INTERSTATE COMMTRTE COMMISSION
WASHINGTON

REPORT NO. 3519
SOUTHERN PATLWAY COMPANY
IN RE ACCIDENT
AT MANASSAS, VA., ON
JUNE 3, 1953.
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SUMMARY
_ @
Date? June 3, 19583
Railroad: Southern
Location: Manaasas, Va,
Kind of accident: Rear-end collision
Trains involved: Freight ¢ Passenger
Train numbers: 28 1 30
Engine rnumberss C.& O.Diesel- ¢ Diesel-electric
electric units units 2915 and
5e08, 5648 ond 2916 )
5658
Consists: 74 cars, caboose ' 13 cars
Estimated speeds: Standing ¢! 20 M.P.H
Operation: Timzs.ble, train orders and automatlc
biloox-eiznal system
Trocks? Doun.e; O Za' curves 0.223 percent
gse:ncinr grade northward
Weather: Clear
Time: 5.25 a.m.
Casunlties: 2 killed: 42 injured
Cause: Fail.re oo ooerete folloving train

in accordence mith eignel indications
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INTERSTATE COMMWRCE COMMISSION

REPORT NO, 3519

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

SOUTHERN RAILWAY COMPANY

July 2, 1953

Accident at Manassas, Va,, on June 3, 1953, caused by
fallure to operate the following trein in accordance
with signal indications.

REPORT OF THE COMMISSION 1

PATTERSON, Commissioner:

On June 3, 19583, there wes a rear-end collislon between
a freight trzin and a passenger train on the Southern Railway
at Manassas, Va., which resulted in the death of 2 train-
service employees, and the 1injury of 40 passengers, 1l person
carried under contract and 1 rallway-mail clerk,

1

Under authority of section 17 (2) of the Interstate Com-
merce Act the above-entltled proceeding wae referred by the
Commission to Commissioner Patterson for conslderation and
disposition.
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Locetion of Accident ond Method of Onceration

This sccident occurred on th-t prrt of the Veshington
Division extendins betwezn Oroncc and A. F, Tower, Alcxondrie,
Vas, 75,6 miles, & double~trock linc, ovrr ubich tralns movin
with the current of traffic =re operated by timetable, troln
orders and an nutomasic block-siinal systrm. Traoins of th-
Chesapeake 2nd Ohio Rrilway, hererfter referred to ~s th: C.% 0.,
resularly sre operated over this portion of th- Southern Rrilwey.
The melin trecks from efrst to west are designrted as northvored
main and southward main. Within yord liwnits ot Man~sgsag,

92.1 miles north or Or~nge, o sidine r-rollels the northwysrd
main track on the erat. The south switch of this sidin~ is
1.66 miles south of th~ station. The eceident occurred nn th-
northward main treck n<~r the south ﬁwitoh of the sidine, 50,46
mileg north of Oranie 2and 1.64 miles south of the station r%
Man~arag, From thc south on thr northwrr»d moin trock thove
are, in succession, » tanzent 6.14 milcs in length, ond o com-
pound curve to the richt, heving o wexlmum curveture of 0°94!
2,255 foct to the point of acerident ond 1,16 miles northuard,
The grode for northbound trring verics between 0,076 ~ng 1,01
perccnt pscending throughout = dlastrnee of 3,200 feet immediatly
south of the molnt of nac~ifent end 1s 0.223 porcent ~scendin s
2t th~ot »olnt,

Automatice block sizanls 360 n~nd &'2, rovernlns nortihhbound
movements cn the nortiwar® meoin trrck, ~re locnted, resnretivelv,
1.75 milcs and 186 fcot south of th- moint of nr~cident. These

sienols 2rc of the colov-lizht tyne ~nd i continuoa 1y li-hted.
chh nign~1l displays threc esrc-cts, The asneets anplicable to
this investisotion ~nd thCIP corresnondins inﬁioption\ anrl

nameg arc ns followsi

Signal  Aspect Indicstion Name

360 Yellow PROCETD, PRECARI .G ™0 APPROACH S5TZM&L
STOP AT NEXY L)IJ’J.\.[‘)L;
THATW Z¥CERDING MUDIUM
SPEED MUST AT ONCE
REDUCE TO THAT SFEED

352 Red over (For heavy mnossen rr »nd  GRADE SIGNaL
ycllow disc tonn= "~ freizht trnrins)
with letter PROCERED AT R2CTPICTED
"G" in black SPEED

(For troins other then STOP AND PROCET
heevy vrsscn~er ~nd IGNAL

tonn~~e frei~ht trring)

STCP; THEN PHCCE D AT

RESTRICTED SF
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The controlling clrcults of thesc sicnols ere so
arranged thet, when the block of slgnal 342 1s occupled,
slgnol 360 indlcates Approech ond signel 342 indicates
Proceed et Restricted Speed for heevy passcnger and
tonnage freight trains, or Stov e&nd Proceed for trelna .
other than heavy passenger end tonnege frelght treling,

This carrieris opernting rules read in uart as.
follows:®

DEFINITIONS

Medlum Speed, - One-half authorizcd speced, at
point 1nvolved, but not exceeding 30 mlles per hour,

Restricted Speed. —~ Proceed prevored to stovn short
of another train, obstructlon, or switch not properly
lined and look out for broken rall, but at e speed
not exceedlng 15 miles pzr hour.

34. The followlng signels will be used by flag-
mens

(A red flag,
Day Signals (Torpedoes and
(Fusecs.

* % #

86. Unless otherwlse provided, an inferlor train
must be clear at the time & first clmss trein in the
same dilrection 1s due to lerve the next stetion in
the rear where tlme 1s shown,

99, When a trzin stops under clrcumstnances in
which 1t may be overtoken by =nother troin, the
flacman nmust go baclk immedietely with flagmen's
slgnals a sufflclent distonce to insure full pro~
tection, placing two torpedoes, and when necessary,
in additlon, Aisplaying lighted fuseces, ¥ # #

% ®

The maximum authorized speed for the passenger troin
75 miles per hour,
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Description of Acrldent

No. 98,a north-bound second-class C.& O, freight
train, oonsiqted ‘of Diesecl-electric unitc 5R06, 5848 and
5858, couprled in multiple-unit control, 71 cars anl a

aboose. Thls traln departed from Oranbe, ‘the l2st onen
office, at 3.40 a., m., 4N minutes late,' nassed signal
860, which indlcnted Approach, and stopped at signal 342,
which indicoted Stop ~nd Procced. It then proceeded an?

stopred on the nnrthward raln track within y»rd limits
at Managsas about 5.12 a.m., with the front end of the
locomotive near the rcear end of a preceding freight traln
and thc rear end of th- cnboose 108.5 fcet north of the
south siding-switch, About 13 mlnutes later the reoar end
was struck by No. 30.

No. 30,a north<bound first-class passencer traln,
conslsted of Dies-l-electric units 2915 and 2916, coupled
1n multiple-uni* control, one ex ress-refrigerator car,
one expres~ cor, one mall car, four express cars, three
coachecs, one dlninx car end two sleeplng cars, in the
order named, The first car was of stecel-underframe con-
struction, and the other cars were of conventlonal all-
steel construction, This train departed from Orange at
4.24 a.m., 10 minutes lzte, passed signals 360 and 342,
and while moving 2t an estimnted specd of 20 miles ver
hour it struck the r:ar end of No. 98

The caboose and the rear truck of the seventy-fourth
car of No. 98 were deralled, The cabooase was destroyed
and the seventy-fourth car was badly damaged. Aa a
result of the impact of the collision, the underframe of
the caboose overrode the underframe at the front end of
the first Diesel-electric unit of No. 30 and telescoved
the control compartment. The control compartment wnas
demolished and the unlt was otherwise badly damaged.,

This unit stopmd with the front end on the southwqra

maln track and about 45 feet north of the point of accl-
dent, and the rear end on the track structure of the
northward mein track, All wheels excent the front wheels
of the rear truck of this unit werc derniled. No other
equipment of elther train was deralled.

The englneer andé the flremen of No., 30 were killled,

The weather was clear at the time of the accidenf,
whlch occurred about 5.25 a. m.,
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The first Dicsel-elsctric unit of No. 30 was of the
0-6-6-0 type and was provided with 24RL brake equipment.
Thr rogulatine devices were adjusted to provide moaln
rescrvolr oressure of 140 pounds and brake~plpe pressure
of 90 pounds. A&n emcrgency breke valve was provided on
the fireman's side of the control compartment,

Discussion

The operatinz rules of this car-ier require that an
Anferior trein must be clear 7% the time a first-class
train in the same direction 1s due to leove the next
station in the rear whers tlme 1s shown. When a train
stops under circumstances in which 1t may be overtaken by
another traln, the flogman must go back lmredletely with
flagmants signals a sufficlent distance to insure full

protectinon, and, when necessary, must display lighted fusecs,

When « train pesses & siznal indlecating Approach, the gpeed
must bc immedlately reduced to not exceedinz one-hslf the
authorized speed but not more than 30 mliles ner hour, and
in addition, must be so controlld that the train can be
stopped short of the next sienal, A heavy passenger train
may pass a grade signal dlesplaylnr 2 red asncet but the
speed must be so controlled that the traln can be stopped
short of a preceding train,

When No. 98 stopped at slsnel 342 about 4.55 2z, m,,
the flaemen proceeded southward a short distence, placed
a torpedo on the rall and a lighted 16-rinute fusee 1n
the end of o tie of the northwerd main track, and returned
to ther caboose. The engineer s2id thet his traln pro-
ceeded on the main track ~t Mrnassas ahead of No. 30
beceouse he thought he would have sufficlent time to be
into clear nt & station north of Manassas. However, No.
98 wag delayed at Monassns by the preceding northabound
frelght traln, becanse of a broken coupler knuckle. When
No, 22 gstopped at Manassas about 5.12 a. m., the engineen
sounded the enzine-whistle signal for ths flagman to pro-
tect the rear of the train. The conductor and the flagman,
who were 1n the caboose, consulted thelr timectables to
ascertaln the tlme No. 30 was due to pass Nokesville, 6.8
mlles south of Manassos, the next station in the rear where
time was shown. No. 30 was due to pass Nokesville at 5,20
a. m, The flagman proceeded southward about 5.15 a, m. to
provide flag protection, His flaggling eguipment consisted
of a red flag, torpedoes and red fusees. He sald that
when he reached n point about 1,000 fest from the rear
of hls caboose he obscrved No. 30 approaching at 2 distance
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of about 2,800 feet. He immedlately lighted a fusee

and pave stop slgnals. The flagman's signals were
acknowledged by the proper whistle signal, The flagmon
sald thot he continued to give stop siznals until No, &0
passed him. However, the sneed of the traln wan not
reduced and he, recelved no further acknowle“gment of hi=
stop sicnals. The flagman said thet the sounds of the
Dles 1 engines indicated that the ensines wcre workinz
under load when No. 30 passed him, He observed that

the engineer was in hls proper poslition in the control
compartment of the first Dicsel-electric unit of No. 30 but
he did not observe the fireman. He d1d not hear the ex-
plosion of the torpedo he had placed on the northward main
track when No. 98 stopned at signal 342,

As No. 30 was appronching the polnt where the 2ccldent
occurred the encincmen were on the locomotive and the memnbrrs
of the train crew were in varlous locations in the cers of
the troin, The brekes of thls troin hod becn tested at
Monroer, 80.4 mlles south of Oranze, and had functioned
properly when used en route. Survivins members of the
crew hnd noticed nothine unusual in the hanilinz of the
traln prior to the time the accldent occurred. They scid
that there was no application of the brakes of thelr ftroin
before the aceldént occurred, They estimnted that the
speed of thelr treain approseching signnl 342 was from 30 to
3% mileg per hour, The conduector of No, 98 sald he was
on the rear platform of the caboose ns No. 30 was approach-
1ng, and when that train passed his flagman and he saw it
was not golng to stop he got off. He estimated that the
speed of No. 30 was 20 mlles per hour when the collision
occurred,

The Dlesel-electrlic units of Extra 4293 South, a
south-boundfreight traln, were standing on the southward
maln track about 110 feet north of the rear end of the
caboose of No. 98 when the collision occurred. The )
englncer of Extra 4223 South sald he observed that No, 30
was not reducing speed approaching the point of accident,
He lmmedlately sounded warning blasts on the pneumatic
horn, He sald thnat the enclineer of No. 30 did not
acknowledge the warning sizsnels,

Although no survivins members of the crew of No. 30
gaw the aspects dlenlayed by sicnals 360 and 342, they
were observed to be functioning properly after the accldent
occurred, These signals displaycd proper aspects under
similar conditiong of trock ocecupancy for the preceding
trailn, =nd they functioned nroperly when tested after the
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accldent occurred. Under the conditions exlsting, the
aspect dlsplayed by sizgnnl 360 reaqulred thet the speed
of No. 30 be reduced ot once to medlum speed and to be f.
so controlled that the traln could be ﬂtOpped before
passin~ sional 3492, The asnect of signsl 342 required
that the speed of a traln passing without stopning be =0
controlled thet 1t could be stopred short of » precceding
train. No. 30 was considered to b~ a heavy passenger
traln and therefore the grade-signal proviqion 2%t signal
342 applied for the movement of this train, The enginecr
and the fircman of No. 30 were killed and it could not bo
determined why the speed of the traln was not controlled
1n accordance with the signal indlcations,

The brake eoulpment of the flrst Diesel-electric
unit of No. 30 was damaged 1n the collislon to-the extent
that 1t could not be tested and the position of the con-
trol levers a2t the time the accldent occurred could not
be determined. The fireman's emergency brake valve was
damngzed to the extent that 1t could not be determined
whether any attempt had been made to opcerate 1t before
the accldent occurred. The alr brakes of the second
Diesel~slcctric unit and the cers of No. 3C were tested
after the acclildent occurred and functloned properly
excent on the fourth cav. - Inspectlion of thot car dls-
closed that the breke—-cylinder plve wns broken. The
break was new and appArently occurred ag n rvresult of
the colllsion.

Cause
It 1s found thnt this accident wns caused By faillurec
to operate the following trnin in accordance with signal
indicstions.

Pated ot Washington, D. C,, thls second
day of July, 1353. '

By the Commission, Commissioner Pattcrson,

GECRGE W. LAIRD,
Actinz Secretary. .

(SEAL)



