INTERSTATE COMMERCE COMMISSION
WA SHINGTON

REPOAT NO. 3658
THE CHESAPEAKE AND OHIO RAILWAY COMPANY
IN RE ACCIDENT
AT BREMO, VA., ON
SEPTEMBER 27, 19565
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Datet

Rallroad:
Location:

Xind of mccident:
Tralns involved:

Traln numbears:

Locomotive numbera:

Coneists:
Egtimated gpeeds:
Operation:

Tracks:

Weather:
Time:
Casunlties:

Caune:
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SUMMARY

Septexber 27, 1956
Cheasaspeake and Ohlo
Bremoa, Va.
Head~~1d coilision
Frelgnt

Work Extra B80O2
Piesel-elecgtric
unit 5809

42 csre, caboose

5 m. P. N

Nenal 1ndicﬂtiong

Report No. 3856

: Frelght
: Extra 5750 Eaat

: Dlegel-elestric

units 5750 and
BB4B

: 88 cars, cabooae

: 28 m, p. h.

Doutle, %¢ surve; 0.88 percent
deacendlng grade eastward

Clear

8:40 a, m,

1 killed; 8 injured

Traln being sdmitted to a block in
which a praceding train was authorl:
to make & reverse movement.
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INTERSTATE COMMERCE COMMISSION

REPORT NO, 3856

IN THE MATTER OF MAKING ACCIDENT INVESTIGATION REPORTS
UNDER THE ACCIDENT REPORTS ACT QOF MAY 6, 1910,

THE CHESAPEAKE AND OHIQ RAILWAY COMPANY

November 15, 1955

(28

Accldent at Bremo, Va,, on September 27, 1955, caused by
e train being adml tted to a block in which a preceding
traln was authorized to make a reverse movement,

B e ]

1
REPORT OF THE QOMMI 8SION

CLAREE, Commissioner:

! L)

On September 27, 1966, there was a head-end collision
between two freight trains’'on the Chesapeake and Chio Rall-
vay at Bremo, Va., which resulted in the death of one train-
service employes, and the injury of six traln-service
employeses,

T
Under authority of section 17 (2) of the Interstate Com-
merce Agct the above-entitled proceeding was referred by the
Commi sefon to Commisgsloner Clarke for consideration and

disposition.
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nof A and M f ratio

Thie accident oceurred on that part of the Richmond
Division extending between Gladatone, Ya., and Rivanna Jot.,
Richmond, Va., 119.9 miles. Between Shoreg, 48.4 miles
east of (ladstone, and Bremo, 52.4 miles east of Gladstone
this 1s a double-track line, over which iralnes are opersated
in elther direction on elther track by signal indications.
The maln tracks froa north to south are designated as track
No, 1 and track No, 2, Between Bremo and Wegtham, 58.8
miles east of Bremo, 1t ia a single-track 1lne, over which
traine are operated by signal indications, At Strathmore,
$0.1 miles east of Gladstone, a number of yerd tracks
parallel the main tracks on the north., At a peint 1,209
feet wept of the statlon at Bremo a 1line designated as the
Buckingham Subdivision diverges from track No, 2 toward the
south, The Junction switeh 1s facing-polnt for sast-bound
movements. The east end of double track at Bremo 1s 48
feet weat of the oenter-line of the station., An asuxiliary
tragk divergee from track No. 2 at a power-operated ewitch
located 280 feet west of the east end of double track and
barallels the single-~track line on the south to a point a
conslderable dlstance east of the statlon, The acoldent
occurred on track No. 2 at a polnt 1,640 feet west of the
Junction swi tch of the Buckingham Subdivision. From the
weat there are, 1n guccession, a tangent 1,200 feet in length,
& 1°12' ourve to the right 590 feet, a tangent 810 feet,
and a 5°00' curve to the right 179 feet to the polnt of
accident and 521 feet eastward. From the east there are, in
succession, a 4°48' ocurve to the right 530 feet 1in length,
a tangent iao feet, and the curve on which the accldent
ocourred. The grade 1s 0.86 percent desocending eastward at
the peint of accident,

Seml~sutomatio signal BRB, governing east-bound move-
ments from the east end of the yard at Strathmore to track
No. 2, 1¢ located 1,64 miles west of the polnt of sccldent,
Semi-automatic signal 10R, governing east-bound movements on
track No, 2, and semi-automatic signal 96R, governing east-
bound movements from track No, 2 to the auxiliary track at
Bremo, are lacated, respectively, 1.48 miles west and 2,418
feet sast of the point of accldent, Seml-automatic slgnal
96l, governing west-bound movements from the auxiliary track
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to track No. 2, and semi-acutomatic signal 10L, governing
vest-bound movements on track No. 2, are located,
respectively, 2,82) feet east and 1.34 milea west of the
point of accident. Thess eignals ars of the color-light
type. The aspecte applicable to this lnvestigation and
the corresponding indications and names are ae follows:

Signal  Agpect = Indication Hame

8RB Yellow Proceed at Regtricted Restricting.
Speed,

10R Yeollow-

over-red Proceed Prepared to 3top Approach.
at Next 8ignal, Train
Exceeding Medium
Speed Muat at Once
Reduce to that Speed,

96R Hed-over- Proceed at Restricted Reptricting.
Yellow Speed.

8RB ) Red Stop. Stop.

96L )

10R Red-over- Stop. Stop.
Tred

These slgnals form part of a traffioc-contro]l aystem which
extends between Greenway, 47.4 miles west of Bremo, and West-
ham. 8ignals 8RB, 10R, and 10L are controlled from Strath-
more., The control mschine is operated by the sperator under
the supervision of the train dlspatcher, Signals 96R and

96L are controlled from a control machine at Richmond which le
operated by the traln dispatecher, Miniature lamps on the

panel of each control machine indicate track ocoupancy, the
posltion of each power-operated swl tch, and whether each
controlled signal 1s dlsplylng an aspect to proceed or an
aspect to stop. At the time the accldent ocourred the clrcult.
were go arranged that track occupancy by a train eaet of slgnal
96R was not shown on the panel of the control machine at
Strathmore. The mspect displayed by eignal 10R was not 1ndi-~
cated on the control machine at Richmond, The control oircults
of the aignals were so arranged that after an east-bound train
cleared the gsection of track between signale 10R and 96R, and
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the code was transmitied to cause signal 10R to dlsplay
an aspect to procesd for a following movement, this
signai would indieate Proceed-prepgred-~to-gtop-at-nexi-
Blenal.

This carrier's operating ruies read in part as foligwe:
DEFINTTIONS

Absolute Block Section.--"The length e¢f track bstween
two adlscent oppoeling absolute bloak slgnals,

Absolutes Bloock Signel.--4 home block signal, the
most restrictive indisation of which ig “atop",
governing a biecck under Automatic Bloek System Rulee,

¥ediur Speed,--~Une half maxiaum euthorlzed speed,
but not exceeding 30 miles per hour.

Reptricted Bpeed.--Froaesd prepared to stop short
of traln, obatruction, or anything That may require ihe
gpead of the train to be reduced, but not exceeding 156
milags per hour.

271, On portions of the roud so specified on the
timetadble * % 2 tpainz and enginez wil! run 1n i ther
directlon, on tracks so zpecified, by block signels
whose indications wlll supersads timefrble superiority
* # % TPpaing operatinge under theee rules, unleass
otherwize previded, wlll retein thelr autlorized
idantlby.

279, Eales 279 and 2B0O will net e in affect unless
apecificelly designeted on tue tisetable or by speclal
‘netractions. V¥here so deslgnated, fralnsg or eaglnes
may entar and uae an abgnluie block section in accord-
ance with the block elpnal indiecntlons digpiayed,

Suen lralne or engines may move in elther directlon,
without flag protectlon, witiin the sbesolute blok
section,
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280, When trains or engines clear on tracks
within an absolute block maction, the conducter
or englneman must report clesr to the train
dlspatcher, through the operator.

The irain digpatcher must not admit =2 traein or
engine to an abgolute block section occeuplied by a
train or engine * * #

Timetable spesial instructions provide that rules
Nos. 271, 279, and 250 are In effect on tracks Nes. 1 and
2 betwaen the eastward absolute bisck slgnal at Shores
and the westward absglute bluck signels at Bremo.

The maxinum authorized speed for frezicht tralns is 40
miles per hour,

Degeriptlon of Acelient

Work Extra 5809, & locul frelght trsin, cons!isted,
from saet to wesgt, of 42 cars, # cabooge, and Diegel-plectric
unit 5609, This traln originated at Jtrathmore., It wes
autnorized to operate as & work extrs on the Buskingnam
Subdivielon and wae Jealpgnated as Work Extrs 5809 wnile
moving between Jtrathmore and Breme, It departed eagt-hound
frem Strathmere, passed slgnsl 8RB, whizsh indizated Procesd-
at-reatricted-apeed, and entered irack No, 2 at 3:11 5. m,
At Bremo ALt pasged slgnal 98R, which indicated Proceed-at-
restricted-epeed, and stopped with the east end of the traln
on the auxlllary track end the locomotive, wnloh wae on the
wegt end of the train, standing between slgnala 98R and 96L.
A short time lster this train begun a weat-bound movement,
and whlle moving westiward on track No., 2 at an estimsted gpeed
of 3 miles per hour 1t collided with Extra 5750 Eaet at a
point 1,640 feet west of the Junction switch of the Buckingham

Subdivisiaon,

Extra E750 Fast, an east-bound freight train, consisted
of Diemsel-electric unlts 5750 and 5848, coupled ln multiple-~
unlt control, one Dlesel-electrlic unit in tew, 85 cars, and
a caboose. fThis train departed from Oladstone at 6:45 a. m.
It passed signal 10R, which indicated Proceed-prepared-to-
gtop~at-next-glgnal, at 8:39 a8, m., and whlle moving on track
No. 2 at a gpeed of about 28 miles per hour 1t celllded with

¥York Extra £809,
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The locorotive, the caboose, and tne first five cars
of Work Extra 5809, and the locomotive and the firgt 11
cars of Extra 5750 East were derailed. The locomotive of
Work Extra 5809 gtopped upright and 1n line wlth the track
at a palnt approximately 250 feet east of the point of
collislon. The first Diesel-elsctric unit of Extra 5750
East stopped upright ami in line wlth the track, The front
end was agalnat the front end of the locomotive of Work
Extra 5809. The second Dlesel-electrlc unit mtopped with
the front end near the rear end of the first unit and the
rear snd about 12 feet south of track Ho, 2. The derziled
cara atopped in various positions on or near the tracka.
The Diesel-electrloc unlts were badly damaged, several of
the deralled cars were destroyed, and the other deralled
care were considerably damaged.

The engineer of Work Extra 5809 was ki1lled. The con-
ductor and the front brakeman of Work Extra 5809, the
englneer, the fireman, and the front brakeman of Extra 5750
East, and e firemsn not on duty who was on tne locomotive
of Extra 5750 East were Injured.

The weather waa clear at the time of the accident, which
occurred about 8:40 a, m.

Diacngaion

When Work Extra 5508 arrived at Bremn 1t etopped with
the weat car of the trzin oppuslite the station., After frelght
wag lpaded and unlecaded the conductor recelved permission from
the train dispatcher, through the agent, to move the train
westward on track No. 2 a sufficlent distance to enter the
Buckingham Subdivlielon, As thls train wons moving westward
over the Junction switch of tha Bucklingham Subdivislon the
enginemen were in thelr respective poaitions in the control
compartment of the locomotive, the conductor wae 1n the
caboose, and the front brekeman wagd on the second car east
of the caboose, The gwing brakeman and the flagman alighted
at the gwltch, Membars of the crew sstimated that at this
time the train was moving at a speed of 8 to 12 miles per hour.
The fireman sald that as the locomotive was approaching the
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point where the accldent occurred he and the engineer
were looxlng eastward and watching for hand slgnale from
members of the traln crew. PBefore the collision cecurred
the fireman glanced in the opposite direotion and saw
Extra 5750 Eest epproaching., He called a warning, and
the englneer immediately mode en emergency application of
the brakea. The fireman eatimated thet the trsin wns
moving at a speed of about & miles per hour when the
collision occurred,

As Extra 3750 Fast wae approaching the polnt where the
accldent occurred the englnemen and the front brakeman were
in the contrel compartment of the first DMesel-electric unit.
The conductor and the flapgman were in the caboose. The
enginger caid that he. saw Work Extra 5800 when the tralns
were a conslderable distance apart., Because of curvature
of the track and tall weeds slong the track he could not
aee which track Work Ex‘ra 5802 was occupyingz, =nd he
assumed that it was movirg on track Mo, 1., Yhen he reached
e polnt 500 or 600 feet --egt ¢f the locomotive of Work Extrs
6809 he asaw thet 1t wag meving on track MNo. 2. Fe then
made an emergency applicatlicn of the brakes. According to
the tape of the gpeed-recording device, tne train vas moving
at a speed of about 28 miies per hour at tne time of the
collielon.

The traln dlespstcher ssld that before the scclident
oceurred he »as under the impreseion that signel 10R could
not dleplay en aspect to proceed while a %raln wasg occupylng
the section of track between that slpgnml and tne opposing
controlled gignals at Brems. Since Work Extra 5809 at no
time cleared the sectlon of track west of algnal 968L, the
dlspatcher thought tnat Extra 5750 East would be held at
gignal 10R, For this resson he did not consider 1t necessary
to Lnatruct tne operator at Strathmore to hold Extra 5750 East
until Work Extra 5809 cleared track No, 2. About 8:40 a. n.
the operator at Strathmore reported that Extra 5750 East had
paseed at 8:39 a, m. At this time Work Extra 5802 had
departed west-bound frem the station at Bremo,
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The operator at #trathrore ssld that It was not
cuztomary to obtaln permissien from the train dispatcher
tefore perpltting east-bound 4roins te procesd on track
No. 2. He understood that in this vicinliy trelns are
authorized %o move in either direction within an sbsolute
block sectlon, but he gsid he thought protection for such
movements waad provided Ly the slgnel system. Track
ogcupancy between slgnals 2688 and ¢6L 19 not indlicated on
the panel of the control macnine at Strathmore, and after
the locowotive of Work Zxtra 5809 moved east of signal 96R
the operator aceumed that the traln was clear of the blogk.
When Extra S750 Bagt entered the approach circuit he lined
the route for the traln to proceed.

The rules of thlsa carrler provikde thst in the vizlnity
of the point of accldent traing or englnes whilch recelve the
preper signal indlceatlon %o enter an sabsolute block sectlon
may move in eslther directlon within that abasolute block
gectlon without flag protectlon., An abeolute block section
iz defined as the length of track hetween two ad)acent
opposing absolute block slgnala, The rules aleo provide
that the train dlepatcher must not admit s tralm or engine
to an cccupled ahaolute block sectlon. In the instant case
the train diepatcher understood these rules, However, he
wes under tlie impreseion that signal 10R couid not dlsplay
an aspect to proceed until after Work Extra 5809 had clesared
the maln track or moved east of the absolute slensls poverning
west-bound mevements at Eremo, and he consldered further
protection for the westward movement of Work Extre 5809
unnecessary. '

At the time the accldent occcurred the controlling circulits
of the slgnal aystem were go arranged that the bloock rfor
followlng movements extended only frem signal 10H to alegnal
96R, and after Work Extra 580% moved east of slenal G6R
Extra 5750 Eaat received the proper slghel indlcsatlon to
enter the tlock at signal 10R. Extra 5730 East paneged slgnal
10R before Work Extra 5809 moved west of pipnal 96R, and
after thls occurred the signal system provided no protection
between the opposing movements, After the accldent occurred
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the contrelling eircults of the signals were chanped and
are now g0 arranged that an agpect to permit 2 folloving
movement between the absolute siecnals at Strathmore and

the opposing abgolute simmals at Bremo cannot be diasplayed.
The controlling circulta of the slgnals at a1l other
locations on the line of thia carrier where rules Nos.

279 and 280 are in sffect are also esrranged in this manner.

Cauge

Thie accident was caused by a tralin being admitted to
a block 1a which a pneceding train wes authorized to make a
raverse movement.

Dated at Washington, D. C., thig fifteenth
day of November, 19ks,

By the Commiassloen, Commlasloner Clarke.

( SEAL) HAROLD D. McCOY,

Secretary.



