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Date! 

Ra i l road : 

L o c a t i o n : 

Kind of accident: 
Trains i n v o l v e d : 

Train numbers: 

Engine numbers: 

Consis ts : 

Estimated speeds: 

Operat ion: 

Tracks: 

Weather: 

Timet 

Casua l t i es : 

Cause? 

June 3, 1953 

Southern 

Manaesas, Va, 

Rear-end c o l l i s i o n 

Freight 
98 
C.& O . D i e s e l -
e l e c t r i c units 
5806, 5643 end 
5858 

74 cars , caboose 
Standing 

Passenger 
30 
Diesel-electric 
unite 2915 and 
2916 

13 cars 
20 M.P.H 

Ti? ieCoble , t r a i n orders and automatic 
b 1 j j : l - s i gna 1 s ys t em 

Doucie; 0~04 : curve; 0.223 percent 
Sbc ending grade northward 

Clear 

5,25 a,m. 

2 k: l i e d ; 42 Injured 

F a i l u r e co ooere te f o l l o w i n g t r a i n 
in accordance with s igna l i nd ica t ions 

SUMMARY 
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REPORT NO. 3519 

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

SOUTHERN RAILWAY COMPANY 

July 2, 1953 

Accident at Manassas, V a , , on June 3, 1953, caused by 
f a i l u r e to operate the f o l l o w i n g t r a i n in accordance 
wi th s igna l i n d i c a t i o n s . 

REPORT OF THE COMMISSION 1 

PATTERSON, Commissioner; 

On June 3, 1953, there was a rear-end c o l l i s i o n between 
a f r e i g h t t r a i n and a passenger t r a in on the Southern Railway 
at Manassas, Va . , which resu l t ed in the death of 2 t r a i n -
s e r v i c e employees, and the Injury of 40 passengers, 1 person 
c a r r i e d under contract and 1 ra i lway-mai l c l e r k . 

1 
Under author i ty of sec t ion 17 (2 ) of the I n t e r s t a t e Com

merce Act the a b o v e - e n t i t l e d proceeding was r e f e r r e d by the 
Commission to Commissioner Pat terson f o r cons idera t ion and 
d i s p o s i t i o n . 

INTERSTATE COMMERCE COMMISSION 
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L o c a t l o n_g f_ A c c i d e n t a n _d Me tho d _ of. _ O p c r a t i o n 

This a c c i d e n t o c c u r r e d on t i r t pa r t o f the Washington 
D i v i s i o n e x t e n d i n g be tween Orange- and A . F. Tower , A l e x a n d r i a , 
V a , , 7 5 , 6 m i l e s , a d o u b l e - t r a c k l i n e , o v r r wh ich t r a i n s movin 
w i t h t h e c u r r e n t o f t r a f f i c p r e o p e r a t e d by t i m e t a b l e , t r a i n 
o r d e r s and an au toma t i c b l o c k - s i g n a l sys t em. T r a i n s o f t h " 
Chesapeake and Ohio R a i l w a y , h e r e a f t e r r e f e r r e d t o n s th • G,&, 0, 
r e g u l a r l y a r e o p e r a t e d o v e r t h i s p o r t i o n o f t h ' Southr rn R a i l w a y 
The main t r a c k s from ea s t t o wes t a r e d e s i g n a t e d as northward 
main and southward main. W i t h i n yard l i m i t s - t M a n n s s a s , 
5 2 . 1 m i l e s n o r t h o r Orange , a s l d i n ^ x w r ^ l l e l s the northward 
main t r a c k on the e a s t , The south s w i t c h o f t h i s s i d i n g i s 
1.66 m i l e s south o f t he s t a t i o n . Th" a c c i d e n t o c c u r r e d on thr 
nor thward main t r a c k n c ° r t h e south s w i t c h o f t he s i d i n g , 50 .46 
m i l e s nor th o f Orane;e and 1.64 m i l e s south o f t h " s t a t i o n f t 
M a n n s s a s . From the south on th<" nor thward main t r a c k t h e r e 
a r e , i n s u c c e s s i o n , a t a n g e n t 6,14 m i l e s i n l e n g t h , and a com
pound, curve t o t h e r i g h t , h a v i n g a maximum c u r v a t u r e o f 0 ° 2 4 ' , 
2 ,255 f e e t t o the p o i n t o f a c c i d e n t and 1,16 m i l r s nor thward , 
The g r ade f o r northbound t r a i n s v a r v s b e t w e e n 0 t 0 7 6 and 1.01 
p e r c e n t a s c e n d i n g th roughout a d i s t a n c e o f 3 ,200 f ^ e t i m m e d i a t l y 
south o f the r>oint o f a c c i d e n t and i s 0 (, 223 p e r c e n t ascendin- ' 
a t t ha t p o i n t , 

Au tomat i c b l o c k s i g n a l s 360 and 3 ' 2 , rovc rn ine - northbound 
movements on the northward main t r a c k , ^vn l o c a t e d , r e s p e c t i v e l y 
1.75 m i l e s and 186 f e e t south o f t he p o i n t o f a c c i d e n t . These 
s i g n a l s a r e o f t he c o l o r - l i g h t typa ^nd an, c o n t i n u o u s l y l i g h t e d 
Each s i g n a l d i s p l a y s t h r e e a s p e c t s . The a s p e c t s a p p l i c a b l e t o 
t h i s i n v e s t i g a t i o n n nd t h e i r c o r r e s p o n d i n g i n d i c a t i o n s and 
names a r e as f o l l o w s i 

S i g n a l A s p e c t I n d i c a t i o n Name 

360 Yel low PR0CE7D, PREd 'ARI .\,G T O 
STOP A T N E X T S I G N A L , 
T H A I l ' I EXCEEDING MEDIUM 
SPEED MUST A T ONCE 
REDUCE T O THAT SPEED 

APPROACH SIGNAL 

34 2 
y e l l o w d i s c 
w i t h l e t t e r 
"G" i n b l a c k 

Red o v e r ( F o r heavy passen a r and 
tonna -p f r e i g h t t r a i n s ) 

PROCEED AT RESTRICTED 
SPEED 

GRADE SIGNAL 

( F o r t r a i n s o t h e r than 
heavy p a s s e n g e r and 
tonnage f r e i r h t t r a i n s ) 

STOP; THEN PROCEED AT 
RESTRICTED SPEED 

STOP AND PROCEED 
SIGNAL 
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The controlling circuits of these signals ere qo 
arranged that, when the block of signal 342 is occupied, 
signal 360 indicates Approach and signal 342 Indicates 
Proceed at Restricted Speed for heavy passenger and 
tonnage freight trains, or Stoo end Proceed for trains 
other than heavy passenger and tonnage freight trains. 

This carrier's operating rules read in cart as . 
follows? 

DEFINITIONS 
Medium Speed, - One-half authorized speed, at 

point Involved, but not exceeding 30 miles per hour. 
Restricted Speed* - Proceed prepared to stoo short 

of another train, obstruction, or switch not properly 
lined and look out for broken rail, but at a speed, 
not exceeding 15 miles per hour* 

3 4 . The following signals will be used by flag
men: 

(A red flag, 
Day Signals (Torpedoes and 

(Fusees. 
* * # 

86. Unless otherwise provided, an inferior train 
must be clear at the time a first class train in the 
same direction Is due to leave the next station in 
the rear where time is shown, 

99. When a train stops under circumstances in 
which It may be overtaken by another train, the 
flagman must go back Immediately with flagman's 
signals a sufficient distance to insure full pro
tection, placing two torpedoes, and when necessary, 
In addition, displaying lighted fusees. * * * 
# * # 

The maximum authorized speed for the passenger train was 
75 miles per hour. 
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Descr ip t ion of Accident 

No. 98 ,a north-bound second-cinqs C.& 0. f r e i g h t 
t r a i n , consis ted of D i e s e l - e l e c t r i c uni ts '5806, 5848 and 
5858, coupled in mul t ip le -un i t c o n t r o l , 74 cars and a 
caboose. This t r a i n departed from Orange, the l a s t open 
o f f i c e , at 3.40 a. m. , 40 minutes l a t e ,* pas'sed s igna l 
360, which ind ica ted Approach, and stopped at s i g n a l 342, 
which ind ica ted Stop and Proceed . I t then proceeded and 
stopped on the northward main track wi th in yard l i m i t s 
at Manassas about 5.12 a .m . , wi th the f ront end of the 
locomot ive near the rear end of a preceding f r e i g h t t r a in 
and the rear end o f th- caboose 108,5 f e e t north o f the 
south s id ing - swi t ch . About 13 minutes l a t e r the rear end 
was struck by No. 30. 

No. 30 ,a north—bound f i r s t - c l a s s passenger t r a i n , 
cons i s ted o f D i e s e l - e l e c t r i c units 2915 and 2916, coupled 
In mul t ip l e -un i t c o n t r o l , one e x p r e s s - r e f r i g e r a t o r car, 
one express car , one mall car, four express cars , three 
coaches, one dining car and two s leeping cars , in the 
order named. The f i r s t car was o f s tcel-underframe con
s t ruc t ion , and the other cars were of convent ional a l l -
s t e e l cons t ruc t ion . This t r a in departed from Orange at 
4.24 a.m., 10 minutes l a t e , passed s ignals 360 and 342, 
and whi le moving at an estimated speed of 20 mi les oer 
hour i t struck the rear end o f N o / 9 8 

The caboose and the rear truck of the seventy- four th 
car of No. 98 were d e r a i l e d . The caboose was destroyed 
and the seventy- four th car was badly damaged. As a 
r e su l t of the Impact o f the c o l l i s i o n , the underframe of 
the caboose overrode the underframe at the f ront end of 
the f i r s t D i e s e l - e l e c t r i c unit o f No. 30 and t e l e scoped 
the con t ro l compartment. The con t ro l compartment wag 
demolished and the unit was otherwise badly damaged*. 
This unit stopisa wi th the f ront end on the southward 
main track and about 45 f e e t north of the point o f a c c i 
dent, and the rear end on the track s tructure o f the 
northward main t rack . A l l wheels except the f ron t wheels 
o f the rear truck o f th is unit were d e r a i l e d . No other 
equipment o f e i t h e r t r a i n was d e r a i l e d . 

The engineer and the fireman of No. 30 were k i l l e d . 

The weather was c l e a r at the time of the acc iden t , 
which occurred about 5.25 a , m. 



- 8 -

The f i r s t D i e s e l - e l e c t r i c unit o f No. 30 was of the 
0-6-6-0 type and was provided wi th 24RL brake equipment. 
The r egu la t ing dev ices were adjusted to p rov ide main 
r e s e r v o i r pressure of 140 pounds and brake-pipe .pressure 
of 90 pounds. An emergency brake v a l v e was provided on 
the f i reman's s ide of the con t ro l compartment. 

Discussion 

The opera t ing rules of th i s c a r r i e r requi re that an 
I n f e r i o r t r a in must be c l e a r f t the time a f i r s t - c l a s s 
t r a i n i n the same d i r e c t i o n i s due to l e ave the next 
s t a t i o n in the rear where time i s shown. When a t r a i n 
stops under circumstances In which I t may be overtaken by 
another t r a i n , the flagman must go back immediately wi th 
f lagman's s igna ls a s u f f i c i e n t dis tance to insure f u l l 
p r o t e c t i o n , and, when necessary, must d i sp lay l i g h t e d fusees . 
When a t r a i n passes a s igna l i n d i c a t i n g Approach, the speed 
must be immediately reduced to not exceeding one-hal f the 
authorized speed but not more than 30 mi les ner hour, and 
in add i t i on , must be so controlled that the t r a in can be 
stopped short o f the next s i g n a l , A heavy passenger t r a in 
may pass a grade s igna l d i sp lay ing a red aspect but the 
speed must be so c o n t r o l l e d that the t r a i n can be stopped 
short o f a preceding t r a i n . 

When No. 98 stopped at s igna l 342 about 4.55 a. m,, 
thr flagman proceeded southward a short d is tance , p laced 
a torpedo on the r a i l and a l i g h t e d 10-minute fusee in 
the end of a t i e of the northward main t rack, and returned 
to the caboose. The engineer said that h i s t r a i n p r o 
ceeded on the main track '"t Manassas ahead of No. 30 
because he thought he would have s u f f i c i e n t time to be 
In to c l e a r at a s t a t i on north of Manassas. However, No. 
98 was delayed at Manassas by the preceding north^boand 
f r e i g h t t r a in , because of a broken coupler knuckle. When 
No. 98 stopped at Manassas about 5.12 a. m., the engineer 
sounded the eng ine-whis t l e s igna l f o r the flagman to p r o 
t e c t the rear of the t r a i n . The conductor and the flagman, 
who were In the caboose, consulted t h e i r t imetables to 
a sce r t a in the time No. 30 was due to pass N o k e s v i l l e , 6.8 
mi les south of Manassas, the next s t a t i on in the rear where 
time was shown. No. 30 was due to pass N o k e s v i l l e at 5.20 
a. m. The flagman proceeded southward about 5.15 a. m, to 
p rov ide f l a g p r o t e c t i o n . His f l a g g i n g equipment cons is ted 
o f a red f l a g , torpedoes and red fusees . ' He said that 
when he reached a po in t about 1,000 f e e t from the rea r 
of h is caboose he observed No. 30 approaching at a dis tance 
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o f about 2,800 f e e t . He Immediately l i g h t e d a fusee 
and gave stop s i g n a l s . The flagman's s igna l s were 
acknowledged by the proper w h i s t l e s i g n a l . The flagman 
said that he continued to g i v e stop s ignals u n t i l No. 30 
passed him. However, the speed of the t r a i n was not 
reduced and he, r e c e i v e d no fur ther acknowledgment of his 
stop s i g n a l s . The flagman said that the sounds o f the 
Dies ' 1 engines ind ica ted that the en-Tines wen working 
under load when No. 30 passed him. He observed that 
the engineer was in h is proper p o s i t i o n in the con t ro l 
compartment of the f i r s t D i e s e l - e l e c t r i c unit o f No. 30 but 
he did not observe the fireman. He did not hear the ex
p l o s i o n of the torpedo he had p laced on the northward main 
t rack when No. 98 stopped at s i gna l 342. 

As No. 30 was approaching the point where the accident 
occurred the enginemen were on the locomot ive and the members 
o f the t r a in crew were in var ious l oca t i ons in the cars of 
the t r a i n . The brakes of t h i s t r a i n had been t e s t ed at 
Monroe, 80.4 mi les south o f Orange, and had functioned 
p roper ly when used en rou te . Surviving members of the 
crew had no t i ced nothing unusual in the handling of the 
t r a i n p r i o r to the time the accident occurred. They said 
that there was no app l i c a t i on of the brakes of t h e i r t r a in 
be fo re the acc ident occurred. They est imated that the 
speed of t h e i r t r a in approaching s igna l 342 was from 30 to 
35 miles per hour. The conductor of No, 98 sa id he was 
on the rear pla t form of the caboose as No. 30 was approach
ing , and when that t r a i n passed h i s flagman and he saw i t 
was not going to stop ho got o f f . He est imated that the 
speed of No. 30 was 20 mi les per hour when the c o l l i s i o n 
occurred. 

The D i e s e l - e l e c t r i c units o f Extra 4223 South, a 
south-bound f r e i g h t t r a in , were standing on the southward 
main track about 110 f ee t north of the rear end o f the 
caboose o f No. 98 when the c o l l i s i o n occurred . The 
engineer of Extra 4223 South said he observed that No, 30 
was not reducing speed approaching the point o f acc iden t . 
He immediately sounded warning b l a s t s on the pneumatic 
horn. He sa id that the engineer o f No. 30 d id not 
acknowledge the warning s i g n a l s . 

Although no surv iv ing members of the crew of No. 30 
saw the aspects d i sp layed by s igna l s 360 and 342, they 
were observed to be funct ioning p roper ly a f t e r the accident 
occurred.. These s ignals d isp layed proper aspects under 
s i m i l a r condi t ions of t rack occupancy f o r the preceding 
t r a i n , and they functioned p roper ly when t e s t e d a f t e r the 
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accident occurred. Under the condi t ions e x i s t i n g , the 
aspect displayed by s i g n a l 360 requi red that the speed 
o f No. 30 be reduced at once to medium speed and to be 
so c o n t r o l l e d that the t r a i n could be stopped be fo re 
passing s igna l 34?. The aspect of s i g n a l 542 requ i red 
that the speed of a t r a in passing without stopping be so 
c o n t r o l l e d that i t could be stopped short of a preceding 
t r a i n . No. 30 was considered to be- a heavy passenger 
t r a i n and the re fo re the g rade-s igna l p r o v i s i o n at s igna l 
342 appl ied fo r the movement of th i s t r a i n . The engineer 
and the fireman of No. 30 were k i l l e d and i t could not be 
determined why the speed o f the t r a in was not c o n t r o l l e d 
In accordance with, the s igna l i n d i c a t i o n s . 

The brake equipment o f the f i r s t D i e s e l - e l e c t r i c 
unit o f No. 30 was damaged in the c o l l i s i o n to - the extent 
that i t could not be t e s t e d and thb p o s i t i o n of the con
t r o l l e v e r s at the time the accident occurred could not 
be determined. The f i reman 's emergency brake v a l v e was 
damaged to the extent that i t could not be determined 
whether any attempt had been made to operate i t be fo re 
the accident occurred. The a i r brakes of tho second 
D i e s e l - e l e c t r i c unit and the cars o f No. 30 were t e s t e d 
a f t e r the accident occurred and functioned proper ly 
except on the fourth ca r . - Inspec t ion o f that car d i s 
c l o s e d that the b rake -cy l inde r pipe was broken. The 
break was new and apparent ly occurred as a resul t o f 
the c o l l i s i o n . 

Cause 

I t i s found that th i s accident was caused by f a i l u r e 
to operate the f o l l o w i n g t r a in in accordance with s i g n a l 
i n d i c a t i o n s . 

Dated at Washington, D. C. , t h i s second 
day of July , 1953. 

By the Commission, Commissioner Pa t te r son . 

GEORGE W", LAIRD, 
Ac t ing Secre ta ry . 

(SEAL) 


