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INTERSTATE COMMERCE COI17ISSION

REPORT OF TEE DIRZCTOR OF THE BUREAU OF SAFETY IN RE
INVESTIGATION OF Al ACCIDENT WEICH OCCURRZD ON THE
NORFOLK AND T=STERY RAILWAY AT ALNICK, W, VA., ON
FEBRUARY 2, 1931.

llarech 11, 19:Z1.
To the Commission!

On February 2, 1831, there was a rear-end collision
between a work train and a freight train on the Norfolk
& Western Railway at Alnwic«<, W. Va., walch resulted 1in
the 1njury of 23 ermployess.

Location snd method of operation

This accident occurred oa that part of the Pocahontas
Division extendin; between Bluelield and Williamson, W.
Va., & distance oI 99.56 -11les, 1n the vicinity of the
point of acecident tnis 18 a double-track line over wnich
trains are operated by time-~table, train orders, and an
automatic block-signal system. The accident occurred cn
the westbound maln track at a point 3,015 feet west of
a1 toriatic signal 4337. In tnis vicinity there 18 a a1ddle
track between the two main tracks approximately 2.3 miles
in length, and at about the center of this middle track
tneie are trailing-point crossovere connecting tnis track
with tae main tracks, taoe west switcnes of tnese cross-
overs are located about 366 feet west of signal 4337,

The section of the riddie track east of these crossovers
18 designated as the passing track for westbound trains,
and tnat portion of 1t west of the oroSsovers 1s the
normal passing track for eastbound trains, There 1is also
a storage track north of the westbound rain track, the
east switca of this track 1s 913 feet west of signal 4337.
Approacuning the point of accident from the cast, there 1s
a corpound curve to the left 2,493.3 feet 1n length with
a maximum curvature of €9 38!, and then the track 1is

tan gent for a distince of 694.9 feet, followed by a coim~
pound curve to tae rigat 3,110.9 feet 1in length, ranging
in curvature from 5° 50! to G° 37', tane accident occarring
on this last-mentioned curve at a point 2,083.9 feet from
118 eastern end wnere the curvature i1s at its minimun.

The grade at the point of accideat 1s C.40 per cent
descending for westbound trains.

Tne signals 1nvolved are signals 4337 and 4329,
located 3,015 feet and 6,238 feet, respectively, east of
the point of accident. These are approach-lighiing
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signals of the three-p#st¥ion, upper-quadrant, s#smapkiore
type, and at night theydisplay green, yellow, and cei
indications. Qn account of the curvature of the track,
signal 4337 can not be seen from the engineman's side

of a westbound train until the engine 1s about 200 Teet
from 1t, out this s1ghal 1s clearly visible from the
fireman's side of a westbound ftrain for a distance of
more than 1,400 feet. The point of accident was visible
from the engineman's side, a distance of 713 feet.

The weather wastlear and 1t was dark at the tiame of
the accident, which occurred about 6.35 p.m.

Description

Work train extra 1098 consisted of engine 1088 and
a gteel caboose, and was 1in charge of Conductor Stewart
and Engineman Akers. This train departed from Devon,
12.1 miles west of Alnwick, and upon arrival at Alnwick
1t passed through the ergsscvers from the eastbound to
the westbound nain track, entered the storage track and
coupled to the east end of 10 steel-underframe cang cars
standing on that track. These cars and the cakboose were
then shunted westward on the westbound main track, after
which the engine returned to the crossover and proceeded
westward on the middle track in order to run around the
cars. It entered the westbound main track at the west
end of the middle, and moved eastward on that track,
preparatory to coupling to the head end of the traia,
and 1t was while this latter movement was being made that
the collision occurred.

Westbound freight train extra 2099 consisted of 108
cars and a caboose, halled by engine 2099, and was 1in
charge of Conductor Watts and Engineman Coock. Tnis train
passed Iaeger, 15.4 miles east of Alnwick, at 5.55 p.m.,
and stopped at Mohawk, about 2 miles east of Alnwick, for
inspection. About 20 minutes later 1t left that poiat,
pasgsed signals 4329 and 4337 which were apparently dis-
playing caution and stop indications, respectively, and
collided with the rear end of work extra 1098 while tra—
veling at a speed variously estimated at from 12 to 20
miles per hour,

Engine 2099 came to Test 402.8 feet west of the
point of collision and waghbartly derarled. The caboose
of extra 1098 and the first four cars ahead of 1t were
algo derailed, the caboose and the rear car coxing to
rest to the left of engine 2099, and the second and third
cars to the m ght, while the fourth car was practically
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1n line with the track i1mmediately ahead of the engine.
The caboose and rear car of extra 1098 were practically
dewolisned and the secwnd and tnird cars were coansider—
ably damaged. The six cars on the west end broke away
and were stopped by engine 1098, The 1nJured emplovees
were construction laborers who were occupying the wrecked
cars.

Suraary of evidence

Engineman Akers, of extra 1023, stated that upon
arriving at Alnwielr the engine and caboose were 1oved
through the ciossovers and 1ato tae storapge track where
they were coupled to the camp cars, these cars and the
caboose then being pulled frorm: this track and given a
start westward on the westbound main track. He had run
around the cars and was starting back on the westpound
track when he observed the cars moving towards him and
1 mediately reversed his enZine 1n an atteapt to avoid
a collision. He did aot notice the indication of signal
4357 when his engine first entered the westbound wain
track, but while returning to the crossover after having
shunted the cars ahead on tne westbound track he observed
this signal to be displaying a red indication. Englne-
man Akers also sald that during the movement around the
train, he noticed that the uarkers on the caboose were
displaying red to the rear.

Fireman llyers, of extra 1038, stated that after his
engine arrived at Alnwick, preparatoly to enterinr the
storage track for the canp cars, he noticed that the
blade of signal 4337 was 1n stop position, he did not
notice che i1rd i1cation of this signal after that tiie.

The markers on tne caboose were displaying red to the rear
when the engine passed 1t on the trip to the west end of
the middle ftrack while ruaning around the cars.

Conductor Stewart, of extra 1098, stated that upon
arrival of the engine and caboose at Alnwick, he got off
at the east storapge-track switeh and opened 1t while the
movement of the engine wagbeing made tarough the cross-—
overs. He rode on the west end of the camp cars wnen
they were switched out on tne main track, and shortly
afterfthey came to a stop he started walking towards
the rear end but nad proceeded only about oae and one—
half car-lengths when his attention was attracted by the
runmbling of an approaching train. Upon looking towards
the egast he observed the reflection of a headlight and
he i1mmediately ran towards the rear of his own train,
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climbed upon the embankment zl ong the track and gave

stop signals with a white lantern, but these slgnals Were
not acknowledged by the approaching train until 1t was
about 10 car-lengtns from the point of collision, he
estimated the speed of that train at the time of the
accldent at 20 miles per hour. As he did not accoapany
tne engine and caboose eagt of the storage-track switch,
he was unable to see the 1md 1cation displayed by signal
4337, he thought, however, that he opened the storage-
track switch 20 or 25 minutes before the accident occurred.
Conductor Stewart further stat ed that while the cars were
being switched from the storage track to the westbound
main track, the movement was protected by flag, as 1t

was being made against the curreat of traffic, but when the
englne started through the middle track to run around tiae
cars, the flagman accompenied the engine, and according

to the conductor's understandiag of rules 86-C and 99-B,
flag protection was not required after that time. Ruales
86-C and 99-B read as follows.

86(c). "Second class trains may stand within
yard limits, between the outer switches
oi passing sidings, and at coal or water
stations without protecting against trains
of the same or inferior class followiag,
and freight extras, third and fourth class
ti1alns may stand at suca points without
protecting against freight extras, thard
and fourth class traans following, except
1in fopgy or stormy weather when Rule 99
mist be observed.

99(®). A1l trans, except first class and
those running on train order schedule,
must approach all stations, water and
coaling stations between stations, under
contrel and so proceed until the traclk or
automatic signal 1s plainly seen to be
clear. The responsibility for a collision
at a station, water or coaling station be-
tween statioans, will rest witn the follow-
ing train., Thils will not relieve train
and enginemen from the responsibility of
protecting tneir trains at stations as
prescribed by rules 86 and 99.

This gives all trains, except first
class and those running on train order
schedule, thne Tight to stand between the
outer switches of passing tracks and with-
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in yard limits, and gives one train only
toe right to staad at a water or coaling
station ocutside of passing track limits,
withoat protecting against following trailas
as follows.,

Second c¢lass trains will not protect
agawnst traias of the same or infericr
class, and freigut extras, third and fourth
class trm as will not protect against
freigiat extras, ikird wnd fourth class
trains, except i1n foggy or stormy weather
wien Rule 90 musy be observed."

Erakeman "oods, of extra 1098, stated that wnile
the engine vas ¢wiivchanys the cars from tne storage track
ne proceeded abous 10 or 12 car-lengths east of tie
crossover to protect agninst westbound trains, and
wnile so engaged ne observed that signal 4337 indicated
stop. When tle enpine returned to the crossover after
having switched the cars down the westbound track, he
accompanied 1t on 1t8 movement around the cars and noted
that the caboose markers displayed red to the rear. He
d1d rniot place any torpedoes on tne rails when returning
from flagging.

Brakeman larshall, of extra 1098, stated that waen
the conductor opened the storage-track switch he saw the
automatic signal eagst of that point change to stop posi-
tion. He assisted in switching the cars from the storage
track and rode the rear platform of the caboose as fthey
were moving westward on the maln track, noticing at the
time that the markers were soowing red indications to the
east, and 1n addition tnere was a red lantern haaging
on the rear of the caboose. AS soon as the cars stooped,
ne entered tne caboose and degan preparing a meal, but
shortly afterwards re heard the noise of an apprcaching
train and when he saw the reflection of a headlignt he
went out, grabbed the red lancern from the rear of the
caboose, and ran towards the approaching train giving
stop signals. He was only able to get back four or five
car—-lengths when Lthe engine of that train passed him,
and as 1t did so his signals were cknowledged and the
brakes were applied i1n emergency. In his Judgment,
extra 2082 was traveling about 20 miles per nour at
the time of the accident.

Engineman Coox, of extra 2082, stated that his
train stopped at Mohawk for inspection, remaining theze
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about 20 minutes. After departing from that point,

he observed that the first two automatic signals dis-—
played greenr indications, winlch indications he called

to the fireman. He was nc¢t certain about the indications
of the following two signals, signals 4329 and 4337, or
that he even saw tnem, but was of the impression that
they were green, although he did not register these
signals with the fireman. About tome time of passing
signal 4337, or jJust vefore reacning 1t, he shut off
steam, turned on the injectoi, and shut off the feed-
water pump, but he did not know whether this work dis-
tracted his attention Irom the signal. He looked back
along the train while pass ng the east end of the storage
track and wnen he looked ahead again he saw a red light
about 2b car-lengths distant, which he thought at the
time was a motor c¢ar at the tool house. Shortly after-
wards he noticed stop sipgnals being given by a white
light and at about the same time he saw the lights on a
caboese, but vas of the opinion that 1t was standing on
the passing track, and he did not realize that the west-
bound track was occupled until his engine was Wwithin 10
or 13 car-lengths from the caboose and he tnen applied
the brakes i1n emergency. He estimated that his train
anproached the point of accident at a speed of 18 rmiles
per hour, this epeed being only slightly reduced prior

to the collision. In order to assure animself that signal
4337 was not improperly displayed he returned to this
signal and found 1t showing red, sti1ll not being con-—
vinced about the signal, he even climbed the mast and
exarined the semaphore. Engineman Cook further stated
that ne was suffering from a cold and had not slept
soundly during the night preceding tne accident and had
taken some medicine, he was feeling well when he reported
for duty at 12.30 p.m.,, but felt drowsy while standing at
llohawx and must have been 1n the same condition after
leaving that point. He was fariliar with the Tule
Tequlring an engineman to observe the position of si1g-
nale and register them with the fireman, but was unable
to give any reason for his failure to do so when the
engine passed signals 4322 and 4337. He alsc understood
tnat under rule 959~B 1t would be his fault 1f he struck
a train between the switches, and that he would nave to
operate under control in the absence of clear signal
indications.

Fireman Buckland, of extra 20992, stated that after
leaving Mohawk ne noticed the first and second signals
west of that point were 1n the clear position, but before
reachling signal 4339 the coal stopped feeding into the
stoker hopper, making 1t necessary for him to go back
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1nn the tender end shovel coal into the hoprer. He was
st1ll eagaged 1n this work when the train passed eignals
4329 and 4337 and as a conseyuence he failed to see tne
indications displayed by tnese signals, and also failed
to hear the engineman call their indications. His farst
knowledge of anytning unusual was when the engineman
acknowledged a flag and applied the brakes in emergency,
Fireman Buckland then looked forward from his side oI the
englne and saw a caboose directly in front of the ftrain.
He thoupht als train was running 16 or 18 mwiles per hour
at the time the brakes arplied, but speed was reduced to
about 12 miles per hour at the tine of the accident. He
knew 1t was his duty to observe automatbic block-signal
1ndications and & eck them wLth the engineman, and could
have done so at the time his train passed the signals
approaching Alnwick without interfering with his work to
any appreclable exteat, but he said his attention was
devoted entirely to nis auty of firing and he forgot to
look for then.

Brakeman Cooper, of extra 20239, stated that ae was
riding 1n the vraxevan's cupola on the tender warle
approaching Alnwick cut did not see the indicatioa of the
signal east of thne crossover at the time his train passed
1t. When the brakes were applied after passing tnis
signal he noticed fire flying from the wheels, and be-
coriing alarmed he left the cupola; looked vack along the
train, and then looked forward and upon observing a red
lantern a short distance & ead he went down the ladder on
the rear of the tender and jumped off. He estimated the
gpeed of the train at the fime the brakes were applied
at 18 miles per hour, and this was only slightly reduced
at tne time he jumped off, When the train was being
pulled tack atut one hour after the accident, ne noticed
that the signal east of the crcssover was showiag a Stop
indication.

Conductor Watts, of extra 23099, stated that cars
were plcked up at several points en route, the last
place being at Farm, and before leaving that point the
brakes were tested and found 1n proper working order.
The next stop was at Mohawk, where the train was 1nspected,
this required about 20 minutes. He wasriding in the
cupola of the caboose approaching Alnwick and the tran
was traveling at a speed of about 18 wiles per hour when
he noticed a sudden brake-pipe reduction of 10 pounds, the
train decreasing speed very rapidly after that time until
1t cawe to a stopr. The alr pressure then mntinued to
reduce slowly and as scon as 1t became exhausted, ne noted
the time, which was ©.40 p.m., this being from two to
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five minutes after the Yw&in stopped. He did not oherve
the indication of signal 4323 when the caboose passed 1t,
but while proceeding %o the nead end of the train after
the accident nhe noticed that signal 4337 was 1n the stop
position, with the light burning and displaying red. Ee
further stated that he rode on the engine part of the
tine before the train arrived at Mohawk and during that
tine he noticed nothing unusual about the condition of
Engineman Cook. In conversation with the engineman after
tne accident, the engineman said he thought the board was
green.

Brakeman Reynolds, of extra 2099, stated that he

wag riding on the right side of the cupola of the caboose
but did not see the indication of signal 4329 when che
train passed 1t, althouzh as soon as the train stovpped
he started towards the head end and on his way he aoticed
that signal 4337 was displaying a stopr indication. He
estiiated that the train was traveling 2t a sSpeed of from
15 to 18 miles per hour when the brakes were applied Just
vrior to the accident.

Signal Suvervisor Harris stated that while appioach-
1ag the scene of accident, at about 12 o'clock midaight
on the date of 1ts occurrence, he observed that signal
A337 was 1n stop positilon, with the light showing red.
After examining the wreckage, he returned to signals 4337
and 4389, accompanied by a signal maintainer, and nade a
thorough teet of these signals, which were found to »e
1n proper working order.

Conclusions

This accidm t was caised by the failure of Engine-
man Cook, of extra 2099, properly to observe and obey
81gnal 1indications.

The rules provide that all tra ns, except first-class
and those running on train-order schedule, must approach
all stations under control and so proceed until the track
or auvtomatic signal is plainly seen to be clear, xmd that
IesponsSibility for a collision will Test with the follow-—
ing train. They also allow all except first-class and
those Tunning on a train-order schedule to stand between
switches without protection, and specifically provide
that freight extras aud third and fourth-class tizins may
do so without protecting against following trains of the
sane or inferior class except 1n foggy or stormy weatherT.
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The evidenlce 1s cemddssive that signal 4337 essumed
the stop position when the conductor of extra 1098 opened
the storage~track switoh preparatory tc removing the
camp cars from that tradc, about 20 or 25 minutes prior
to the accident, and remaned in that position during
the switching operations 1mmediately preceding the
accident, According to tae statements of Engineman
Cook, he observed the first two automatic 8ignals west
of llohawk i1n clearbositioun, and checked their indications
with the fireman, but he was not certain about the
indications dasplayed by signals 4329 and 4337, nor was
he certain that he saw tnem, his impression was that they
were clear When his itrain passed ther, although he failed
to register their indications with the Tirewan as re-
quired by the rules. After passing the east end of the
storage track, he saw the marker lights on a caboose
ahead, but was of the i1mpression that 1t was stonding on
the middle %track, he then noticed stop signals being
given with a wnlte light, but by the time he took action
to stop nis train 1t vas only 10 or 12 car-lengths from
the point of collision. A test of the two signals in--
volved was made subsequent to the accident and they were
found to be functioning properly, aad 1t 18 apparent
they were 1n the proper positions at the time extra 2029
aporoached andpassed then.

Engineman Cook said he had not slept well the
previous night, tlat he had taken some medicine for a
cold, and that although he felt well whea he reported
for duty, he felt drowsy while at Mohawk, only about 2
n1les from the point of accident, and he 2lsc soad that
he must nave been in that condition after leaving that
point. It 18 probavle that tnis condition exnlains o418
action 1n passing tne signals 1n gquesStion without knowing
definitely what indications were displayed by the signals
and controlling his train accordingly.

The rules further provide that firemen must observe
the 1ndication of fixed signals and register them with
the engineman. Fireman Buckland stated that before
reach 1ng signal 4322 1t became necessary to shovel coal
in the stoker, and he was so engrossed in this work
that his train passed tai1s signal, as well as signal
4337, without his having noticed their indicatioas.

He should have been on the alert, and had he called the
indications of these signals to the engineman, or checked
wlth the engineman when the latter failed to call cthem,
1t 18 possible the accident might have been preveanted.
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This accident occurred oan the main line of the
Norfolk and Western. While automatic block signals are
in service, there are many sharp curves and high banks
which materially restrict enginemen's range of vision.
The traffic movement on this line during the month of
January consisted of 5 passenger trains in each direction
and an average of about 10.5 freight trailns, or a total
movement of 31 trains dailly. The accident here under
investigation involved an engilneman who was not 1in the
best of physical condition, and who became drowsy while
on duty and who apparently was in this condition approach-
1ing the point of accident, with the result that he fairled
properly to observe and obey the automatic-block signal
indications. Under these circumstances, 1t 18 believed
that the officials of tanis line should give serious con-
sideration to the need for additional protection on this
line, to the end that accidents of this character may
in future be prevented.

The employees 1nvolved were experienced men, and
at the tire of the accident none of them had been on
duty 1n violation of any of the provisions of the hours
of gervice law.

Respectfully submitted,
W. P. BORLAND,

Director.



