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SUMILARY

Clinchfield
August 11, 1936
Dante, Va,.

dead-end collision

Work Work

Extra 512 Extra 510

512 : 510

20 cars 7 cars and caboose

3-10 m,p.n.  7-30 m.p.h.
8°30' curve; 1.5 percent descending
grade for south-bound trains

Clear
10: 54 a.m,
1 killed and 6 1injured

Work Extra 510 entered initial limits
prescribed by train order approximately
6 minutes before the time given in the
order; a contributing cause was the
action of the operator in delivering
this order when the train was being
moved 1in violation of the order,

"
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September 21, 1936

To the Commission:

On August 11, 1936, there was a nhead-end collision be-
tween two work trains on the Clinchfield Railroad at Dante,
Va., whica resulted in the deatn of 1 employee and the injury
of 5 employees and 1 trespasser.

Location and nethod of operation

This accident occurred on that part of the Clinchfield
Railroad which extends between Elkhorn City, Ky., and Erwin,
Tenn., a distance of 136.3 miles; 1in the vicinity of the
point of accident this 1s a single-track line over which
trains are operated by timetable and train orders, no form
of block-signal system being 1n use. At Dante there 1s a
vard from which trains serving an adjacent coal producing
territory are operated. Tae yard is located east of the main
track, and the lead track, designated in the timetable as a
passing track, parallels the main track on the east and ex—
tends from the station to the engine coal chute, a distance
of 6,313 feet. The north switch of this track i1s opposite
the station and constitutes the northern entrance to the
yard, although the north yard limit sign 1s located 2,104
feet south of this switch., The accident occurred at a point
585 feet north of the north switch of the passing track, '
approaching this point from the south there are several
curves and short tangents, followed by a compound curve to
the left, consisting of a 10° curve for 300 feet, an 8°3Q!

curve for 1,113 feet, and a 1° curve for 620 feet, the
accident occurring on the 8°30' portion of the curve at a
point 73 feet from its southern end. Approaching from the
north the track i1s tangent for a distance of 676 feet,
followed by the compound curve on which thae accident occurred.
The grade for south-bound trains 1s 1.5 percent descending.

Due to the track being laid through a side cut on the
west or inside of the curve in the immediate vicinity of the
point of accident, the view of opposing trains 1s limited to
less than 200 feet.

Dante station 1s a train order office equipped with a
s—arm, Z-position semaphore signal; one arm applies to north-
bound trains and the other to south-bound trains; their
indications are stop and proceed, The mast of this signal
18 also equipped with a supplemental train order signal.

Rule 221 provides that a fixed signal must be used at each
train order office, which shall indicate "stop" at all times
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when the operator 1s on duty except when changed to "proceed!
to permit a train to pass for which tnere are no orders, and
the samc rule requires the operator to display the supple-
mental train order signal when there are orders for delivery
to a train. The interpretation placed on the rules by this
railroad relative to work trains is that a work train must be
clear five minutes before the expiration of the work order,

The weavher was clear at tne timc of the accident, which
occurred about 10:54 a.m,

Descrintion

Extra 512, a south-bound work train, consisted of 20
loaded cars, hauled by engine 512, and was i1n cuaarge of
Conductor Morton and Enginewan Owen. Belore leaving Dante
on 1ts north-bound trip at 8:45 a.m., the conductor received
traain order 12, fora 19, by tclephone, from the train dis-
patcher at Erwin, reading as follows:

Eng 512 will work extra eight thirty
8:30 am until eleven 11:00 am between Dante
and Allen,

The train then proceeded to Waukenva, a coal mine track
located 4.6 miles north of Dante and departed from that point,
south-bound, at 10:30 a.m., according to the train sheet, with
the enginc headed north and pulling the train., The train was
approaching Dante preparatory to entering the yard at the
station when it collided with north-bound Extra 510 while
traveling at a speed varicusly csti~mated to have been between
3 and 10 miles pcr hour.

Extra 510, a north-bound work train, consisted of 7 empty
cars and a caboose, hauled by enginc 510, and was in charge of
Conductor Robinette and Engincman Reedy. This crew went on
duty at Dante Yard at 10:30 a.m,, and the train departed from
tae vicinity of the coal chute, using the main track under
authority of yard rules to the yard limit board, and then
continued on the main track to the station without timetable
or train order authority, passced the station at a spced
estimated to have been about 10 miles per hour wherc a copy
of train order 16, form 18, together with a clearance card,
was received from the operator by hoop, the train order
reading in part as follows:

Engine 510 will work cxtra eleven 11:00
a.,m, until eleven 11:00 p.m. bctween Dante
and Elkhorn Yard.
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Before the engineman had obscrved that the order was not

effective for several minutes, the train collided with Extra

512, at a point 535 feet beyond the station while traveling .
at a speed variously estimated to have becn from 7 to 20 miles

per hour.

Both engines were badly damagced; the engine truck of
engine 510 was derailed and demolished and the rcar tendecr-
truck of enginc 512 was dcrarled. Tnhe first and second cars
of Zxtra 510 were derairled to the right at an angle of 45
degrecs to the track, The forward truck of the third car
was derailed and several of the following cars in that train
werce off center. The front end of the first car in Extra
512 crushcd in the front of the cngine and was held suspended
above the track, The employce killed was the conductor of
Extra 510; the employees i1njured werc the conductor of Extra
512 and the engineman, fireman, and two brakemen of Extra 510,

Summary of evidence

Engineman Owen, of Extra £l2, stated that according to
the interpretation of the work order under which he was
operating it was required that his train be into clear at
10:55 a.m., five minutcs becfore the expiration of the order.
He compared time with the conductor just before leaving
Waukenva, and noted that they had 33 minutes in which to
clear at Dante. The air was 1n opcration throughout the train
and the brakcs werc applied on lcaving that point, and they
functioned properly when he made a service application coming
out of Sandy Ridge tunnel, located about 1 mile north of
Dante. He then reduced specd to about 6 or 8 milecs per hour,
preparatory to cntering the passing track at Dante station.
About 1 minute before the occurrence of the accident he asked
the conductor and fireman what time they had and they answvered
"52". The fireman then called a warning and the engineman
applied the air brakes in emergency and the collision occurred
immediately. He did not see the opposing train prior to the
accident.

Fireman Hensley, of Extra 5123, stated that while rounding
the curve about 1/3 mile north of the station at Dante, the
engineman remarked that they would have plenty of time in
which to reach Dante. Upon seeing the smoke of the opposing '
train, he looked a second time, then called a warning to the
engineman and jumped, at which tiuse nis own train was traveling
at a speed of 8 or 10 miles per hour,

Conductor Morton, of Extra 513, statcd that hae was on
ne braxeman's seat on tle fireman's side of the cab and he
thought they were about 3/4 mile from the switch when they
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compared time; ac again loocked at his vatcu just before they
reached a road crossing a saort distance north of the point

of accident 2nd 1t was then 10:535. He saw the opposing train
when 1t was about 4 car lengths distant, and he estimated the
speed of his train to have been 8 or 10 miles per hour at the
time of the accident. The statenients of Brakemen Britton,
Gouge and Orren, brought out notaing additional of i1mportance
except that Brakeuen Gouge and Crren estimated the speed to
have been from 3 to 5 miles per hour at the time of the
accident.

Engineman Reedy, of xtra 510, stated that after getting
his train ready he compared time vith the conductor who gave
him a remister check on overdue trains and told him tnhat they
would get their orders at the sitation. He then proceecded on
the wmain track to the station; the train order signal was not
displayed, but when about 4 car lengths distant from the
station the onerator gave a gignal with an order hoop, which
he interpreted as a procecd signal and on passing the station
at a speed of about 10 miles per hour, the operator nanded up
the orders. Tngineman Reedy said he handed the clearancce
card to the fircman and then bepan reading the order. Upon
seeing that 1t was effective at 11 a.m., instead of 10:30 as
wa.s usually the case, he closed the throttle and as he did
so the collision occurred. Engineman Reedy stated that while
he aad no authority to use tne wain track betwcen the north
yard liuit board and the station, it had oveen his custom to
do so siunce February 27, 1936, the date he commenced working
out of Dante.

Fireman Slagle, of Extra 310, gtated that he reccived
the orders on passing the station; he cnecked the clearance
card with the order and handed thc order to the engineman,
but did not read it himself and Le did not receive any signal
from the operator when he was nanded the order. Hec thought
the speed had becn reduccd to about 7 or 8 miles per hour at
the tine of the accident. Fireman Slagle stated that he had
been working on mine runs out of Dante for about 18 or 30
vears and had becn on this particular job for about 35 or
40 days; the method of operation in this instance was the
customary practicc,

Head Brakceman Lene, of Extra 510, stated that as they
approached the station hc was on the front platform of the
caboose looking out on the right side. He saw the opcrator
on the station platform and when the engine approacaed to
within 30 or 40 feet of the operator he saw him wave the
order hoop up and down, similar to a procecd signal. Both
train-order signals were displaying clecar indications.
Brakeman Lanc cstimated tne specd of his train to have been
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about 10 or 12 miles per hour at the time of the accident.

Flagnan Coopcr, of Extra 510, stated that he had been

on xainc rung about 7 years and had ncen working with Conductor
Robinette about 30 days, and when taking this job he called
Conductor Robinette's attention to the fact that they had no
right on the main line wituout flag protection or train orders
cxcept within yord limits and under yard rules, but the con-
ductor told hin that he always called the dlspatoher and found
out avout the orders. Flagman Cooper estiumated the speed of
the train to nave becen betueph 15 and 20 miies pcr hour at the
time ol thie accident.

Agcnt-Onerator Turbyfill, on duty a2t Dante station,
stated that the order for work extra 510 was wade complete
to him at 10:21 a.m, He placed the order together with a
clearance card on hoops, but dicd not disnlay either the
semaphore or the train order 31~n1¢ statine that while this
1s required by the rules 1t had not been customary to do so
because his duties require him to leave the office frequently
to deliver Western Union messages. He did not note the time
Extra 510 approached nor did ne realiilze tuat the order was
not then effective, stating that sometimes the order for this
train 1s effective at 10:30 and sometimes at 11 a.m. Vhen
he heard the cngineran of Extra 510 sound the whistle he went
out on the platform and handcd the orders to the crew as the
trair passed., He did not give a proceed sipgnal, nor did he
think that he made any movement with tne hoop that could be
taken as & proceed signal. Apent-Opcrator Turbyfill further
stated that he did not have any knowledge of the train order
held by Extra 512, and he was not pos g1tive whether he had
reported the north-bound movenent of that train,

Trazin Dispatcher Beck stated that the mine-run crews
operating out of Dante usually call him from the yard telephone
booth oefore leaving, but he did not nave any telepnone con-
versation with Conductor Robinette or any member of his crew
on the morning of the accident. Assistant Trainmaster Wohlford
always calls from the yard office and gives hin the information
relative to the crews and their reporting time. A train
register 1s maintained 11 the telephone booth located near the
coal wnarf and the conductors checx the register for overdue
trains at that point. Train Dispatcher 3eck further stated
that when there is nothing to interfere, he i1ssues an order
for the work extra, to becomc effective ‘at the time the crew
1s called for duty; however, or thc aorning of the accident
he did not make the order effeciive until 11 a,m. as the order
held by Extra 512 was not fulfilled until that time. He
stated that tucre have been other instances in which the
fulfillment time of an order held by one work train would be
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the saae as the initial time of anotacr work order, and 2f
tne first work extra does not have sufficient time to get
into clear pefore the time specified in tae order, the crew
would call the yard office and have all trains held until
that train arrived,

Superintendent McIntyre stated that in re-examination
of employces 1n 1931 and again in 1934 they were instructed
that urder a work order the train nust be into clear or
protected five minutes before the expiration of the time
stated in the order. He further statcd that Assistant
Trainmaster Wohlford and other employeces in the yard office
were questiouned as to whether Conductor Robinette had talked
with any of them regarding the train orders for his train,
and each of these men stated that they had had no conversation
with the conductor rcgarding the orders.

A cneck of the movement covering the run corresponding
to that on which Extra 510 was operating on the day of the
accident shows that the crew went on duty at various times
betwecen 9:45 a.m, and 1 p.m., during ilhe 26 working days in-—
cluding and prior to the day of the accident. Conductor
Robinette was in cnarge of the train on 282 days and Engine-
man Recdy was the engineman on 21 days. On 17 days the crew
reported at 10:30 a.m, and taere were only 5 instances in-
cluding the day of the accidcent, in which the initial time
stated 1n the order was later than the time the crew went on
duty, and out of the 5 instances there were 3, including the
one involved in the accident, where an opposing train held
orders which expired at the time the order for the run in-
volved became effective. However, with the exception of one
instance, the time of departure froam Dante was considerably
later than the time the order became effective, and in that
instance the train lcft at exactly the time the order became
effective., It was further shown that the initial delay at
Dante was from 30 minutes to 1 hour 15 minutes with the ex-
ception of one i1nstance, although the time of departure was
later than the effective time of the order. The initial
terminal delay of Extra 510 on the day of the accident was
24 minutes. With the exception of onc instance during this
go—-day period the orders were received at the station.

Digscussion

The investigation developed that Extra 510 was operated
on the main track from the north yard limit board to the
station, a distance 3,098 fcet, without train order, timetable
authority, or flag protection; passed the station where
neither the semaphore or the train order signal was displayed
as required by the rules, at a speced of 10 miles per hour and
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received the train order together with a clearance card and
entered the working limits providcd by the train order
approximately & minutes before the order authorized the
movement to be made, thereby enroaching on the time of an
opposing work train.

The engineman statced that the operator signaled him by
raising and lowering the hoop, wnich he interpreted as a pro-
ceed signal, and the brakecman, wiho was on the caboose, also
took this to be a proceed signal, although the fireman, who
received the orders, statcd that he did not sec any such
signal given by the operator. The operator stated tnat he
did not makxe any movement with the hoop which could be taken
for a signal.

The evidence shows that the operation of Extra 510 on
the day of the accident involved practices of long standing
that were elther in violation of the rules or constituted
a custom that led to the exercise of poor judgment. The
information given by the conductor that the order was out
at the station could have led thic enginemon to helieve that
the order was 1n effcot, particularly in view of the fact
that with but few exceptions i1n the past the timec at which
thc orders became effective was either the time the crew
went on duty or at an earlier time. The presence of the

operator on the station platforu prepared to deliver the order,

regardless of whether or not ne gave a proceed signal, might
easily be construed as indicating that the train order con-
tained no restrictions at his station. The train order sig-
nal as well as the semaplore signal, however, should have
displayed stop indications, and, as provided by rule 27, a
signal imperfectly displayed must oe rcgarded as a stop sig-—
nal, Extra 510 should not have passed thesc signals;
apparently 1t has been the practice to disregard these rules.
Operator Turbyfill stated that it has not been customary for
him to display the train order signals because he has to
lcave tne office frequently. He not only violated the rules,
but exercised unsound judgument in delivering the work order
while the train was moving into its working limits prior to
the i1nitial tiwe established by the work order. It is evident
that thesc practices have prevailed for a long time and
therefore must or should have been known to the operating
officials.

Conclusions
This accident was caused by Work Extra 510 occupying

the main track without authority; a contributing cause was
the action of thc operator in permitting the movement of the
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train to be continued in violation of the order at the time
he delivered it to the train crew.

Recommendation
It is rccommended that the necessary supervision be
immediately instituted to enforce the proper observance of

rulcs and the elinmination of unsound practices.

Respectfully submitted,

W, J. PATTERSON,

Director.



