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INTERSTATE COMMERCE COMMISSION

REPORT OF ThHE ODIRECTOR Or TFr BUREAU OF SAFETY CONCERNING
AN ACCIDENT ON THr CHESAPrAXz AND CHIO RAILWAY AT ELK
HILL, VA, ON NOVEMBER &4, 193&3.

’

January 5, 1533.
To the Commission:

On November 24, 1922, there was a head-end collision
between two freight trains on the Cnesapeake and Chio Rail-
way at Elk Hill, Va., which resulted in the death of four
employees and the injury of two emplovees

Location and method of operaticn

This accident occurred on tne Rivanna Sub-division of
the Richmond Division, extending tetween R Cabin, Richmond,
and Gladstone, Va., a distence of 130.7 miles. 1In the
vicinity of the point of accident this 15 a single-track line
over which trains are opernted by time-table, train orders,
and a manual block-signal system. =zastbound trAins are
superior to westbound trains of the same class. The point
of accident waeg 2,833 feet west of the station at Elk Hi1il,
approeching this point from the emst, beginning at the station
at Elk Hill, the track 1s tangent for a distance of aoproxi-
mately 135 feet, then there 18 a comgpound curve to the right
1,440 feet 1n length, varying in curvature from 09 35! to 2°
36', followed by tangent track for a distance of 1,480 feet,
the accident cccurring on this latter tangent at a point 292
feet from 1ts western end. Approaching f{rom the wegt, there
1s a compound curve to the Il%ht 3,355 feet i1n length, varying
in curvature from 0° 10! to 2Y 37!, followed by the tangent
track on which the accident occurred, The grade 1s level
at the point of accident.

A paseing track 5,954 feet 1n length parallels the main
track on the north, the west switch being located 3,446 feet
west of the station. The block section within which this
accident occurred extends between Elk Hill and Columbia, the
latter station being 4.9 miles west of Elk Hill.

An engine at the point of accident can be secen from a
point approximately 1 mile west thereof, but 1t can not be
determined whether the éngine 1s on the main track or siding
unti1l a point 844 feet west of 1t has been reached.

The weather was clear at the time of the accident, which
occurred about 1.3t p.m,
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Cescription

westbound fifth-class freight train ¥o. 57, 1in charge of
Conductor Fleming and Enginem?n Gilman, departed from R Cabin,
Aichmond, At 2.15 a.m., 2ccoriing to the train sheet, 2 nours
and 45 minutes late. At Westham, 2,5 miles west of R Cabin,
train order No. 24 was received, rearding.

"rHo,72 walit at Sabot until 10.5F a.m.,
Vinita, 11,05 a.m., for iWdo. 57. No, 57
meet No. 74 at Rockeastle, No. 92 and
No., 58 at £1k Hill."

A% Pemberton, Order ido. 46, Form 19, was received, reading:

"Mo. 57 meet No., B8 at Elk Hi1ill and No.
92 at Columbia. Ho. 58 take siding.
Order ¥o. 24 13 annulled.n

Train No. 57, consisting of A caboosc, 115 cArs, and a caboose,
in the order named, haulced by engine 3339, passcd Pemberton at
1.8« p.m., 4 nours and 12 minutes late, and arrived at 21k
Hi1ll 2t 1.20 p.m., wnere Another copy of train order VMo. 48,
previously ouoted, wes racelved, together with clearPnce cords,
Forms A and B, the formsr belnz authority to pass the stop
signal and ths latter reading:

"Si1gnal indicates stop on Account of Mo, 58
and ¥o. 95 1n block. TrAain "o. 58 entered
bleck 1.20 p.m. Fo. 82 on mm1in line Columbaia',

Train FNo. 57 entered the blocw for the nurpose of proceeding
to the west switch of the pRssing ftrack and just as 1t was
coming to a stop At that point 1t was struck by tr2in Fo. E8,

Eastbound fifth-class Ireight trein No. 58, 1in charze of
Conductor Carter and ~nzincmin vest, devarted from Gladgtone
at 7,11 a.m., according te the train sncet, 26 minates 1 te.
At Stratomore, 50.1 miles ecast of Gladstone, train order WNo.
24, proviously gquoted, was received, and 2t Columbia, 4.9 miles
west of =1k Hill, copies of tr=in order Mo, 48 weres received,
but not 1n the samc words as addresscd to train No, E7 at
Pemberton, there beilng no provision about taking siding.
Clearance cards, Forms A and B, 9lso were received at Columbia,
the latier reading:

"Si1gnal i1ndicates stop on account of mucting
57 at klk H11ll. Train llo. 57 not yet entercd
block,"

Traia No, 58, consisting of 2 caboos., 35 cars, ani a caboose,
1a the order named, hauled by cngine 1107, departed from
Columbia at 1,20 p.m,, 2 houre and 4% minutes latc, passed
the west switch of the passing track at Elk Hill and collided
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r1th traan No. 57 at a point 4832 feet beyond the switch while
traveling at a speed estimated to have peen from 20 to 3E
miles per hour.

bngine 2239, of train o, 57, was derailel but remained .
upright on the roadbed, the tender, caboose ani first four
cars were not derailled or seriously damazed but the next six
cars buckled, resulting 1in considerable damage, Engine 1107,
of train No. 58, was derailed and badly dameged, but remained
upright,; the tender turned over, the cavoose behind the tender
was demolished and the next four cars werce dersiled and damaged.
The em-loyees x1lled were the engineman of train No. 57 and the
conductor and two brakemen who were riaing in the head caboose
of train No. -8B, those i1njured were the engineman and fireman
of train No. £38.

Summary of evidence

Fireman Purvis, of train No &7, stated that trarin HNo., E8
was avout a8 mile listant when he first saw it, as his trsin
neared the west switch train fo. 28 was apout 1E cr 30 car-
lengths distant, traveling at a speed of 20 or 3L miles per
hour, and consecoucnlly he warned his encinemsn thet ftrPin
Mo, 58 was not goinz to stov at the sritch 2nd the cneinemen
a.cnlied the i1ndependent brake, his train was tnen traveliag at
a8 gpeed of 2 or 3 riles wer houar and did not proceed more
than 20 feet after tne brake had been apvlied. FiremaAan Purvis
Turther stated that the i1nspector at Richwond reported the
brakes as working propsriy.

Conductor Fleming, of train I'o. £7, was riding on the
Tear platform of the leading caboosce and first sew train Jo. 58
when 1t was about one—fourth rile distant. It was aonroaching
at a good ratc of speed and waen 1t was about 30 car-lenzths
from his own train he saw that 1t was not going to stop and
81l of thosge on the caboose jumned off. Conductor Fleminz wmas
not told aanything about the condition of the brakes in his
train before leaving Richwoad and did not knos anytring about
them except that stoos en route were wAde witnout dir‘iculty.

Enginenan uwest, of train No 58, stated that train order
o, 46 as received by him said agothing about his traia taking
si1aing at Elk Hill. On passing Islanc, approximately 2 miles
west of wlw Hill, he saw tne smoxe of train No. 57, which then
appcaled to be about At the east ewitch of the passing track,
he continued to vatech 1t but due to the trees on the 1nside
of tne curve he did not see that train Ho. 57 was ca the main
track until he reacaed Byrd Creck, just west of the west switch
of the passinz track. He irmediately closed the throttile,
applied the brakes 1n emergency and Jumped off, He ¢stimated
the speed of his trRrin at that time to have been betwecen &0
and 3% miles ver nOUT, Lhelnemnn hest di1d not think he was
operating hig train at a high ratc of speed spproacaing Elx
H11ll, seying hc would have been able to ston at the block
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station with the engine brake had train Jo. 57 not been on the
main track. It had not impressed him as being strange that

he should receive a caution card at Calumbia, even though under
the orders as received by him his train retrined 1ts superi-
ority and would therefore keep to the main track at Elk Hill.
Engineman West further stated that he made a test of the air
brakes before leaving Gladstone, the air-brake inspector
coupled the hose and remained at the rear end while the brake-
man gtanding near the e¢ngine signaled to apoly the brakes;

the engineman made a 25 brake-pipe reduction of about %0 sec-
onds duration and then received a proceed signal from the
brakeman. LEwngineman West stated that he was not i1nformed
relative to the condition of the brakes in his train, but
stops were made with the automstic brake in a satisfactory
manner and he had no recagzon t0 belicve that the brakes were
defective.

Rear Brakeman Meredith, of train Ho. £8, stated that
after the emergency application of tne air brakes had been
made 1t was a matter of only a few scconds befors the accident
occurred, the train traveling a distance of one or one and
one-half car-lengths after the application was made. Brake-
man Meredith did not know the condition of the brakes, but
the gauge 1in the cavoose showed a pressure of 70 pounds,
and when stops were rode en routc the brakes seemed to take
hold properly, he also had occasion to apoly the btrares from
the rear end at Rivanna and found them working properly.
Brakeman Meredith further stated that 1t 1s the practice at
Gladstone for an inspector to couple up the air hose and then
from the rear of the train to signal for an avvlication of
the brakes, the inspector then examines the caboose and a
few rear cars to see 1f the brakes are apolied and signals
to the enzgineman that the train 1s ready to proceed. He has
never seen the 1nspectors make an examination of the individ-
ual cars,

Train Dispatcher Roth said that train order No. 46 as
issued by him reguired train ¥o, E8 to take siding when meet-
ing train Ho. 57 at &lk H11l. This order was 1ssued simul-
taneously by telephone to those addressed, and according to
the order book the addresses were in the following order;

Fo. 57 at Pemberton, Operator at £lk Hill, No. 58 and operator
at Columbia, and Fo. 2 at Strathmore, In repeating this
order he thought the operator at Pemberton repeated first,

and as soon as the operator at Strathmore repeated 1t the
order was made complete at once in order to advance train

No. 92, but he was unable to state whether or not the operator
at Columbia or Elk Hill repeated the order next, there was
nolhing 1n the order book to 1indicate tne order.in which the
operators repeated. Each operator repeated the order correctly
and he underscored each word each time 1t was repeated by

each of the four operators. The telephone line was clear

and the voices distinct, and no question was raised 1n con-
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nection with the orders. Dispatcher Roth further strted thsat
1t 1e a dairly practice for opvosing trains to meet within
Plock limits and to occupy the main track within sach bleock
as wag Deilng done by train To. 57 1m this i1nstance, 2nd he
gave ag a reason the varied rosition of the passinz tracks

vith relation of train order offices. There 1s, however, a .
televhone located At the weet end of £lw Yill passinz track

where the conductor of frain mo. £8 could have reported when

into clear, in fact, most of the long passring tracks on thie
division have telephones &t each end, and the dispatcher spid

that had neither train been permitted to pass the block

si1gnal 1n stop position the acciaent would not have occurred.

Operator Pryne, at Columbia, stated that he was sending
a megsage on te couaty telephone when the dispatcher called
him, so 1t was & minute or more before he was able to answer
his c8ll. The disvatcher then gave his order No. 46 for train
No. 58 and Operator Payne sa81d he repeated the order as copied
2nd he was not cecrrected, the order was then made complete,
and 1n 1t there was nothing apout train Ho. 8 taking siding
at Elk Hi1ll. He 1mmediately delivered the orders to the con-
ductor and brakeman of train Nc. B8, who were 1n the office,
and as they left he heard the conductor remark to the brake-
man "1t 1s a wonder that they did nct cut us 1n the side track
at Elk Hi1ll", Operator Payne looked at his record again, but
tne order as copied by him did not read for train HNo. ER 1o
take siding. Operator Payne did not hear the operators at
Pemperton, rlk Hill or Strathmore repeat the or-ier, assuming
¢1ther that the order was given to the others before he
angwered the telephone and that they were wailting for him, or
else that 1n his heste to deliver the orders and to get Ho.C8
started, he failed to hear the others repeat the order.
He dad not remember whether or not the dispatcher instructed
nim to give trein Ne. B8 a caution card, and did neot Ynow
why he 1ssued such a card, which would not have been reguired
for train No. E5 1f train iio. 57 were to take siding.

Operators Rhodes, Ransone, and Smitn, on duty at Fenperton,
Elk 4111l and Strathmore, respectively, said train order No. 45
as 1ssued directed trein o B8 tc take siding in the meet
with train No. 57 at El% Hill, and the first two operetors
sa1d each o tne operators 2t all the stations addressed, re—
reated correctly. Operator Smith did not hear the operators
at Columbia and Elk Hill rereat the order, which was first
made complete to him with i1nstruciions tc clear train No, OZ. .
In tne course cof his statements, Operator Ransone made tne
following answers to guestions asked by General Superintendent
Cary:

Q@ What do ynu understand i1s the reasnn for these blocks?

A  To keep trains apart,.

@ TWhen you give thein caution cards you are ndt Kseping
them apart?

A The engineer 1s supposed te run carefully.
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Rule 219 or the opcratinzg rules provides that =2n ccverator
rust not receat cr give tne "X" resmense to a train order for
a train whicn hag been cleared or the enzine ol which has
rassed his trz2in-order si1 nel, until he hag obt=ined the
signatures of the conauctor and enzgineman to the order,
Ocerator Smith, a2t Strathmore, accepted anda conied order No.
45, restrictia- the superiority of train Illo. 22, warch had
teen cleared and the encine of which had passed his train-
order signal. This ocider being corpleted to him, Ogersator
Swith left his office to delaiver the order, and 1t was for
thig reason toet he di1d not neasr the oraer rejerted oy the
cperators at Columvia zaa Elk Hill.,

Conclusions

This accident was causcd by tne failure of Grerator Fayne
at Columbia t3 copy 2s trrnsrTitted thet poxrtion of a train
order wnich directed 2 train waich &8 surerioT oy 4irsction
to Lake sidinzg At A reeting Reard with an opposinT train of the
same class,

The weight of evideace indicatss th~t when the disratcher
transmitted trein orier No. 45 simultaneoaely to the corerators
at Strathmore, Cclunpcila, Elk H111l and Femberteon, Qoersator Payne,
atColumbia, failed o include the words "lio, 58 take siding?,
Operatnr Payne di1id not hear the other operators revedrt t.e
order or he would have diccovered nis error.

Examinzation nf tre discatcher's train-osrder book revesaled
the fact thmt the crders were very difficult to decipher,
in addition, 1t showed thet each word c¢f train order Fo, 46
was not undergcored proverly to indic=te that cach nperator
who copiea the order nad reredated enca ward 1n the oraer
correctly, and furthnermore tae trains vere not addressed in
crder of superiority.

Under the rules of this railway a train 1n rossession of
a caution card 1s perritved to pass a block sisnal at stop
and proceed to an outlying switch, as was being done in this
rartlcular cage by the crew of train ¥o. 57. In connection
with this manner of oreratinz a mana?l block-signal system,
attention 1s crlled to the following statement maile i1n con-
nection with an accident which cgcarred under simileYy con-
ditions on the Southern Reilway near Cleveland, Tenan., na
Seoterber 28, 1983

"The practice of permitiingy trains t2 rass a blogk
station and proceed to s~me outlyin~- switzcn, thsre to
avwairt the arrival of an orposinzy train, 1s usu=lly fnr
the purtoss of saving the delay of 2 few minutes waich
would result were tn:z tr2in to wait at the entrance t»
the block. It 1s obvious, however, that this removes
the benefit of oleock sign”l protection and leaves to
the employees tne nroper obscrvance of order and in-
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structions which have been issued to them. Several

accidents in block signal territory which the Com-

mission has investigated have resulted from the ex—-

i1stence of such a practice, and the officials of this

rallway, a2s well as those of other railways upon .
whose lines such conditions exist, ehould take imme—

diate steps looking toward 2 proper cobservance and

use of the block signAal egysten.”

In the case here under considerotion, each train was being

operated 1n accordance with 1astructions as delivered to their
respective crews, and there 1s littles doubt that the accident
would not have occurred had train No. E7 not been allowed to
enter a plock already occupled by an opposing train.

Operatoer Payne wes 58 years of age and had been in the

ernploy of the Chesapeake 2nd Ohilo 2s 2n operator since
December, 18381. His service record was good.

Resvectfully submitted,
W. P. Berland,

Director.



