1854
INTERSTATE COMUERCE COMMISSION

RTPORT OF THT DIRECTOR OF THE RBUREAU OF SAFETY CONCIRNING AN
ACCIDENT WHICH OCCURRID ON THT VIRGINIAN RAILWAY AT
A¥IGO, WEST VA., ON SIPTIM2IR 8, 1933.

January 13, 1934
To the Commission:

On September 8, 1933, there was a hend-end collision between
a passenger train and a freignt train on the Virginian Railway
at Amigo, W. Va., which resulted in the death of 1 employee, and
the injury of 3 passengers, 2 mai1l clerks, 1 express ressenger,
and 5 erployees.

Location and nethod of oneration

Thic accident occurred on that part of the Fifth Sub-Division
of the New River Division, which extends between Mullens and
Fireco, W. Va., a distance of 30.3 miles; 1in the vicinity of the
point of accident this 18 a single-track line over which trains
are operated by time table and train orders, no block-signal
system being 1in use. The pascing track at Amigo is 6,448 feet
in length and parallels the main track on the south, with the
east switch 5,804.5 feet frorm the cstation, and the accident
occurred €€ Test eact of this switch. Approaching tais point
from the west, beginning at the station, there 1s a series of
sharp curves and short tangents, followed by a 109 curve to
the right 858 feet in langth and then tangent track for a dis~
tance of £34.8 fsat, the accident occurring on this tanzent at
a noint 286.8 feet from 1ts western end. Approaching fron
the east, therc 1s a compound curve to the left 1,3209.7 feet in
length, the maximum curvature of -vhich is 1° 15!, followed by
the tangent on which the accident occurred. The grade in the
vicinity of the point of accident is gencrally descending for
east-bound trains, being 0.56 percent at the point of accident.
Owing to a hill on the south side of the track the view of the
point of accidant from the engineman's side of an sact-bound
engine 1c restricted to a distancz of 430 feet.

The switchstand at the east passing-track switch is of the
no. 17 high Rarapo type and is located on the south side of the
track; 1t is equipped ith a banner reasuring 14 by 24 inches,
walch is not displayed "then the switch is cloced; a switch larp
is nounted on top of the rast, the indication being greanwhen
the switch is closed and red when the switch is open.

The veather was clear at the time of the accident, which
occurred about 11:50 a.m.
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Fact-bound vassenger train no. 14 consisted of 1 conbination
121l and baggage car and 1 coach, hauled by engine 203, and was
in ch.rge of Conductor Scott and Engineran Crotty. This train
departed fron Fireco, 32.2 miles —est of Amigo, at 10:23 a.n.,
8 minutes late, and at Woodnay, 8.4 niles from Anigo, the crew
recelvecd train order no. 38, forn 19, directing then to zeet
axtra 726 at Amigo. Train no. 14 ctopped at Amigo station,
Tacre the ai1ddls copy of order was recelved, and aftar perforring
tae usual station work 1t cdeparted at 11:43 a.m., 3 ninutes late,
ran past the east switch, ancd collided with extra 736 whlle
traveling at a speed estimated to have been avout 15 1iles per
hour.

West-bound freicht train extra 726 coansisted of 30 cars and
a cavboose, hauled by engine 738, and was 1in charge of Conductor
3urton and Engineman Dickenson. At Gulf Junction, 7.8 miles east
of Amigo, the crew received train order no. 38, form 19, cover-
ing the reet with train no. 14 at Amigo. Extra 726 passed Gulf
Junction at 11:35 a.rm. and had stopped on the main track at
Anigo preparatory to sntering the passing track at that point
when it was struck by train no. 14.

The front end of cach engine was consideradly damajed and
the tender cistern of enfine 303 telescoped the engine cad to
some extent; slight damage also was sustained by the passenger
equiprient. The cemployee killed was the engineman of train no.
14,

Summary of evidence

Fireman Godfrey, of train no. 14, stated that before leaving
Princeton, the initial tsrminal, the usual brake test was made
and a running test was made after leaving that point and the
brakes appceared to work perfectly. At the one-mile board approach-
ing Amigo the meeting-point whistle signal was sounded in accord-
ance with the rulss, and was acknowledged. Tha stop at the
station was made without difficulty and ths middle order was
recelved and read by both himse1lf =nd the engineman. When the
train departed it gainazd speed rapidly until 1t was traveling at
the ri.te of 35 or 40 miles per hour, when a light application of
the brekes was made. Fireman Godfrey said he told the 2nglneman
that ne did not see the opposing train, while on the curve to the
left, ancé he then became z=ngamed in breaking coal, after which
ha askec the engineman if he could sees the other train and then
thi 2ngineman replied in the negative and made a heavy brake—
pipe reduction and then lapwed the valve; the brakzs were held
applied around the sharp curve, but after rounding ths curve he
8w the englineman rise and look out the window; Fireman Godfrey,
thinking that the enginemnn was not going to stop or could not
810p, got down in the gangvay, Jjumping off as the train passed
the east switch. In the meantime the brakes had besn applicd in
energency but he did not think an emergency sffect had been
obtained. He estirated his train was traveling at a spead of



—4

15 miles per hour at the tirme of th: accident. Fireman Godfrey
further st~ted that he had "orkéd *ith Engineman Crotty apnrox-
imately 2 years and that om th:s day of the accident a1z acted
vary avch different than usual in ths way he handlad ths engine,
appearing to bz in a highly nervous condition and having to .
apply the brakes in ermergency At several stations 1n order to
avoid running oy the station; in fact, the vay he handled the
a1ir at one point en route w.de 1%t necessary for him to go to
eunergency, on sand, in order to avoid colliding with anotaer
train, and at one place ?hgré the train ran by the usual stopping
voint he acked the eaginsrman "y he could not stop right at the
stations, and was piven' the same ansver as on other occasions,
to the effect that ne (t212 encineman) s handling the-traine
Tireren Godfrey also said that the method of braking often
followed by Engineman Crotty was to move the brake valve handle
to what the engineman callad the "light smergency", holding it
thare for an instant and then going to full emergencv, the
2nrinemen sayinyg that his purpose vas to set the brake so he
ould not fet the "climbing" effeect of thz cars. The fireman
thousnht that at the point of accident the engineman had pre-
viously drawn off too much ailr &#nd thus was unable to obtain an
giaergency effect vhen he ~anted it. Fireman Godfrzy was quite
sure he had talked vith a former road foreman of engines cole
tine previously concernin;;’ the way in which Enzineman Crotty
handled the brake valve.

Concuctor Scott, of train no. 14, stated that he coaverscd
771th Engineman Crotty on two occasions en route and that while
he seemed worricd he thow;ht that the zsngineman was 1n normal
condition. At three stations the train ran by the usual
stopning points a distance of not more than one car length; he
thousht this was dus to 'approaching the stations too fast in an
effort to make up time. After leaving the station at Anigo and
upon reaching a voint about 35 Or 40 car lengths from the east
svitch, the train was traveling at a speed of between 30 and 35
Mmiles per hour and he remarked to the brasaman that thz cpeed
was cxcescilve. 3Becoring uneasy he reached for the enargency
cord but before he could pull it a sorvice application of the
braZec wes made. He did ot know whether the brakes were later
rzlz2ared or whether thsre vas a subsequent emergency application
but said the apeed was materially reduced and he judeged that the
train wse traveling about 15 miles per hour at the itime of the
accident. It was his opinion'that the engineran had not for—
gotten the rmeet order but had misjudced the distance in stoppling {.
nis tvrain.

Brakeran Allen, of trnin no. 14, stated that he talked with
thz cngineman at Princeton before starting the trip and noticed
noghing unusual about his condition, and while the train ran by
so1z of the strtions and stoppzd short of others, he said this
vas not an unusual occurrence with Engineman Crotty nnd he did
not pay rmch attention to the opsrition of the train uatil 1t
wag approrching the nmecting point. He felt a sSrvice application
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of tne brakes while the train was traveling between 35 and 45
11les per hour, which at first did not seem to reduce the speed
of the train to any extent, but he still thought the engineman
intended to make a further reduction and at the time supposed he
had ample distance within which to stop.

Enpineman Dickenson, of extra 736, stated that his train
slowly came to a stop about two or three car lengths from the
east switch. Soon afterwards he heard a train approaching and
saw train no. 14 coming 1nto view around the curve. He could
not estimate the speed of that train at the time and did not
notice vhether 1t was working steam, but from the spsed it was
traveling he knew that a collision was inevitable; he reversed

1is engine and opened the throttle in an effort to back away

and lessen the impact, but could not say whether the train
had started to move before the nccident occurred although the
conductor later informed him that 1t moved a distence of about
8 feet. Hz estimated the speed of troin no. 14 at the time of
the accident at 20 miles par hour.

Fireman Hall, of extra 736, stated that when the engineman
shouted a warning he looked ahesad from the left side of the
gangway and saw train no. 14 only a short distance awvay, with
the engine working steam, and from the cxhaust when he first
heard 1t he thought it was traveling about 35 or 40 miles per
houre He had secn Engineman Crotty stop at stations and had
never noticed anything wroang with the way in which he handled
his train.

Conductor Burton, of extra 726, was riding in the caboose
when the train stopped, not more than 1 minute before the colli-
sion occurred. He immediately went forward and as soon as
possible he looked into the cab of engine 203 and saw that the
reverse lever was 1n reverse position, with the throttle open
and the brake valve in lap position; he was the first man to
board the engine after the steam had died down.

Wreck Master Craig arrived at the scene of accident abvout
12.25 p.m., and upon examining the brakes he found them applied
on the baggage car but not on the coach. Upon further examina-
tion of the latter car he found a brake lever broken, with a
flaw in the metal at the point where the fracturc occurred.

Chief Car Inspector Forbes said it was an old flaw of small
8ize ancd the balance of the metal indicated a fresh break:; he
did not think the flaw could have besen discovered by ordinary
inspection and in his opinion the lever broke as a result of
the impact, although he said it could have been broken by an
emergency application of thc brakes.
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Road Foreran of Engines #nd Aesistant Trainmaster Akers
tazpsno record of the dateB8 He .rides trains exgspt when he sees
‘a violation of the 1ules or sdwme. otherrirresularity. The last
‘tine ne rode train no. 14 was 2 or 4 weeks prior to the accident
aac’ so fer as he could cdeteruins, Engineman Crotty handled the
train 1n a proper rmann=r at that time; he thought he aad ridden
this train 10 or 15 tiaes since July 1, and when guestioned in ‘l’
connection with stetemenidiimde by meabers of the crew that the
21ginemen had bezsn making zrratic station stops for a long period
of time, he said that if this was the case they.occurred waen
he was net on the train. )

“
i

Trainmaster Pedneau stdted thnt he also did not keep A record
of dates he rode particular trains, but e&s well as he could
ramenper he rode train no. 14 at least six times since July 1, the
1ast sime being about August 18, and at no time did he obscrve
Inginemen Crotty making station stops by using an emergency appli-
cation‘of the brakes.

/ Conclusions

This accident was causcd by the failure of Fnginsnan Crotty,
of train no. 14, properly to contrcl the speed of his train when
raporoacring a neeting point.

I The evidence indicates that Engineman Crottv had read the
122t oxder, and that the regular meeting-point signals.e were
zxchanged while approaching Amigo. After leaving the station
at Amigo, however, the train attained an estimated spead of from
35 to 45 miles per hour before the engineman applied the
brakes, and he then allowed the train to approacia thz vassing
track svitch at a rate of spaeed which was too high to ¢nable
him to ©top short of the passing track switch when he finally
“tried to cdo so. :

The evidence is to the effect that Engineman Crotty had
bsen operating the brakss and handling his train 1n a very
irregular manner for a consideradle period of tim2; Road Foreman
of Engines Akers and Traihmaster Pedneau had noticed nothing
unusual’ "hen they were.riding on trains being operated by hin,
but it appears that proper siupervision should have discovered
and led to a correction of theése irregular practices before they
resulted 1n an accident. The evidence also indicated that the
21, ,ineman appeared to be worried or more nervous than usual on
the day of the azcident and ran by ceveral stations in spite of
2nergency applications of the traes, due either-to misjudgment?
of speed and distance or to feilure to manipulatée the brake vealve
properly;in fact, thk avidence raises a guestion as to whether he
was 1n full posssssion of his faculties. He was about 55 years
of age end had not bezn' examined on the air brake rules since his
vromotion i1n 1912,subsequent examinations not being customary on
tais railway unless some special occasion arises.

Respectfully submitted,
W . P . BORLA ND )
Director.



