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April 11, 1940.

To the Commissionz

On February 12, 1940, there was a collision between a
Passenger train and two freight cars on the Norfolk Southern
Railroad at Tidewater Junction, Va., which resulted in the injury
of 14 passengers, 1 employee orn duty, and 3 employees off dutye

Locution and iethod of Operation

This accident occurred orn that part of the Virginia Beach
Divigsion designated as the South Route which extends between
Cavalicr and South Junction, horfolk, Va., a dicstance of 17.8
milese In the immedizte vicinity of the point of accident this
is a double-tracs line over which trains asre operatcd by time-
table and train orders; there 1s no block system in uses The
tracks cxtend generally east and west by compass directiorns, but
time-table directions are north and south; the latter dircctions
are usad In thig report.

Approaching from the south the track 1€ tangent 4,224 feet
to the point of accident and 370 feet beyonds. The grade is prac-—
tically level. A double-track line of the Virginian Railway
crocsses the line of the Norfolk Southern Railroad at Tidewater
Junction; movements over the crossing are controlled by inter-
lockinge. The interlocking is operated from a tower which 1s
located in the northeast corncr of the intersection and 38 feetl
north of the Virginian Railway tracks. On the MNorfolk Southern
Railrocad the south end of the double track ls 153.3 feet north
of the crogsings A yard-limit board ig located 32Z2.1 feet north
of the crossing. A siding, 1,012 feet in length, parallels the
northward main track on the east and i1its south switch i1s 54.8
feet north of the crossing. A track Jjoining the north end of the
siding, extending northward and paralleling the northward main
track is known as the apur track; the accident occurred at a point
47.3 feet north of the south end of this track. A facing-point
crogs—over for northward movements connects the northward main
track and the spur track; the main-track switch and the spur-track
switch are locsted 882:5 and 1,067.5 feet, respectively, north of
the crossinge A ecrogs-over, which is trailing for movements with
the current of traffic, connescts the northward and southward main
tr..cksy its north switch is 70.9 feet south of the spur~track
crosg-over switche A connectlon track between the Virginian Rail-
way and the Norfolk Southern Railroad extends scross the northwest
corner; this track is connected to the southward main track at
a point 557.7 feet north of the crossing and 49.6 feet south of
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the south switch of the cross-over connecting the two main tracks.
The crogs—-over sultches to the spur track are hand operated, and
all other switches mentioned zre interlocked and operated from
Tidewater Junction tower.

At the south end of the cross~over to the spur track there
15 a standard New Century switch stand of the low-stand type; it
1s located 49-1/2 inches east of the east rail of the northward
main tecck and is equipped with ftwo banners, the centers of vhich
are 14 incheg above the top of the ties. The day aspects of
these banners are vhite for movement on the mein track and red for
entry %o the spur tracke. At the time of the accldent there was
no switch lamp for night aspects.

Yard crews of the Norfolk & Portsmouth 3c¢lt Line Raillroad,
hereinafter referred to asg the Belt Line, use the above-mentioned
tracks to make deliveries to the Norfolk Southern Railroad.

At the time of the accident one box car and one hopper car,
coupled, were on the spur track; the south end of the south car
was 47.3 feet north of the north switch of the cross~over to the
spur track; fifteen frelght cars were on the siding south of the
spur-track cross—over.

Rules 104, 104 (c), and 088 of the operating rules read in
whole or in part as follows:

104. BSwitches must be left in proper position
after having been usede
Conductors are responsible for the pogi-
tion of switches ussd by them and their Train-
men, * ¥

se 36 sk

104(c). When a main track switch is opened,the
employee oOPening same will remain in charge thereof
until it is closed, ¥ #

After using a switch it must be seen that
the switch point is closed against stock rail and
that the target shows proper indication. ¥ * #

The person who locks o switch must grasp
chain and pull the lock to gee that i1t 1s seccurely

fastened.
sk S

ok W
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Engineman will be held equally responsible
for enforcement of all rules in rcgard to the proper
handling of switchese

4

688 (Enginemans) They are required to obgerve the
position of all gswitches and know that such switches
are right before passing over then.

Time-tablec genersl instructions pertaining to yard limits
provide as follows:

All trains chall approach yard limits with trains
under full control and run carefully through the yarde.
The rcesponsibility for accidents at such points will
rest with approaching trains.

+ The maximum authorized speed for passenger trains is 50
miles per hour, and an additional restriction requires all trains
to reduce speed to 15 miles per hour over the Virginian Railway
crossinge.

-
The wealher was clear and day was breaking at the time of
Ti.e accident, which occurred about 635 a.m.

Degcription

No. 50, a north-bound passenger train, with Conductor Swann
and Motorman Parsons in churge, consisted of rail-bus 103. This
train departed from Cavalisr, 17.2 miles south of Tidewater Junc-
tion, at 6 ae. m., according to the train shect, on time, passed
Tidewater Junction at 6:35 a. m., on time, entered the spur-track
cross-over switclh, proceeded through the cross-over, and, while
moving at a speed estimated at 20 miles per hour, struck two
freight cars standing on the spur tracke.

None of the eguipment was dersailed. The impact drove the
two freight cars northvard a distance of 59.7 feet, and the rall-
bus rcbounded 8 feet from the point of collisions The front
end of the rail-bus was badly damaged; the headlight and windows
were broken, the front frame was bent, the front panels were torn
and the front end-sill was crushed inward a distance of 2-1/2 .
fcete The roof was torn looge at the front end of tlie car.

The employee on duty who was injured was the conductore
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Summery of Evidence

Motorman Parscns, of No. 50, stated that he tested the alr
brake at Cavalier gnd it functioned properly en routes The
sanders functioned properly. He said that the rail-bus wes
equipped with tvo headlights; o large heaalight which projected
a beam about 800 fset ahead was mounted on the roof at the centerx
of the front snd of the car, and a smzll headlight which pro-
Jected a broad beam that illumirated the track airectly in fron?t
of the car was mounted in the center of the front end of the car
bencath the windows. Wiien approaching Tidewater Junction a pro-
ceed indication was displayed for the routee 3Bccause of a speed
restriction at that point the rail-bus passed over the Virginian
Railway crossing at a speed of 15 miles per hours He assumed
that the way was clcer through the yard and increased speed to
between 27 and 30 miles pcr hours Soon afterward he saw by the
beam of the headlight that the switch point of the crogss-over
svitch north of the crossing was partly open. He applied the
air brake in emergency and opened the sanders; his train entered
the open switch, proceededa tnrough the cross—over and struck tne
first car on the spur tracke. Ee thought the speed was about 20
miles per hour vhken the impact occurrede Full braking effect was
not obtained because of a slippery rall condition. About 10 min-
utas after the accident he examined tl.e mein-track crogs—-over
swWwitch and saw that it was lined and lockesd for the cross—over,
and that previously 1t had been run through. There was an aper-
ture of gbout 2 inches between the east switch voint and the
stock rail; the bridle rod was sprung. He did not see the switch
targets. He said that if the switch stand had been equipped with
a lamp he probably would not have seen it, because it 1s diffi-
cult to sec a cwitch light at daybreak. It was dlfficult to see
the low switch target because 15 freight cars stood on the siding
south of the gpur track and beczuse interlocking apparatus was in
line with the hand-opergced switch. He understood that he was re-
quired t©to run cerefully through the yard in compliance with time~
table general instructions and that responsibility for an acci-
dent rested with the approachning train iir 1t collided with another
train on the main track. He did not think that the time-table
Instructions or ths provisions of rule 683 required him to oper-
ate through yard linits at such gpeed as to bz able to oObgerve
thie position of all switclies before passing tanem. In ordcr to
maintaln schedule %time he gssumes thet all switches are lined
and locked for the mailn track and, even in foggy weather, oper—
ates his train accordingly except at danger points; he did not
consider any main track switch a danger point. Motormen agre
subject to the same rules wnich apply to enginemen. He was last
examined on the operating rules asnd time-table instructions about
7 Oor 8 years ago. The accident occurred at 8:35 as» m., at which
time the weather was clears



Conductor Swann, of No. 50, stated that approaching the
point of gccident the speed of his train vas about 20 miles per
hour vhen the zir brske vecame applied in emergencye .

liotorman Gettel, of No. 51, gstated that his train was oper-
ated against the current of treffic over the northwerd main
tr:.ck from Norfolk to Tidewatcr Junction. He passed Tidevater
Junction at 8:11 a. m., at vhich time it was dark. His train
Passed over the main-track cross—-over switch involved in a trall-
ing movement at a spbeed of avout 12 miles per hour; he did not
knov that his car had damaged the switche. Although the heagd-
li.ht was burning he di1d not see the position of the switch
target. If the switch stand had been egulpped with a lamp he
could have seen a red aspect in time to stop vefore recching the
svitche It vias his understanding that rule 688 and the tlme-
table general instructions reqguired him to observe that all
facing-point switches were in proper position before passing over
tnem; however, he sai1d that when darkness or fog restricted
vigibility to a short distance only he did not reduce speed for
svyitches. If speed were reduced for 211 suitches it would be
impossible to maintain schedule running time.

Engineman Crawford, of Belt Line engine 41 which arrived at
Tideweter Junction at 2:45 a. m., stated that two freight cars
consigned to the Norfolk Southern Rgilroad were pushed ahead of
the engine through the connection track. He stopped the engine
and the tvo cars on the northward main track Jjust south of the
main-track cross—over switchoe As the two cars could not be
placed on the sidin,;, becsuse 1t was alresady blocked with cars,
end as he was aware that the front brakemsn, who had only recent-
ly entered the service, requircd assistance at times he sent the
fireman ahead to instruct the braseman that the cars would be
Placed on the spur track and that he should close and lock the
main-track sultch after the engine backed out. Thc cersg wvere
pushed through the cross-over and left on the spur track and the
ent ine backed through *the cross—over, over the switch involved,
end stopped on the cross—-over between the northward and southward
main tracks. The enzinenan s&id that he and the Tireman then
adjusted the grease plug on the right meir-pin, which had become
hot. About 2 minutes alter the cars had been placed on the spur
tr-ck he saw the breckenman at the engine. All three men boarded
thie engine and it was backed through the connection. He did
not know whether the switeh was left open or cloged. The hot ’
mein-pin distracted his sttention and he did not observe the
actions of the brakeman nor see the position of the main-track
switch of the cross-over to the spur track. He said that
possibly the brakeman locked the switch open before the engine
shoved the two cars through the cross-over to the spur track, but
he did not think that such was thc case as the fireman had told
the brakeman vhat to do. When his engine backed out of the spur-
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track crosgs-over the recr headlisht was burning out the front
headlight was not burning, consequently he was unzble to distin-
gulsh the position of the switch tarccts He said that if the
switceh stand had Leen equipped vith a lawp he misht heve scen its
position. After the accidznt the brakeman %told him that he had
closerd and locited the switche The cnginensn denied having told
the Tovermnn ihat the brakeman Lad saild he ald not know whether
he had locked the swltch. He hed performed gwitching service on
the Norfolk Southern Ruilroad for several years and knew the nor—
mal position of the suitch involved. Although he possessed a
copy of the Norfolk Southern book of rules hie had never becn
examined on the opersting rules of that line. It was his under-
stending that thc rulec of any raillroad upon which he was oper-
eting applied while such service vas being performeds

Fireman Revell, of Belt Line engine 41, stoted that at Tide~
weler Junctlon the engineman instructed him to tell the brakeman
to set out tvo cars on the spur tracg, and when the engine backed
out to line and to lock the switch for the msin tracke The fire-
men sszld this precaution wans taken bzcauce the bdrakeman had only
recently been sunloyed. Alter telling the brakemen what to do
and pointing out the switch to be opened, he rcturned to tne
englne. After the cars wcre set out, the engine backed over the
switch and stopped on the next crogs—-over southward. About 2 or
S minutes later, ss he was lielping to szdjust the mein-pin grease
plug, he saw the Lrakenan come ~round the front of the engine.

He did not gee the brakeman handle the svitch involved.

Front Brakemen Vincent, of Belt Line eng/ine 41, stated that
his conductor instructed him to set out two cars on the Norfolk
Southcrn track at Tidewater Junction. The conducuvor and the flag-
man remained with the portion of the train left stending on the
Virginian m.ilwey. When the tvo cars were veing pushed ahead of
the engine through the connection track, ne rode on the forward
co.r snd, when a 3top was wde at the spur-track cross—over, the
fireuwon came forwoerd with instructions from the engineman to place
the cers on the spur track; then the lireman rsturned Lo the
en: incs He saild that the fireman did not point out vhich switch
to use nor say anything about lining the svitch for the main track
and locking it after the eunglne backed oute The brakeman saild
that he unlocked the sivitch, lined and latcned it for the cross-—
over, placed the lock on the hzad-block by the latch, and gave a
proceed signale. The north c¢ross—over sulitch was already lined for
the spur track and the cars were pushed through the croegs-over and
Plzaceu on the spur track. When the engine backed through the
crossg—over, he bosrded the front end of the engine and alighted
at the switch involvede He then lined the svitch for the main
track, locked 1%, and pulled on the chain to determine that the
lock vas fastened. He 4id not exgmine the switch points. Then
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he proceeded to the point where the encine had stopped. The
engine backed through the connection, picked up tne cars left
standing on the Virginizn Railway, and proceeded. He said that
thilis was the 1irst time he had set out cars unassisted on the
spur tracks He felt certain that Ye did not lock the switch
open for the crosg~over, nor daid he throw the north crosa-—over
switch and mistakXe it for the mrain-track swilich. After the
accident he told nis engineman that he nad lirned and locked the
switch involveds He served asg a student brakecman about O weeks
and then was employed as. brakcman »y the Belt Line Deceunber 2,
193¢; he had worked as a brakemgn a total of about 15 dayse.
Copies of the book of rules and timetable of the Norfolk South-
ern Railroad were not furnished him, nor was he excomined on the
rulese He wag not conversant witih the rules ond speclal instruc-
tions of the Belt Line, the Virginian Railway, or She Norfolk
Southern Rallroad.

Conductor gchultz, of B=l% Line engine 11, stated that when
the two cars were being placed at Tiaewabtcr Junction he remained
at his caboose, which wus on the main track of the Virginian
Rallway, end did not kno's vhat transpired at the switch involved.
He was certain that the front brakeman was competent to perform
the duty of setting out cars, <specially under the supervision
of the enginenane. The {lagmun was affording protection to the
rcar portion of the traine. His train stopped at Tidewater
Junction a2t 2:45 a. me and devarted st 3:10 a. me He did not
POsscss a copy of the Norrolk Southern bhook of rules and had not
becn instructed on theme

Flagmezn IcCotter, of Belt Line engine 41, saded notning
of importance.

Operctor-Leverman Leigh stated that day vas breaking at
6135 g+ me, whcn Noe 50 passed Ticdewater Junctiorns After the !
accldent occurred he proceeded to the scene and cobserved that
the mein -vracl switch involved wes lined and locked for the
cross-u., 73 1ts points were sprung and they ztonod about 3/4~inch
open; =~ 1rently 1t had been run througch previously by No. 51,
whicly L.ced at 6:11 a« me The last train to use the switch
wa3 Dl Line engince 41, vhich arrived at 2:47 a. m., February
12, wnd set out two cars. He said that Jduring the alterncon
of the day of the accident the engineman of Belt Line’ engine 41
told him that nls brakeman did not remember vhether he locked
the switch, and that nothing was caid about the position of the
switcha !

Dispatcher Grilffin stated that about 2:52 2. me TwO cars ‘
were set out on the spur track by Belt Line engine 41. The ?
next train to uge the Norrlolk Southern tracks was No. 81, a2 ‘
south-bound passenger train, which moved over the northward
track against the current of traffic snd passed Tidcwater
Junction at 6:11 a. m. )
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Section Foreurn Grsen stated that tle suitceh points were
not damaged but it was .eceszary 1o renew both switch rodss

General Superirntenaent Wickersham sisted that time-table
general instructions pertaining to operation within yard limits
ordinarily did not spply t9 pacsenger tiains, but were spplicable
in Iinstances when other traing were occupying the main track
within yard 1imitse He said that rule 688, which requires
enginemen to obsgserve the position of all switches and to know
that guch switches zre in proper position before passing over
Them, was not intended to oo g0 restrictive ac to be impracti-
cable. The regulrcment of rule 838, as applied to first-class
trains, is thot enginemen snall waintain reasorable and ordinary
alertness. Since conslderabie fog is encounsered in the vicinity
of Tidewater Junction, a strict and literal application of this
rule would preclude the possibility of schedules belng main-
tained. No attempt i: made to place absolute responsibility on
enginemen to know the position of =1l switches cver which they
may have to operate st Ligh steed in all kinds of weather;
enployees are nov uiscinlined in instancces vierein prop. - zslert-
nesg and care have been showne Belt Line creous anke deliveries
at Tidewater Junction uncer full protection of the interlocking
cxcebt at the nanually operaveld main-track crouc—over switceh
involvad. The only trucks of this division of the Norfolk
Southern which are used by Belt Line creve are at this inter-
chenge pointe In view of the ract that che Belt Line opsrations
are confined exclusively to yurd movements wider yaird ruies, it
is congidered that ample protecction is aflfordea without conduct-
ing periodic rulzs cxaminationse. Most of tac train movements
on this division are made during daylight hourse In the Norfolk
area svitch lamps have 10t been used for rany yearse. Experience
has demonstrated tnet it is difficult to maintein svitch lamps,
because of acts of vandalismh. It hos not developed that oper—
ation 1s less safe since the uiscontinuarce ol g:itch laupse In
thic instance there vas no inalcation ot tamperinge. The switch
lock was not damuged and was continued in Usee

The date suomitted by the railrosd disclose that the light-
weight rail motor-car, acsignated as a reil-bus, is designed for
single-unit operntion, snd weichs 41,400 poundse It 15 cdivided
into a baggage compartment and two passenger compartments having
a total seacing capecitvy of L3 pagcenzerss It is 56 feet 7
inches in length and 9 feet in width. The unaerframe is of steel
construction, welded and riveted tecgethere. The car is powered
with a Hall-Scott model 180 horizontal motor mounted beneath the
floor, and supported by tvo speclul Cor-Ten sbteel cross—beamses
The body frame is of ¢l conctruction exceptu the side sheathing,

'WJT
at -
oL
the skirts and the letter panels which ere of aluminum. The car
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1s equipped with Westinghouse SME type air brakce The brake valve
is hand opersted, self laoping, and is arrunged vith both hand and
foot-operated salely controls The car was built in June, 19306

Observations of the Commission's Inspectors ’

The Commission's inspectors examined the switch and found
that the switch points and switch stand were undamaged; two switch
rods had been reneweds The switch lock was undamagede. Inspec—
tion of the rail-bus Jdisclosed that there were slid—=flat : pots
about 1 inch in length on all wheels of the front trucke.

Discussion

According to the evidcnce, Nos 50 entered the cross—over and
c0llided with o car on the spur track. Soon after the aceident
the northward main-track switch of the cross~-over to the spur
track was found lined and lockcd for cntry to the spur tracke. The
switch lock was undamsged; this fzact indicated that tampering was
not involved. The main-track awitch points had been sprung; this
condition indicated that a train moving against the current of
trafific on the northwurd main track had run through the switch
gome time before the accident occurred.s The last crew which used
this suitch was that of Beclt Linc engine 41, which pesged through
the cross—over both forward and beckusrd about 3 hours 30 minutes
before the accident occurrcd. Between the time the Belt Line
engine used the crosg—over and the time of the accident, No. 251,
which pasgsed 24 minutes before No. 50, was the only train that
moved on the northward track; therefore, it appears conclusive
that the switch involved wags left locked for entry to the spur
track after being used by enginec 41, and that No. 51 subsequently
tralled through it.

The front brakeman of the Belt Line engine was the only menber
of the crew who operated tl.c switch involved. The conductor and
the flagman remained 2t the rear of their train, which was on the
Virginian Railway. The enginenan and the firemsn did not obgerve
the position of this gwitch; the front brakeman felt certain that
he lined and locked this svitch for the main track after ris cngine
boczed from the spur track. After having cpent about 3 weeks on
student trips, the brakeman had worked only about 15 days prior to
the accident. It is pogsible cthat the inexperienced brakeman be-
came confused concerning the position of this particular switch gs
his cnginc passed through five switches, one of which being theé
svitch involved, within a distance of 510 feets
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The rules required all trains to approach yard limits under
control and enginenen were required to obscrve the position of
2ll switches anc to know that they were properly lined belore
using then. However, the gencral superintendent said that it
would be impossitle to maintain schedules i1f thiese requirements
were enforced literally. If it were disclosed that reasonable
and ordinary alertness had been maintained by enginenmen, there
vas no attempt to plece responsibility when an accident occurred
at a switch within yerd limits. The engineman of No. 50 seid
that he operated his train according to the rules as interpreted
by the general superintendent, also, that if there had been a
switch lamp provided at the switch involved it probably would not
have been of any benefit because of its location and because it
ls difficult to see night signals at daybreake.

The rules of the Norfolk Southern nhold the conductor and
the engineman responsible for the position of ssitches used by
them. The engineman of the Belt Line had 2 copy of the Norfolk
Southern book of operating rules but he nhad never been examined
on the rules of this railroad; however, nhe knew the normal posi-
tion of the swuitch involvedes

Conclusion

This accident was caused by an improperly lined switche

Respectfully submitted,
S. N. MILLS,

Director.



