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SUMMARY

Chesapeake and Ohio
July 31, 1942
Rockaway, Va.

Head-end collision

Freignt : Mixed
Third 402 1 403
1546-1216 ¢ 2335

72 cars, caboose : 11 cars, caboose,
baggage-coach

30 m. p. n. ¢ 6 m. p. h.

Timetable, train orders and
a manual-block system

Single; 6° curve; 0.8 percent
ascending grade eastward

Clear
4:20 p. m.
4 killed; 3 injured

Accident cauged by failure
to obey meet order
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TUTERSTATE COMMERCE COMMISSION

INVESTIGATIOM NO. 28609

IN THZ MATTER OF MAKING ACCIDENT INVESTIGATION REPORTS
UNDER THE ACCIDENT REPORTS ACT OF MAY 6, 1°10.

THE CHESAPEAKE AND OHIO RAILWAY COMPANY

September 9, 1942.

)

Accident near Rockaway, Va., on July 31, 1942, caused by
fallure to obey a meet order

Lot B}

1
REPORT OF THE COMMISSION

Or. July 31, 1942, tnere was a nead-end collision be-
tween a frei-nt tron and » mixed train on thne Chrsaspcake
and Onio Roailw.. reur fAooliocy, Ve , 'wicn recevlied in the
deatn of four euaployces ana tne injury of onc passcngcer
and two cmployecs.

lUnier autnority of section 17 \2) of ine Intcrstate Com-
maroce Act the above-centitled proco wing was roferred by the
Couiission to Commigsloner Patterson for consideration and
disposition.
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Locetion of Accident and Metnod of Operation

Tnis accident occurred on that part of the Richmond Divisior
designated as the Virginia Air Line Sub-Division and extending
cctween Lindsay and Strathmore, Va., a distance of 29.3 miles.
In the vicinity of tne point of accident tnis is a single-track
line over wnicn trains arc operated by timetable, train orders
and 2 manual block system. At Rockaway a siding 1,614 fect in
lengtn parallels the main track on the north. Tne accldent
occurrcd on tnc main track at a point 2,920 feect cast of the
cast siding-switcn. As the point of accldent 1s approacned
from the wcst tnere arc, in succcssion, a tangent 1,491 feet
in lengtn, a 1° curvec to tne left 217 feet, a tangent 350 feet,
a 69 curve to the risnt 300 fect, a tangent 597 feet, & 20
curve to tac rignt 680 feet, a tongent 371 feet, and a 6° curve
to thc left 718 feet to thnc point of accident and 493 feet
tecyond. As the point of accident is approached from the cast
there are, in succession, a tongcnt 367 feet in length, a com-
pound curve to the left 1,445 foct, the maximum curvature of
wnicn is 4°918', 2 tangent 421 feet, and the curve on whichn the
~ccldent occurred. Tne grade for cast-bound trains ie 0.08
porcent descending e distance of 6,420 fcct and tnen is 0.60
pcreent ascending 251 feet to the point of accident. Tne grade
for wcel-bound traing is 0.60 percent descending 1,999 feet to
tne point of saccident.

Opcrating rulcs read in part as follows:

14 (a). Enginc and Hotor Car Wnistle Signals
Note.-~-Tne signals prescribed are illustretced
by "o" for snort sounds; " " for longer sounds. * ¥ ¥
v
* % %
(n) __ _ o Approacning mecting or waiting
points. Scc Rule 20 (a).
% % %
S-20 (a). ¥ % %
Trein muet stop clear of the switch uscd by
the trein to be met in going orn the giding.

or W olTi.:z

¥ %
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Should thc engineman fall to give signal
14 (n) as herein prescribed, the conductor must
take immcdlate sction to stop tne train.

Notc.~- On trains of 25 or morc cars, the
conductor may declcgate tne ncad brakcman to take
nccecssary action.

210. Wnen a "31" train order nas becen trans-
mitted ¥ % %,

Thosc to whom tnc order is addrcsscd, cxcopt
engincmen, must rend it to the operator and then
gign it, * % ¥, The copy for cach cngincman must
bc delivered to nim personally by the conductor;
tne cngineman will tnen rcad the order to the
conductor beforec procceding.

Enginemen must snow train orders to fircmen
and wncn precticable to forward trainmen. Con-
ductors must snow train orders wncn practicable
to trainmen.

317-C(a). Wnen trains, authorized % * % to mect

#* % % opposing trains at a point intcrmediatc to
open block stations, tne tlock signol at coch
station contrdlling the block will be displaycd at
"stop," and thc operator will, wien autnorized by
the train dispatcncr, deliver Clearance Form B (a)
°nd, wnen on train order autnority, copy of train
order Lo thc conductor and cngincman of cacn trein
before being admitted to tne block, in addition to
cny otner form requirecd by tne rulcs.

% %

Wnen traing enter a block occupicd by opposing
train or trains on train order autnority, tnc cn-
gineman of the superior train will approacn tne
mecting or walting point % ¥ ¥ in accordance witn
Rulc $8-90 (a).

365. Wnen a train takes a siding or otncrwise

clcars tne maln track, it must not cgeln enter tac

block or foul the main track witnout the permission ‘
of tnc opcrator.

# % %
Enginemen

H* % %%
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When a %train has more than one engine the
requirements of tne rules apply alike to the
engineman of each engine. But the use or thne
engine-bell and wnistle, and the alr brake
(except in emergency), will be limited to the
leading engine.

Clearance Form B (a) reads as follows:

[5 ] THE CHESAPEAKE AND OHIO RATLWAY COMPANY IEB
Clearance Form B (a)

Block Station.................. P B 19 . .

To Conductor and Engineman, train.....on.......... . track:

This Form is authority to pezs Stop-8ignal for....track. Signal
indicates stop on account of.......... ce s e ear e treens

TRAINS IN BLOCK

West Bound East Bound
" irein No. | Entered {or expected Train No.| Entered (or expected
| to enter) Block to enter) Block
Y M
M M
L M M,
............... .....0perator.

Conductor and engineman receiving this form properly filled out
and signed by the operator, will, wnen following a train in block,
procced at restricted eweecd.

Wnen tnis form is used on sccount of failurn of megans of commu-
rication, it mugt be delivercd to the operator at next block station
in advance, and ftne engincman must personally obtain from the oper-
ator permission to proceed.

‘; Time-tablc genoral instructions read in part as follows:

SINGLE TRACX.-~Eastwerl trains arc superior to
Westward trains of thoe sams clase ( % % % ),
% ow

On main tracks not covecred by other block
systems, manual block will be opcrated.
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#* % %

5

Tne block involved extende between Strathmore and Troy,
a distance of 19.1 miles.

In cthe vicinity of the point of accident The maximum )
cuthorized speed for tne trains involved 1s 35 miles per nour. '

PDescription of Accident

Tnird 402, an east-bound tnird-class freignt train, con-
cisted of engine 1546, 72 loaded cars, engine 1216 and a
capoose, in tne order named. At Stratnmore, 10.7 miles west of
Rockaway end the last open office, the crew received a clearance
Form A and o clearance Form B (a), together with coplies of two
train orders, of which one weos train order Yo. 66, Form 31,

reading in pe r‘r a8 follows:
Tnird 402 meet ¥ % *%
Yo 40& at Rockaway

The clearance Form B (a) sutnorized Tnird 402 to proceed expect-
ing to meet No. 403 at Rockewny. Third 402 departed from
Strotnmore at 3:46 p. m., according to tne dispatcner's record

of movement of treins, 7 nours 46 minutes late, pessed the
fouling point of tne cast sidineg-switcn at Rockaway, wnere it

was required to woit unlcss Jo. 403 was on thne siding, and wnile
moving at on cstimated specd of 30 miles per nour it collided
witn No. 403 at ~ point 2,920 fect cast of the cast siding-switch.

Ne. 403, a west-bound third-class mixed train, consisted
of cnginc 2335, a enboosc, five loaded and six cmpty cars and
one baggagc—-coacn, in tne ordcr namcd. At Troy, 8.4 miles east
of Rockaway and tnﬁ last open office, the crew rcecived a clear-
ence Form A, a clcarencc Form B (a) qnd copics of trein order
No. 66, Form 19, previously queted. Tnce clearnrce Form B (a)
cuthorized No. 403 to proceced cxpccting to mect Tnird 402 at
rockeway. No. 403 departed frem Troy at 3:45 p. m., eccording
to tnc digpatcher's rccord of mcvement of trains, 1 nour 13
minutcs latc, ond wnile moving at an cstimated speed of 6 miles
per nour it collided with Tnird 402.

Tnc brelkcs of beth trains had functiconed preoperly at all
ncints wnere uscéd cn route. There was no ccndition of ceitner
engine tnet cbecured tne visicn or distractced tnce ottention of
tnec cmployces vnoe were on tne cngince. From on cngine moving in
eitncr direction, in the vicinity of the peint of accident, th
vicw of a trein apprcacning froem tnce rcpposite dirccection is re-
stricted tec a distance of 900 feet, becnuse of vegetation on Tnc
nortn vide of the track and track curvaturc.

The force of tne imprcet tore the brllers of cngincs 1546
and 2335 from thneir frames. Engine 1546 was derailed to the
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south and stopped, badly damaged, on its right slde, at an angle
of about 45 degrees to the track and wlth its front end at the
foot of a 17-foot fill. The first to the twenty-first cars,
inclusive, and the tairty-first to the fifty-third cars, in-
clusive, of Third 402, wcre derailed and stoppcd, badly damaged,
in various positions across the track and on cacn side of 1t.
Trne boiler of engine 2335 stopped on its left cide at the foot
of the fill, with its front end opposite tne polnt of accidecnt
and 70 feet soutn of the track. The driving-whecl assembly, tnc
cngince frame and the tender remained on tne roadbed in line
with the track. The caboosc of No. 403 buckled to the souta
side of the track and was crushed inward on its rignt side by
the first car. The first to the sixtn cars, inclusive, wcre
derailed. Tne first car stopped uprignt and diagonally acrocs
tne track. Tne third car stomped on its right side, nortn of
the track and parallel to it. The othor derailed cars remained
uprignt orn tas roadbed.

The weathner was clcar at tnc time of the accident, wkich
occurrcd about 4:20 p. m.

Tnc employees killed torc the engineer and tne fireman of
Tnird 402 and fthe conductor and the fircman of No. 403. The
employecs injurcd were tac engincer of No. 403 and the front
brakeman of Tnird 402.

Data

_ During tre 30-day period preceding the day of the accident,
tne average daily movement in the vicilnity of tne polnt of
accldent was 10.6 trains.

Digcugsion

Tne rules governing operation on the linc involved provide
tnat at meeting points the supcrior train must stop clcar of
tne ewitcn to be used by the train that onters the siding. The
cngineer of each train must sound the mecting-voint wnistle
signal at a point not less than one mile from the meeting point.
If an enginecr fails to sound fthe mceting-point eligral, the
conductor must take immediatec action to stop the train. In
manual-block territory trains authorized to mect at an intcr-
mediste siding mey enter the block and proceccd to tne meccting
point under autnority of clcarance Form B (a).

The crews of both trains involved hcld copies of train
order No. 66, wnich establisned Rockaway ag thc meeting point
between Third 402, an esst-bound third-class train, and No. 403,
a wcst-bound third-cless train. In addition, the crews of both
traine neld copics of clcarsnce Form B (a) which authorized
thelr trains to enter the block and to procecd to tne meceting
point at Rockaway. Tnird 402 wezs superior by direction and was
required to stop snort or tho fouling point of the east siding-
switcn at Rocknway unless Mc. 403 was into clear on tnc siding.
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As No. 403 was approacning tne point where the accident
occurred, the speed wes about 20 miles per hour. The enginemen
vere maintaining a lockout ancad. A% a point about 1 mile cact
of Rockeway the engineer scundnsd the meeting-point whlstle sig-
nal and made a service brrlo-pipe reduction to reduce speed in
preparaticn fcr hnis traein tc enter the siding at the east switch
Tne enginemen'g vizw of tn: track anead wes restricfed becruse ’
of vegctation on thae nortrn gide of the track and track curvature
Wnen tne cngine reacned a point 2bout 500 feet east of the point
mere the accident occurred the engincer saw the englne of Wnird
402, end immediately mecved the brake valve to emergency posi-
tion. Tne specd of No. 403 was about 6 mileg per nour wnen the
enginemen Jjumped off Jjust before the collision occurred.

About 2:40 p. m. the operator at Stratnmore delivered
coplss of train order MNo. 66 and a clcarance Form B (a) to tne
cngineer of engine 1546 of Third 402, and the enginecr read the
crder tc the operator. About 3:30 p. m. the operator delivered
copies of the order and clcarance Form B (a) to the conductor,
wno reed the order to the operator. The conductor said that
before nis train departed from Stratnmore ne went to enginc 1546,
and the engincer resd and undersinod thne provisions of the corder.
Tne conductor then delivered copies of tne order and clearance
Fcrm B (a) to tne engineer of sngine 1216. The flagman read tne
copy of the order held by the conductor. The front orakeman
seid that soon after nis train departed from Strotnmore e asked
tne engineer of engine 1546 for permission to read the orders.
Tne engineer replied tnat ne was busy and the front brakeman
did not insist tnat ne be permitted to see the orders. Tne front
brokeman sald that ne was not aware that nis trein was to mcct
Yo. 403 at Rockaway. It could not be determined whetner tne
fireman of engine 1546 uaderstood the provisions of order lio.

66, as ne was killed in the accident. As Tnird 402 was approach
ing Rockaway thec epced woe cbout 35 miles per nour end thne front
brakeman was in %trc gangway of cngine 1546, the firemon wes in
tne tender pulling down cn 'l and the enginccr was tending the
fire. The first the front brecieman wes aware of anything heing
wrong was wvnen the broekes tceome applied in emergency just be-
forc tne collisicn occurred. Way the cnginecr falled to take
action to stop nis train snort of the fouling point of tne cast
siding-switch could not be determined, as he was killed in the
accident. Thne conductor and the flagman, wno were 1n the ca-
boose, and tne enginemen of engine 1216, wnich was coupled
immecdiately anead of tne caboosc, understood that tneir train
woas required to stop clesr of the fouling point of the east
siding-switch unless No. 403 was into clear on tne siding. As
thelr train wes approacning Rockaway trey did not near tne ‘
meceting-point signal sounded by tne engine vhistle of engine
1546, Tney egcid that an engine wnistle could not be neard at
tne rear of a long freight train in the territory involved.
Tnlrd 402 consisted of 72 cars. They were expecting tne cn-
ginecr of englne 1546 to stop nis englne west of tne fouling
point of tnec cest siding-switen, if No. 403 was not on tne
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siding. Their view of the siding was restricted because of
track curvature. Wnen the caboose passed thne west siding-switch
tney observed tnat No. 403 was not on tne siding, and the con-
d¢uctor opened tne brake-valve on the caboose. The sgpeed of
Tnird 402 was about 30 miles per hour wnhen the collision
occurred. Tne rules provide tnat on trains of more tnan 25
cars tne conductor may delegate thne front brakeman to take nc-
cessary action snould thne cnginecr fail to control the spcced
of tne train at mceting points; however, the conductor is not
requircd to do so. Had tnc front brakeman krnown tne provisionsg
of ordcr No. 66 and nad the conductor instructcd tne front
brakcman to take nccessary action snould tne engincer fail to
act, 1t is probablc this accident would nave been averted.
Under tnc manual-block rulcs in cffcct on the territory
involvcd, ovposing movements within a block arc autnorizcd by
thc issucnce of a clecarance form wnich contains information
tnat tac traine arc to mect at an intcrmediate siding. The
train tnat cnters tnec siding »t the meeting point is rcquirced
Yo obtaln avtnority to ro-enter the block, but the train tnat
nolds tne main track at tr- mceting point may procced without
furtner block nutrority . ior the train to be met has cntercd
tne siding. 1In the instent cere, nad the rules required tnat
block autnority could bc -iver »nly to the mceting point, this
accldcent probably would nove ©.2n averted. If an adequatc block
system nad becn in usc on the line involved tnis accident would
not nave occurrcd. Afccr the occurrcnce of this accident, thnce
carricr filed an applicetion for approvel by the Commission of
installation of an automatic block-sgsignal system on tne linc
involvcd.

Couse

It is found tnat this accident was causcd by failurc to
obey a meet order.

Dated at Wasnington, D. C., trie nintn
day of Scptember, 1942.

By thc Commission, Commissioncr Pattcrson.

W. P. BARTEL,

(SEAL)
Sccretary.



