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IN RE INVESTIGATION OF AN ACCIDENT WHICH OCCURRED ON THE
CHESAPEAKE & OHIO RAILROAD AT XN CABIN,
NEAR PRINCE, W.VA., APRIL 26, 1919.

June 12, 1919.

On April 26, 1919, there was a derallment of a dead-
nead equipment train on the Chesapeake & Onio Rellroad at XN
Cabin, near Prince, W. Va., which resulted in tne deatn of
two employees. After investigation of thls accident the
Cnief of the Bureau of Safety submlits the following report.

The accident occurred on thne Hinton Division, which is
a double-track line witn tne exception of two snort single-
track sections tnrougn tunnels, one of tnese sections being
between XN Cabin and Prince, a distance of .9 mile, Trains
are handled by time table and train orders supplemented Dby
an automatic block signal system, tne normal indication of
wnicn is stop. Tane color indications are red, green and
wnite. Operation over tne sectlion of single treck tnrougn
the tunnel is governed by tne electric traln staff system.
Tne proper sequence of movements in operating tne staff
mecnanism is as follows: Wnen tne indicator announces tne
approach of an east-bound train, the operator at XN Cabin
asks the operator at Prince for the block. If tne block 1s
clear, the opcrator at Prince pusnes a button wnicn releases
the staff in the machine at XN Cabin. Tzis staff is then
removed by tne operator and placed in tae staff and lever
lock box in front of the lever operating macnine, thus
unlocking tine operating levers. The onerator then reverscs
the levers, setting the switches and derail for an eastbound
movement, tne normal position being westbound. The staff is
then taken out of the lever locking macnine, placed in a
nolder and thc holder placed in tihe staff crane on the oppoeite
side of thne track. Thne operator thnen returns to the cabin and
pulls the lever for thc home and distant slgnals. As tne
traln passcs tne staff crane, tne englneman catcnes the staff
and carries it to the other end of the block at Prince and
throws 1t off to the operator wno places it in the starlf
macnine at that point, thus completing tne movement of tne
train,

The derallment occurred ot a derail at the end of double
track at XN Cabin. Avproacning tnls point from tne west thnere
are several curves to the rignt and left followed by 405 feet
of tangent, a curve to the rignt of 2 degrecs and 22 minutes
about 700 fcet in length, anotiher curve to the rignt of 37
minutes ncarly 1400 feet in length, and a curve to the rignt
of 3 degreece 7 minutes about 625 feet in length, near tne
middle of wnich the accident occurred. The grade i1s about
one-half of one percent ascending. Approaching the cnd of tne
double track from the west, thc dlstant signal is encountered
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at a distance of 2889 feet from the end of double track, then
come tne home signal and the dwarf signal, 424 feet from the
end of double track, wlth the derall 62 feet beyond the nome
signal. XN Cgbin 1s on tne left side of tne rignt of way 62
feet beyond the end of thne double track. Directly opposite
the cabin on the right side of the track is the staff crane
from wnicn the enginemen of eastbound trains obtain the train
staffs, wnile on the left side is a staff nolder pit into
wnlcn the staff holders are tnrown from trains going in tne
opposite direction. Tuls pit is illuminated at nignt by a
large wnite light with a reflector, which, at the time of

tne accident, faced castbound trains. The weather was cloudy.

Extra 155 consisted of 12 tourist sleeping cars nauled
by engine 156, and was in cherge of Conductor Suith and
Engineman Reynolas and wes en route from Huntington, W. Va.,
to Nawport Nows, Ve, It left Huntington at 1.40 a.m., passed
CS Cebin, the last open tclegrapn office, at 5.31 a. m., and
at about 9.43 a.m. ran off tne dcrail a2t the end of the double
track at XN Cebin, 8.7 miles from CS Cabin, wnile travelling
at a speed estlmated to nave been about 20 miles en nour.

Tne engine and tender wcnt down the 45-Toot embankment
on tne rignt side of tne track and were badly damaged. Tae
first car also went down the embankment and was considecrably
damaged. Tne forward trucks of the second car were dereiled,
but tne car was only very sligntly damaged.

Operator Scmpson, on duty at XN C-bin at the time of

tne accident, strted tnat after extra 156 wns reported to
nim from CS Csbln ne tried to ask the dispatcner about letting
tne train tﬂrougn tne tunnel anead of a westbound extra, but
the dispatcner was busy, and wnen he noticed extra 156
epproaching, ne made an effort to let it go without stopping
1t, unlocking tne swltches and tnen taking tne staff across
tne track to the crane witnout setting the switcnes. H: saw
tnat by this time tne train wns close to the home signal and
nurried up the stairs of the cabin in order to linec up the
switcnes and set the signals to govern the movement, but by
tnle time the train was on the detector bar and he was unable
to tarow the switches. He sald ne had never been instructed
in tne operation of the signale, but nhad nandled them in this
menner about one-fourtn of tne tlme afterwards saying that
ne only did this wnen ne wanted to smve time. Operator

empson did not know anytning about thc signal lamps, but the é
dispatener at Hinton sald thc engineman of train N-. 4 told
nim tne lights were out on the nome and dwarf signals, and ne
in turn told Cznductor S:ith and the section foreman. They
then went out and later on the conductor came in and said the

ome signal was burning, but that the light on the dwarf sig-

al was out. Ho also stoted that tne last ne neard of engine
156 1t was working stecam. He did not nesr the engineman sound



tne wnistle.

Cznductor Snith stated tn~t Engineman Ruynolds seemed
to be in good physical condition before leaving Huntington,
and nondled the train well except at  Gruley, which is at the
end of double track prior to running over a single-track
section tnrougn the tunnel between Gruley and Cotton Hill,
30 miles from XN Cabin. At that point the engineman gpplied
the emergency brakes, but called in the flagman before he
could ascertain the reason for the stop, and he was unable
to say wnat the trouble ned been unless the emergency appli-
cation was necessary in order to avoid passing the signals,
as o westbound pagsenger train was passing frem single to
double track at the time. As the train approscned the dis-
tant signal at XN Crbin the whistle was sounded and ne felt
the brakes being opplied, the spced being reduced from 30
miles an nour to about 18 or 20 miles an hour, wnicn was its
speed at tne time of derallment. Heg did not ncar tne whistle
sounded a second time. He &id neot observe the signals until
about an hour after thne accident, wnen the operetor asked
nim if the nome signal lamp was burning. Hz then went %o
tne signal pcle in comvany with tnc section foreman, but
frem the grcund could not tell wnetner or not the lamp was
burning. At about 8.30 o.m. thnc lamp was taken from the
pole by the track walker ond ne tnen saw that it was burning.
Tie lamp at the derail was out. Ccnductor Smith thought the
accident was due tc the absence of the dereil signal and the
brignt lignt at the sand box, coupled with the engine being
close cnougn to enable thne engineman tn see the operator
place the staff in the crane, leading him to believe that
the operator would clear the signal as soon as ne returned
tc the tower, but on account of tne operator naving failed
to nandle tne staff mechenism vreperly, the switches were
still against the epproaching troln, resulting in the engine
going tarougn the derail without the cperator having an
opportunity of throwing the swltchcs.

Hoad Brakeman Brigntwell, whc was riding in about the
middle of the train, estimated the speed tc nave been about
40 miles an ncur. He did not know wnetner or not the speed
was reduced approaciing tne nome signel at XN Cabin, but
thougnt thne train was drifting. Previously ne nad neard tae
wnistle sounded west of the distent signal. He did not
obscrve any of the signal indications or lignhts until about
40 minutes after tne occurrencc of the accident, and did not
know wnether or not they were burning.

Flagman Clerk, who was riding in the same car with
Brekemaon Brigntwell, estimeted the speed to nave becn about
35 or 40 miles an nour, and gaid that he thought 1t was
reduced to 15 or 20 miles an hour ot the time of derallment.
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not nctice tne condition of tne signals.

R. B. Gwinn, a clerk cmployed by the rallrcad at
Quinnimont, the next stetion beyond Prince, was on his way _
to work wnen cextra 156 passec nin, tl""VCJ_J.ug at a spced of Y
40 or 45 nmiles an nour. Hc followed the train on anls track '
velocipede and neard the engineman sound one long blast on
the wnistle wnen apparently about 30 car lengtins frem tiae
distant signal, followed snortly after by two short blasts.
O.. eccount of the fact theat nc nes tc obtain a steff at XN
Cebin in order to go tarougn the tunnel, he was observing
the signale closely and stated that the dietant signal was
in the normal or crution positicn with no lignt con it, wnile
tne nomc signal waes red but burning very dimly. Hc did not
notice tne llgnt on tne derail.

M-ster Mcchanic Robertson steted tnat on examining engine
156 ne found the throttle to be open and the reverce lever
near tne center of the quadrant. The brake valve was broken,
8¢ that nothing could be told as to 1ts pesiticen previcus to
tne derailment. Taere was no indlcaticn of any condition of
tne engine whnicn could nave taken the attention of the engine-

nan away fron nis observance of tne signals.

—1

On August 31, 1916, the tower at Prince was destroyed
by fire, and Qince tnmt tine the swltcnes and signals at
tnhat point have been operated by nand. Fron Septenber 5,
1916, to January 10, 1917, train nmovenents tarougn tnis tun-
nel were nandled by train ordcers, operation by tne staff
systenm being resumed at tne later date. n account of tne
switches at Princec still being operated by nand, tne distant
signal governing castbound novements at XN Cgbin was nain-
talned in an inoperative conditilon, displeying trne normal or
caution indication, the idea belng thet in tnls nmanner all
troins would be sure tc ajproaca XN Cabin under full control.
Tae lanp in tais signal wes not burning et tne time of tzae
accident and tnere is a questi-n as to the condition of tnc
lamps at the nome and dwarf gignale ot XN Cebin. Taere was
a lignt in tne tﬂwer, on the second flecor, wnicn could be
seen by eastbound trains, and a question also arises as to
wnether or not thne combination of the walte lights 1n tne
tower and on tne ground at tae steff nolder pit was not
nistaken by Eavlnen an Reynnldg for clecar signal indicaticne
ot the nome and dwerf signals, nis error being cue to tne =
fact that these signal lemps eitner were extinguleshed or .
burning dimly.

Engineman Edwards, of eastbound extra 458, whica passed
XN Cabin at 3.30 a.m., steted that ne attacned a nessage to
the staff nolder, repcrting the none and distant signeal lanps
at XN Cabin as being extinguished, leaving tnls message ot



Prince. Tze operator at that point, however, did nct receive
it. Engineman Hamilton, of eastbound passenger train No. 4,
due to pass XN Cabin at 5.10 a.m., also strted that tne lampe
on tne nome and distant signals were extlinguisned, wnile
Fireman Withrow of thne same train steted thnat tne dwarf signal
was burning, but that he did not see thec nome signal. In all,
stetements in regard to the moatter were obtalned fron scven
enginemen and five firemen. Nine seld tihe nome signal was
out, wnile the cngine crew of one train sald it wos burning
very dimly. With regerd tc tne dwerf signal, some gaild it
was burning brigntly, otners merely said 1t was burning wnile
twe said 1t was out. Some also sald tne dlstant signal was
burning.

Colored Trackwalker Jackson stated tnct ne put tne signal
lamp on tne nome slgnal at about 4 p.m. on the aftecrnoon
preceding tnc accident, and thet 1t wes burning wincen ne took
1t down at 8.20 a.m., shortly after the accldent. Section
Fcreman Furry, as well as Conductor S.ita, confirmed the
trackwalker'e strtoment about the lamp burning wnen it was
taken from tne pole after tne accident. The section foreman
also sald tnat tne dwarf signal at tne derall nad becn struck
and bent by some part cof the derailed train and was not burning
at thne time he examined it. Be¢tn the section foreman and the
trackwalker sald that there nad been no lamp cn tne distant
slgnal since last foll, the scction foreman having ordered
tne trockwalker to toke it down, inasmucn as tne esignal was
not in use. Taey also steted that no lamp nad been furnisaned
by Signal Maintainer Crowder witnin two preceding weeks and
that there nad not been any lamp in the distent signal within
that time.

Division Enginecr King sald ne knew tne distant signal
was inopsrative but did not know the signal lignt was not
burning, and there woae nothing in the rcport of tne signal
supervisor of Marcn 5, 1919, to snow tnat tne lignt was not
burning at the time ne madc his inspection. Signal Supervisor
Peterson sald the distant signal was inoperative and tact ne
nad discusscd the matter witn former Division Enginecr Wolters
and was advised by aim to keeco it in thet condition as long
as tne swltcnes at Prince werc nsnd-tinrown. He said taat
Signal Maintainer Crowder nad spoken to nlm about the section
foreman wanting to remcve the lamp con account of tnc eignal
being inoperative, and he told tne maintalner tnat the lamp
wes not to be removed under ony condition. His repcrt of
Morcn 5 covering the inepection of the signals d4id not indi-
cate tae absence of a lamp ot the distant signel, and ne said
ne felt the section foreman must nave been incorrect in nis
statement abocut having removed 1t, saylng thet ne was posltive
ne nad secen the lamn at Prince since that time.



Signal Maintainer Crowder said that the nceme signal lamp
was burning wnen nc reascned tne scene of the acclcdent .at
about 8.30 a.m. He did not noticec the lamp at trne dwarfl
signal and s»id that therc was no lamp on tne dietent signal.
He claimed to nave furnisned a lamp for thne distant signal
snd to nave hung it on the signal pole a few days prior to
the date of the accident. Hc also said thoat ne nad seen 1t
burning as recently as April 22 as well as on two otner
occasions wnen he nad nad work to do at XN Czbin.

Tixc cvidence indicetes that an undesirable condition
exlsted at XN Cebin with regard to the arrangement of tne
various lignts whereby an englnemon not asbsolutely familiar
with the territory might mistake tine combination of tmc light
in the tower and tiue lignt at the staff nolder pit for clcar
signal indicetions at thc noms and dworf signole, respect-
ively, particularly in view of tane fact tnat the lamps on
these two signals were burning very dimly. Tae home signal
was also so located that 1t cculd not be seen at nignt by
an approacning engineman until within a few nundred fect of
it, wnile the two white lights in tne tower and at tae staff
nolder pit could be seen from o point west of The distant
signal. This condition wne & plein violation of general
rule Nu. 320 relating to block signaling, wnicn rulc re»ds
as followvs:

"Lignts in Dblock strtions snall be so placed
tnat they can not be seen from opproaching traine.'

n engineman not running regularly over tnis psrt of the road
mignt readily overlook thne fact thet the nome signal cculd
not be seen until cloese to 1it, thus frcllitating nie error
in mietaking tnc twe wanite lignte for signcl 1ndicotlone.
Engineman Reynolds n~d been over tnls part ol thne rort on
only two occasizsns since February 28. Oa tnat date. ne was
tne ongineman on train No. 42, due to nass XN Cabin at 9.12
p.m., wnile on the other occasion, Mercn 14, ne was on tae
secoend of twe engines runnins lignt., It was also noted tnat
between September 1, 1918, and Fsbruary 25, 1919, ne ned
been over tinie division but ten times. Waille 1t 1s not
believed that tne absencc of 2o signal lamm on the ‘distant
slgnal nead any direct beariny on the cause of the accldent,
1t is not good practice to mermit the existence of a condi-
ticn of this kind, and 1t indicotcs lack of a progE r scnse
of responsibility on the part of thoee charged witn tne main-
tenancc and supervision of thcee signals. Witn rezard to tae
inopercotive ccondition of the distant signal, tne officirls
stated thet it was left in this condition in order to make
sure that trains spproacned tne end of double trrclk under
control. Witn proper instruction and suvervision on tne part
of thcse cfficials wnosc duty it is to ottend to such matters,

——
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tnls arrangement would be entirely unnecessary.

It 1g believed that tinis accident was due to Encineman
Reynolds being misled by the arrangement of the lignts at XN
Cabin being such as to make him tnink that ne nad clear
signal indications wnen as a matter of fact thne signals were
in the stop position and thne derall open. Tids condition
undcubtedly was brougiat about by the fact thot the lamps on
tne neme and dwarf slgnels were burning dimly, by their being
sc turned tnet thelr correct indicetion could nct be seen
untlil tne engineman was witnin a short dietance of them, and
by thne two wnites lights burning brightly. Toat the officlals
of the company realized thie dangerous condition ie evident
by the cnonges made by them within a few hours after the
occurrence of tne accident. T:rese conslstcd of putting in a
new norie signal lamp end turning the nome signal pole so that
tne signal could be seen from thne distant signal; covering
the windew in tne cabin so tnet the wnite lignt could net Dbe
seen from cecagtbound treins; moving fartner away from the track
the wnite lignt at the staff ncléer pit and placing a shield
on tnis light eo that it could not be scen from eastbound
trains, and placing tae dietant signal in operation.

Oocerator Sampson c~ntributed t~ tne accident by the
nanner in wnicn ne aandled the staff mechnnism. Hed ne oper-
ated tnls mechanisen preverly, ne would have tiarown the switches
before placing the staff in the crane. Thie would not nave
prevented extra 156 Irom paceint the sirnele, but it weould
nave passed ontc the single track without beinz derailed and
would nave reduced tne net result to o case of running signals.

Ercineman Reynolds was enpleyed as o fircman in 1903 and
pronoted to engineman in 1906. Hc wes dismissed in September,
1910, for running toc fast after receiving a coution card and
not xeeping a proper leokout, being reinstoted in M-rch, 1911.
He nad been on duty about 4 nours after a period off duty cf
cver 3 days. Onerator Srrneon n-d been enployed as a towernan
since 1915 and nad a gecod record. Hs nad been on duty bvetween
6 and 7 nours after a pericd off duty of 16 nours.

It is noted thet the color of lights used by thls roail-
road for clear and cautlon nient siynel indiceti-ns does not
conform to standard practice. Had the cclors for caution and
clear been yellow and green, respectlvely, Engineman Raynoléds
could nct nave been nisled by tne wnite lirnte in the tower
and at tne staff ncléer pit, ond it ie possible thet this
accident would not nave onccurred.

G.V.L.



