂ and “lMUO]f, Enginemsn Short and Flagman
Andergon meohed the locations on the ground at the points where
each bcliocvel that the [looman was standing wheon he flagged
Extre 1227; the poirt indicated by Ehdinpman Short was 587
feet to tiwc rear of the cabocse and the point indicated by Flag-
man Anderson was 1,094 Tcet to the ruar of the cabooges

Superintendent Webb ststed that a record of 6 efficlicencey
fests conducted between June, 10357, end che date of the accident
disclosed that Engineman Short complied with rule 285 in all

nstencesja record of 9 efficlencytests conducted between April,
1937, and February, 1540, disclosed that Flagman Anderson com-
Plied with rule 99 in all instances

Observations of the Commigsion's Inspectors

Observations mede by the Commission's inspectors from an
englne of the scme type as englne 1227 disclosed that signal
4935 could be seen [rom the right side of & west-bound enjine a
distence of 2,939 fect and from the 1eft siae of a west-bound
engine a distance of 3,430 feet. Because of track curvature and
irees intervening, the first viecw of home signal 59 {rom the

ight side of a west-bound engine wags restricted to a distance of
2,865 feet and it could then be seen continuously a distance of
267 Teet when it becscme obscured a dirstance of 863 fect, then 1%
was agein in vicw a distance of 1,725 feet to the signal. The
view of signsl 592 from the left side of a west-bound engine was
restricted to 406 feet.
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Di scussion

According to the evidence, Exbtra 2336 West stopped at Bar-
boursville about 8:38 p. v, with its rear end standing 22 feet
vest of home interlocking signal 59, in order that its crew
might inspect for a defechive whecl, =nd iis rear end vas siruck
by Extra 1227 West avout £:10 pe me

-

The flagman had gone back to a point asbout 1,200 feet to
the vear of hitg Lenin, accordfng to his stitement, and only atout
600 feet, accorrding to the statements of the engineman and the
firemen of the lcllowing train, when theyfollowing train pasced
him., Under the rules the flagnan was required to go bacl
immeclately vith flaggring equivhdent a distance sufficlent to
insure full protcetions The flagman was not re.ulred to use
fusces or torncdoces vhen flagging in autome tic biock-signal ter—
ritory, ecxccpt 1n case of cnergencys Becaunc ol track curvature
and trees on the inside of the curve to tiie norcth of the tracks,
an engineman of a west-bound train hag a restricted view when
aPProaching thc point of accidente IZvira £336 had becen standing
about 30 minutes; had the flagmun procecded back a distance of
about 4,000 feet to tangent truck his signals could have been
seen a dlstance of 4,200 feet lfsrther, which would have provided
a total stopping distence of avout 8,200 feet for a following
traine  Even though the flagman was back a distance of only 600
to 1,000 feet, had he lighted a fusec when he first became aware
of the approach of the following train, no doubt the engineman
vwould have been warncd in sufficient time to talke action to avert
the accident,

Under the rules, because of the approach indicc.tion at
signal 4935, the following train was reguircd to reluce to one-
half the maximunm authorized spced, or 22-1/2 miles pcr hour, and
prepare to stop at the next signal; however, according to his
statement, the engincman rcleased the brukce goon afver paassing
signel 4335 when the speed was 30 miles por hours He sald that
he wzs misled because of an incorrect reading o7 the indication
at signal 59, vhich he saw through the troes across the curve
to the right. Wnen he roached a poirt vhere he had an unre-
stricted view of sigral 02, atv a disvance of abouvt 1,700 feet
east ¢l the signal, he sau that the signal was displaying o stop
indication; tie apead vas cbout 30 miles rer nour and he
immediately made a scrvize Lracc-plpe reduction ¢f 10 pounds,
then placecd the brake valve in emersency position, but 1t wes
too late to avert the accidente. According to the cvidence, the
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bragcs functioned properly en routes. Hzd the =uginsmwn propcrly
controlled the speed of his train after pascing signal 4950
until hie had an unrestricied view of signal 58, this accldunt
would have been averteo; .ad ne made an cmaergency appilcasion of
the hrakes immediatcly vpin seeing that signal 59 was displaying
a stop indicatiorn, probally the train vould have stoppcd shorst
of the preceding troin.

Conogusion
This accident wam caused by feilure to control the specd
of the follovin; train in accordarce wiih signal irdications,
and by f-iluvre to providewadequate flag protection for the pre-
ceding tratne
Respect{11ly submitted,

Directora.



