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August 26, 1938.

To the Commission:?

On July 30, 1938, there was a head-end collision betwecn a
passcnger motor-car and a frcizht train on the Chesapetke
Western Railway at Laymans, Va., which resulted in the death of
one rupldyce znd the injury of one dead-head employcce

Location and method of operation

This wccident occurred on that vzrt of the Clhesapeake
Western “ailway vhich extenle Trom Elkton, Vi., to Beidgewater,
Veo, a distance »f £7 miles. Thia ig a gingle-track line over
which traings are operitel by tinetable =andl train orders, no
blocik~signal gystem being in use. e cceident occurred at a
point 623 feet west of the casv sviteh of thie siving at Laymans.
Approaching this point {rom thz cagt the track is tangent for
1,101 feet, folloved by a 6° cuarve to the Lelt 825 feet in length,
the collision occurring on thisg curve et a point 405 feet from
its eacstern end. Apyroaching the point of accidcnt from the
west there ic a tongeunt of 740 Ifuet, Tolloved vy & 49 curve to
the 1lcft 508 fect in length, a tangent 539 feet long, and then
the curve on which the accident occurred. The grede for westward
trains is 1.5 percenc descendinge

The weather vas cloudy at the time of the accident, which
nccurrec about 10!14 aeime

Dercription

Noe 4, an ecst-bound Tirst-class passenger train, consisted
of motor-car 50 and was in charge of Motor Operator L. Ee
Sigalfocoses This train 1:{t Harrisonburg at 9:1%5 a. m., accord-
ing to the trecin sheet, on time, and was delayed 2t Black's Run,
sbout 4 miles egt of Laymane, for 43 minutes due to a broken
axle. Thig trein then procezded cbout 4 miles vhere 1t collided
vith No. 19 vhile traveling at o speed estinated to nave been
between 30 and 40 miles per hour.

Noe 19, a vest-bound thirl~-class freight train, consisted of
19 cares and a caboosge, hauled Dy engines 105 an. 107, and "yas in
charge of Conductor L. E. Vinegurd and Engireman W. M. Sizufoose
and E« Re Winegard. Thig troin left Elkton, 216 miles eust of
Laymans, at 8:17 o. m., according to the train shest, 1 hour 12
minuies late. At Kecezletoun, 3 miles east of Laymans, this
traln stopped to clear Nos 4's schedule but upon receiving per—
mission to proceed to Harrisonburyg Tor No. 4, depsrsed from that
point at 9185 a.n., .according to the stat.ment of the crew, 1
hour 52 minutes late, and collided with No. 4 at o point 628 feet
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west of Laymans while treveling at a speed estimated to have been
between 10 and 20 miles per hours

The motor-car was driven back 390 feet and the front end
was demolished by the froce of the impact. The pilot bLeam of
the leading enginc of No. 13 was broken. None of the equipment
vag derailed. The employee killed was the motor—-car overator
of Noe 4.

Summery of evidence

of Engineman W. M. Sigafoose, of engine 105, the leading cn~
gine?No. 19, stated that upon leaving Elkton & running test of the
brakes was made and that they functioned properly en routes They
stopped &at Keezletown erxpecting to rieet Nos. 4 end Brakeman Deal
went anead to the gtation to flzg Noe 4 o5 Nos19 would hold the
main tracke. He said thot after waiting about 25 minutes, he
received a procecd cignal from the brskoemen ond when pulling

ahead the brakeman inTormed hin that Wo. 4 was disabled and that
they were to proceed to Haorrigonburg, 8 mil:zs weste When he acked
for the order the prakecmen replied that the dispatcher was on

Nos 4 and that No. 19 wag {o procceed as they were protected by a
flage. The enginemen stated that approaching the point of the
accicent he veo Arifting at o spsed af about 20 miles per hour
when the head braseman and fireman shouted warninge, whereupon

he applied the brekes in emergency, reversed the engine and opened
the gsanders. From his position on the outsice of the curve he
first saw No. 4 vhen only about 50 fest distant. He estimated
the specd of his “rein at the time of impact to have been between
12 and 15 miles pcr hour. Enginemen Sigafoose stated that if

he were on a disgabled train having suthority to move, he would
broceed when able but would call the office if a telephone were
avallables

Fireman W. P. Sigafoose, of engine 105, corroborated the
testimony of Engincman W. ". Sicafoose and steted that his train
arrived at Keezletown at ¢:30 and departed at 9:155 aeme He heard
Brzkeman Denl, upon boarding the enginc at Keczletown, inform the
engineman that No. 4 wag broken dovn and would be held at Harrison-
burg for No. 19. He ectimnted the speea aporoaching Leymans to
have been about 15 miles per hour. From nhis pos.tion on the
cngine deck, looking out on the lelft side, he di’ not see the
aprroaching motor until it wos a very short distance awcy. He
estimoted the time of the collision ot cbout 10:15 z. m., at which
ftime the speed had been reduced to 10 or 15 niles per houre



Engineman Ee. R. Winegard, of engine 107 of No. 18, corrobo-
rated the statement of Enginemen Sigafoose in all cosential
detallse He sazid he proceeded on no further suthority than the .
s1_nal given by the head brakeman. Engineman Winegerd said that
if he were on a disabled train having authority to move, he would
proceed when able but would notify the dispatcher if a telephone
were avallables

Fireman Be. F. Winegarc, of engine 107, was looxing out the
ccb vincdow on the left sicde vhen ne saw No. 4 approaching about
5 or 6 cars lengths avay and estinated the speed of his train at
the time of inpact to have been between 15 and 20 miles per hour
and that of Noe. 4 betr7cen 30 and 35 miles pcer hours

Head Brakeman Deal, of No. 19, stated that upon stopping on
the main track about 150 yards east of the station at Keezletown,
he went ahead to flag Noe 4 anc that after walting about 30
minutes, he called the Harrisonburg office on the telephone and
received verbal instructions frou Genzral Manager Thomas, who
ansvered the televhone, to proceed to Horrisonburg as Nos. 4 was
disabled and would be held tacre until their arrival. He then
signalled Noe. 19 ahead, boarded the head ensine, and informed
Enginenan Sigafoose of these insgsructions. He thought that they
left Keczletown about 10 a. e and sald that approaching Laymans,
he was on the fireman's side vhen he saw Noe. 4 not more than 12
or 15 car lengths distant approosching rapidly around the curve on
which the accident occurred, whereupon he shouted a warning to the
eEngincmans He egtimated the spced of hils train at the time of
collision to have been about 15 miles per hour and the speed of
Noe 4 gbout 40 mileg per hours

Conductor L. E. Winegard, of No. 19, steted that no terminal
teet of the alr brskes was made before leaving Xlkton. He said
that his train arrived at Hcezletoun about 9:30 a. me and left at
U:55 as. me and he left that point vithout receiving authority
to move against Noe 4 or without knowing that authority had been
received. He estimated the spzed of his train approaching Laymans
at 20 or 25 miles per houre Conductor Winegsrd stated that if
he were on a digzbled train holding authority to move, he would
not consider it obligatory to call the office when able to proceed.

Rear Brazkeman S. G. Winegard, of lNo. 19, corroborated the ‘
testimony of Conductor L. E. Winegard in all essential details.

Round~house Foremen Harmner, vho also acts as car inspector
at Elkton, stated that it was not the practice to make terninal
alr-brake tests on trains before leaving that point and that such
test was not made on No. 19 on the date of the sccidente
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The statement of M. A. Shiflett, a dead-head enpgloyce, The
only pagsenger on Noe. 4 &nd wvho was seriously injured anc in a
critical condition, was Ltaken at a hospital. He stated that
before leaving Black'!s Run, he heard Dispatcher Lam tell Motor—car
Operator Sigafoose tc look out for emoke gignals as ke had heard
that the general managzer was letting No. 19 come in. Shiflett
estimated the spesd of llo. 4 approsching the point of accident at
about Z0 miles per hours

Albert Caricxoff, a mechanic who was called to make recpairs
to motor 50 at Black's Run stated that hc completed the repairs
at 10 a. m. and that before leaving the scene he hecerd Digpatcher
Lam, who was &also gt the scene, tecll Motor—-car Operetor Sigafoose
to go ahead and that the dispztcher would report at the office and
call the frclght and that the motorran should look out for a smoke
signal. He stated that the motor-car overator appeared normal.

Digpeatcher Lnim stsled that upon toing informed by telephone
that the motor on No. 4 vaa disabled at Blnck's Run he consulted
with General Mcnsoer Thomas, then orderea a mechanic to that point
to make repairs, after whicih he drove to Black's Run to render any
assistance pogasible. He said tast revairs te the motor were
completed about 10 a«. m. and triat he told Motor-car Operator
Sigafoose before leaving to wetch out for smoke. He then re-
turned to the office where he learned that Gencral Manager Thomas
hed instructcd No. 19 to advance to Harrisonburg against No. 4
whereupon he atteapted, through telephone comrmunication, to have
the treing flegged at outlying points but fziling in this, he
drove an automobile to Laymans in order to flcg them himself but
he heard the crash of the collicion when stlll some distance from
that point. Dispatcher Lan stated that frequently he 1gc obliged
to leave the office in the performence of hig various duties and
that on such occasions hig dutieg relative to the movement of
trains are performed by hig sister, Ola Lam, a stenographer. He
also stated that it has not beca the established practice for a
train vhich has been digabled and which is again ready to move,
to call the office for ingtructiong before proceeding, providing
such train has authority to move, and that he had no knowledge
that the gencral menazer had advanced No. 19 on this occasion.
Because of short sidings, he said that at meeting points the
freiznt trains usuelly hold the msin track ané alter Tlagging
the passenger train is headed through the siding end that it is
this practice which geve rise to the expression, "Look out for
smoke. " He sa2id he had acted in the capacity of clerk and train
dispatcher at Harrisonburg for approximately eight years, during
which time no rules governing his dutics or the movement of trains
had been in effecte. In reeent yecars the train dispatching has
been done through the means of the commercisl teclephone system.



Stenographer 0la Lam corroborated the testimony of Dis-
petcher Lam relative to performing the dispatching cutlies as such
tines wnen the latter is abgsented from the offices .

General Man:ger Thomas steted that upon receiving advice
that No. 4 was disabled at Black's Run, he instructed Dispatcher
Lim to gena’ a mec h%nlc to that point to make repairs, and shortly
a’ter Digpatcher Lam left the office he received a telephone csll
from Brokeman Deal of No. 19. He informed the brakeman tnot
Nos« 4 was disabled and instructed him to advise Noe. 19 to continue
to Harrigonburg and to look out ror No. 4 at Harrisonburge. He
corroborated the testimony of Dispstcher Lam relative to attempt-
ing to prevent the eccident by h~ving the treins flauheu at some
outlying point. He steted th=at the prectice of a train which
had been disabled to call the office for inagtructions before pro-
cecding had long been an unwritten rule and that he had never
known of an instance where & train whrzh hed been disabled would
proceed without getting in touch witn the orfice and it wag for
that recason that he hud instruci:d No. 19 to edvance against Nos4e
He gtated that he had on rrie nccosiloas in ilhe pagt advesnced
inferior trains on vevroel tc]ephone inntructionse.e He also stated
that he has been genersl maneger of the Chegsapeake Western Rallway
for approximately 12 years anc that duringz that period no rules
governing the operation of traing have been in effect and that
the method of opergtion in effect at the time he became gencral
manager had been continuede

Obgservations of Commission's Inspcctors

Beginning at a point 165 fcet east of the point of accident
end continuing to the point of accident, the Commlbolon’s
inspectors observed marks on the high rail of the curve umade by
cliding wheelss From thc point of the firgst mark the maximum
visibility westward from the Lelt side of an enginc cab is 4580
feet and No. 19 traveled approximately 240 feet from this point
to the point of impacte.

An inspection of motor 50 at Elkton alter the accident
showved the gcar-chift lever was in high-speed forward position.
The hend lever wes torn from its position and 1% was impogsible
to determine its position et the tirie of the accidsnt. The brake
shoes end brake rigging weie intact and in positione. It could
not be determined hestrer tlie brekes on the motor had been sct ‘
prior to the time of the acccidinte

At a point one mile east of Harrisonburg the motor car of
Nos 4 became disabled, due to a broken axle, and the motor-car
operator reportcd it by telephone to the office in Harrisonburge
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On instructions of the general manager the dispatcher arranged
for a mechanic to go to the scene to make necegsary repairs, and
then drove by sutcomobile to the motor~car to agsist in any manner
he could. Within cbout 30 minutes the repalrs were made and as
No. 4 dcoparted the dispatcher cautlioncd the motor-—car operator

to look out for smoke, meaning that No. 19 might be found on the
main track at some station, The dezd-head employec sald that
he Leard the dispatclier te¢ll the motor-car opsrator to look out
for smoke signals ac he had hcard that the general managcr was
letting Nos 19 come to Harrisonburg; however, the desd-hecad
employec was in a craticel condition when this statement was made
anG there was no other evidence to support it, while the cispatch-
er sald he had no reason to think that No. 19 had been instructed
to procecd to Harrisonburg. Upon returning to the office the
dispatcher was informed that the gencral manoger had given Hos 19
verbal instructions to procaed from Keezletown to Harrisonburg
against Noa. 4. The diaspstcher immecintely tried through telephone
communication to have the trains flepced tut failing in this he
drove by automobile in orcer to flag them himself, butl wes some
distance from the point of accident when he heard the crash of
the collision, wnich occurred on a curve where fthe visibility

was greatly restricted,.

Nos 4 was superior by clace to No. 19 and it was so under-
stood by all persongs involved in the accident. When the motor-
car operetor reported the broken axle to the dispatcher no order
or instruction was given to the former regtricting the rights
of Noe 4, nor were the rights of that train restricted ¢t any
time thereafter; however, the gsneral manager said that 1t had
been the practice during the past twelve years that when a train
broke down the crew would call the office before proceeding and
for this reason he thought the motor-car operator would call the
office before departing. Since the motor-car operator was
killed in the accident it is not known what his understanding of
the custom was, but since the dispatcher wasg present and per-
mitted No. 4 to depart, it is apparent that the motor-car opera-
tor thought he had a right to proceesd without calling the office.
The general manager's ctatement was not supported by the seven
members of the crew of No. 19, ng they stated that they did not
conglder it oblicatory to call the office before proceeding
following a break-cdovne Ir the genercl manager and employees
had had o common understanding of the method of operation as
involved in this instance thie cccident would not have occurred.



- 10 =

According to the evidence, during the dispatcher's absence .
from his office to visit the dicabled motor the general narayger
took the respongibility of train disgpatching when he authorizod
Noe 19 to procced beyond Keezletown. It 2150 appears from te
evidence that the disgspatcher must absent himself from his office
due to veried dutics and that either the general mancger or the
stenographer docs the traln dispatching cduring his absence.
dangeroug condition isc thug created vhen guch haphazard rmethods
are practiced in a train-dispatching oflice. Hed no one ecxcept
the digpatcher handled fthe train movements invelved in this
instence, or had methods of operation been based upon decfinite
rules instead of customs and assumptions, 1% is probable that
this accident would not have occurred.

Conclusion
This accident wag cavsed by a lap of the rights of two 0oDPpos-
ing trains due to the lack 0" a 00mmon und,¢ﬂuan%1ng of thc method
of operation, and by i1lrregul
office.

Recormendation

It is recommended that responsible officilals of this railroad
give immediate congsid-ration to adopting a sefe method of operation.

Respcetfully submitted,
W. J. PATTERGSON,

Directors.
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