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INTERSTATE COMMERCE COMMISSION

REPORT OF THE DIRECTCR OF TEE BUREAU OF SAFETY CONCERNING AN
ACCIDENT ON THE NEW YORK CENTRAL RAILROAD NEAR CEDAR RUN,
' PA., ON AUGUST 26, 19233

December 21, 1933,
To the Commission:

On August 26, 1937, there was a rear-end collision between
two freight trains on the New Ycrk Central Railroad near Cedar
Run, Pa., which resulted in the injury of one emnlovee.

Location and method of operation

This accident cccurred on that part of the Pennsvlvania
Division extending between Newberry Junction, Pa., and Corning,
¥.¥,, a distance of 109,51 miles; in the v101nity of the point
of accident %his is a single-track line over which trains are
operated bv time table, train orders, and a manual block-signal
svstem. The accident occurred 8,816 feet south of the station
at Cedar Run; apvroaching this p01nt from the south, there 1is
a compound curve to the right, 3,800 feet in length, the maximum

curvature of which 1g 2° 50' then tangent track for a distances”
of 740 feet, followed by a 16 24' curve to the left 2 ,828,6 feet
in length, the accident occurring on tnis latter curve at a

point 4239 fect from its southern end. The grade at the point

of accident is 0.09 percent ascending for north-bound trains.
Owing to the curvaturc and the mountain along the east side of
the track the view of the point of accident from the engineman's
side of a north-bound train i1s restricted to approximately 1,300
feet.

A dense fog prevailed at the time of the accident, which
occurred about 6:14 a.m.

Description

North-bound second-class freight train first no. 70 consisted
of 113 cars and a caboose, hauled by engine 3733, with helper
engine 2732 behind the caboose, and.was in charge of Conductor
Burke and Engineman DeCoursey. This train passed CH tower 13.21

i iles from Cedar Run, at 5:08 a.m,, 3 hours and 49 minutes late,
stopned at Slate Run, 5.11 miles from Cedar Run to release
stickine brakes, and then stopped near the south end of the
siding at Cedar Run, where it was standing when it was struck
by train second no. 70.

North-bound second-class freight train second no. 70 con-
sisted of 127 cars and a caboose, hauled by engines 2524 and
3517, with helper engine 5169 behlnd the caboose, and was in
charﬁe of Conductor Blank and Enginemen Rayhorn and Broneson.
This train entered the block at CH at 5:49 a.m., 41 minutes
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behind the first section, with the manual block signal displaving
a permissive indication, and collided with the mar end of train
first no. 70 near Cedar Run while traveling at a speed variously
estimated to have been betueen 13 and 35 wiles per hour,

The helper engine of the first section was thrown down the
embankment on the left side of the track and stopped on its
left gide with its tender coupled and derailed but in line with
the track; end the caboose,rear car, and the fifth car from the
rear of train first no. 70 were demolished. Engines 23534 and
2517, of train second no. 70, also mere derailed but stopned
in line with the track, vhile all of the first 17 cars in this
train vere destroyed except the eighth and fourteenth cars,
which werc derailed, and the fifteenth and sixteenth cars, rvhich
remained on the track. The employeec injured was the head
brakeman of train second no. 70.

Engineman DeCoursey, of train first no. 70, stated that

after passing CH his train was delaved at Slate Run, where the
usner engine stopped the train due to brakes sticking; as soon
as the brakes were released the train continued without further
trouble, His next stop was near the south end of the siding at
Cedar Run, between 6:13 and 6:15 a.m., and after vhistling for
flaz protection he took water and was making arrangements to
utilize one of the helper engines he was to meet at this point
when he was notified of the collision.

Engineman Emerson, of pushcr engine 37232 on train first no.
70, sald no difficulty was experienced in starting the train at
Slate Run and the speed increased to about 20 miles per hour until
the train began reducing sveed as it rounded the curve south of
Cedar Run. Thinking that the leading engineman intended to take
water he began easing off his throttle and just before he closed
it the engine passed thc flagman, wvho was on the left side of the
track; the flagman did not have a burning fusee at that time,
neither had the engineman scen any fuseecs thrown off while the
train was stopping. His fireman then startecd to get off, saying
that the following train was approaching, and on crossing over to
the fireman's side he saw the headlight of train second no. 70
about 12 car lengiths away, with the flagman running towards it
in the center of the track,and when the leading engine of that
train was about tw car lengths from the flagman the latter
stepped off the track on the hillside and ignited a fusee, which
the lead engine immediately acknowledged. Engineman Emerson said
his train stopped about 6:12 a.m., and that he noted the time
immediately after jumping off, when the collision occurred, and
it was then 6:14 a.m. The fog was very dense in the vicinity of
the point of accident, restricting vision to a few car lengths.

Fireman Lund, of the pusher engine, stated that he noticed the
flagman drop a fusee coming into Slate Run and also leave a
lighted fusee before returning to his train at that point, but
he did not see any thrown off from his side of the train when
it was approaching Cedar Run. He was sitting on his seatbox
when the train stopped and saw the flagman going back when he
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was about 10 car 1crgtls to thé rear of the train; he did not

sec the flagman start back ™t thought he went imuiediately after
the train stopped. He was uaable %to say wiecther tle flagman
carried lanterns but saw him light a fusee and heard the flagman's
signal acknowledged, and it was hig ooinion that *he flagman

dird all that was humaqlv rossible to afford protection. Fircman
Lund saw the headlight of the annroathﬁg train as soon asg it

caric inte view around the curve and after watching it a sccond

or tmo he realized a collision was inevitable so he shouted a
warring snd got off.

Conductor Burke, of trein first no. 70, stated that at Slate
Rur the flagman had to be called three tines before he returned,
vnich the conductor thought was due to hiig roing back a long
distance on acconnt of the fog. He estimated the maximum speed
of the train attainrned betreen Slate Run and the point where 1t
started reducing speed apvroaching Cedar Run to ave been 23
miles per hour. ™heén ile train began stopping at the Tatter
pornt Le told the flagrian that probably the leadins ensire
intended to take water and the flagman took lLis equipment and
went out on the rear »niatform of the cnboose, gzetting off about
four or five car lengths before the trnin stovped. 3 soon asg
the train stopoed the conductor start:d towards “he hend end and
upon reaching a poxnt abcout five or six car lengths from the
ceboose the firemen of the pusher engaine came runnirr froa behind
him ond stated thet tr~in second no. 70 was going to collide
vith tueir train. Coaductor Burke did not see the headlight
of the approaching train but heard a rlagman's signals acknowlede-
ed and then eaw the refleciion of a fusee. Conductor Rurke
furtner stated that he i.ad never been criticized for excessive
use of fusecs or torvedoes, and that he had sgeen the flagman
throw off a fusee some disbance south of the point of dCCldent
which he considered sufficient protection. ’

Rear Brakeman Dutton, of train first no. 70, stated that
at Slate Run he went back a distnnce of aoout 37 pole lengths,
where Le left torpedoes and a burning fusee, and vhile returning
around the curve where the cabonse was stan dlng he left another
fuse=. When the train was akout 1 mile south of the point of
accident, traveling at a speed of about 35 miles per hour, he
threv off o, burning fusee Detween the rails but was not certain
mhether this fusee remained ]1mh+ed as he covld not sec after the
pusiaer engine nassed over 1t Vhile the trein waes stovping near
Cedar Run, but still moving ut a speed of about 8 miles per hour,
he got off from the left side of the caboose, being 13 or 20
car lengths from the caboose when it stcpved. He saw a headlight
approaching through the fog and began running back, lirhted a
fuse: as quickly as pogsiblc, and gave a stop signal =~hich was
acknomledged; he estimated th%t he was about 20 car lengths from
the recar end of bis train when train second no. 70 passed him
with fire {lying from the vheecls, and ke tbouvnt the specd of
thot train vas about 20 milec DOI hour vhen it first ceme 1nto
view, and about 25 miles per hour at the tlme of the accident.
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Engineman Rayhorn, of the leading enrine of train second no.
70, stated that the brakes had been tested and that no trouble
was experienced with them en route. A permissive block-signal
indication was received at CH and when the ensine passed the
station the operator held up his hands to indicate they were
close behind the preceding train and Engineman Rayvhorn therefore
eased off on the throttle of his engine. Shortlv afterwards he
increased speed until the train reached a point about 1 mile
south of Slate Run, where two _torpedoeg wgre exploded, but
agaln worked steam for a short distance after passing the station.
His first intimation that his train was close +to the train ahead
was when he was flagged with a red fusee only about two car lengths
ahead of his engine, and at the same vime the men on the other
side of the cab told him to jump; he did not then know how close
he was to the preceding truain as he could not see it, but he

‘immediately acknowledged tne signal, applied the brakes, and

jumped. Engineman Rayhorn estimated that his train traveled at

a specd of 35 or 30 miles per hour between JS and CH block

station, was reduced to about 10 miles after entering the block,
then increased to about 20 miles per hour, and traveled at a

speed between 15 and 30 miles per hour until the train reached the
curve south of the point of accident, where 1t was 15 miles per
hour, and this speced was further reduced as the train drifted
around the curve. The fog was not uniform in density, but in the
vicinity of the point of accident it was quite foggy and rather
dark, requiring him to keep his headlight burning. He had previously
operated trains under similar weather conditions; he knew that

the block was occupied and that this required him to have his

train under such control that it could be stopped short of a train
or obstruction, but said that in the absence of full flag protection
it would be impossible to operate a train of this character at

any appreciable ratc of speed and at the sawme time couply strictly
with the rcguirements of the rules. In this particular casc
Engineman Rayhorn saw no burning fusecs prior to the one with which
he was flagged, and estimated that his train traveled a distance

of only about four car lengths from the timec he applied the brakes
in emergency until the collision occurge%.

The statemsnts of Fireman Louden, of the leading engin~ of
train sccond no. 70, and Head Brakeman Landis, who was riding on the
same engine, substantiated those of Engineman Rayhorn as to the
signal indications, the explosion of torpedoes, no burning fusees
encountered, and the speed at different points en route. When
approaching Cedar Run, Brakemsn Landis saw some one running towards
them, about 6 car lengths distant, apparently attempting to light
a fusee and at almost the same time he saw the msrketr light on the
pusher engine of the preceding train. Fireman Louden's first
knowledge of danger was when he observed the reflection of a
fusee suddenly appear through the fog about 10 car lengths ahead
and then saw what appeared to be the ovtline of an engrine tender.

Engineman Bronson, of the second engine, of train 3nd no. 70,
stated that as the visibility was fair during the first part of
the trip a maximum speed of 30 miles per hour was attained, this
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being reduced to 20 miles per hour at CH. He heard the torpedoes
exploded at Slate Run but did not see any burning fusee and his
first knowledge of danger was vhen the fireman inforied him there
mas a fusee and the rear end of a train a short distance ahead;
he immediately opened the sanders and straight air valve and then
jumped from the engine. Before the accident occurred he thought
his train was being operated in accordance with the rules, but .
aftervards he realized that the train was traveling faster than
it should have been in view of the heavy fog prevailing in that
territory. Heestimated the speed at the time he got off at 15
_to 20 miles per hour.

"Fireman Phillips, of the second engine, stated that the train
approached the point of accident at not more than 12 or 15 miles
per hour, and vhen it reached a point about 15 car lengths from
the fusee a short distance south of the point of accident he sav
its reflection as well as the outline of an engine tender, and
after notifying the engineman of what he had seen he jumped off,

"~ Conductor Blank, of train second no. 70, stated that the
train was operated at about normal time table speed of 25 miles
per hour until after the head end passed the permissive signal
indication displayed at CH and speed was then gradually reduced
to 15 or 18 miles per hour and was later reduced to not more than
15 miles per hour, this rate of speed not being exceeded again
before the accident occurred; he checked the time that the train
entered the block at CH as being 5:47 a.m. He knew the block yas
occupied and that the range of vision for a distance of about
mile south of the point of accident is restricted, yet according
to his understanding of the rules conductors are not responsible
for the speed of their trains in an occupied block, it being left
entirely to the jUapment vl “enginemen.

Engineman Kinsella, of the pusher engine on train second no.
70, stated that when he saw that the signal at CH block station
was displaying a yellow indication he eased off on the throttle,
which was the only means he had of reducing speed. After passing
Slate Run he closed the throttle further and was working a light
throttle at the time of the accident. He estimated the speed at
the time his engine passed the tower at CH at 25 miles per hour,
which was reduced to 18 or 20 miles per hour by the time they
reached Slate Run, and he thought it was 15 miles per hour at
the time of the accident. He also said that in vier of the
permissive signal displayed at CH, indicating that the block vas
occupied, he did not think the speed was reduced commensurate
wv1th weather conditions.

Operator Miller, on duty at CH, stated that train firet no.
70 passed his station at a speed of about 30 miles per hour, with
no indication of a reduction in speed being made. The caution
signal was displayed for train second no. 70 and vhen the head
end passed the tower he gave a hand signal to indicate they were
clogse to the other train and the head brakeman waived his hand in
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acknowvledgement. He estimated that the train passed the tower
at a speed of between 30 and 35 miles per hour.

Conclusions

This accident mag caused by the failure of Engineman Rayhorn,
of train second no. 70, propcrly to control the speed of his
train vhen running under a permissive signal in an occupied block
vhen weather conditions materially restricted the range of vision.

The evidence i1ndicated that train first no. 70 consumed 1
hour anc 5 minutes between CH and the point of accident, indicat-
ing an average speed of approximately 10 miles per hour; within
this period, however, the train stopped at Slate Run and was
further delayed on account of waiting for the flagman vho was
called three times at that point. It also appeared that train
second no. 70 consumed about 37 minutcs between CH and thc point
of accident, with no stops, indicating. an average speecd ol about
23 miles per hour, whereas the maximum permissible speed for
freight trains with helper cengines is only 25 miles pcer hour. The
statements of all witnesses i1ndicated that the fog in the vicinity
of the point of accident was very dense and in vicw of that fact,
and also the numerous curves i1in the vicinity v ch would tend to
make 1t even more difficult to see ahead, Engineman Rayhorn was
not justified in running his train at nearly the maximum per—
missible rate of speed, and this 1s especially true vhen
approaching a station where trains stop for water; under the rules
the permissive signal required him to operate so he could stop
short of a train or obstruction, yet at the point of accident he
was going so fast when flagged that he had little time to do
anything before the accident occurred.

Rule 105, of the Rules for the Government of the Operating
Department, reads as follows:

"Both the conductor and engineman are
responsible for the safety of the train and
the observance of the rules, and, under
conditions not provided for by the rules,
must take every precaution for protection.”

Conductor Blank, of train second no. 70, did not understand that
under the rules he was responsible for the speed of his train in
an occupied block. Rule 105, however, makes him equally respon-
sible with the engineman for the safety of tae train and the
observance of rules, and in view of the nrevailing weather
condltions he was not justified in leaviug to the engineman

full responsibility for the operation of the train in an cccupied
block at such a high r.te of speed as was maintained in this case.

It was stated by the conductor and flacman of train first
no. 70 thet the flaogman threw off a fusee about 1 mile scuth of
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the point of aceident but the fleaeman did not know whether it p
rem3ined lighted aft~r the hel»ner ewine h~d vasged nver it; no
crne on the neloor engine, however, noticed tle veflection of a

fusce and none of the employees on tne $70 cngires ab the head
end of the seccnd section r~ar a fusee at ary po.rt ~°n route until,
flag~ed near the pecint of accident. Had o fusce bean throvm cff '

at the point 1an gquestion, and hod 1t remained lichted, 1t would
have been burning when the secound sec*icn passed that point and
Engineman Rayhorn woild have knovn thet he was rapidly closing
up on the train ake~d.

m
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e ration of trains in the same directicn in manual
block ter LuOTY under perm:resive signal 1mdicaticns 18 often
atteaded with an element ol danger, Tor quite freguently tue
block stations are s» far apart that the signal provoction
afforded 19 of little rract:zcal benefit., The nugual rule
applicable under sUCLl ClTrcunetances requires 1n suvssence that
tlhe foullowirg troin be operated so that 1t can be efopped 1atha
renge cf vision, but literzl quplluJCL witlh su~h a rule 1s
difficult ond particularly in fogey ovr storuny uveather may result
in excessive de_my. Ags stated v Enginemsn Faylhorn, 11t would be
very &afficult to operate long, heavy trailnsg sucu as were involved
in this accident, at any speed and be 1renared to gbtop within the
limited ronge of v1sicn in feyggy wenther. Under such condations
cafety of train mcvement cap be nssuced ouly by plazing 1n effect
an absolute block for follovlng a8 well as for ovposing movements,
«nd the carrier in tris carse should rive cersiderction to the
necessity for adepting t-zu rrocedure.,

Resvectfully svbmitted,
W. P. BORLAID,

Director,.



