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INTERSTATE COMMERCE COMMISSION 

RE IORT OF THE DIRECTOR OF THE BUREAU OF SAFETY IN RE 
INVESTIGATION OF AN ACCIDENT WHICH OCCURRED ON THE 
BALTIMORE & OHIO RAILROAD AT HAMPTON, W. VA., ON 
OCTOBER 23, 1927. 

December 10, 1927. 

To the Commission! 

On October 23, 1927, there was a head­
end collision between two freight trains on the Baltimore 
& Ohio Railroad at Hampton, W.Va., which resulted in 
the "death of two employees. 

Location and method of operation 

This accident occurred on the Pickens 
Branch of the Charleston Division which extends be­
tween Pickens and Weston, W.Va., a distance of 50.9 
miles, and is a single-track line over which trains 
are operated by time-table and train orders, no block-
signal being in use. The accident occurred at a point 
123 feet east of Hampton station; approaching this 
point from the east, beginning at Hampton Junction 
switch, 2,388 feet west of the point cf accident, there 
is a series cf short curves and tangents, followed by 
a 3 curve to the left 1,426.4 feet in length, the 
accident occurring on this curve at a point approximately 
35 feet from its leaving end. Approaching from the west 
there is a compound curve to the left 1,336.3 feet in 
length, the maximum curvature of which is 11°, and then 
721.7 feet of tangent, followed by the curve on which 
the accident occurred. The grade at the point of 
accident is 0.143 per cent descending for westbound 
trains, 

A single-track line known as the Hampton 
out-off, approximately 2 miles in length, connects the 
.Pickens Branch, at Hampton Junction, with the Elkins 
Sub-division at Adrian Junction. There is a tunnel 
on this cut-off 497.2 feet in length, the western por­
tal" of which is located 244.3 feet east of Hampton 
Junction switch. 

The weather was clear at the time cf the 
accident, which occurred at about 6.20 p.m. 



Description 

Westbound freight train extra 3815 consisted 
of 37 cars and a caboose, hauled by engine 2815, and was 
in charge of Conductor Fletcher and Engineman Tierney, 
This train originated on the Elkins Sub-division and was 
routed via the Hampton cut-off and the Pickens Branch. 
At Adrian, approximately "Z>\ miies from Hampton, e.nd 1 
mile from Adrian Junction, the crow received a copy of 
train order No. 212, Form 19, reading as follows: 

"Extra 3912 east pull in on Pickens line 
and meet extra 2815 west at Hampton Jet 
Eng 2815 run extra Adrian Jet to 3uck-
hannon" 

The movement contemplated by this order was that extra 
2913, which was en route to the Elk-ins Sub-division, 
should pull by the junction switch at Hampton Junction,, 
using the Pickens Branch for this purpose; this would 
allow extra 2815 to leave the Elkins Sub-division via 
the cut-off and enter on the Pickens Branch at Hampton 
Junction, After its departure extra 2912 then would 
back up, enter the junction switch and proceed in the 
opposite direction via the cut-off to the Elkins Sub­
division. Extra 2815 departed from Adrian at S.08 
p.m. , passed over the Hampton cut-off, entered on the 
Pickens Branch at Hampton Junction although extra 2913 
had not yet arrived at that point, and collided with 
that train at Hampton while travelling at a speed es­
timated to have been about 8 miles per hour. 

Eastbound freight train extra 2913 consisted 
of 37 cars and a oaboose, hauled by engine 3913, and 
was in charge of Conductor Borry and Engineman Hoover. 
This train was received on the Pickens Branch at 
Buckhannon, 5.3 miles west of Hampton, where'the crew 
received a copy of train order No. 212, Form 19, read­
ing as follows: 

"Extra 2912 east pull in on Pickens line 
and meet extra 2815 west at Hampton Jet 
Engine 2912 run extra Buckhannon to Adrian 
Jet" 

Extra 2912 departed from Buckhannon at 6.01 p.m., and 
collided with extra 2818 at Hampton after having been 
brought almost to a stop, 
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Engine 3913 was not derailed or seriously 
damaged; engine 3815 wan only partly derailed but - vria 
considerably damaged, part of this damage being due to 
the fact that the tender cistern was pushed forward against 
the boiler head. The first' car in the train of extra 
3815 '.vas derailed, and the 17th and 18th cars in the 
train of extra 2912 were derailed and buckled to the 
right, suffering slight damage. The employees killed 
iverc the engineman and head brakeman of extra 3815. 

Summary of evidence 

Fireman Nutter, of estra, 3815, stated that 
at the time his train approached Adrian he observed the 
train-order signal displaying a stop indication but the 
operator gave then, a proceed signal and as. the train 
passed the operator he handed Fireman Nutter the train 
orders and rn.essagos which he in turn handed to the engine-
man. The e?'iginemail read them and handed then back to 
the fireman who read them and in turn handed then to the 
head brakemam who also read thev.i and returned them to the 
engineman. Fireman Nutter stated he understood that 
extra 2912 was to pull 'by on the Pickens Branch at Hamp­
ton Junction to permit his train to pass although he did 
not mention this fact to the engineman; he did, however, 
discuss with the engineman tv;o messages pertaining to 
movements to be made upon their arrival at Buckhannon. 
He did not recall hearing the engineman sound, the meeting-
point whistle signal, nor- did lie hear any other whistle 
signal after leaving Adrian. In the meantime he had 
forgotten entirely about the meet order and when his 
train passed Hampton Junction he made no attempt to 
ascertain if extra 2913 had arrived, saying that as 
soon as the engine had passed through the tunnel on 
the Hampton cut-off he started putting in a fire and 
that his first knowledge of amy thing wrong was when-
the head brakeman shouted a warning and he heard the 
engineman apply the bra.kes, apparently in emergency. . 
Upon observing- the headlight of an approaching train 
about two engine-lengths distant he got off the engine 
and as he did so he noticed the engineman still had his 
hand on the brake valve. Fireman Nutter estimated 
the speed of the train at the timo it left the tunnel 
at 10 or 13 miles per hour and noticed no appreciable 
change in speed until the brakes wore applied just prior 
to the accident. Fireman Nutter further stated that 
this war his first round trip over this territory during 
the pest year as lie had been employed on another divi­
sion, but he was familiar with the location of Hampton 
Junction and could give no reason why he overlooked the 
meeting point, nor could he account for the overnight 
of the engineman and head brakeman except that thoir 
discussion of the movements to be made after their ar­
rival at Buckhannon anight have caused them to forget 
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thc meet order. 

Conductor Fletcher, of extra 2815, stated 
that he received a copy of train order No. 213 at 
Adrian and that both ho and the flagman read and 
understood it. While his train ven passing over 
Hanpton cut-off lie heard what he thought wat? a meeting-
point whistle signal but he ail not hear any other 
signals although one should have been sounded for the 
tunnel and another for the road crossing ea~t of the 
point of accident. When the train had reached a point 
which 'would bring the engine in about the center of the 
tunnel ho felt a lurch of the train as though the en­
gineman had opened the throttle and Conductor Fletcher 
then remarked to the flagman that extra 2913 must be in 
to clear; the speed of the train at this tine was about 
10 miles per hour. Conductor Fletcher walked out on 
the rear platform of the caboose before it reachel the 
tunnel and estimated the speed in the tunnel to have been 
12 or 15 miles per' hour. He remained en the caboose 
platform until it had reached a point three or four car-
lengths beyond the tunnel, where he could first ascer­
tain definitely that the opposing train had not yet ar­
rived. The train at this tine was travelling at a 
speed probably clone to 18 miles par hour and he immedi­
ately applied the brakes in emergency by means of the 
valv.e on the caboose platform, reducing the speed to 
about 8 or 9 miles per hour by the time the accident 
occurred. Conductor Fletcher said it was impossible to 
reduce the speed of the train to a greater extent, due 
to the heavy tonnage and the fact that the train then was 
on a 1 per cent descending grade. Conductor Fletcher 
of course did not know whether the engineman had read 
train order Ho.212 but thought this must have been the 
case as this order contained the running orders for the 
movement of the train beyond Adrian Junction. The state­
ments of Flag.aan Scott, of extra 3815, practically corro­
borated those of Conductor Fletcher; he estimated the 
speed to have been 18 or 2© miles per hour 'when the con­
ductor applied the brakes. 

Engineman Hoover, of extra 2913, stated that he 
received the order at Buckhannon to meet extra 2815 at 
Hampton Junction. His train departed from Buckhannon at 
6.01 or 6.02 p.m., and Was running at a speed of about 15 
miles per hour at the tir.e it entered the tangent track 
just west of the point of accident. At that time he 
noticed the reflection of what he thought was a head­
l i g h t shining on some cars standing on a siding south of, 
the main track at Hanpton and he closed the throttle and 
made a light application of the brakes. Upon leaning 
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out of the cab window he observed the right classifica­
tion lamp of extra 2815 not more than 30 car-lengths 
distant. He immediately applied the air brakes in 
emergency, reversed the engine and then got off just be­
fore the accident occurred; he estimated the speed of 
h±9 train at the time of the accident at. 3 or 4 miles 
per hour, and the speed of extra 3815 to have been about 
6 or 8 miles per hour. 

The statements of Fireman Wood and Head Brake-
man Lough, of extra 3912, substantiated those of Engine-
man H 0 0 v e r . Neither of them noticed the approaching 
train until their attention was called to it by Engineman 
Hoover as their engine left the curve west of the point 
of accident, and they estimated that at this time the 
two trains were within 10 or 13 car-lengths of each other. 

Conductor Berry and Flagman Alkire fof extra 
3912,were riding in the caboose and the first knowledge 
they had of anything wrong was when the brakes were ap­
plied in emergency as their train was rounding the curve 
west of the point of accident. 

Dispatcher Plum, who was on duty at the time 
of the accident and in whose territory it occurred, stated 
that he issued train order No. 212 to extras 2815 and 
2912, through the operators at Adrian and Buckhannon, 
respectively, authorizing the movement of these trains and 
fixing their meeting point at Hampton Junction. He also 
issued an order to the crew of extra 3815 authorising 
them to pass Hampton Junction without registering, which 
is frequently done to save delay when no aither train is 
involved and which is permitted by the rules. He said 
the trains involved in the accident were operated daily 
over this territory, that the crews in charge had been, 
operating them for some length of time and that they had 
frequently met at Hampton Junction. 

Conclusions 

This accident was caused by failure.to obey 
a meet order, for which the engineman, fireman, and head 
brakeman, of extra 2815, are responsible. 

Fireman Nutter, of extra 2815, read and under­
stood train order No, 213, which required his train to 
meet extra 2913 at Hampton Junction, and he said the 
engineman and head brakeman also read it. Fireman Nutter 
then discussed with the engineman two messages which had 
been received regarding+work to be performed upon the 
arrival of their train/Buckhannon, and:before his train 
reached Hampton Junction, he had entirely forgotten the 
meet order and did not recall it again until he noticed 



the opposing train approaching only a few car-lengths 
distant. He could offer no explanation far his failure 
to remember the order, nor can any reason be assigned for 
the apparent failure of the engineman and head brakeman 
to remember the order. It seems clear, however, that the 
engineman read the order, for this order also included 
the running orders .without which the train could not have 
left Adrian Junction. 

The statements of Fireman Nutter indicate 
that his first'knowledge of anything wrong was when the 
head brakeman shouted a warning and at the same time 
the engineman applied the air brakes in emergency, and 
on looking out he saw the opposing train only two engine-
lengths distant. Conductor Fletcher, however, said that 
when the. caboose had reached a point from which he could 
see that extra 2912 had not arrived he opened the valve 
on the rear of the caboose, which statement., if correct, 
would have resulted in an application of the brakes being 
made when the engine was 1,000 feet or more from the point 
of accident. The statements of these two employees as 
to where the brakes were first applied differ so widely 
that/it is impossible to draw any definite conclusions 
therefrom, but apparently the speed of the train was 
reduced considerably before the accident occurred for 
Engineman Hoover, of extra 3912, estimated the speed of 
extra 3815 at the time of the accident to have been 6 or 
8 miles per hour, and the condition of the wreckage also 
indicated that the speed could not have been as high 
as 18 or 30 miles per hour. 

Had an adequate block-signal system been in 
use on this line this accident probably wculd not have 
occurred; an adequate train stop or train control device 
would have prevented it. 

The employees involved were experienced men 
and at the time of the accident none of them had been on 
duty in violation of any of the provisions of the hours 
of service law. 

Respectfully submitted, 

W. P. BORLAND, 

Director. 


