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February 35, 1935,
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Head—-end collision
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Operator failed to deliver meet order.
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INTERSTATE COLMERCE CO.I.ITSIOXN

RTPCRT T TIHT DIRECTCR OF THE BURITAU C“ SAFETY COTCERNITG AN
ACCIDENT OX THY VIRGINIAN RAILWAY NEAR WRISTCJ V. Vi,
Ou FEBAUARY ab, 1955.

Avril 1, 1835,

To tne Corml 3ion

Cn Feeruary 85, 193L, there var a ncad-end collision
between two freizht ftrainc o1 tne Virsinisn Reilway near Wriston,
W. Va., vhach resuited 11 fic 1njuiry of nine enployeed,

Locavina wnd rmetnod of oserzstion

This sccident occcurred on the Fourta Sub-division of the
New Rivrg ElVlnlon waren ewtends belw n DB Tower and Eluwore,
We Vo .« d1~i-nce of GO3 mitee, :n tae vicinity of the point
of “CCluPhu this 10 2 gingle-irecy line over wuicll tr=ing are
or¢rzled Ly tree toule ¢ tTaln orders, uo black-signal oystem
belrn; 1u wes. Taiz occideat occurred dout 1,397 feet west of
Frictoa ctationy g, rowning this peilat Irom the eant, the track

is toa ent fo1 = dirtoqac of 941.4 feet, foliovred by a 19 curve
to tne ledt 0890.8 teet 1 Lo 1htn PLG thén a 4¥ curve to tre left
635 feet 1. lemwsta, the .ccident oceurring oa ine 4° portion of

tne curve et o poanl 78 feet ¢r0u 11z enctern end.,  ApnToacalng
from the west, tan ent track extends a distance of 2,101.7 fert
to th~ curve on wiich the acoident occurred, The prade 1e
genernl.y descending for west-tcund trawns, being L.843 perceant
2t tnz soant of Cccioent,

Reviimmn 16l feet wnest of tne statiun, there 19 a tw.nel
WILLCil 84ALELUS nﬂstvard a Gistance of 715.8 feet, n1 to wiihin
580 1eet of the point of aveicdent. Cun accouvnt of thie tunrel,
and lso on auconnﬁ of & rock cut va the inoide of the curve,
the noe b of accident car not Te seeon until 1t is only S30 feet
distant,

Tae v

veather w-c clear af the fiwe of tne accident, which
ccourrad  bons

D L,



T 2,102 ft.

Inv. No. 197C
Virginian Railway
Wrigton, W.Va
Feb., 25, 1935

» Tlmore

25.% mi.

» Harper

8.5 mi.
b Pax

12.0 ma.

Firigton
2.3 mi.
&Hamilton
3.4 mi.
9 Page

B.2 mi.

s I.BE. Tower

(W.Deepwaier)




Description

Extt. 710, a west-bouna ireizat trein, consisted of 1€
cars =na a caboose, hauled by enginc 710, of the mallet type,
rnd wos 1n cnarge of Conductor Scnders and inginenan Lambert.
At Hexper, W. Voo, 30.5 miles east of Wriston, the crew of
tnis tr-in received copies of trman order 7, form 19, reading
ag follows:

"No, 68, EBng, 465 mect Ixtre 710 west ot
Hemilton wnd Extra 719 west ol Lavely,
No. 66 trie sidiny at Hamilton ond Lively.t

Hallton 18 8.9 miies +<st of rriston. According to sne
train shiret, Extra 710 left Harper ot 7 a.s. and et Pax, 1< niles
east of Wriston, a second copy of train order 7 w's received.
Extra 710 left Fax at 7;17 2.m., passed Oak “1ll Junction, 3.4
miles ewt of Wristom, »t 7:5C a.m., according to t.ain aheet
and 11led1atﬂ1y alter pa~q1ng Wriston 1t colllded with Train Wo-
66 while running at a specd variously estimnted at from 15 t0
20 milcs per hour.

Traln Yo, 66, an east-bound third-cloc<s locnl fireight
train, consisted ol 4 cars and o cabcose, hauled by en:iine 465,
and vag 1n chaige of Conductor Simuacns snd Z.igineman Escue.
Befere leaving Page, 1ts 1n1t151 station, 5.7 miles west of
Wriston, tne crew ol tunis %trein reccived train order 9, vnich
was & run-late order on » fol'owing pa-senger train, and triin
order 10, which afforded protection for tie rear of Train No.

66 unt1l 9:30 a,m; a clearance ¢ rd alsc wag 1ssued indicatin,
th .t orcers 9 and 10 were all the ordere tht were to be delivered
to the crew, althouagn train order 7, previously guoted, haa been
addressed to the crew of Train Jo. €6 at that point on form 1o,
Train Jn, 66 left Pawe at 7:50 a.m, acccrding to taes train saecet,
pas-ed Hawailton and erston, ~nd collided witn Extra 710 wnile
runnlne at 2 speed variously eastiaated at from 18 to 30 11iles

per hour,

En-ine 710 stopoed 1in an uprignt position about 180 feet
wesy of 1the point of accident, with all drivers of the low precsure
engine and tne two front drivers o1 tne high pressure engine
deralleo- the low pressure cylinders were broken locose and the
engine frame broken in several places. The second cer in the
train telescoped the first cor and demolished 1t, bota cars
veing dersiled but remaininzy upright on the road bed, Engine
485 stop.ed ot a point 856 feet west of engine 710, or 345 feet
west of the point of accident, with the engine track anc front
extension of the frame destroyed cnd the fire box buckled; tho
caboose wrs knocked of[ centes, The employees injured were tne
engine.an, fireman, conductor nd three trakemen of Train No. 66,
and a car 1ns peotov 11ding in the cabocse of this train, and the
enginensn and fireman of Extra 710.
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Summary of evidence

Engineman Lambert, of Extrs 710, stated that he received Jlr
order 7, directing him to meet Train No. 66 at Hamilion and
also received the middle order at Pax, He had appiied the
brakes at the western entrance of the tunnel at Wriston and
had reduced the speed of his train to between 15 and 20 miles
per hour when the fireman and brakeman shouted a2 warning of
dsnger; he made an emergency application of the brakes but the
collislon occurred before he saw th2 epproaching train. Fireman
Burford, of Extra 710, ssid he had put on the Ifijester 1n the
tunnel and then was looking at the water glass; when he looked
out he saw Traim ¥o. 66 i mediately ahead and called to the
engineman, Head Brakeman Goode, who also was on the left g1de
ef the engine, estimated that Train No. 66 was about 150 feet
distant when he saw 1t, Conductor Spnders, who was in the
caboose, fixed the time of the gccident at 8:05 a.m.

Engineman Egcue, of Train No, 66, stated that he received
train orders 9 and 10 and checked them with the clearance card
prior to departure from Page; the clearance card referred to
no other orders. His train was moving about 20 miles per hour
when he saw Extra 710 approaching, from 12 to 15 car lengths
distant, and he at once saut off steam, applied the brakes 1in
emergency, warned the fireman to jump, and then got off just
before the c¢ollision occurred.

gonductor Simmons, of Train No. 68, corroborated the
statement of Engineman Escue comcerning the clearance card and
orders received. He also stated that he was putting his bills
1n crder at the agent!'s desk at page when the operator put the
orders on the table and said "tnere sre your orders". Conductor
Simmons finished the bills, and then read the orders and left
the office, discussing the contents of the orders with Engineman
Escue before departing from Page,

Section Foreman Hamblin, located at Page, stated that he
was going to work at Hamilton and wanted to get out ahead of
the local, The operator at Page oslled the dispatcher for a
line~up, after which the operator read and delivered to Foreman
Hamblin a copy of train order 7, providing for the meet betwseen
Train Nos 66 and Extra 710 at Hamilton, and then told the a;p
dispatcher he had given the foreman a copy of the order; Forem
Hamblin received this order sbout 7:36 a.m. and then procecded
to Hamilton ahead of Train No. £6. Foreman Hamblin further
stated that Conductor Siumons was working on his birlls when the
operator read the order, and the foreman then turned to the
condustor and salid he wanted to go ghead of Trasin No. 68; he
did not know whether the conductor had heard the operator read
the order., The section foreman also said that the operator



at that time was very busy and had & crew to call for 8:30 a,m,

Ouerator White, on duty :t Page, stoted that in eddation
to nis duties as operator, he 1s reguirea to call crews, handle
and deliver U.S., ma1l to the pest officc, and to perxform certoin
clericnl duties. He handled the mail for Train le. 3, and after
reporting to the dispatcher ths departure of the tiain, which
was at 7:03 a.m,, he obtained 1line~up for section Foreman
Hamblin and read and delivered tn the section fereman a copy
of traiu order 7. Cperator White then went out and separated
the mai1l, some of which was to 30 to che pust cifice winile the
regt wes to be placed on anotaer train, and tnen care vack into
the oiiice and arrang.d vita the dispatcner to clear "rain llo.
f& on tra.rn orders 9 and 10; this wis about 7.15 e..1., and as
the dispatcher dio not call his ettention to troin order 7, he
overlosked that order zna f.1led to deliver 1% 1o Troin No. S6.
The oruer nung on a hook obove end ot tac btacg of Llhe operator's
table, and Cperstor white tnoupnt that 1t wignt have teen
cbscured vy the telepnone when he jnched 1t bock after talking
with the dispaicaner -nd ;1ving 1 cory of the crder to the
section foreman, He felt he could h:wve corrected his error
1f the diepetcher and cnecked wore caiefully with ham befcre
authni171iny tne 1ssuance o1 tace clearance card, Operator White
had been o wloyew 17 years py toin railway, 11 or 12 years of
which as¢ tcen spent -+t Po e, tut nc did not recsll having, read
any bulletis requirins operators to enter ordsr numbers upon
clearance cerds ¢85 %ue oraers w¢Te copied, he did mot follow
that practice hiwself, nor did he kuov or ruca & requiremant
ever havicp becen eaforced, ae wan lact examiaed on the rules
n 1940 or 1321

Dispatcher Richardson, on dubty % the tine of the eccident,
stated tact he 1avued train ordeis Y, 9, rnd 10 for Train Yo. 66
at Pr-e anu that ne cleared the train on orders 2, 10 and 7,
instead of naving, ftne numb:rs run 1n tneir proper order, fthie
bein,, done «pbout 7125 a.m., but his book contained no recoid
of the time this clearance w15 authorized. In degcribing the

conversavion with Operator White, Dispetoher Richrrdson salc
Gperator White callea for a clearance for Traln No. b6 and he
Was qulte gure the opcrator onl.ed 9 rna 10 first; he put uown
these two numberc and then st.rted checking the uraln~ord

book and turned brcok to train nider 7, bul while he was reading
1% to hiuself, Cperator Wnite called Lhe nuricer of that corder
and the dlup&tChPT tnen recorded Y7' after orderc 2 end 10 ond
t0ld the operator to clear Train Fo. 66 on oiders 7, 9 and 10,

alno seying; that Train Weo. 66 110t one train at Hemilton and another

at I,vely, and was to take sidiw, . Dicpatcher Richardson saind
Operator White then in the same counversation agked pormission
for the aoverent “*he meecsion foreman wanted to make ahead of
Train ¥No. C6, and after this had been arranged the opeorator said
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he would give the section foreman a copy of trein order 7 so that
he would be sure to understand the situation. The dispatcher
could not account for tne opeirator's failure to deliver the order
to the crew of Trawin No. 66 and afterwards delivering a copy of
1t to the section foreman. Dispatcher Richardscn was erployed
by this railway as a telegrapher and extra dispatcher in 19233;

he haa heard of a bulletin requiring that order numbers be
placed on clearance caras when tne orders are copied but did

not remember having read 1t; 1t was his ides, however, that
operators followed this practice, and as a mabtter of safety

he thought 1t should be done,

Chief Dispatcher Pedneau stated that there was no rule
in the book of operating rules pertaining to the time when the
order numbers should be placed on the clearance cards, although
at some time between 13918 and 1821 bulletin 1nstruct10ns were
135ued requiring operators to place order numbers on the
clearance card i1mmediately after an order was copied.

Discussion

The evidence shows tnai train orders 7, 9 and 10 had been
1ssued for Trein No. 66 at Page, but thet When clearing this
train the operator overlookced Traln order 7, whicn provided for
a meet with Extra 710 at Jriston; consequently Train No. 66
passed Wriston without stop 1m0 and then collided with the
opposing extra. Operator dhite was unable to explain his error
unless 1t regulted from pusnin. back tne telephone in such a
way as to obscure the order, which was hanging on a hook above
and at the back of his table,

There 1s conflicting evidence as to just what was said
betwsen the operator and tne dispatcher at the time the clesrance
card was 1ssued. The operator ctated that he cleared Train Nos.
66 on orders 9 and 10 and that the dispatcher authorized him to
do so without calling his attention to the omission of order 7.
The dispatcher stated that the operator cslled orders @ and 10,
and then order 7, and that this was the reason his record of
the clearance showed the numbers in thet particular order.

The operator said he cleared the trein after giving a copy of

the order to the section foreman whereas the dispatcher sald .

the train was cleared first but that the entire transaction
was covered in one conversation, There was no positive
evidence to support the statements of either the operator or
the disgpatcher,

Prior to the accident here under investigation six otheT
head-cnd c¢olliswons on this divisicn of the Virgionilan Railway
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have peen i1nvestigated by this Bureau since October 8, 1925,
The present accident adds another to the list, and, like most
of the others, 1s of a kind which a block-signal system 18
intended to prevent. In ccnnection with previous reports
sttention was called to the need on tais line for rome form
of signal protection with a view to putting a stop to these
occurrences; nothing hae been done, nowever, and the result
has been th .t a seventh head-end colligion has occurred. The
country traversed by the New River Division is mountalnous,
with gteep grades, many curves and rock cuts which very
naterrally interfere with the view of engine crews; the traffie
1a of conslderable propertions, hoving averaged 156 trains
da1ly during the 30 days prior to the date of this accident.

Tne investigation indicated that about 1% years ago,
Tulletin instructions had been 1.sued reguiring cperators to
place order numbers c¢n the clesvance cerd i1mmediately after an
oraer was ccpied, Tne operator involved in this accident said
e had been at pape 11 or 12 years but did not recall having
read such instructions; the dispatcher had heard of them but
he also did not recall having read them, and while he thought
cperators as a matter of practice followed thet procedure,
Cperator White did not do so and sa1d he never had known of
guch a reguixement bein: enforced,

gonclusions
This accident was caused prinarily by the fairlure of
Operator White, on duty at Page, to deliver a couy of A meet
order,
Recomuendations

The following recommendation 18 made:

That a block-signal system be placed in service on
tais line,

Respectfully submitted,
W. J. PATTERSON,

Director,
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