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REPORT OF THE DIRECTCE OF 187 BL.wey OF 94FETY IN RE INVESTI-
GATION OF AN ACCLDTJIL HICH CGGOURRED OIl THE ATLANTIC
COAST LINE NEAR PaL4YhA, V. C., ON MARCH 18, 193,

Apral 13, 193,
To the Com.iscaon:

On le.ch 18, 1933, there was a rear-end colligion
between q ROJuburn.Rallway ireight train and an Atlantic
Coast Lians fre-—ght train, on the Atliantic Coast line near
Paimyra, 4. C., #aich reuulted in the death of wwo employees
andi the ainjury of two employees,

Location and xethod of operation,

This accident occurred on that part of the Norfolk
Di-trict, Firas Davision, extending between Pinner's Point,
Va., and Rocky #cunt, N, C,, a cistance of 115.8 wiles, at
a point aearly 13 miles aorth of tne svation at Pal:yra.
This 18 a siagie-track line over waich trains arc operatead
by time-table ana treln oraerg, no olock-slgaal systew peing
in uze. Approachine the poiat of accident frum tne norta,
the track 1s taugent for severat wiles, while the graue for
8,800 feet 1s 0.38 per cent ascenailng, "followed by ©,600 feet
of Q.83 ocr cent ae,:.cenainE grade, and 1= then 0,6 per cent
ascendiag for ebout 12 mllbs, the acclaent oCcourring at a
po1at approximately 3, GGO feet scuth of the beginning of the
0.6 per cent grade,

This line 1& operated by the Atlantic Coast Line, and
certain trains of the Sovthern Railway are aleoo vperated Jver
1t. Atlantic Coast Line time-table No, 1 ingludes a achedule
for one southoounc Southern faillway through freight train,
bsing shosn as train No. ab7, However, the crews of both
railrosas operaiving out of Plnner's'ﬁblnt are assigned to
echedules 1n the order in which they are czllea and ready to
depart, and on this vccasion tne Southern Hailway train was
ready to leave pefore the Atlantic Coast Line tralin, and left
the terrinal as train No. <08, The Atlantic Coast Line traain,
which left later, assumed the scheaule of train Ho, <57,

Except for bankg of fog 1n the vicimty of the poant
of acciauent, the weather wae clear at the time of the accident,

mhich oceurred at about 4.00 a, m,
Description.
3outhbound Scuthern Railway second-class train No., 209

conslgted of 74 cars and a caboose, nauled by engine 4511, and
was 1n charge of Conductor Moore and Engineman Blanxkenship.



i

This train left Yara Tower, 1ts 1mtiar staivion on the Norfolk
Districty at 10.25 p.m  passza helfcra, the last ogen tele-
graph office, 10 wiles from Paimyre at 3.Ld a.m. Tréducilng
gpeed to receive a train oo d:x, £ _u 18, stopped for water at
Norfieet, 5.1 mileg Irom Pa. iy, ano hac progecded a distance
of a lattle more ithan 4 wll€n, Travellng at a sPsed variously
estimeted to bave heen Trom 7 to 20 miles an hour, When the
rsar end of the trajin wWas siruckK oy trarn first Nu. 257,

Scathoound Atlantic Cuast Line second-claes train
firet No. 257 comestec of 40 cars and a cabouse, hauled by
eng:ne 1612, ard w5 1in charge of Cunductor Thompson and
bngineman Nsr., ‘Tnig tra'n left Yard Touser at 11.10 g.m.,
passed Zcifourd at o «Q a.im., Trecelving a train order o
Form 19, passed d.ofleet without stopping, ana collided with
the rear end oI train No. 2809 vkhile traveling at a speed
€stvinatad to have been beiwe=n 55 ana 30 miles an hourT.

The cabocse ano zight rear cars of trarn No. 209 were
thruwn to puth sides @f the tracx, all badly damaged, the
cabuose and two other cars oeing destroyed. Engine 1819,
of train farst Nu. 257, came to resl aoout 400 feet south cof
the poant of celiisron, clear of the track anu badly damagea,
the first four cars of train fairst No. 357 were alsc derailed
ama badly damaged, The eupiuyees killea werc the conduactor
and flagmar of train Nu. =203.

Sunmary of eviaence.

Engineman Blankenghip, of trazn Nu. 309, etated that
he was zaking an averagse run and nag experienced nc diafficulty
in bandling his train. After passing Kelford at 3.16 a.m.,
at a speed of 6 or B wiles en rour, he again slowed duwn
for Roanoke River trestle, consvmng at least 10 minutes
frcm the time he shut off steam apnroaching Norfleet water
tank until the train stuop~ed. TVaner was tageh without
uncoupling the engine, ana &isn he recalled the flaguan he
lolew back but s27v nu fus2e puir'nz or the gracx behind his
train as ke left that porat. He sald that 1t was 3.39 a.m,
when he left the waser fand ana »,.43 a.m ahen his train
passed Hcrfleet, the dura-ion of the stop having oeen seven or
eight simtes, and shat savi*ly afrer leaving that puint he
ran into a fog banx, Vhile uvn the ageending grade 1n the
vicimity of the point of accident he neard the fireman say tu
the head brakeman "You must have’hot oox" and upon Jlooking
toward the rear of his train hec sar a bright headlight, ana at
abuut thls time the brake pipe precsurecn hls engline went
down and the train came t. a stop, he noted that it was 3,54
a.m. and said he naa felt nc shoy¢ck from the cullasion, and
at that tvime did not know thers had been a collision, He
further stated that at the i~re ol the cullision he was running
at a speed of at least 20 miles an hour, ana that he was
running on the time of vrein first No. 257 anu had been running
on the time of that train from Yard Toser, He alsc stated
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that he fully unaerstoca that waen a 57316 1- g2layed and
cunnang on the tiwe of a folluwing wrailn, fuvees should be
thrown off at intervals, ana thcazint that on acsount of the
tlwe lost in approaching the .ster taax at Norfleet and the
time consumed 1n taking Water at that point flag prutection
wWould be reguired for his tzain When he stopped there, he did
nuot kno®h whether the flagging rules were oeing coserved at the
rear of his ftrain,

Faireman Pillaams, of train No. 209, stated that before
the accident occurred ne saw a light which appeared to be be-
tWween nl1g eagine and cabouvse, he then put i1n a faire, and
afterfards askea the head orakeman, who was riding un the
engine, 1f ne rad fcund vat what 1t ~as, ana the brakeman
sala tne caoocse vras on fire, at about thattime toe brake
Plpe pressare wenu dovn., He saild he coula see the marKers
on the capouse at tne time the c¢olliziun cccurrea, although
thers vere <treaks of fug 1n the vicinity. He said he ran
all the way to Paloyra, about taree-fourthdof a wile, to flag
train do, 42, zad upon lovking at his watch at Parayra noted
that 1t Was 4.03 a.rx.

Head Brakeman S¥ain sald the firewan called his attention
to a ligkt 2t the rear uf the train, ana that onh louking back
he saw 1%t was behind the train, he said 1% was juet after this
that he saw the heaalaight of the foullowing train and expresed
the opinicn that the fi1et light he sam was a fusee, he atsc
sald he sav this fusee when the flagmwan lightea 1t and threw &%
out on the engineman's side, this statement however, 1s con-
flicting, for 2f 1t was burning wher nils atiention was 11rst
callea to 1t, tnen 1t i1s oovious he cuuld not have sgen tne
flagman light 1t., He afterwaras said he was not aurégt was
a fuses. His other stateaents practically corruoorated tnuse
of the enginemen and fireman.

Enginscan deru, of train firet No. 257, statea that
appruaching Kelford, he Treduced speed to about 8 oF+10 miles
an hour to pick np a train uraer, Form 19, that the speed was
abuut 20 mileg an hour while croesing Ruanuvke hiver Trestle
and that he passed Norfleetv, without stupping, at 3 Bl or 3.52
a.m, He gaid tha first intimation ke had of the tback being
obetructed was when he came out of a fog bank and gaw the ca-
bouge of trazn No. 308 three or fuur car lengths ahead of his
engine. Eisz first thought ovn seeing the cabouse was one of
surbrise that 1t shoula be standing there unprotected, as 1t
di1d not appsar ty bte woving. He did not see any fusees or
other 1ndication that the train ahead of him was be ng pro-
tecteqa aad ne thought the cabouse dcor Wwas closed, On geeing
the cabouse he i1mmeaiately shut off seteam, applied the brakes
1n emergency, called to the fircman ana the head brakeman, and
jumped Irom tne engine. He said when ne first saw the rear
of the tTrain aheaa of him his train was rTunning at a speed
of about 25 or 30 miles an hour, and that while he was running
at a speed 1n excess of hie scheduled running time, ne wWas

Oy Enginéman Elanfenshipy-Engineman #eTo did not recall WIS
sivatement,
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rurning A1vhin the max mun speed linit, waich 1s 30 miles an
hour for freight trains, and was kecplng a vaigilant look-out
ahead. He steted he waes ot forcing ale eaczie at the time
of the accident, as he Fad argl: tiwe to Tecch Palmyra for
train No., 43, #nick ne was 1. mest at that pointv. He thought
ithat haa tne flagman or cuaductor of train o, 209 thrown off
fuse s 1n acc rlance with rule 79%-a the acoident would nave
been averted. Tne statements of Head Brakeman Pallock practi-
cally courroporated those of Engineman Mero, Fireman Gee was
on the aecs of the engine ana ne sald he knew nothing abuout
the accident until 1% vccurred. He stated that afterwarda

he hearu Enginewan Yero tell Enpineman Blanzezship that tas
accident vccurred at 3.5l a.m,, which statement was verified
0y kngineman Blankenshipy Engineman sero did not recall this
statemsnt,

Corauctcr Tnumpson, of train first Nu. 357, said that
he was liding 1n the caboose at the time of the accident and
ihat che firet gnuwledpe ne nhad of anything wrong wWas a suduen
application of tne air-brakes, fulluded by a jar. He said
that just orior o the brake application hle traln ¥as Tunming
at a speed of abouvt 45 ur o0 xiles an hour. As woonh as the
train stuppred he started toward the nead ena of the train,
wnile Flaguan Tew lovsed a. wls Wassh ano sald 1tv was 3.59
a.m. At tales time the weaiher was fopgy, put the fog was
not of sufficient asnsity o. prevent nim from scel ng a distance
of t¥. or three car Llengths, and he had no difficulty in seeigg
Flagran Tew guing bac.. to flag. He thought 1t 1mpossible
for a vennage train such as train Nou., 209 tv malniain a speed
of 30 miles an hour on the ascending grade, anda thought the
maximun speed possible for such a train at the point where
the acciaeat occurred would ce abuut 10 or lo xiles an hour,
judgin. froa the wreckage ne tnought wrain o, 208 must have
been traveling at a very low rate of speed, Flagman Tew
corrobozated the statements of Conductor Thompson as tu the
tire of the accident and the speed of train fairst No, 257,
adalng that there were streaks of fog at the time of tne
accideni.

Train Diepatcher Horton statea that his records show
train Mu. 209 passed Xelford, the last open telegraph office
nertn Jof the point of accident, at 3.18 a.m,, and that train
first Noc. 3907 passed that point at 3.40 a.m, He staved that
the tonnage rating of Southern Railway engine 4611, nhich Was
hauliag train Mo, 208 on the day of the accident, 1s 2,400
tone ang at wne time of the accident this engine was hauling
£,393 tune, He said the usual running time between Kelford
and Palmyra fur tonnage freignt trains 1s about 30 mimaites
egiclusive of the stcp at Norfleet, and that when a stop 1s
sage at Norfleet for sater, the time 1s about 4b mimtes;
=uch trains require apout 5 tu B minutes 1n ctossing the
doanuke niver trestle and 10 to 15 minutes arsusually requared
to taxe water at durfleet, He said trains passing Norfleet
without otopplng can malntein a speed of about 25 milez an
hour on the ascending graue north of Palmyra, out 1f a stiop
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1s wmade at Norfleet 1t noud os difficult to pack upg to a
speed of 25 milee an hcur on thie grade. He further stated
that he wag working with 3uffoik, Va,, at ithe time the wires
faiied, and fixed this time at 4 a.m, Tne statement of the
dispatcher at Tarboro, N. C., and the operators at Kelford,
suffolk and Norfolk, as tu the time at wnich the wires failed
varied from 3.53 g, m, to 4.0l a.m.

The statzment of Enginemsn Slankenship that he passed
Kelford at 3.16 a.m. practically agrees with the tHain sheet
record, #hich shcwsg the 74~car train as having passed at 3.16
a.m, Engineman PBlankenship also said he left “he water tank
at Norfleet at abouut 3,3% a.m., 1n vther wourds, ¢l minutes
were cunsdamed between the time of passing Kelfora and the time
of svarting from the water tans, Engineman Jlamkenship alsc
said 7 or B mimutes Were consumed 1n taking water, leaving 13
0T 14 minutes as the runnineg time of his train between Kelford
and Norfleet #facer tapk, = distance of about 43 miles. But
wben there 1s taken into consideration his further statement
that at least 10 minutes elapsed between the time he shut
off and the tiwe of coming to a ston at the water tank, 1t 1is
cbvious that his train could not have counsumed the time he saad
1t did and st1ll dgpart from the water tank at 3.39 a.m, Tt
18 believed that I¥left the water tank later than 3.39 a,m,
and that train T rst No. 257 was not far behind 1t at that time.
It 1s also belasved that train No. 309 consumed more than 12
minutes 1n making the run of aoocut 43 miles frum the station
at Norfleet %. the puant where the engine s tupped after the
accident, and that Dispatcher Horton's etatement that the
wires failed at 4 a.m. establishes the time at which the
accident occurred.

Trhe courndition of the wreckage inaicates that there
was more difference 1in the ¢peeds of the two trains at the
time of the accaident than would appear from the estimates of
speed made by the crews. It seens probables that the speed
of train No. 209 was low, but on the other hand it seems that
the gpeed of train first No. 257 must have been at leasc. the
maximum allowed for freight trains, which 1s 30 miles an hour.
If the acc¢ident occurred not later than 4 a.m,, then train
first Nu. 357 traveled the aistance of slightly more ihan 4
miles between Norfleet and the puvint of accident i1n acout 8
minmutes, or at an average speed of about 30 miles an heur,

Conclusivas.,

This accident was caused by the fallureéf Conductor
Moore and Flagman Bass, of train No. 208, properly to protect
their train.

Consideration of all the evidence indicates that the
gpeec of train No. 209 had been coneideraply reduced, and it
appears that while running at a low rate of speed 1t was passing
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wrough several oanks of fog which materially restricted the
view., This train haa heen delaysd i. ouch an extent that 1t
¥as encroaching oa tue time of the 1.li wing irain, unaer these
conditivuns 17 was being endangersd oy a following train within
the mean.rg of rule ©8-az, and shouid pave been protected by
;he throwing off of lsghted fucces., This rule reads as

olloasg

"when the gpeed of a train 18 reduced ana 1ts
rear tasrepy endangered by a fullowing train before
the flacwen can get off, a lighted fusec must be
thrown upen the track at intervals until the flagman
can get back to protect his train, "

Had the requirements of this rule been .beyed, 1t 18
probable that this accident would have been averted.
The evidence 18 not clear as tu the exact extent Jf
the view shen passing through the oarnks of foug which were en-
countered by both crews, but 1t seems apparent that this fog
was such az to 1nterfere with the view very materially, and
under such circumstances 1% 1s not thoughu that Engineman
Meru, of train £33s% No. 357, displayed good judgment in uvperat -
ing hl‘ train at aximan rn,e of speed allowed, while there
1s no assurance thdt a reductiun in gpeed would have prevented
the accident, 1t is probable that the resulte would gat have
veen as dlS&SuTOUE.

This accident again calls attention to the izherent (2?1
deficiency of the time-interval system of traln operatsng. A
Had soume fourm of block-signal system been in usegn this line,
this accicent would ng doubt have been prevented.

T1th the exception of the fireman of train first No,
257, and the head brakeman uvf each train, the employees 1nvolved
were experienced wen, at the time of the accident they had been
on duty from 6 to 7 huurs after having been off duty frum 93

hours t> several days.
Respectfully suomitted,
(signed) %, P, Borland.

Director.



