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INTERSTATE COMMERCE COMMISSION

REPORT OF THE DIRECTOR OF THE BUREAU OF SAFETY COJCERNING AN
ACCIDENT ON THE BALTIMORE & OHIO RaILROAD AT BIG
GUNPOWDER,MD., ON DECEMBER 18, 1934.

>

February 28, 1930,
To the Commission?

On December 18, 1934, there was a rcer-end collision
between two freight trains on the Baltimore and Ohio Railroad
at Big Gunpowder, Md., which resulted in the injury of one
trespasser.

Location and method of operation

This accident occurred on that part of the Baltimore
Division extending between Perk Junction (Philadeclnhia), Pa.,
and Camden Station (Baltimore), Md., a distance of 97.5 miles.
In the vicinity of the point of accident this ig a double-track
line over which trains are operated by time table, train orders
and an automatic block-signal and train-stop system, the latter
being of the intermittent inductive type. he accident occurred
at a point 356 feet west of the station at Big Gunpowder, near
the eastern end of a bridge about 400 feet in length which spans
the Gunpowder River. Approaching this point from the east the
track is tangent for 1 mile, followed by a 29 curve to the right
1,273 feet 1n length, tangent track for e distance of 1,212 feet
and a coapound curve to the left 2,111 feet in length, consisting
of a 29 58' curve 1,168 feet and 26 30" curve 9243 feet in length,
the accident occurring on the 29 56' curve at a point 931 reet
from its eastern end. The grade for west-bound trains is 0.63
percent ascending for s distance of 3,168 feet, Tollowea by
1,848 feet of level track, the accident occurring at the leaving
end of the level track. A spur track, known as the Distillery
81ding, is locatea on the north side of the tracks and connects
with the west-bound track &t 1ts western end, the switch being
located 834 feet west of the point or accident.

The signals involved, Nosg. 191 and 181, are located 7,169
and 720 feet, resvectively, east of the point of accident, and
are of the 3-position, upper-quadrsnt, semaphore type, approach
lighted, the night indications being red for "stop and proceed";
yellow for "prepare to stop at next signal, train exceeding
medium speed must at once reduce to that speed"; green for
"proceed". BSignal 181 is ecuipned witk a circular disc with the
letter "P" thnereon, wkich under special instructions contained
in the time table 1indicates that trains with 80 percent of
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tonnage rating are not reguired to stop when a stop-and-proceed
indication is displayed. The maximum authorized speed for
freight trains in this territory i1s 40 miles per hour.

The wcather was clear at the time of the accident, which
occurred about 3:36 p.m.

Deccription

Extra 4220, a local west-bound freight train, consisted of
14 cars and a caboose, hauled oy engine 4220, and was in charge
of Conductor Wilson aaa EnZineman Nickle. This train left
Aberdeen Tower, approximately 14 miles east of the point of
accident, at 2:50 p.n., according to the train csheet, stopped
at Bradshaw, 12.9 miles beyond, for the purpose of performing
station work and departed from that point at about 3:22 p.m.;
this train stopved at Distillery Siding st Big Gunpowder about
0128 p.m., according to the statement of the conductor, for
the purpose of picking up cers, and while staanding at that
point the rear end was struck by Train No. 99,

Symbol Train No. 99, an extra wecst-bound Treigat train,
consisted of 55 cars and a caboose, hauled by engine 4485, and
was in charge of Conductor Blackburn end Engineman Eberwein.
This trein passed Aberdeen Tower at 3:17 p.m., according to the
train sheet, passed signal- 121 disvnlaying a caution indication,
end while traveling at a spced variously estimated to have been
from 9 to 23 miles ver hour wvagsed sigral 181 displaying a stop
and procecd indication,ancd collided with the re-r enc of Extra
4220.

The cabocse of Extra 4220 was shoved forward uporn the bridge
and blocked botk tracks. The body of the car ahead of the caboose

was thrown Ifrom the bridge and landed oa the river bank, the
trucks of this car being rhoved under the car ahecad of it; the
second car from the cabnose remained upright. The engine of
Train No. 99 was slightly damaged.

Summary of evidence

Engineman Nickle, of Extra 4220, stated that on stopping
at Distillery Siding he sounded the engine whistle signal for
the flagnan to go back to protect the rear of the train, and he
then proceeded to pick up the cers on the sopur track; winile
pertrorming this work the rear end of his train was struck by
Train No. 99. He tnought his train hed been stending about 10
minutes when the accident occurred. Fireman Morris stated that
when his train vwas stopped at the siding he loonked back and saw



the flagman about 4 or 5 car lengths from the rear of the train
walking back with a red flag. He thought his train had been
stending about 6 or 7 minutes, while Head Brakeman Argo thought
the train had been standing at that point about 5 minutes, at
the time of the accident.

Conductor Wilson, of Extra 4220, stated that on arrival at
Bradshaw he was informcd that Train No. 99 had passed Singerly,
33.6 miles east thereof, at 2:47 p.m.,, and he Tigured that he
would have time to perform the work at Distillery Siding and go
to Cowenton, severel miles beyond. He stated that Train No. 99
not carried in the time table but that he clears for that train
upon information whicn he obtains from the dispatcher. After
completing the work a. Bradshaw his train left that point about
3:22 p.m. He rode on the eugine so as to ve in position to
perform the work at Distillery Siding, and arrived at that point
alout 3:28 or 3:30 p.m. The engine was cut off and backed into
the siding, and he observed the flagman going back to flag; he
thought the flagman was then near the station shed or about 8 or
10 car lengths from the rear of the train.

[
n

Flagman Forrester, of Extra 4220, stated thet as his train
stopped he got off and went bacx to flag anda was standing about
10 feet west of signal 181 or about 20 car lengths from the
rear of his train when he saw Troin No. 99 approaching about 30
car lengthe distant. He imuediately flagged that train and
started running toward it on tne engineman's side but the
engineman did not answer ~.ig gignals. inhen the engine pagsed
him he was & few car lengths east of the signal and the engineman
made a gesture with hig hands 1ndicating that ne had aone all
he could to stop the train. Flagman Forrester stated that while
an application of the air brakes had been wade 1t dic not appear
Lo have been an emergency application as he did not see any fire
flying from the wheels, and he estimated the speed of the train
to nave been 22 or 23 miles per hour when it passed him. He
had not placed any torpedoec on the track as he stated that
it was not his practice to do so until after he has been recalled,
hecause his train taxes siding or crosses over for many trains.
When flagzing at Bradshaw he left a torpedo on the track and
after the accident the engineman of Train No. 99 told him that
his engine had exploded it. He further stated the only infor'matio.,
he had concerning Train No. 99 was that the conductor told him at
Aberdeen that that train would follow No. 5 out of Wilsmere, but
had he known that Train No. 99 wag so close benind his train he
would have gone back fsrthcer or remained at Bradshaw to flag.
Flagman Forrester slso stried that he did not hear Train No. 99
approaching.

Engineman Eberwein, of Train No. 99, stated that he had
reduced the speed of nigc train consideravly when he approached
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signal 191 at Bradshaw; the brakeman and fireman called its
yellow indication, which he acknowledged, and he operated  +the
forestalling device of the ~utomatic train stop gystem. The
engine struck a torpedo, which he acknowledged by two short
blasts on the whistle, and'he told the fireman and brakeman to
keep a sharp lookout ahead. He had steadied the train with
several applications of the indevcndent brake and on passing
through Bradshaw the speed of his train was about 20 miles per
hour. He then called the red indication of signal 181 which the
fireman and brakeman revneated, and on asking them if they could
see anything, they answered "no". Ag he psssed the signal the
speed had been reduced to between 12 and 15 miles per hour and
he sgain opcrated the forestalling cevice of the automatic train
stop, and on reaching a point between the signal and the station
at Big Gunpowder the Tireman ond brakemean called a warning of
the train ahcad. He immediately apolied the air brakes in
emergency, opened the sanders, reversed the engine and worked

a little steam. He then saw a flagman about 20 feet east of

the station running towards him, and waiving a flag. He thought
he was about 4 car lengths from the caboose when he applied the
air brakes in emergency, although he said he made the application
as soon as he was warned. Engineman Eberwein stated that while
he had a permissive indication allowing him to pass signal 181,
he knew he should have operated his train so as to be able to
stop within his range of vision; he knew there was a local
freight ahead, but expected the flagman to give him proper
warning in case he oveirtook the preceding train. He did not
reduce the speed further as he appreached the upgrade as he did
not want to become stalled, but he said he knew he was teking a
chance and running fastcr then he should. He experienced no
difficulty with the brakes, which had been tested, and the
automatic train-stop devices functioned properly.

Fireman Jacobson, of Train No. 99, stated that approaching
Bradshaw Head Brakeman Skinner was sitting in front of him on
the seat box, and smoke was observed around the curve about 35 or
40 car lengths distant, apparently made by the engine shead. The
brakeman remarked that there was smoke ahead, but Fireman Jacobhson
did not know whether the engineman heard him; he did not say
anything to the enginemsn about the smoke as he thought the
brakeman's remark wes sufficient. On approaching signal 181
he estimated the speed to have heen a little higher than 15 miles
per hour; he was maintaining a lookout ahead watching the smoke
when the engineman caelled out that signal 181 displayed a red
indication. he repeated the indication and noted from the sound
of the brake valve exhaust that an application of the brekes
was being made which he thought was made by the automatic brake
valve. He also heard the cab whistle indicating that the
engineman operated the forestalling device of the automatlc train
stop. The engineman celled over to keep a lookout ahead around



the curve, and very soon thereafter he saw the rear end of the
train ahead, at which time his train was traveling about 9 or

10 miles vper hour. He thought the engine was about 1 car length
west of the signal when the engineman apolied the brakes 1in
emergency. Fireman Jacobgon stated that there were no steom
leaks obstructing his vision and he was looking out at all times,
but at no time did he see the flagman.

Head Rrskeman Skinner, of Train No. 99, first made the
statement that when he saw the red indication of signal 181 the
engine was about 10 or 15 car lengths from it and he saw the
caboose ahead when his engine had Jjust reached the signal. In
a later statement, however, ne adnitted that he did not see the
red indication of this signal, although when the engineman called
its indication he repeated it. He first saw the train ahead
when 1t was frem 13 to 15 car lengths away, at which time the
speed of his train was from 15 to 18 miles per hour. He stated
that he maintained a constant lookout ahead, yet he did not
see the signal or the flagman. Brakeman Skinner stated that on
passing through DBradshaw he had seen the smoke aghead and made a
remark about 1t, but did not know whether the engineman heard
him, On reaching the tangent track he did not see the smoke
and asgsumed that the train had gone over the hill.

Conductor Blackburn, of Train No. 99, stated that the speed
of his train after passing Bradshaw, had been reduced from ahout
30 to 15 or 18 miles per hour, the speed usually being reduced
due to the ascending grade, The first intimation he had of
anything wrong was when the brakes were applied in emergency,
the train traveling about 12 or 15 car lengths before coming
to a stop.

Subsequent to the accident a test was conducted te ascertain

the range of vision approaching the point of accident. This

test was made between the hours of 11:30 a.m., and l.p.m., at
which time the weather was cloudy. Signal 181 could be seen by
the engineman of an approaching west-bound train for a distance
of 1,724 feet, and could be seen by the fireman at a distance

of 1,562 feet; from this latter point the station shed on the
west—-bound track could be seen from bhoth sides of the engine

until the signal was passed. A caboose, stending at a point
720 feet east of signal 181, could be geer from the Tireman's .
side of the cab for a distance of 951 fee’, while 1t could not

be seen from the engineman's side until the engine had neerly
reached 1it,

Discussien

According to the evidence signal 191 displayed a yellow
indication and signal 181 displayed a red indication for Train



No., 99. Signal 1831 being equipved with a circular disc with
the Jetter "P" tlereon, this troin wan cuthorized to pass 1t
vithout stopping; hnwever, under rule 5C3(23) 1t wes required
to proceed ot alnv gpeed expecting tn find o train in the block,
broken rail, obstruection, or switch not properly set, slow
speed being defined o one-rourih tne normsl specd, or 1in this
case 10 miles per hour. According to Enzg.neran Eberwein's
stetement he reduced the speed of his trein to ebout 20 miles
per nour at signal 191 and the apeed vas nctween 12 and LZ
miles per hour when he onazced 3ignal 181; he opercted tre
forestalling device of the automatic train ctop at btoth of
these signnls. However, on being warned of the train ehead just
after pasiing signsl 181 he wa“ unable to sto» his train In
time to avert the accident. rginemen Eberwe-n stated tnnt he
expected the flapman to give nim ample oppcoriunity to stop;

ne &id not reduce the speed further as he dic not vant o
become stellea on the ascendipa zrode, but he cdaittted that
he was taking a chan Tha othwten 01T cpeged py other
members of the crew on pacsing cignsl 132 vere from 9 to 18
miles per hour viaile Fleosuinn Ferrester of Exira 4220 toought
the speed was about 23 miles per hour at thnt timne, According
to the treia cheet Troin No.o 99 vraced Averceen, approxiirately
14 miles east of the porint of RCCLdPﬁt et Z:17 p.11; the
accrdent coccurrci 10 minutes later, nds ct 1 an average cpeed
of 44.4 miles per rnour tetwecn tgeqe 0O Lns *ni it t.ercfore
apnears pronable trat the sveed just praior to the eccident

was consideravly 1in excecs of e€stimates made Ly soae members

of the crew of tnigs trrin.

’

The evidence indicntes thet the fireman eond nead breakeman
were not as alert ag thiy might nave veen in advising the
enginenan  of the cennditions sheald; in the vicinity of the o2int
of acclident the enginerman'ns view wrs opocured by the curve to
the left and he instructed tnem to look out for the train ahersd,
They both sald thev merinteined o conctant lookout akead, and Lad
seen cmoke on pasiing throiagh Rradcelew, ot walch time the
brakeman reﬂarmei about 1t, flthough neither of tnem kuew
whether cr not the engineman hed heaerd the remark; the red
indicatioun of signa] 181 was first c¢~llea by the enginemen, and
poth the Tiremen n~nd n=ad prokeman repested 1t, althouzh tne
head bhrakeman lBu“ etaittei that he had not geen this signel,
and the firemon stnted thet he was vatcuirne tre smoke aheed,
althoush he did gec the signal. Tente subsequent to tae
accident indicated that a train could Lave beevn seen from the
left side »f the cab for a dictronce of 991 feot or 231 feet
east of signel 121, but accoriing to tanecir o™ statements,
tne train was not scen hy the fireman or prokerien until after
they had panssed the signal, -~ n2ither of tuen saw the
flagman of that trzin at =sny time.



Flagmoan Forrester gald he went back with flagglly, equipment
to 2 point about 10 feet west of signel 181 wiaere he renained
until he saw Trein No. 99 evpproaching; he then ran toward the
approaching trein and was east of the signel when the engine
passed him., Englaemen Ebervwein, anowever, statec that he dia
not see the flagmen until aftcr he had passed the signal ond
had applied the brakes in emergency, while tne fircmen and nead
brakeman did not sece him at any time. The rules provide that
a flagman snallip.ge.veck a sufficient distence to insure full
protection, pleciis two torpedoes. Extre 4220 had been -
stending an ample veriod to enable the flagnon to afford proper
protection,

Conclusions

This accident was ceused by the ferilure of Engineman
Eberwein, of Train No, 99, properly to obey sisnel 1ncéicrtions,
and the failure of Flagman Forrester to provide full flag
protection.

Respectfully submitted,

We J. PATTERSCW,
Director.



