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Railroad: 

Drte: 

Location: 

Kind of accident: 

Trains involved: 

Train numbers: 

Engin° numbers: 

Cons!pt: 

S;eed: 

Operation: 

Track: 

Weather: 

Time: 

Casualties: 

Cause: 

Seaboard Air Line 

May 28, 1942 

Ry an, Va . 

Head-end collision 

Fpssenger 

10 

Diesel-electric 
3008-3012 

? cart' 

30-35 m. D. h. 

Freight 

Extra 443-451 South 

445-451 

caboo se 

15-25 m. p. h. 

Contrail zed-traffic-control system 

Single; tangent; 0.58 percent 
ascending grade northward 

Clear 

About 8:55 a. m. 

68 injured 

Accident caused, by No. 10 overrunning 
a stop signal after it had accepted 
a proceed indication at the approach 
signP1 vhich should have displayed 
an imperfect indication, under a 
system of train operation by signal 
indication only 

SUMMARY 
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INTERSTATE COMMERCE COMMISSION 

INVESTIGATION NO. 2591 

IN THE MATTER OF MAKING- ACCIDENT INVESTIGATION REPORTS 
UNDER THE ACCIDENT REPORTS ACT OF MAY 6, 1910. 

THE SEABOARD AIR LINE RAILWAY COMPANY 

August 24, 1942. 

Accident near Ryan, Va., on Hry 28, 1942, caused "by No. 10 
overrunning a stop signal after it had accepted a 
proceed indication at the approach signal which should 
have displayed an imperfect indication, under a system 
of train operation by signal indicetlon only. 

1 
REPORT OF THE COMMISSION 

PATTERSON, Commissioner: 

On May 28, 1942, there was a head-end collision between 
a passenger train and a freight train on the Seaboard Air 
Line Railway near Ryan, Vr., which resulted in the injury of 
48 passengers, 2 Pullman employees on duty, 4 Pullman em­
ployees off duty, 1 dining-car employee, 1 Diesel attendant, 
2 train porters and 10 train-service employees. 

Under authority of section 17 (2) of the Interstate Com­
merce Act the above-entitled proceeding was referred by the 
Commission to Commissioner Patterson for consideration and 
di spo sition. 
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Location of Accident and. Method of Operation 

Tnis accident occurred on that part of the Virginia Divi­
sion designated as tne Richmond Sub-division and extending 
between North Hermitage, Va., and Norlina, N. C., a distance of 
102.5 miles. Between a point 0.2 mile north of Brown Street, 
Richmond, Va. and a point 0.7 mile north of Cochran, Va., a 
distance of 62.4 miles, trains are operated by a centralized-
traffic-control system and move in eitner direction by signal 
indications which supersede time-table superiority and take the 
place of train orders. In the immediate vicinity of the point 
of accident tnis is a single-track line. At Ryan a siding 7,530 
feet in length parallels the main track on tne east. Tne north 
and south switches are power operated. The north switch of this 
siding is located at a point 3,159 feet north of the station. 
Tne accident occurred on the main track at a point 419.5 feet 
north of the north siding-switch. As the point of accident is 
approached from the north there are, in succession, a 3° curve 
to the left 1,115 feet in length, a tangent 1,126 feet, a 3° 
curve to the right 1,774 feet and a tangent 936.5 feet to the 
point of accident. As the point of accident is approached from 
the south there are, in succession, a tangent 3,059 feet in 
length, a 2° curve to the right 1,136 feet, a tangent 160.5 
feet, a 2° curve to the left 1,513 feet and r tangent 1,944 feet 
to the point of accident. At the point of accident the grade 
for north-bound trains is 0.58 percent ascending. 

Signals 273 and 264, which govern nortn-bound movements, 
are loc-ted, respectively, 7,766.5 feet and 7G3.5 feet south of 
the point of .ac.cid.ent. Signals 241, 255 and 263, wnich govern 
south-bound movements, are located, respectively, 11,582.5 feet 
and 5,032.5 feet north and 401.5 feet south of the point of 
accident. These signals are of the color-light type and are 
continuously lighted. Signals 263 and 278 are two-unit, semi­
automatic signals. Tne aspects and corresponding indications 
and names of these signals are as follows: 

Aspect Ind.ica.tion Name 
Green-over-red Proceed Proceed Signal 
Yellow-over-red Approach next signal Approach Signal 

prepared to sto'D 
Red-over-red Stop Stop Signal 
Rcd-over-yellow Take Siding Take-Siding Signal 
Signals 241 and 264 are one-unit, semi-automatic aignals. The 
aspects and corresponding indications and names of these signals 
are as follows: 

Aspect Indication Name 
G-reen Proceed Proceed Signal 
Yellow Approach next signal Approach Signal 

prepared to stop 
Red Stop Stop Signal 

http://ac.cid.ent
http://Ind.ica.tion
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Signal 253 is a one-unit, automatic signal. The aspects and 
corresponding indications and names of tnis signal are as 
follows: 

Ar.pect - Indication Name 
Green Proceed Proceed Signal 
Yellow Aoproa'ch next signal • Approach Signal^ 

prepared to stop 
Red-over-lunar- Stop, then Proceed Stop and Proceed 
white, sta.ggered Signal 

Time locking is provided a.nd the circuits of the controlled 
signals involved a.re so arranged that when the north siding-
switch at Ryan is lined for a south-bound movement to the siding 
and signal 241 displays proceed, signal 253 will display ap­
proach, signal 263 will display take-siding, signal 264 will 
display stop, and signal 278 will display approa.cn. An interval 
of 3 minutes 30 seconds must elapse before this route can be 
changed. When the north siding-switch at Ryan is lined for a. 
north-bound movement on the main track and a proceed indication 
is displayed by signals 278 fine"1. 264, signals 241, 253 and 263 
will display step. An interval of 3 minutes 55 seconds must 
elaose before tnis route can be changed. When a south-bound 
train passes signal 241, signal 264 will display stop air" signal 
278 will display approach, and the indications of signals 254 
and 278 cannot be changed to display less restrictive indica­
tions until the south-bound train is clear of the circuit. 

The centralized-traffic-control system is in the charge of 
the train dispatcher at Raleigh, 128.6 miles south of Ryan. Tne 
control machine is provided with a track diagram, lamp indie ra­
tions, signal and switch levers and an automatic train-movement 
recorder. lue lamp indications on the. track diagram consist of 
approach and OS lamps. Each approach lamp is provided with a. 
white lens and each OS lamp is provided witn a red lens. Trie 
approach lamps are illuminated when track sections between 
adjacent sidings are occupied. An OS lamp it illuminated when a 
track section in the immediate vicinity cf a. siding switch is 
occupied. In addition, an OS lamp is illuminated when a. power-
operated switch is in hand-throw position and when a power 
failure occurs. Tne lamp indications on the control panel con­
sist of signal lamps and switcn lamps. When a signal lever is 
placed in position for stop tc be displayed by a semi-automatic 
signal a lieint through a. red lens is dicolpyod by a signal lamp. 
Wnen a signal lever is placed in position for proceed or approach 
to be displayed by a semi-automatic signal a lignt through a 
green lens is displayed by a. signal lamp. When a switch lever 
and a power-operateci siding-swite: are cet f~r movement on the 
main track a light through a arecn lens is displayed by a switch 
lamp. When a. switch lever is in reverse position and a power-
operated siding-switch is set for movement tc a siding a light 
through an amber lens is displayed by a. switch lamp. When a. 
train occupies an OS track section a record is made automatically 
on the graph of the train-movement recorder. In addition, a 
record is made on the graph Ti/hen a power-operated siding-switch 
is in hand-throw position and when a power failure occurs, 

http://approa.cn
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Operating1 rules read In part as follows: 

27. A signal imperfectly displayed, or the ab­
sence of a signal at a place where a signal is 
usually shown, must be regarded as the most re­
strictive indication that can be given by that 
signal, * * * 

# # * 

34. All members of train and engine crews must, 
when practicable, communicate to eacn other by 
its name the indication of all signals affecting 
the movement of their train. 

509. * * * 

F. A train passing an Approach Signal must 
proceed at reduced speed prepared to Stop before 
passing the next Signal. 

•» # # 

In the vicinity of the point of accident the maximum 
authorized speed for the passenger train involved is 65 miles 
per hour an* for freight trains, 40 miluc per hour. 

Description of Accident 

No. 10, a nortn-bound flrst-cla.es passenger train, con­
sisted of Diesel-clectrIc engines 30C3 and 5012, one express 
car, one passenger-baggage car, two coaches, one dining car, 
one Pullman lounge car and one Pullman sleeping car, in the 
order named. Tne first car was of ste^l-underfrar.e construction 
and the remainder were of all-steel construction. A i t air-brake 
test was made at Raleigh and the brakes functioned properly en 
route. Tnis train departed from Norlina, K. C , 70.9 miles 
south of Ryan, at 7:21 o. n., according to the dispatcher's 
record of movement of trains, 11 minutes latp, passed signal 
278 and the south siding-switch at Ryan at 8:54 a. m., accord­
ing to the train-recorder grapn, passed signal 264 and the 
north siding-switch at 8:55 a. m., and while moving at an esti­
mated speed of 30 to 35 miles per hour it collided with Extra 
443-451 South at a point 419.5 feet north of the north siding-
swi t ch. 

Extra 443-451 South consisted of engines 443 and 451 and 
a caboose. This train departed from Hermitage, 31.4 miles north 
of Ryan, at 8:08 a. m., according "Co the dispatcher's record of 
movement of trains, passed the south siding-switch at Petersburg 
at 8:52 a. m., according to the train-recorder graph, passed 
slgna.1 241, which displayed proceed, passed, signal 253, which 

http://flrst-cla.es
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displayed approach, and while moving at an estimated speed of 
15 to 25 miles per hour it collided with He. 10. 

From a north-bound engine signal 278 c-n be seen a distance 
of about 3,400 feet and signal 264 can be seen a distance of 
about 2,000 feet. 

Tne front end of Diesel-electrio engine 3008 was badly 
damaged. Tne engine-truck frame and the main frame were badly 
bent. Tne main frame of Diesel-electric engine 3012 was badly 
bent and the floor was buckled. The first car was slightly 
damaged. Tne side frames and end platforms of the second and 
third cars were bent or broken and both errs were considerably 
damaged. Trc boiler of engine 443 was torn from its frame and 
stopped on top of tne front end of Diesel-electric engine 3008. 
Brth cylinders and the smokebox of engine 413 were demolished. 
Tne tender cistern was bent inward. Tne front end of engine 
451 was considerably damaged. 

It i\Tas clear at the time of the accident, which occurred 
about 8:55 a. m. 

The train-service employees injured were both engineers, 
botn firemen, the conductor and the flagman of Extra 443-451 
South, and the engineer, the baggagemaster and the flagman of 
N^. 10 and a conductor deadheading or. the engine of Nr. 10. 

Data 

During the 30-d.ay period preceding the day of the accident, 
the average daily movement in z'ne vicinity of the point of acci­
dent was 45.8 trains. 

According to information furnished by the railroad, the 
last north-bound train for which an approacn indication was 
displayed by signal 278, was N". 44 on May 16. 

According to information furnished, by tne railroad, an 
electrical storm occurred in the vicinity of Ryan on May 22. 
After the accident, evidence of lightning was found on the 
lightning arresters in the junction box on the line pole near 
tne location of signal 273, and the ]amp bulb for the yellow 
aspect of the upper unit of signal 278 was found shattered. 
Tne lamp bulbs of tnis signal functioned properly when last 
inspected on May 20. 

In tests made after the accident the signals Involved 
functioned, properly and. nc evidence of crossed, wires or grounds 
was d.isclosed. Tne centralized-traffic-conT;rol machine func-
timed properly and the signals and the switch involved responded 
properly when actuated by manipulation of the control levers. 
Tx'.e OS lamp for the track section in the immediate vicinity of 
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the north siding-switch at Ryan was tested and it was illumi­
nated when the track section was occupied, when the north 
siding-switch was in hand-throw position and when the power 
was removed. When the OS light was illuminated a record was 
made on the graph of the train-movement recorder. Mo other 
condition was found that would cause the OS light to be 
illuminated. 

Pi scussion 

The rules governing operation in centralized-traffic-
control territory on the line involved provide that train move­
ments will be governed by signal indications which supersede 
time-table superiority and take the place of train orders. 
Under the rules, an approach indication requires the soc-ed of 
a train to be reduced and to be so controlled thnt a train can 
be stopped short of the next signal. A signal imperfectly dis­
played must be regarded as the most restrictive indication that 
can be given by that signal. All the employees involved under­
stood tnese requirements. 

The train dispatcher at Raleigh lined the route for No. 
10 to proceed on the main track to the clearance point at the 
north siding-switch at Ryan. Extra 443-451 South passed Lynch, 
8.8 miles north of Ryan, at 8:45 a. m. and soon afterward the 
dispatcher lined the route for this train to pass Petersburg, 
4.6 miles north of Ryan, and to enter tne siding at the north 
siding-switch at Ryan to meet No. 10. Extra 443-451 passed 
signal 241 and the south siding-switch at Peter?ourg at 8:52 
a. m. No. 10 passed the south siding-switch and signal 278 at 
Ryan at 8:54 a. n., passed signal 264 and the north siding-
switch at 8:55 a. m. and collided with Extra 443-451 at a point 
419.5 feet north of the north siding-switch at 6:55:30 a. m. 

As No. 10 was approaching signal 278, located 7,766.5 feet 
soutn of the point where the accident occurred, the speed was 
about 35 miles per hour, and the enginemen, a deadhead conductor 
and the diesel attendant were maintaining a lookout ahead from 
tne control compartment on the engine. There was no cond.ition 
of the engine that obscured their vision or distracted their 
attention. According to the statements of these employees, sig­
nal 273 displayed proceed and thiy called the indication. The 
enginemen and. the deadhead conductor kept signal 278 under ob­
servation until the engine passed it. When the engine reached 
a point about 1,600 feet south of signal 264, the speed, was 
about 60 miles per hour, and. the engineer observed simultaneously 
signal 264 displaying a red aspect and Extra 4-'±3-451 approaching 
the north siding-switch. The engineer of No. 10 immediately 
moved the brake valve to emergency position but he was unable 
to stop his train short of either signal 264 or the north siding-
switch. The speed was about 30 or 35 miles per hour when the 
engineer jumped off just before the collision occurred. 
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As Extra 443-451 was approaching the point where the acci­
dent occurred, the speed was about 35 miles per hour and the 
engincmen were maintaining a lookout ahead. All signals north 
of signal 253 displayed proceed for their train. Signal 253 
displayed approach and the engineer of the first engine made a 
service brake-pipe reduction. When the engines reached a point 
about 900 feet north of signal 263, the engineer of the first 
engine observed simultaneously signal 263 changing from a take-
siding indication to a stop indication and No. 10 passing the 
north siding-switch. The engineer of the first engine of Extra 
443-451 immediately moved the brake valve to emergency position 
and the speed was considerably reduced, but the distance was 
not sufficient for either train to stop before the collision 
occurred. 

The train dispatcher said that after he moved the signal 
levers to clear tne signals at Petersburg and moved tne switch 
lever to line the north siding-switcn at Ryan for Extra 443-451, 
the lamps on the control panel indicated tnat the signals at 
Petersburg displayed proceed, but tne lamp which should have 
indicated the position of the north siding-switch remained dark 
and the red OS lamp for tne track section in the vicinity of 
tne north siding-switch became illuminated. The dispatcher was 
of the opinion tha.t the switch had not locked in reverse posi­
tion for the movement to the siding and that both trains would 
be delayed. Ke instructed the signal maintainor at Petersburg 
to go to Ryan to investigate. The accident occurred before the 
signal maintainor arrived at Ryan. 

After the accident, inspection of the north siding-switch 
disclosed tnat the switch had been run through. The switch 
machine was locked in reverse position, the switch circuit 
controller was connected to the sxiatch points and there was no 
evidence that the switch had not functioned properly prior to 
the time the engine of No. 10 passed over it. Tnere was no 
record on the graph of the train-movement recorder to indicate 
that the OS lamp had been illuminated prior to the time the 
engine of Nc. 10 entered the track section in the vicinity of 
the switch. The lamp bulb for the yellow aspect of the upper 
unit of signal 278 had been shattered. The lamp bulbs of this 
signal functioned properly when last inspected, eight da.ys prior 
to the accident. An electrical storm occurred in the vicinity 
of Ryan six days prior to the accident. After the accident, 
there was evidence of lightning on the arresters in the junctio;^ 
box on the line pole near the location of signal 278. OfficiaJ^ 
of the railroad were of the opinion that the shattered lamp bulb 
was the result of damage by lightning and that it was shattered 
prior to the time of the accident. 

Extra 443-451 passed signal 241 at 8:o2 a. m. and Nc. 10 
passed signal 278 at 8:54 a. n., or 2 minutes after Extra 443-
451 entered the involved track circuit, which is so arranged 
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that when a south-bound train passes signal 241, signal 264 
snould display stop and signal 278 should display approach. 
Since the lamp bulb of the yellow aspect in the top unit of 
signal 278 was shattered, an approach Indication could not have 
been displayed by this signal and, if the Involved signals and 
related appurtenances of the central!zed-traffic-control system 
otnerwise functioned properly at the time the route was lined 
to establish a meeting point between No. 10 and Extra 445-451 
Soutn at Ryan, signal 273 should have displayed, an imperfect 
indica.tion which, under the rules, would, require No. 10 to be 
stopped short of that signal. However, the four employees on 
the engine of No. 10 were positive that signal 278 displayed 
proceed from the time the aspect became visible until their 
engine passed it, and the engineer operated the train accord­
ingly until he observed the red aspect of signal 264. 

Under the system of operation which was in effect on the 
line where this accident occurred, meeting points for trains 
a.re not determined by timetable autnority nor fixed by train 
order, and no advance Information with respect to trains to be 
met or points a,t which meets are to be made Is furnished to 
train crews. Certain train-service employees of tnis carrier 
started that greater safety is provided under the method of 
operation by timetable, train orders and automatic block signal 
system than under the method of operation by signal indication 
only. If the meeting point for the trains involved in this 
accident nad been established by train order this accident would 
have been prevented notwithstanding the fact either that there 
was a false clear signal indication or that an imperfect signal 
indication was displayed. 

Cause 

It is found that this accident was caused by a 
passenger train overrunning a stop signal after it had accepted, 
a proceed indica.tion at the approach signal which should have 
displayed an imperfect indication, under a system of train 
operation by signal indication only. 

Dated at Washington, D. C., tnis twenty-fourth 
day of August, 1942. 

By the Commission, Commissioner Patterson. 

W. P. BARTEL, 
(SEAL) Q . 

Secretary. 


