NS TH B ET
INTERSTATE COYMERCE COMMISSION

/
REPORT OF THE DIRECTOR OF THE BUREAU OF SAFETY IN RE
INVESTIGATION OF AN ACCIDENT WAi1CH OCCURRED ON
THE NORrQLK & WESTERN REIDVAY. J2.8 LOETON, VA.,
ON DECEMBER 7, 12924.

January 15, 1825.

To the Commission:

On December 7, 1924, there was a rear-end
colligion near Lofton, Va., an the Norfolk & Western
Raillway which resulied in the death of one employee and
the 1njury of two employees.

Location and method of operation

This accident occurred about 1 3/4 miles south
of Lofton, Va., which 1s located on the Shenandoah Divi-
sion 78,7 miles north of Roanoke. That part of the
Shenandogh Division extending betwe-n Roanoke and
Shenandoah, Va., a distance of 132 miles, 18 a single-
track line over which trainse are operated by time-table
and train orders, an absolute manual block being provided
for passenger trains. Freight trains in the same direc-
tion are permitted to depart from ataticns 5 minutes apart.

Lofton 18 situated at the summit of a grade.
Appreoaching from tlhe north the grade 1s ascending for a
distance of several miles and from Cecld Sprang to Lofton,
a distance of 3.1 miles, the gradient varies from 1.03
tc 1.8 per ceny. Southward from Lofton the grade 1s
deacending for a distance of several miles, the maximum
gradient being 1.7, and the gradient exceeding 1 per cent
for a distance of approximately 7 miles. The gradient
at the point of the accident was 1.6 per cent. Betwesn
Lofton and the point of accident the railway 1s located
ona gide hill and the roadbed consists of a series of
short Fills and euwts, the sides of the cuts on the east
of the track rangira in height from 4 to 20 feet. There
are also a number ozf,curves with short tangenis interven-
1ng. Beginning at the south mwitch of the passing siding
at Lofton the track 1s tangent for 500 feet, them there
18 a 3° compound curve to the east 400 feet in length,
followed by a tangent of 800 feet, a 1° 20' curve to the
west 1,850 fe>t long, a tangent of 500 feet, a 5° compound



curve to the east 1,500 feet loag, a tcngent of 400 fe=t,
a 4° compound curve to the east 800 feet long, a tangent
of 1,500 feet, a 4° compound curve to the esast, 1,300 feet
long, and then tangent 400 feet to the point of accident.
Because of the curvature and the bank cf o cul rising
above the east side of the track, the view of enginemen
approaching the point of accident was Trestricted to a
distance of lesa than 700 fie~t. The maximum speed of
freight trains on this grade is limited by time-table
rule to 25 miles per hour. This accident occurred at
about 3.55 a.m., at which time the weather was clear.

Description

Traing i1nvolved 1n this accident were two
gcuthbound freight $raine, Extra 1120 consigted of
engines 1120 and 1143, 43 l1loaded cars, 1 ewrpty car, and
a cabonse, in charge of Conductor Dean and Enginemen
Perdue and Wheeler. Thls trzin left Shenandoah at
1.45 a.m. and when passing Cold Spring at 3.33 a.m.
received order No. 18, Form 19, ac follows:

"Ordar Ne. 16 13 annulled Ho. 886 meet
(2) two extras 1145-1434, 1120-1143 south at
Lofton. No. 88 take siding."

The followmihg message was also received;

"Extra gouth will follow you away from
€o0ld Spring (5) five minutes behind you.
Lock out for them,"

When extra 113C arrived at Lofton No. B6 fasa
into clear and no stocp was made. Extra 1120 had proceeded
about 1 1/2 miles southward from Lofton when 1t came uoon
a burning r=d fusee for which a full stop was made. T:ze
traln started again almost 1mmediately and had proceeded
about 1/3 mile farther when 1t stopped for a second fusee.
4 minute or so later the train started to rmove zhead again
and had attained a speed of approximately 5 miles an hour
when the collisi»n occurred.

Extra 1145 laft Stenandoah at 12.01 a.m., in
charze of Conductor Price and Enzineren St. John ang
Painter, and consisted of encines 1145 and 1434, 33
loaded and 25 eupty cars, and a casboose. At Waynesboro,
about 2C miles north of Lofton, 15 cars frox the rear of
the train were set out. 4t Coll Spring Order Ko. 18,
previ~uely qunted, was received together with the following
message:
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"C&E extra 1145-1434 gsouth,

"Get intn cleor at Cnld Spring ani let
extra 1120 ani 1143 south pass you at Cocld
Spring. You nay follow extra 1130 and 1143
south away from Cold Spring (5) five rns.
No. 86 cuts one enzine cut at Lofton, look
out for him."

4 few minutes after extro 1120 passed Cold
Sprinz extra 1145 pulled out upon the main track and de-
parted,according to the trsin shezt, at 3.38 a.m. As
No. 86 was »an the siding at Lnfton, no stop was male at
that poiat. On the descending grade south of Lofton
when a speed of about 25 miles an hour had been attained,
the brakes were applzed and speei reiuced to 15 eor 18
miles an kour and the brakes were released just before
reaching the stetinn sign 1 mile south 2f Lofton. At
this point a red fusee was found burning on the trock,
but 1t had nnt been observed before the brakes were re-
leased and instead of stopping for this fusee as required
by rule the trzin continued down the grade,passed a
flagman about 15 rail lengths from the rear end of the
preceding trarn and while runninz at a speed estimated
to have been about 20 miles an hnur,cnllaided with that
train at a point about 4,300 feet south of where the
fusee was found.

As a Tesult of the cnlliginn the cabooge of
extra 1120 was almost crmpletely demnlished and the
flrst twn careg ahead of 1t were derailed. Enzine 1145
wae separated from its tenier, turned copletely around,
and thrown clear of the track down the embankment te the
right. The tender was thrown clear of the track nn the
opposite side. Engine 1434 was overturned and came to
e stop on 1ts right side at an anzle of about 457 to the
track with 1te pilot gammed against the drivers of engine
1145. The employvee killed was the fireman of engine 1434.

Sunnmary of evidence

Engineman Perdue, of the leaiing engine of
extre 1120, ptated that 1t was about 3.46 a.m.. when he
started down the gradie south of Lofton. He uniderstood
the light engine from train No. 88 had preceded his train
but di1d not ses 1te headlight. However, expecting to
encounter a flag or a fusce, he proceedel with caution
ani carle upon a fusee ahout 1 1/2 miles south of Lofton.
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He brought his trein to a 3top, and started again as soon
as thz brakeman hsl extinguirshe? the fusee. & short
listance farther he encountered an~tner burniny fusee
and overran that one about 3 car lengths before coming
to a full stop. After about one rminute the train again
started to move forwari and after moving about 3 car
lengths while running at a speed of 5 or 6 miles an hour
the train gurgei aheail ani the brezkes were appliei 1in
emergency, due to the collisinn., He stated that his
train 1141 not exceed a speed of 35 miles an hour at any
time while desceniing Lofton graie ani that in making
the first stnp he maie & brake pipe Teiuctinn of about
20 pounis. After releasing the brakes he had regainel
hig normal brake pipe pressure and hai no difficulty

1n controlling the tram or making the second stow.

He thought the collisinn occurred at 3.55 a.m. He

stated that on light tnnnage trains on Lofton graie
retainers are nnt used and a general understaniing ex-
1sts between officials anld employees that the timetable
rule requiring the wame of retainzrs was not expected to
be literally observed. His statement was corroborated
1n all egsential features by the fireman and head brake-
man, as well as by the engineman and fireman of the
gecond engine.

Flagman Mohler, of extra 1120, stated that
after his {rain hai proceeded about 1 mile snuth of
Lofton he feft the brakes apvlied ani the speed reducei.
He i1mmediately prepared to get off, and threw off a
lighted fugee near the station-one-mile gign. Before
his train came to a stop he Jropped off and started
back to flag; he had zone back 3 or 4 car lengths when
he heard the brakes release ani the conductor called him.
He caught the cabonse and a short time afterwards felt
the brakes applied a second time. e again started back
to flag and was running back when he saw the following
train round the curve and come out of a cut abrut 1,000
feet away. His stop signals werec not acgnowledged, al-—
thouzgh he heard the engineman sound a road crossing
slgnal about the time the train came into view. He gaild
the train passed him at a speed of abnut 35 miles an
hour and that there was no fire flying from the wheels
or other indication of the power brakes being applied.

Conductor Dean, of extrs 1120, stated that when
his train rade the secon? gtop ke was staniing on the
rear platform and saw Flazman Mohler drop off and start
back on the run ton flag. At about the scme time he saw
the headlizht of the f1llrwins train ag 1t rounded the
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curve Just nnrth of a roal crnssing, 4As hig trein was
elready movinzt he 311 not think 1t would e nvertaken,
but his train ha-l attainei a spee? nf nnt rnre than 4
tno A miles an hour when the collision cccurred. With
regard to the use of retainers cn thig grale, he unier-
gtond that thz tirme-table rule was obsonlete and neot re-
guirel to be literally observed.

Engineman St. John of the lerdin~ enzine of
extra 1145 gouth, steted that he passel Lofton at about
3.51 or 3.52 a.rn. He was under the iwpression tnat he
would follov the lizht enmane from train Ho. 85 down
the hill instead of extra 1120, altoouth he had no
knomledge or assurance that the 1i7ht engine had nnot
preceded the extra. After his itrain had startsad down
the grade ani attained a spce~d of about 235 milesg an
hour he made a bicke apilicetinn, rcducing speedl to
about 15 or 18 milas an hsur. He said his first brake
P1pe reductinn war booween b and 7 prunls and that he
centinuel to make other +~eductinne until he hed reduced
brake pipe preasure to 3C mourils. Just before reaching
the statinn sipn »ne 1i1le gouth of Lofton he released
his bra'.cs ani shortly therea.ter pas-ed over a burning
red fusez He applied the engrae brake but on account
0f the denlcted Lrake pipe pressure he was unable to
stOp. After procee‘ing about a train length, when brake
Pipe pregsure nad bzen increazel to &80 pounds, he made
arother reductinn, about the tiae he rounded the curve
anil ceme in 51;hﬁ cf the road crrnssing Just north of
the point wheie the collisinn occurred his firenan called
Yred flag" ani he saw the rear end of the trrin just
ahead, and he then nlaced his brake valve in e”ergency
position, scunied the whistle signal for brakes, turned
on the san< blower, and jusared from his enzine just as
the collisi~n occurred. He scated that he 41d not see
the fusee near the staiilon sign unt:il about the time his
engine pacsed over 1t. His view of the track ahead haAd
been restiicted by a cut ani a curve, and at this time
the fireman was vashing off hig s24e of the enzine cab
and deck ari svest fron the sprinkler hrge which had
frogted the window zlass also nbscured his view. How-
ever, he wes under the 1~pressinn that he was following
the light enzine 4~wn the grade irsteadl of the extra
and thouziit the fusee indiceted the lizht enzine 1ntended
to turn at a wye 1lncsted a mile or more far*her south,
ag that would zive hin a-mle time ani distance 1n which
to bring his trein unter contrnl he did act call for
asglstance ia controlling toe trein and he intended 1o
8t0p at a bridze near tne wye. He statel that had 1t
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nnt been f»r the irmpressinn that he was following the
lizht enzing he would have haniled hig trcin “ifferently,
wlth respect to the use nf reteiners he stated that 1t
1s the zeneral proctice to turn up retainers on trains
consistins of heavily loaiel cars. Engineman St. John
sa1d that at Shenaninah he received a 1enort that brakes
were ojerative on all care 1n hig train and he hail no
Arfficulty in contrnlliny 1t between that point and the
po1int of accident.

Flreman Hackworth, of the leadinz engine of
extra 1145, statel that after leaving Lofton he
started to wash off the deck of the esntine and while
loing tals the en~inemnan anosliel and released the brakes,
a relesse being male 1n the vicinity of the station sign
one mile sruth of Loft~n. Shortly after this he heard
the enzgineman attenpt tc av:ly the brakes azain and lonkel
cut from the left side of the snzine but 311 rnt see any-
thint aker<, When the crossing simmal was sounided he
startel rinzin< the vell, saw the flazman and caboose
ahead, called a warninz to the en~ineman andi then told
the brakeman to =—et off as he knew 1t would be 1mpossible
7 stop. He sz1d he thouzht the cabnose was nnt more than
18 or 20 car lengths sway when he first saw 1t and he
estiaated the sneged at from 15 tn 30 miles an hnhur at the
tims of the collisgon.. He sa1d he 411 n~t sce the burning
fusee which his trein passed about 1 mile scuth of Lofton
and he thouzht his train had traveled not more than a
train lenzgth after the brakes were first released until
they were again apilied and that they were applied when
the collision occurredi. He 411 nnt think the steam in
the cab was sufficient to interfere with the view ahead.

Head Brekeman Cromer, of exteallab, stated
that on Lofton grade he was standing behind Enginenan St.
John but paid n» particular attention to the operation
nf the brakes. He thought the train was runninz rather
fast 1n view of the fact that 1t was following another
trrin 3o closely, but he s=14 n-~thing about 1t to either
the fireman or the enzineman and did n»nt take a positicn
1n the enzine whare he would have a better view of the
track ahead. With respect to retainers he unddrstood
that retaners were required to be turned 1 only on heavy
tonnaze trains.

Engineman Painter, of the se¢ond enzine of
extra 1145, stated that after the train hald pro-
ceeded about 1/3 wuile down Lofton grade the engineman
of the leading enzine applied the brake, making a reuc-
tion of 10 or 15 pounds and slowel the train down to
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about 15 miles an hour. <“Inngt i1mmediately after releas-
inz he appliel the brake azzin and he nnticed that they
ran by a red fusee. Shortly afterwards the fireman called
that there was a flag andi cabonge ahead ant at about that
time the emgineman of the head enzine placed his brake
valve 1n emergency Position. He estimatel the speed at
the time of the collisinn at about 20 miles an hour. He
gtated that 1f brake pipe pressure had been reuced to

30 pounis as claimed by Engineman St. John, he would

have noticed 1t ani the train would have be=n stopped.
While operetint the sedond enzine he had cbserved and did
not aporove of the mannsr 1n which “ngineman St. John
handled his brake. On the precedins trip. northward ani
cn this trip southward he had run by water tanks at ~
three placed and he 411 not take advantage of the holding
position of the brake valve on grades. Ee state& that

had he been operatin~ the leadinz enzirne he would have
gtopped for the fusee., He further stated that had En-
gineman St. John called for assistance he could have alded
hin materially in retarding fhe speed of the train by
Wsing his i1ndependent brakes ani reverging his engine,

In hig opinion emerzency effsct was not obtained when

the brake valve was placed 1n emerzency position just
sefore thaé aceident as the auxiliaries hal not been guf-
ficiently recharzed. With respect to retainers he stated
that 1% was a practice to use them on Lofton grade on
neavily loaded trains but nnt on short or miscellaneous
traing,

Conductor Price, of extra 1145, stated that he
thought the speed of his trrin as 1t turned ower the swimit
wag about 25 miles an hour. The engineman apnlied the
brekes about 1 mile south of Lafton, reducinzy the speed
to about 30 miles an hour and then released, he d1d not
again apnly them until just before the collisinn occurred,
at which time he thought the speed was about 20 miles an
hour. He stated that he was riding in the caboose after
Passing Lofton and so far as he observed the brakes were
operatel properly, although he 414 not ncoctice how many

egductinne were made nor the amount of the reducticns.

e stated that the head brakemen on the morning of the
accident was an extra man but hal hod considerable ex~
perience and he 4id not consider 1t nz-essary tn zive him
any 1netructi~ns relative to the ugse of retainers on Lofton
grade, In his opinion the use of retainers on trains of
the character which he was operatingy that dey wae unneces—
sarYy.
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Flagman Blankenship, of extra 1145, statzd that
ag the trrin turned aver the surmit he noticed the Zauge
1n the cabooge rszistered 70 pounis breke pipe pressure
but he 111 nnt again notlce :ts indication. The first
an-licetinn after massinz Lofton reducel the speed of
the train fro 15 0 7 or 8 miles an hour ani the speed
then 1increased to 20 or 35 miles an hour, at which speed
+t was running at about the t11e a burning;fusee was
nassed 1 rile snth of Loftrn. There was no other apnlica-
tion of the brrkes until just before the collision.

On the =~rade waecre this accident occurrei the
time-table rules =rovide for turnin~ up 20 retainzrs on
full tonnajze trains and a proportinnate nuber on other
trains. Superintenient Ayers steted, however, that
observatinne by division officere have developei that
this nutber »f retalners 1s n~t necesgary for the proper
and safe hanilin- of traing 4dnrn that grale ani 1t 1s the
Teneral understanding amonz enginenen anl tralnmen that
the number nf retainers, if any, to be used 1s left en-
tirely to their julmment. He stated that investigatinn
has di1sclesei that ~n only a very small psrcentage of
trains are any retainers used; that the najority of .n-
minerien prefer to control trains with the autrmatic and
independent envine brake without the use of retrinars
excent when they have sclid trains of heavy corzodities
which 18 & rare occurrence.

Rule No. 11 of the Onerating Department reads
as followsa:
"A train findinez a fusee burning on
0T near 1ts track must stop ani extinguish
the fusee, and then proceed with caution
prepared tn gtop short of train or obstruc-
tion,"

Superintendent Ayers stated that efficiency or surprise
testa are conducted on the Shenanioah Division af
intervals each month, these tests including the obser-
vance of tnrpedoes, fusees, avtomatic signals ani train
crders. Reports for the month of Se tember indicate B2
teste with no vinlatinneg ani for November 58 tests with
no viclationsg.

Conclusinns

This accident was caused by the fairlure of
En~ineman 8t, John to stop when he encounterel a red
fusee ani then tn proceed with caution prenarei to
step short of train nr obstructinn as requirei by rule.
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Contributing couses were the fa lure of EnTineman Painter
of the second en7ine nf extra 1145 to take any actlon to
briny hig trein to a stop or unier contrel when he knew
that 1t was beinz operated 1n vinlatinn of the rules,

and the failure of all employeas on both locomotives of
this train to maintain a proper lonkout wnile descendiinz
the 7rade on waich the accident occurrei.

The statement of Enzine "an St. John offers two
possible exnlanatisng for his failure to stop for the red
fusee and properly control his train thereafter In the
first »lace he stetes that in makinz the first application
on the descending zraile coathof Lofton he reduced brake
Plpe pressure by successive relucticns to 30 pounids,re-
leased just before he sawthe fusee ani because of
depletel pressure was unable to stop. The evidence,
hnwever, establishes the facts that he d1i not begin to
amsly the brakes untiLhe had reached a point approximnate-
ly 1/2 rmile gouth of Lofton and that he released before
reaching the station srgn 1 mile gouth of Lofton. At
the estimated rate »f speed at which this train was
running thils operatinn occurred in a perird of about
two minutes or less. Had such a heavy brake pipe reduc-
tion been male a full service brake apllication would
have resulted and it 1s believel the train would have
been stopped or 1ts speed reducel t0 a very low rate.

The statement of Entineman St. John in this respect 1s
not supnorted by evidence furnished by other employees
who were 1n position to know how the brakes were operated
and should have nnted any such unusual ovperation as kEn-
zinewan St., John'p statement indicates. If Enginenan
St. Joan's statement were true he should not have released
but ghould have brourht his trein to a stnp 1n order to
recharge the train brake system. Tne gecrond possible
explanatinn 1s sugezestel by Engineman St. John's state—
ments that he had released the brakes just before he
saw the red fusee, that he thought he was following the
light enzine down the grade, that he ezpected he would
find the. 1light envine at a wye some distance ahead, and
hat he i1ntended to stop at 2 bridge near that point;
further, that had he not assumed that he was following
the lizht en~ine he would have handled his trzin d1f-
ferently, The first of these possible explanations
lndicates either cross carelessness or utter i1mcompetence
in the operatinn of brakes; the second indicates a
deliverate disregard of a Janger signal 1indication and
a rule requirinz a train to be stopped before passing 1t.
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In either event throrimary responsibility for this acci-
dlent rests upom En~inenan St. John.

Accordinn to the stateent of En-winean Painter,
be was fully aware of the fact that his troin nassed a red
fusee without stroppin~, an? durinz thig investisation he
criticiged the nanner in which Enwineman St. John had
previcusly operateil the brakes, Netwithstandint tnesge
facts, hnwever, he too< an action whatever to call En-
~ineian St. John's attentinn to the fact that he had run
Dy a stop sitnal ani 4111 not pay sufficient attention
to the operation of the brakes thereafter to enable hin
to know lefinitely how the brakes were beins operatel or
whether his train was under cohntrol. Froil his own state-
ment he was well avare tuat his train should have stopwed
for the red fusee. His judiwgnent as an experilencei en—
zineman should have impelled h2im to take nroper -~ction
tn brinTg his trzan to a stop es quickly as possibvle
efter passing the fusee, and hal he donz so tails accident
could have meen averted.

) The investization disclnse ! theat there were five
erployess on the two lncorintives of extra 1145 and none of
thern maintained a proper lookout on the Jlescendin~ grzde
south of Lnfton., Both fireuen bezan to springle the

entine decks after startinzy down this <rads with the re-
sult that steam ani frosted windlow zlass partially ob-—
gcured the visicn and at times many, 1f not all, of these
euplcyees were nnt 1n position where a proper lookout of
tne {track aneai could be mainta ned, even after passing
tne rel fusee. For this condition Enginemen St. John and
Painter are also responsible. Had a proper lookout been
a1ntained both the red fusee ani the flag should ke ve
bcen discoverel in time to permit their tr-oin to be
stopped before passint 1t.

Rule No, 34 reeds as fnllows:

"34. The enTineer and firerman must,
when precticable, corrunicate to each other
by 1ts name the indicat:on of all simnals af-
fectint the mnvexsent of their trzin.”

This rule was nnt obeyel by eithar Enziaeman St.
John or Enrtineman Painter when the fusee was passedi in
thig i1nstance.



-11-

As a result of tnis 1nvesti~atinn 1t appears that
the rrilroad crmpany has permlttedl trains to ce operated
upnn this <rade entairely without the use oI retainers.

It 15 believed that proper precautions are not provided
when 1t 1s atteupted to control t:iains on a grale of this
character without usinz retainers. Had retainers Ueen
uged on a nroper propnrtinn of the cars 1n extra 1145,
better control of thie train would have bDeen possible
andl a zgrecter degree of safety would have been provided.

Had an adequate blcck sitnal system been in
use nn this line this accident nrobably would not have
occurred; an adequate automatic train stop or train con-
trol device wouald have prevented 1t.

All of the employees involved in this accident
were exparienced men and none nf them was on 4duty 1in
viclation of the provisinns of the hours of service law.

Respectfully smubmitted,
W. P.BCRLAND

Director.



