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SUMMARY 

Railroad: 

Date : 

Location: 

Kind of accident: 

Trains involve d: 

Tr a1n numb e r s : 

Engine numbers: 

Consist: 

Speed: 

Operation: 

Track: 

"Jo at her: 

Tine : 

Ca sualtie s: 

Cau se: 

Re c omne ndation: 

Southern 

March 19, 1941 

Spartanburg, S. C. 

Head-end collision 

Freight 

Extra 4781 East 

4751 

61 cars, caboose 

10-15 m. p. h. 

Manual block 

Freight 

Second 51 

4578 

38 cars, ca.boose 

15 n. p. h. 

Single; 5° curve; 0.40 percent 
descending grade westward 

Clear 

7 M 0 p. m. 

6 killed 

Accid.ent caused by occupancy of 
block without authority 

That the Southern Railway submit 
to the Commission rules and instruc­
tions for the establishment and main­
tenance of an adequate block signal 
system on the line here under con­
sideration 



INTERSTATE COMMERCE COMMISSION 

INVESTIGATION NO. 2491 

IN ^KE HATTER OF MAKING- ACCIDENT INVESTIGATION REPORTS 
UNDER THE ACCIDENT REPORTS ACT OF MAY 6, 1910. 

THE SOUTHERN RAILWAY COMPANY 

May 20, 1941 

Accident near Spartanburg, S. C , on March 19, 1941, caused 
by occupancy ol block without authority. 

REPORT OF THE COMMISSION 1 

PATTER30N, Commissioner: 

On March 19, 1941, there was a head-end collision 
between two freight trains on the Southern Railway near 
Spartanburg, S. C , which resulted in the death of six 
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 
disposition. 
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Location and Method of Operation 
This accident occurred on that part of the Columbia 

Division which extends between Columbia and Spartanburg, S. C , 
a distance of 94.3 miles. This is a single-track line over 
which trains between Columbia and East Spartanburg, a distance 
of 90.5 miles, are operated by timetable and train orders only. 
3etween East Spartanburg and Spartanburg, a distance of 3.8 
miles, trains are operated, by manual block, which supersedes 
time-cable superiority and takes the place of train orders. 
The accident occurred at a point 2.1 miles east of the station 
a.t Spartanburg. 

At East Spartanburg a track, designated as the old. main 
line, diverges from the main track at a switch located 750 feet 
east of the station. Three auxiliary tracks are parallel to the 
old main line. Opposite the station the old main line is 115 
feet south of the main track. A train clearing at East Spartan­
burg heads into either the old. main line or one of the auxiliary 
tracks, all of which are spur tracks. 

As the point of accident is approached from the west there 
are, in succession, an 8° curve to the left 688 feet in length, 
a tangent 477 feet, and a 5° curve to the right 1,215 feet to 
the point of accident and 290 feet beyond. As the point of 
accident is approached, from the east there is a. tangent 4,710 
feet in length, which is followed by the 5° curve on which the 
accident occurred. The grade for east-bound trains varies 
between 0.35 percent and 0.40 percent descending 2,300 feet, 
then there is a. vertical curve 1,300 feet to the point of 
accident. The grade for west-bound trains varies between 0.61 
percent and 1.09 percent descending 3,300 feet, then is 0.40 
percent descending 1,300 feet to the point of accident. 

In the vicinity of the point of accident the track is 
laid in a cut, the walls of which extend about 29 feet above 
the rail. Because of the out and. the track curvature, the view 
of the point where the accident occurred, from either an east-
bound or a west-bound engine is limited to 450 feet. 

Between the hours of 8 a., m. and 5 p. m., daily except 
Sunday, a.n operator Is in charge of the block office in the 
station at East Spartanburg. When the office is closed crews 
of trains either entering or clearing the block at that point 
obtain block authority by telephone from the operator at Spar­
tanburg, and release the block to him. 

Special Instructions of the current timetable read in 
whole or in part as follows: 



BLOCK SYSTEM RULES 
The movement of trains under Manual 

Block System is in effect as shown below: 
Trains or engines will run on single 

track against opposing trains after receiving 
(a) proceed train order signal where provided 
(b) block card, Form 605, properly filled out, 
(c) authority by telephone from operator in 
charge of block which will supersede tjme table 
superiority and will take the place of train 
orders. 

Authority by telephone must be repeated 
and a clear understanding reached between 
operator and person asking for block, each 
giving his name to the other, before proceeding. 

Trains and engines occupying a block will 
immediately report the block cleared by tele­
phone when the movement is completed. * * * 

•Sir to * 

Trains or engines must move with caution 
within block limits. In case of accident the 
responsibility will rest with the approaching 
train or engine. 

to to to 

Spartanburg and E. Spartanburg 
Block Limits: Spa.rtanburg and East Spar­

tanburg in charge of the Operator at Spartan­
burg Fassenger Station. 

Trains or engines must not occupy this 
block without authority, which will be con­
ferred as follows: 

At East Spa.rtanburg by proceed train 
order signal when opterator is on duty; by 
telephone when operator is not on duty. 

_t Spartanburg by telephone from block 
operator or by click card, For*' 605. 

Trains or engines may follow other trains 
or engines through this block but must receive 
permission from block operant or to do so. 



HOURS 07 SEEVTCE ISdEGRAPH OFFICES 
STATION WEEK DAY SUNDAY 

East Scartan;aurg---8 :0Q A.J!, to 5:00 P.M.-Closed 
3p ar t a nbr.r g ~ -'— Continuous Continuous 
* * 1 

In trie vicinity of the rjoint of accident the maximum 
authorized speed for freight trains 3s 20 miles per hour. 

The weather wat. clear at the time of the accident, which 
occurred about 7:40 p. m. 

De scripti on 

Second 51, a west-bound second-class freight train, with 
Conductor Grant and Engineman Holoomb in charge, consisted of 
engine 4578, 52 loaded and 6 empty cars and a caboose. This 
train departed from Union, 28.2 miles east of Spartanburg and 
the Ia.st open office, at 5:15 p. m., according to the trcdn 
sheet, 4 hours 53 minutes late, and at East Spartanburg ic 
entered the old main line at 6:30 p. m. to clear for No. 10, 
an east-bound first-class passenger train. Extra 4583, a 
west-bound freight train, arrived at East Spartanburg at 6:37 
p. m. ani encored one of the auxiliary tra,cks, No. 10 de­
parted f^ou Spartanburg a.. 7:23 p. m., according to the train 
sheet, ail departed from East Spartanburg about 7:31 p. m., 
according to statements of the orew, 25 minutes late. After 
No. 10 det-arted, Second 51 backed out and. departed, from East 
Spartanbu..g about 7:37 c. m., 5 hour's 15 minutes late, and, 
while mcv_ng at a speed estimated at 15 miles oer hour, collided 
with Ex era 4761 at a point 1.7 miles west cf East Spartanburg. 

SxiTc. 4761, an east-bound freight crain, with Conductor 
Jones and Engineman HcCord m charge, consisted of engine 4761, 
49 loaded and. 12 empty cars and a caboose. At Spartanburg the 
cre T T received a clearance card, which bore information as 
follows: 

Slock is nermissive to 
follow No. 10 to E Spartanburg. 

This train d_ep~rted from Spartanburg at 7:30 p. m., according 
to thr -Grain sheet, and, imile moving at a speed, estimated to 
have be 311 from 10 to 15 miles per hour, it collided with Second 
51 at a point '1.1 miles east of Spartanburg. 

Engine 4761 was derailed, and stopped, practically upright, 
with th.3 front end on the roadbed and the rear end against the 
south wall of the cue. Tne pilot, smoke-box, engine truck, 
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both cylinders, and cab were demolished. The front-end engine-
frame and. the trailer-truck frame were broken. The tender wa.s 
derailed and stopped, badly damaged, against the south wall of 
the cue; both trucks were detached.. The first car of Extra 
4761 was demolished. The second car was derailed and. stopped, 
upright, badly damaged, across the track at the rear of the 
tender. The tenth, eleventh and twelfth cars were derailed., 
telescoped ea.ch other and were contained within a distance of 
50 feet immediately to the rear of the ninth car. All wheels 
except the trailer-truck wheels of engine 4578 were derailed 
a.nd the engine stopped with the front end. about 16 inches north 
of the north rail. The pilot, smoke box, right cylinder, engine 
truck, and cab were demolished; the left cylinder and the boiler 
were badly damaged.. The tender was demolished. The first seven 
cars were d.eralled and. stopped, badly dama.gec., in various posi­
tions immediately behind the engine and. vere contained within a 
distance of 173 feet. 

The employees killed were the engineman and. the fireman 
of Extra. 4761, and the engineman, the fireman, the front brake-
man and the conductor of Second 51. 

Summary of Evid.ence 

Flagman Chastain, of Second 51, staited. chat his tra.in 
arrived, at East Spartanburg about 6:25 p. m. and. entered the 
old. main line to clear for No. 10. Just before No. 10 stopped 
at the s cane ion his conductor, accompanied by the conductor of 
Extra. 4585 West which had. also cleared at East Spartanburg, 
went co the celephone at the station and the conductor of 
Second. 51 called the operator at Spartanburg. The flagman said 
that he wa.s standing about 10 or 15 feet from the telephone and 
overheard part of the conversation of his cond.uctor. No. 10 
stopped a.t the station v/ith about fr-'o cars standing in the block. 
The conductor of No. 10 told the conductor of Second 51 to re­
port No. 10 clear of the block. The flagman said he heard his 
cond.uctor say in effect that he was Conductor Grant and was 
clearing for Cond.uctor West of No. 10, and. heard his cond.uctor 
request block authority for Second 51. At this time the flagman 
proceeded eastward toward, the main-track switch. The conductor 
in attempting to get block authority was at the telephone about 
three times as ] ong as usual and the flagman waited near a road, 
crossing located 550 feet east of the telephone until his con­
ductor talked to that location and told, the flagman that he had 
received block authority. In a later statement the flagman said, 
that he d.id not proceed, more than 25 feet toward the switch 
until his conductor informed, him that Second 51 had. authority to 
occupy the block. Second 51 then backed eastward and entered 
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the main track. When it proceeded westward all members of the 
crew except the flagman were on tho engine. As the train was 
approa.ehir.g the point where the accident occurred the speed was 
about 15 m l e s per hour. The first he knew of anything being 
wrong was when the accident occurred., about 7:40 p. m. This was 
the first instance of which he had knowledge 'lie re in authority 
Was requested to occupy a blook before an opposing train was 
clear of it. 

Conductor Sauls, of Extra 4583 East, stated that at East 
Spartanburg his train entered one cf the auxiliary tracks to 
clear for No, 10 and his train stood beside Second. 51. He 
planned that Ex era 4585 would precede Second. 51 to Spartanburg 
but the conductor of Second. 51 insisted, that nis own train would, 
precede Extra 4585. Thinking that Second. 51 needed a helper 
engine to assist it to Spartanburg, he called 1the operator at 
that point to arrange for Extra 4583 to leave East Spartanburg 
ahead of Second. 51. Conductor Sauls said that he asked, the 
operator which train should go first and the operator replied 
that he rould inform him of that fact after No. 10 reported, 
clear of the block. Soon a.fterward both conductors went to the 
telephone. When No. 10 stopped at the station, the conductor of 
Second. 51 spoke into the transmitter that No. 10 was clearing 
the block, and upon the request cf the conductor of No. 10, he 
add.ed, "West, No. 10," gave the engine number and asked, "Can I 
have the KLock after No. 10 gets by, " and stated, ''I get the 
block when No. 10 clears." After No. 10 departed, the conductor 
of Second 51 again spoke into the transmitter chat No. 10 had 
departed and. asked which track in Hayne Yard his train would, 
enter, repealed some track number, and said., "I still get the 
block?" Conductor Sauls said there was no other person present 
at the telephone. After Second 51 departed, Extra 4533 backed 
out. Conductor Sa.uls said that because he aeslred his engineman, 
to have first-hand informacion, and as his engineman by using 
the telephone loca.ted at "the switch east of the station could, 
obtain a.uthority to follow Second 51 to Spartanburg, he did not 
request authority to occupy the block when Second 51 was granted 
authority. The rules reaulro an opposing train to be clear of 
a block before permission is requested, to occupy the block. 
He said, that he himself would not request block authority before 
an opposing train was clear of the block. In some Instances 
when he Is recuired to report clear of the block he rides on 
the engine to the other limit, then wnen his train is about 
two-thirds past the block he reports clear and boards the 
caboose. Conductor Sauls said that when a block office is open, 
block authority is granted either by signal indication or by a 
clearance card., and in either case the conductor and the sngine-
man have the same information. However, when the engineman 
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obtains block authority by telephone, the conductor has no 
knowledge of conditions affecting his train. He expressed the 
opinion that time-table and train-order operation was safer 
than block operation only, since it provides tangible evidence 
of movements of opposing trains. 

Engineman Lacld, of Extra. 4583, stated that after his 
train backed out on the main track at Ea.st Spartanburg he called 
the operator at Spartanburg for authority to enter the block. 
The operator asked about Second 51; when the engineman said 
that Second 51 had departed., the operator told the engineman 
that Extra 4761 was proceeding eastward, in the block. The 
enginema.n's understanding of the movement of trains by manual 
block only wa.s the same ?s that had by other employees involved.. 
In his opinion operation by manual block only was a.s safe as 
by time-table and train-order operation. 

Conductor V/est, of Fo. 10, stated that at Spartanburg 
his train received, clear block authority to move from Spartan­
burg to East Sparta.nburg. His train stopped at East Spartanburg 
about 7:30 p. m. with the rear end. standing about 140 feet west 
of the station. The conductor of Second. 51 and the conductor 
of Extra 4585 were near the telephone. Conductor V/est asked 
the conductor of Second 51 to report Fo. 10 clear of the block. 
The conductor of No. 10 understood that the station was the 
eastern limit of the block and. that his train was not clear at 
that time; however, to serve delay which would have been caused 
by Fo. 10 moving beyond, the station before it was reported, clear 
of the block, he thought it safe for the conductor of an oppos­
ing train co report No. 10 clear of the block. He knew of 
other instances wherein this practice had been followed. At 
the time Fo. 10 was standing at East Spartanburg, the conductor 
of Second. 51 was not conversing on the telephone although the 
receiver was off che hook. At that time the flagman of Second 
51 was at the crossing ease of the station. His understanding 
of the operation of trains in the block involved was the same 
as previously described. He had never requested nor been 
granted, authority to occupy a block before an opposing train 
reported, clear of the block. 

Flagman Eryeon, of No. 10, stated, that at the time his 
conductor requested, the conductor of Second. 51 to report No. 10 
clear of the block the rear two cars were standing in the block. 

Front Brakeman Driggers, of Extra 4761, stated that after 
No. 10 c.eparted. from Spartanburg Extra i761 entered the main 
track with permissive block authority and his engine stopped 
about 5,800 feet east of the station so that a pusher engine 
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could b-3 coupled to the rear of his train. Soon afterward the 
encnnemen said, that the pusher was coupled.. mhe engineman 
ooenel th? throttle lightly, then, after tne train started., he 
closer it and. permitted the train to drift. The train moved 
about 50 c,f len^hs and the rpe?d was about 10 miles per hour 
when simultaneously the fireman and. the brakeman observed 
Second 51 approaching about 3 car lengths distant. Both called 
a warning iro the engineman, who immediately applied, the brakes 
but too late to avert the accident. The front brakeman lumped 
off just before che coll: sion occurred. -re understood that 
between Spartanburg and East Spartanburg trains may follow 
preceding trains but that opposing movements pre not permitted. 
Before his train entered the block at Spartanburg the engineman, 
fireman, an I frone brakeman under stood, that Second. 51 and. Extra 
453? were clefr at Last Spartanburg for ho. 10. The engineman 
had inscructad the front brakeman to identify these trains at 
Ea s t Spart anburg. 

Ooncrotcr Jones, of Extra 4761, stated chat at Hayne 
Yard, 1.7 miles west of Spar tan bur;--, a terminal air-brake tost 
was made and thr brakes functioned, properly "netween Kaync Yard 
and Spartanburg. Erfore his train departed from Hayne Yard, his 
crew received a train order, E o m 19, which authorized engine 
4761 to : un extra from East Spartanburg Columbia after Extra 
4533 ties" arrived at East Spartanburg. After no. 10 departed, 
the op err \ or at S oar t anbur g delivered, copies of a clearance card 
conferring authority on Extra 4761 to follow Ho, 10 between 
Spartanburg and East Spartanburg under a perm'ssive block. At 
this'' time the conductor inquired of the op-erator where Second 
51 and Extra 4533 were. The operator replied thac both crains 
were m the clear at Ease Spartanburg and hre a/pceared to have 
complete knowledge of all trains at both Spartanburg and East 
Spartanburg. The conductor delivered a copy of the cleacrance 
card, to the engineman and i.norired him that S-„ cond. 51 and. Extra 
4583 were at East Spartanburg. After Ex^ra 4'01 started., the 
conductor, intending to ride the helper engine until it was 
coupled to the rear of his train, remained on the ground to 
close the crossover switches, but his train failed r0 wait for 
the helper engine and he was left behind. He understood that 
following' movements are permitted in tho block between Spartan­
burg and. East Spartanburg but opposing movements cannot be 
authorized be'ween these points. When che office at East 
Spartanburg is closed, east-bound crains must stop and report 
clear of the block; however, the entire train must be east of 
the office before it is clear of the block. A west-bound 
train at East Spartanburg must obtain authority from the opera.tor 

'at Spartanburg by telephone before it enters the block. The 
rules require that either the conductor or the engineman of a 
train obtain block authority and identify himself to the operator 
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by name, train number, and engine number, Block authority must 
not bs requested until an op-cosing train is clear of the block. 
The conductor expressed the opinion that an absolute manual 
block for opposing movements provided operation as safe as 
tin3-3ibl3 and train orders, provided all employees involved 
in. 'he operation comply with the rules. 

Flagman Robertson, of Extra- 4761, stated that as his 
train was accroaching che point 'where the accident occurred he 
was in the caboose and the speed, was about 15 miles per hour. 
He knew his conductor had been left at Spartanburg but took no 
action to stop che train as he expected, the conductor to ride 
the helper engine until it overtook his train. The first he 
knew of anything be mug wrong was when the air brakes were 
applied m emergency and the train stopped in a distance of 
about 60 feet, Tne accident occurred at 7:40 p. m., at which 
time it was dark and the weather was clear. Since he was at 
the rear of the train as it was leaving Spartanburg, he had not 
received information about Second 51; however, he had rea.d the 
order received, at Hayne Yard, and knew that Extra 4583 was at 
East Spartanburg. He wis last examined on the operating rules 
on March 10, 1941. 

Operator Malphrus stated that he has been assigned as 
second.-t-nick operator at Spartanburg since April, 1932. He 
controls the blocking of trains moving in either direction 
between Spartanburg and East Spartanburg. An east-bound train 
entering the block is given block authority by information con­
tained on a clearance card. A train may follow another tradn 
on permission of the block operator, who delivers a clearance 
card bearing information of an occupied block. Opposing move­
ments are not permitted within the block. When a train arrives 
at East Spartanburg, if the operator at East Spartanburg is on 
duty, he obtains block authority from the operator at Spartan­
burg, then either displays the proper indication on the train-
order signal or delivers a clearance card, authorizing the train 
to occupy the block. When the office ac East Spartanburg is 
closed.*, the engineman or the conductor calls the operator at 
Spartanburg by telephone, and identifies himself DV name, train, 
and engine number. The operator then examines the station 
block record and if there is no opposing movement grants author­
ity to the train to occupy the block westward. When an east-
bound, train or engine reaches East Spartanburg, it is required 
to report clear of the block. Ke said that on the day of the 
accid.ent, before No. 10 was due to leave Spartanburg, Second 
51 and Ex^ra 4563 West called, from East Spartanburg and were 
instructed, to clear the main track at that point. About 7:10 
p. m. he received definite information that Extra 4761 East 
would follow No. 10 closely. About 7:15 p. m. someone called, on 



"he clock telephone and requested information as "co which of 
the two trains should leave East Spartanburg first. He informed 
the person calling that Second 51 would leave ahead of the other 
train. He did not ask the person to identify himself as he 
was giving information only and was not granting block authority. 
He said that at no time did anyone ask him which track in Hayne 
Yard Second 53 /rould enter. No 10 departed from Spartanburg 
at 7:25 p. m. Extra 4761 East was given a clearance card con­
taining information that No. 10 was occupying the block. 'This 
clearance card permitted Extra 4761 to proceed eastward and to 
follow No* 10 in the block. Extra 4731 departed about 7:31 
p. m. Since he did not receive a report from No. 10 at East 
Spartanburg and since it should have been clear of the block 
by 7:32 p. m., at 7:35 p. m. he rang the block telephone at 
East Spartanburg, expecting someone to answer and to inform him 
concerning No. 10. The engineman cf Extra 4593 answered the 
telephone and. informed the operator that Second 51 had departed 
westward. He said this was the first conversation he had had 
with anyone at East Spartanburg since about 7:15 p. m., and that 
at no time did the conductor of Nc. 10 call to report clear, nor 
did any person represent the conductor of No. 10; neither d.id 
he grant authority for either Second 51 or Extra 4583 to enter 
the block at East Spartanburg. Sometimes members of crews of 
other trains report opposing trains clear of the block. He said 
he'had. in mind continuously each train involved, and he did not 
forget any authorized movement; the entries of all movements 
authorized a.re entered on the ^ecord immediately and are In 
plain view at all times. He was at the desk in the office with 
the station block record Immediately in front of him a.nd it was 
highly improbable that he would, overlook any en cry. Accord-ing 
to his record, No. 10 and Extra 4761 East had been granted 
block authority, but Second 51 had. not received, authority. He 
said chat several years ago any member of a. crew was permitted 
to receive block authority but in recent years only the con­
ductor and the engineman are permitted, to receive it, and that 
some crews had taken exception to his insistence that block 
authority be requested properly. He considered the operation 
by manual block only to be safe. 

Ticket Agent Sanford, at Spartanburg, staled that he was 
in the block office between 5:30 and 7:15 p. m., and overheard 
Operator Malphrus inform someone on the telephone to head in at 
East Spartanburg1 for No. 10 and. that an east-bound extra 
probably would follow No. 10. The operator also instructed the 
person to call aft<?r No. 10 cleared at East Spartanburg. There 
xtfas no further conversation prior to 7:15 p.,m. 



Assistant Yard Master Vaughn, at Kayne Yard, stated that 
the operator at Spartanburg called him about 6:45 p. m. and 
asked if he should permit Second 51 to come to Spartanburg for 
No. 10. Because conditions were not favorable to admit Second 
51 to the yard at that time, he instructed the operator to hold 
Second 51 s„t East Spartanburg. About 7 p. m. the cpes^ator 
informed him that Extra 4583 was at East Spartanburg. He in­
structed the operator that Second 51 would be permitted, to 
leave East Spartanburg ahead of Extra 4583 West after Extra 
4761 East had passed that point. His reason for this was that 
the helper engine could assist Extra 4761 eastward and Second. 
51 westward.. He said that he did not give a track assignment 
for Second. 51 to the operator or anyone else. 

Car Inspector Vehaun, at Hayne Yard, stated that he con­
ducted a. terminal air-brake test on Extra 4761 before it de­
parted and. ea.ch brake applied, and released properly. 

Car Inspector Bowden, at Columbia, stated that he con­
ducted, a terminal air-brake test of Second 51 before it departed 
and. each brake applied and. released properly. 

Superintendent Cheney stated that there v/ere five telephones 
on the block circuit between Spartanburg and. East Spartanburg. 

According to data furnished by the railroad, during a 
29-day period, prior to the occurrence of the accident the average 
daily movement in the block involved was 21.6 trains. 

Observations of the Commission's Inspectors 

The station record, of train movements for Spartanburg, 
previously referred, to as the station block record, and covering 
the period beginning 12:01 a. m. and. end.ing 11:59 p. m., March 
19, wa.s examined, by the Commission's inspectors. The "record was 
without erasure or alteration and it indicated that Second 51 
had not been granted, block authority. 

Discussion 

Accord.ing to the evidence, Ho. 10 received a clear-block 
indication at Spartanburg and. departed, at 7:25 p. m. Extra 
4761 East received, a. permissive-block indication and departed 
from Spartanburg about 7:51 p, m. No. 10 departed from East 
Spartanburg about 7:31 p. m. and Second 51 departed, from that 
station about 7:57 p. m., without block authority, and collided 
T-ith Extra 4751 East at a point 1.7 miles west of E ast Spartan­
burg a.t 7:40 p. m. 
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There was considerable discrepancy in the testimony con­
cerning the matter of block authority for Second 51, which, as 
well as Extra 4583 West, was in the clear at East Spartanburg 
for No. 10. According to the statement of the operator at 
Spartanburg who had charge of the block, from the time Second 
53 arrived at East Spartanburg, about 6:30 p. m., until the time 
he called East Spartanburg, about 7:35 p. m., to ascertain why 
No. 10 had not reported clear of the block, he had only three 
conversations on the block telephone x;ith persons at East 
Spartanburg. The first W o conversations concerned instructions 
to each crow to place its train in the clear at that point for 
No. 10. The third conversation, which occurred about 7:15 p. m., 
was with someone who did not identify himself and who asked 
which train would precede the other after No. 10 was clear of 
the block. The operator informed this person that Second 51 
would proceed first. The operator's station record of train 
movements indicated that the operator had not given Second 51 
block authority and he was definite in his statement that he 
did not give that train block authority. On several occasions 
during the period of an hour immediately preceding the time of 
the accident he handled matters that indicated clearly he was 
constantly keeping in mind the locations of these four trains. 

According to the statement of the conductor of Extra 4583 
West, the conductor of Second 51, who was killed, in the accident, 
called the operator about 7 p. m. and asked which train would 
precede the other. The operator replied that he would furnish 
that information after No. 10 passed East Spartanburg. The 
conductor of Second 51 again talked with the operator about 7:30 
p. m., and asked for block authority to be effective after No. 
10 passed.. From the words spoken into the transmitter by the 
conductor of Second 51 it appeared to the conductor of the extra 
train that Second 51 had received block authority. The conductor 
of the extra train took no part in either conversation; however, 
it appears he may have been confused about the conversation 
because he said he heard the conductor of Second 51 request a 
track assignment in Hayne Yard and heard this conductor repeat 
the number of an assigned track but, according to testimony of 
the assistant yatrd master and the operator, a track assignment 
was not given to Second 51 at any time. In addition, the con­
ductor of the extra train indicated that the conversation between 
the conductor of Second. 51 and the operator was in progress 
during the time No. 10 was standing at East Spartanburg, but 
according to the statement of the conductor of No. 10 there was 
no conversation on the telephone at that time. 

Apparently the conductor of Second 51 thought he had 
received block authority. It is possible he thought the infor­
mation that Second 51 would precede the extra train when No. 10 



was clear of the block constituted block authority. If block 
permission had not been requested for Second 51 until after 
No. 10 had cleared the block and the engineman or conductor ( 
of No. 10 had reported his train clear of the block, undoubtedly 
the operator would have informed the conductor of Second 51 that 
Extra 4761 Ea.st was occupying the block and that block permission 
could not be authorized until the east-bound extra was clear of 
the block. 

While nominally there was in effect on the line between 
Spartanburg and East Spartanburg a manual block system which 
superseded time-cable superioricy and with which train orders 
were not used, the investigation of this accident disclosed that 
the rules covering this operation were not properly enforced and 
obeyed, as well as other conditions which detracted 'from the 
protection which should be provided by the block system. An 
east-bound freight train was permitted to enter the block when 
it was occupied by an east-bound passenger train. Although the 
block office at East Spartanburg was closed, the passenger train 
did not report clear of the block, but the conductor of the 
passenger tradn requested an employee of another train crew to 
make this report for him and before his train had actually 
cleared, the block. All surviving employees interrogated under­
stood that block authority must not be requested, as long as the 
block is occupied by an opposing train; however, the conductor 
of Second 51 apparently thought he had done so in this case. 
The fact that Second 51 departed with the understanding that It 
had block authority, whereas the operator stated positively that 
he did not give such authority and the block record supports 
this statement, clearly indicates that the methods followed at 
this point do not provide for safe and proper operation of the 
block system. When an operator is on duty at East Spartanburg, 
block authority is given by displaying a signal indication or by 
delivering a clearance card; however, when no operator is on 
duty block authority is given by telephone conversation, no 
prescribed, form is used and only one member of the crew hears 
the authorization. This method permits of such misunderstanding 
as occurred in this case. 

Cause 

It is found that this accident was caused by occupancy of 
a block without authority. 
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Recommendation 

It is recommended that the Southern Railway submit to 
the Commission rules and instructions for the establishment 
and maincenance of an adequate block signal system on the line 
here under consideration. 

Dated at V/ashington, D. C , this twentieth day of May, 
1941. 

3y ;ha Commission, Commissioner Patterson. 

i*l • P. BART3L, 

(SEAL) Secretary. 


