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IN RE INVESTIGATION OF Al ACCIDENT ™EICH OCCURRED ON TEE
NORFOLKX & WLSTERN RAJIL7AY NEAR TELCH, W. VA., ON
MAY 3, 1931.
May 24, 1921.

On lay 3, 1921, there was a cnllision between a
rassenger train moving backward and a cut of loaded coal
cars on the Norfolk & Western Railway near Yelch, 7. Va.,
wnich resulted in the death of 6 passengers, and the injury
of 41 passengers and 1 employee. This accident was in-
vestigated in con)unction with the Pubhlic Service Commission
of West Virginia and as a result of this investigation the
Chief of the Bureau of Safety reports as follows-

Location and riethod of operation.

The Tug Fork Branch, on whick this accident oc-
curred, 1s a single-trackx line 15 miles ain lengzth, ith
several branch lines leading from 1t on vhich passenger
service 1s maintained. There are no facilities for turning
equipment at the ends of these hranches and 1t 1s therefore
necessary for a passenger train in makin_ a round trip to
travel in backward motion for a considerable portion of the
way. Trains aré operated over the Tuz Fork branch as
authorized by operating and time-table rules, and their move-
ments are directed by a general yardmaster located at Wilcoe,
T Va , operation on this branch being virtually the sameé as
yard operation except that there 1s a manusl block-signal
system in effect between Milcoe and the intersection with the
main line near Welch, within which territory the accident

occured. Approaching the point of accident from the west
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there 1s a long curve to the rizht with a2 maximum curvature
of 8° 30', followed by a tangent 980 feet in length. About
60 feet east of the western end of this tangent 1s the west
switch of a crossover leading to a siding on the left side
of the main track. This 1s a facing-point switch Tor east-
bound movements and 1s located 188 feet west of the east
crossover switch, the crossover is about midway of the siding
which extends alaost a mile in each drrection The ruling
zrade i1n this vicinity i1s about .35 per cent descending for
eastoound trains. The weather was cloudy at the time of the
accident, nhich occurred at about 2 00 p.m.
Description

Passenger traia No. 180, consisting of 1 ma:rl and
bagzage car, 1 express car and 3 coaches, all of the open
platform type and of wooden construction, hauled by eng:ine
©54, was i1n charge of Conductor Compton and Engineman Rich-
ardson It passed Havaco, 14 miles west of the point of ac-
cident at 1:55 p.m. on time, and was bhacking toward Telch at
a speed of about 15 to 18 miles an hour when 1t reached the
west crossover switch, the switch was open, and the train
entered the siding and collided with a draft of loaded,
100-ton, steel coal cars which were standing on the siding
about 14 feet east of the point of the east crossover switch.

The two rear coahhes were practically demolished, and
the rear car telescoped by the second car for practically
two—thirds 1ts length, none of the other cars in the train

was dawazed and no part of the train was derailed. The end
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of the coal car rhich was struck was oent inward, but was
only sligntly Jdamaged.

Surwary of ewvidence.

The Tear coacCh or this train was equipped witn a
wack-up hose provided with a stgnal whistle and a valve by
reans of which the brakes can be appl:ied, and Brakeman Porell
vas ridinz on the rear platform for the purpose of control-
ling the ovackward wovement of *th2 train Approachinz the
seins of accident Brakeman Powell <ounded the air whistle
as & wJarnin? to sect.on men vorking on tae track, and he saxd
that when about 60 feet west of the west crossover switch he
noticew that 1t was oven. AccordinI to h1s statement he
then opene. tne valve in the hack-up hose to the emergency
Lositicn, this beinz accom.lisned ~ten 8 or 10 feet from the
switch points, openedt the rear dooi of tae coach, shouted a
warning, and Jumped from the platform of the car, alizhting
begween the rails of the nain track at a point about orposate
the froz of the east smitch. He said that hal not the sec-
ticarmen passine over the track obstructed his view, he might

ha7s been atle to sce tnoe switch poiats sooner, a low siitch
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Lar: 1s 1n usie at this switch and 1s located hetween the
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trac -s. Enzineusan Richardson sai. that as his train ap-
rroached the crossover switch he fzlt the air brakes aprplied,
out not very hard, and thoughit probibly there was a cow on

the trac:. He shut off steam and on lookin: back, saw the

rear car entering the sidinz, and about the sane tlae the

flrewan czlled oub, the engineman z21d he then moved the
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brake valve from running to emergency position, but when
the train had traveled about 50 feet and before the brakes
had taken hold properly, the rear end of the train colladed
with the coal cars. The train came to a stop with the engane
truck standing on the switch-Points of the west crossover
switch. Fireman Atwell thoughc the brakes were first ap-
Plied when the train started through the crossover, Conduc-
tor ComPton thouzht the application of brakes did not seem
like an emergency aPplication. The statements of the crew
indicated that the air brakes had been tested and were work-
ing properiy.

The investigation developed that in connection with
work being done on the tiack in this vicinity, Section Fore-
man Fine had transported some tiecs from a point some distance
east of the point of deraiiment to a point west ithereofl,
using a motor and a pole car for this purpose; because of the
cars on the siding he had used the main line as far west as
the west crogssover switch. He said that when he reached thais
switch he opened i1t and entered the crossover with the motor
and pole cars but did not close the switch. Section Foreman
Fine then gave the switch key to Sectionman Hale, who lined
the east crossover switch for the cars to enter the siding.
After this movement had been completed Sectionman Hale
restored this switch to 1ts former position, and the two men
on the motor moved westward on the siding until about op-
posite the west switch. Section Foreman Fine said he
stopred the motor and instructed Sectionman Hale to throw

the switch, Sectionman Hale got off and went to the swaitch,
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but Section Foreman Fine said he did not actually see him
throw 1t, moreover he did not look at the tarzet or the
switch points, either just before or just after Sectionman
Hale rveached the switch. Sectionman Hale said he closed the
switch and thit he looked at the switch points anc saw that
they were properly lined for the main track. He then put
the lock in place, but dic not lock 1t as they intended to
use the switch azain within a short time, At the time of
the accident there were sectionmen workingZ a short distance
east of the switch, while Section Foreman Fine and Section-
man Hale were anout 600 feet west of the svatch.

Examination of the switch after the accident showed
1t to be set for the sidinz, .+1th the s7itch lock 1in posi-
tion but not locked. The swgitch was in good condition and
showed no signs of having been tampered with.

Conclusions.

This =ccilent was caused by an open switch, for which
Section Foreman Fine 1s responsible, and by the failure of
Brakeman Powell, of train No. 160, to maintain a proper
watch of the track ahead of his traain.

Rule 617, of the Nules and Regulations for the Govern-
ment of the Operatinz Department, relates to the duties of
seéction foremen and reads in part as follows:

"They must not permit their switch keys to

pass out of their possession, and must person-

ally attend and supervise the opening and clos-

ing of switches,"

It is believed that erther the switch —vas left open

and forgotten by Section Foreman Fine, or that after stop-
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ring his car on the crossover clear of the main track he
closed the switch himself and failed to remenber 1t when
he later instructed Sectionman Hale to throw 1t, and that
Sectionman Hale threw 1t as instructed but failed to observe
1ts position, thus setting 1t for the siding without real-
izing that he had done so. In either event, Section Fore-
man Fine was responsible for seeing that the switch wvas
properly closed and locked, and accorcing to his own state-
ments he did not knor definitely whether this was aone.

The position of the switch points can be seen from
an approachinz eastbound train for a distance of about 250
feet, while the low switch target used at that point cannot
be seen quite so far awav. Brakeman Pouwell's statements were
to the effect that he uid not see the nosition of the switch
soi1nts until they were only 60 feet aistant and did not
as:.1ly the air brakes until within 8 or 10 fect of the switch
points, 1t 1s not believed the sectionmen entirely obstruc-
ted the view of the switch points anc s.atch target as the
train approached the switch, and had Brakeman Iowell been
raintainin: a , roper look-out he shold have discovered the
osen swmitch in time to make an emerzency application of the
21T brakes and bring the train to a stop before the accident
occurred

All of tHe employees involved were experienced men,
with zood records, at the time of the accident they had been

on duty less than 7 hours, after off-duty periods of more

than 10 hours.



