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SUMMARY
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Pennsylvania
February 23, 1940
Odenton, Md.

Rear—-end ccllision

Passenger : Passenger
532 T 422

4848 : 4801

9 cars : 3 cars
Standing ¢ 6~18 me P. he

Automatic block and cab-signal
system

Double; tangent; 0.C8 percent
ascending grade northward

Cloudy

5146 D. Ma

11 injured

Pailure to furnish adenquate flag
protection for No. 532, and failure

to operate No. 422 in accordance
with signal indications.
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To the Commission:

On February 23, 1940, there was a rear-end ccllision
between tro passenger trains on thke Pennsylvania Rallroad near
Ocenton, Md., vhich resulted in the injury of seven passengcers,
thgee dining-car employees, and one train-service employse off
duty.

Location and liethod of Opecration

This accident occurred on that part of the Maryland
Division which extends between Waskinpton, D. J., and Brill, Pa.,
a distance of 131 miles. Thie 1ine is equipped with an overhead
catenary system for eclectric propvlsion of trains. In the im-
mediate vicinity of the point of accident this 1s a double-track
line over which trainc are operated by an automatic block and
cab-signal system, the indications of which supersede time~table
superioritye. The northward and the southword main tracks are
designated as track No. 2 and track No. 3, respectively. The
accident occurrecd on track No. 2 at a point 3,229 feet north of
Odenton intcrlocking tower. Approaching the point of accident
from tke south there are, in succesgsion, a tangent 2,015 feet in
length, 2 1° curve to the left 1,426 fcet in length, and a
tangent extending 1,013 feet to the voint of accident and some
distance beyond. The grade, which varies betwesen 0.06 and 0.78
percent, 1s ascending northward, snd is 0.08 percent at the
point of accidant,.

Odenton passenger station 1s located east of the tracks and
263 feet south of the interlocking tower. Track Mo. 1, a north-
ward freight track, parallels track No. 2 on thc cast and con-
verges with 1t at a point 452 feet south of the station; the
nortihweard home~signal bridge is located 727 fcct south of the
switch where these tracks converge; this switch is controllced
and opcrated from Odcnton interlocking tower.

Operating rules and time-table special instructions provide
in whole or in part as follows:

99, When a train stops under circumstances

in which 1t may be overtaken by another train,
the flagman must go back immeciately -rith
flagman's signals a sufficient distance to
insure full protection, placing trro torpedoes,
and when necessary, 1in addition, displaying
lighted fusees.,

% ®
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When a train ls moving under circumstances
in which 1t may be overtaken by another train,
the flagman mnst take smch actlion as may be
necessary to insure full trotection. By night,
or by day waen the view ig nbecurcd, lighted
fuseesg rust be tnrown off at proper intervals.

L I

According %to rules £78, 278 and D2104, the last of whizh
ig a modifilcation of rule 283, cab-signal indications and Thelr
correspondirg names are as fcllows:

Indication Mame

276+ BStop-then proceed in accordance Stop-and-proceed—signale
with rule * * ¥ g4&0,

278+ Proceed at nnt exceeding 15 Jaution—slow~-speed-
mileeg per heur with caution gignal.

prceparcd to s5Top short of
Train or obstruction.

D2104. A trein cxceeding onc-hall its  Approach-signal.
(Rule mavimum authorized spezd here

283 mutt at once rcauze tc not ex-

modi- cecding that speci. Approach

fied) next signal prepsrzd to stop.

Rule 660 reads as followe:

(Double, three, or nors tracks.) In Automatlc
Block System territory, vhen a train is stopped
by o Stop-and-Procscd-signal that zoverns 118
movement into or wivhin an interlocizing, it may
proceed at once noi exceeding 15 milce per hour
to the next signal oxpaecting o find a traln
aheod * % #

Special instruction D2515 o7 the current timetable provides
as follows:

D2513, % % #

6. ¥ % % Cob-signal indications do not
gupversede Fixed—signal indications, excent when
Cab-signal changes to a more restrictive or a
more favorable aspsct after passing a Fixed-signal.
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7. IT after passing a Fixecd-signal, the
Cab-signal aspect chaneges from Caution~Slow-Speed
(Rule ?78) to a more favorable aspect, speed must
no% be ilncreascd until the train has run its
length.

The maximum authorized spsed for passenger trains is 80
miles per hour.

It was daylight but the weather was cloudy at the time of
the accident, which occurred about 5:46 p. me

Description

Noe 532, a north-bound passenger train, with Conductor
Cook and Engineman Sweeny in charge, consisted of electric
engine 4848, four Pullman cleeping cars, one dining car, one
coach, one passenger-baggage car, one deadhead cafe-coach, and
one 1oaded bagzage—-express car, in tne order named; all cars
vere of stcel construction. This train departed from Washington,
22.3 miles south of Odenton, at 5:20 p. m., according to the
train sheet, on %ime, passed Odenton at 5:41 p. m., on time, and,
because the tiawcs on the Tifth car did not relcase, stoppcd on
track Nos = 1.07 its rcar end standing 3,229 fest north of
Odenton interlcaling tower, wherc it was struck by No. 422.

Nos. 427, a northn~bound passenger train, with Conductor
Amidon and Engineman ilson in charge, consisted of electric
engine 4801, of the 4-6-6-4 type, two coaches, and one passenger-
baggage car, in the order named; all cars were of steel construc-
tlon., This traln departed from Washington at 5:05 p. m.,
according to the train sheet, on tims, and at Odenton stopncd
on track No. 1 at the home signal, which displayed a stop-then-
proceed indlcation, then moved through the switch to track Now
2, at which point the cab-signal ajpeﬂt was caution-slow—speed,

The train stopped at Odenton station, departed from that point

at 5:45 p. me, 2 minutes late, and, while moving at a speed
variously ectimated to have been between 6 and 18 miles per

hour, collided with No. 532,

No cquipment was derailed. Engine 4801, of No. 422, was .
badly damagecd at the front cnd. As a result of the impact the
rear end of the rear car of No. 532 was crushed inward at the
top a distance of about 2 feet, the front coupler knuckle of the
fifth car was broken, and the sixth car sustained slicht damage.



Srmmery of Evidence

Engineman Sweeny, of Noe. 332, stated that a terminal air-
brake test was mede at Washington and the brakes were reported
as functioning properly. He made a running test by means of a
17 or 18~pound brakae-pipe reduciion soon after departing and
thought the brakes recleasnd properly. His train, moving on
track No. 2, passed No. 422, moving on track No. 1, at Patuxent,
2+8 miles south of Odenton. When the train was approaching
Odenton thc speed was about 77 or 738 miles per hour and the
fireman told him thore was a hot Jjournal on a car; he stonped
the train as quickly as poseible, 1in keeping with safety nd
smoothness, at a point about 3/4 mile north of Odenton, Im-
mediately after the irain stooped, the fireman started toward
the rear end of the train., Engineman Sweeny said that he
released the train brekes, applicd the independent brake, and
went back to inspect the train. Inspectilon disclosed that the
brake shocs on the middle palr of wheels of the front truck of
the dining car had been sticking. Finding that the brake shoes
moved frcely on the wheels he Jecided to »nioceed. After he
walked to within about 2 car lengths of his engine the collislion
occurred, He neithcr observed the location of his flagman nor
heard the following train as it approsched, En route from
Washington th~ cab-signal indication, which was clear, corrcs-—
ponded with waysids signal indications. Approaching the point
wherc his train was stoppcd, e observed that automatic signal
1124 displayed o clear incication, He saild that it was daylight
and the weather was cloudy, but viesibility was not appreciably
restricted at the time of accident. His train stopped at 5:40
p. mMe and he estlmated that the accident occurred aoout 3 or 4
minutes later,

Fireman Mason, of No. 532, corroborated the testimony of
Engineman Sweeny.

Conductor Conolk, of Nec. 532, stated that en route from
Washington he and the flayman collected transportation in the
rear porjion and the front portion of the train, respectlvelye.
Thay met about the rear cnd of she rifth cor or the front cnd
of the sixth car, and at that time the ailr brakes were applied
and the train stopped at 5:42 ne me He said that he saw the
flagman stert back immediately to provide Tlag protection. An
inspection disclosed that the brake shoes on the front truck
of the dining car haa becn stickinz, bub, since the brake ghoes
could be nmoved on the wheels, it was decided to procecd. He was
standing on thc ground at the left side of the train near the
slxth car and sew his flagman vaviny stop cignals with a Lighted
fusee from a point about 500 fcet to the rear of his train. He
wag not apprehensive that Mo, 422 would not stop until after it
passed the flagman. He did not hear the engine whistle of Noe
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422 sounded nor see fire flying from thie wheels. After the
accldent he obscerved that the front coupler knuckle of the Fift!
car was broken and the fourth and fifth cars were separated abo

6 Tfeets The weather was cloudy but visibility was not restrictec
He stated that he had not arranged for the baggagemaster to
afford flag protecction while the flagman collected transportatior
but he assumed that the baggagemaster would protect if necessary.
He thought hils trailn wos stopped about 3 or 4 minutes before it
was struck by No. 422

Baggagemaster Carter, of No, 532, stated that when the
train stopped the flagman came back to the baggage end of the
third car from the rear of the train and obtained his flagging
equlpment and immediately started baclt to provide flag protec—
tione The baggagemaster then examined the rear two cars and
proceeded forward. Hc saw the flagman from 300 to 375 feet hack
of hls train, with a lighted fusee in one hand and a red flag
in the other, flagging an gvproaching train which, at that time,
was about 2,300 feet distant. Baggagemaster Carter said that he
thought the approaching train would stop before 1% would collide
with his train, as there was ample distance for stoppineg. He
did not see fire flying from the brake shoes or the wheels of
No. 422.

Flagman Farr, of No. 532, stated that he assisted in col-
lecting tickets and when that work was completed he met the
conductor at the middle of the train. At that time the alr
brakes became applied and the train stopped at 5:42 p. me.
Knowing that No. 422 was following closely, he obtained day
flagging equipment from the third car from the rear end and
started back immediately at the right side of track No. 2. Vhen
he was about 225 feet to the rear of his train he saw an approac
ing train, which he thought was about 1/2 mile distant. He
waved stop signals with the red flag but, rcceiving no responsc,
he continucd toward thc spproacching train, and when 1t was about
600 or 675 fcet distant he lighted a fusec; he waved the fusce
with his right hand and the fiag with his left hand. He did not
place torpedoes on the rails because he was anxious to get back
as far as possible. His flagging signals were not acknowledged.
by the engineman of the approsching train. When he realized
that the train was not stoppving he began to shout and, in order
to avold being struck, stepped away from the track on the .
engineman's side at a point 375 to 450 feet to the rear of his
own train. When No. 422 passed him 1ts specd was about 20 milcs
pcer hour; the wheels were not gliding nor was fire flying from
the brake shoes. When the engine was from 120 to 150 feet from
his train he saw fire flying from the brake shoes, and he esti-~
mated that the speed was reduced to 15 or 17 miles per hour vhen
the impact occurred. The weather was cloudy but vieibility wes



gooG. He sald thiat he did not see anyone in the engine cab of
No. 422 but re thought that his shouting attracted the cngine-
man's attention. When No. P2 stopped, 1lts rear end wnog zbout
120 feet north of the point vhere Le stoods He spld that his

train had been storped about &=1/2 minutes Hefore the accldent
occurred.

Engincman Wilson, of Mo, 422, made several statements. In
substance his testimony was to the offect that at Washington he
tested the cab-signal equipment and the sand apparatus; bouh :
functioned properly. A terminal air-brake Lcct -ras mads at
Washington ¢nd a running air=brake test was made soon alter
leaving; che brakes functioned pworerly. The cab-signal indi- ;
cations corresovonded with waysidc~clgnal indicotions en route
to Odentons At Rowic, 7 ailes south of Odenton, Mis train over-
ran the usuel stopping poiny about 1/2 car length; however, he
thought this was because it was his first toin on this »un in
about 1 year and because his train apvroasched the station too
rapldly. His urain was moving on trask Noe ? vhen l'o. 538,
which was on track No. 2, overtook and passed it in tho vicinity
of Prtuxents. AL Cdeunton the home siznal displayed o stop—tien=—
procced indica%icn; he etopped *the train and then it proceeded
from track No. 1 to track o, £ and stopped at the staticn. He
sald that lesving Cdenton lie was in his usnal positlon in the
cab. The fireman wac in the steam~heat boller-room. AL this
point the cab signal diepleyed a cavtlon-slow-sgpsod indicotion,
Re xnew that his train was closely foilovwinz No., 532. He stated
that when his cngine vas in the immediute vicinisy of an over-
head bridge, located 1,171 feet north of the station, the cab-
elgnal indlication changed from ceution-slow-spead to anproach
but he did not see the change occur. He saild that he ascumed
the train chead was out of the block, and the track was clear to
the nex?t signale I cne statzment he caid thot alter nis train
moved avout 1ts length he increcascd the specd from ahout 15
miles per hour to 25 miles per uour; howevar, in another stave-
rent re seld tnat the speced was increascd to between 30 £nd 40
milean per hour. He 4id not observe the cpeedomcter as he was
closely ohserving the ammeter indication to avoid overheating
the rotorse He did not again observe the cab-signal incdication
until aftcr the accldent occurred. The fiveman come out of the
steam~heat hoiler-room wh3n th2 engine was about £,160 feet
north of Ocenton interlocking tower. Engineman Wilson said
that aftcr his train rcunded the curve and reachedé the tangent,
which extended 1,013 feet to the etandinge train, he saw the
flagman and a lightsd fusec; also he saw the marlers ol ths
train aheod. At that time his Tireman callced a warnincg.
Engineman Wilson said thet he 4id not heve sufficient time 1in
which to acknowledge bthe flagman's stop signals. In another
statement he sald the fusse was sticking in a tic at the right
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side of the track about O or 4 coach lengths to the resr of lio.
532 and that he did not see o Tlagman. Yhen about 9 to 12 conch
langths Tfrom No. 532 he applied the air brakes in emergancy, .
disenganed the pantograph, opened tie sanders, and soon arftere
ward, vhile movinz at a cpeed of & or 10 miles per “our, his
engire struck the rcer c¢nd of Noe. 532, In one statcment he se
that the brakes were apniied in emecrgeney when bhis train was
or 12 coach lcngths to the rzar of No. 5323 1in e scscond, vhen
at a distance of 7 coach lJongths; in a third, when at 2 distance
of 9 coach lengtiis; in a rourth, when at o distance of 9 or 10
cooch lengths, and in still another ctatement he sald thnt
probably he iras closer to the preceding Hrain and was moving at

a rate of gpecd greater ivhan he realized. At t'irst be thought
that his train would stop but it Telt as though th: vhesls locked
and the engine slid into the trsin abead. He was not certain
that the air brakes were effective at the time of accldent. He
wag certvain that the cab-signal indicetion changed from cautlon-
slowv=speed to approach aclter his tirrin 1lelt Odenton station. He
thought that ii the flagmen had b2en otationed +here he could
provide Ilag protection ium2diately or 1f the haggagemaster had
assumed the Tlagman's dusics, ilag protcction could have veen
provided av a dlstance Tarther to the rzar of MNo. 532, and the
added distance woull have bsen ample in which to stop his train
short of the trein ghead.

Filrcrman Frenk, of o, 422, stated thot a terminal alr-bralke
tent was made ot Wgshington ana tas bra%es functioned properly
en route to Odenton. No. E£32 passcd his train in the vicinity
of Patuxent. When his train wes leaving Odenton he obs=rved that
the cab cignal displeyed o caution-slow-apesd indication; he did
not agalin obscrve the cab-signal indicatlion pricr to the accldent
He left the Torward cab to attend the steam-heal boiler and did
not ra2turn to his seat-bpox uniil his engzine had neavrly rounded
the curve prcceding the tengent on which the accident occurreds
When nig train was about 11 to 12 coesch lengths from No. 552 ae
saw ths flegman, the train ghead, ano a Tichted fusce on the
track; sthe flogman was about 3 or 4 coach lengthis behind lTo. 532,
He callea a warning to che cnrmineman, who apnifcd the air brakes
in emorzency, ¢nd at this time the speed wns about 26 or o0 miles
per houry the specd had been vecucced to 7 or 9 miles per aour
when the coliision ccecurrcd., FHe thoucht ¢hat his trein would
stop short of Nc. 532 but the air brakes did not scem tTo rempond’
properly. He szid that on this run the ceb-slensl indicaiicon
usually changes from caution~glow—~speed to approach vhen the
engine is in the vicinity of the overhead bridge north of Oden~
ton. In cone statement he said that No. 552 wag 11 or 12 coach
lengths distant when the breakes on ig train vere applizd; in a
second. gtatement, wvhen at a distence of 8 or 3 coach lengbhs;
and in a third statement, when at a distance of 9 or 10 coach
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lengths. He sald that the engineman appeared to be normal.
The weather was cloady but visiDility was pgocd. The weatler
was not coldj; nowever, he cculd rot explal n the necessity of
tending She steam-heat boiler, especially while his train vas
moving under a restrictive siznnl iadicatlion on o curve to the
left. He understood that the rules required him to maintain a
lookout ahead,.

Conductor Amidon, of No. 120, stated that he was in
second car approacaiing the polat of acclient and the specd vas
18 to 20 milss por hour when tie brales became anplied in
emergency; soon afterward the collision occurrasd at /147
He thought thatv the speeld wes nbout 15 riles per hour ot

time of accident. Irmmedi~tcly after “he accilent he saw the
flagmen of Noe. 032 albout & or 4 car lengths to the raar ol loe

422, He tliou: h* that the emergency air-oroke apnlicatlon was
effective; kowever after the accident the enzinsnan said that
the brggou ¢id nct hinld propercly. Pilor o departure from
Washington tho engineman aurearcd nocmal. Con‘wcTor Amidon ncid
that it war customary for ¥e., 422 to run on track No. 1, Bovi

to Odenton, to permit Noa. FO2 50 Da53e

bagragemaster Seitz, of Jo. 402, stated thabs when his train
was epprocching ibe point of accident he wog in the haggaze end
of the third car. Hec fel% the air brokes Decome apolied in
emergeney ond, after ris srain moVOJ about its length, he Jooked

£

cut the risht side-door =@ saw the filegnan of Ur. 532 ulth a
lighted [fuses in his hand; alzo, he heard che Tligman shousing.
Fis train ccntinved & distance or abort tuice ita langtlhi berore
the impacts ocrurred; at this tiwe the speed was about 10 or 12
miles per hour, AT tor th» accldent EHr glﬂ@“ n Wilcon told nim
tha* the cab-signal indication had changed to apvroach vhen tho
cngine was in the vicinity of the ovorhtead bridye and JLmt the
train s1id into the rear cnd of Nc. 352) the cagincman poiated

out the marks on the rail., Baggegemacter Seitz ceid that in
his opinion the brakes funciloned properly.
Plagmen Jolter, of Yo. 422, etated thait when his train

was aprroaching the point of accidan® the syeed wae ahovt 26
niles psr hour. He wus on th2 south piatform of the second car
when the alr brekes hecamn appilsd in emerzepncys About 20 or

A0 seconds later the impast occzurred, and at that time the cpeed
was about 15 to 16 milecs por hour. About 30 scconds alter the
accldent, o8 he wes going back to progoct, he saw the Ilagman

of Noa 532 2t a poinc aboub £ ernr lcngths To ths rear of No. 422,

arrying o lightcd red fuace.

;
~
&

3

Melegraph and Sipnal Maintainer Dieney, at Ocenton, stated
h . ~ 2 » 2] [l
that he arrived at the scene ol the accident about 6:15 or 6:20
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L. me AT that vime he obgerved the cab sifnal of moftor 4801
displaying e caution-slow-cpeced indication. R®urineman Vilson
told him that afier the engine pessed the ovevasad bridge the
cao-signal indication changed bto approach, that he increased
specd, and that when the cngine reached a point about 3 car

lengths from the rearr end of No. 532, he saw a fusee and applied

the alr oralkes in emergency.

Road Forcnen ol Engines Wilcox statcd that he arrived =t
the scenc of the aceident aktous 7:20 p. me A domaged air pipe

on cngine 4801 wes ropalrcd and then enginc 4788 was coupled to

the rear of the trailn for moveuent to Paltimore. An alr-brake

test was nade and the brakes functioned properly. The eagineman

and the Tireman of No. 422 sppeared normale

Enginemen llayes, of electric enrine 4768, stated that as

his engine passed the home giznal oa track No. 1, which displayed
a stop~then-procesd indication, the cab-signal indicatlon changed
from apnroasch to caution~«low—cpeed, His engine moved northward
on track llos 2 ond, eccording to the *trein sheet, passed OCenton

tower at 7:32 p. m., this was She Tirct movemans over this route

after No. 422 passcd. Tho cad signal coatinued to diaplay a

caution-slow=speed indication to the poins where his cnzrine was

coupled to the rear of No. 422. His engine pushed No. 422 to
Baltimore end the air bra%ees Tunctioned »roperly cn routce.

Fireman Thompson, of engine 4738, corroborated the siate-

ment of Engineman Yayes,

Suncrvisor of Telegraph and Sicnals Krylow sta
arrived at Odenton about 7:15 n. m. and ingpected the ei

]
track circuits. This insnection failled +to disclose any defect

which might have causged a false cab-ecignal indlcation.

Pagsenger Trainuaster Babeock sitated that ropecsdless of the
t the timec when

place in &« Train at which o flagman is locnted n

flag protection is requirnd, althouch a boggagerman may be nhearer

to the rear end, the flagman and tho coniuctor are responsible

for proner protection of a train.
Observations of the Commission's Insvectors

The Commission's insnectors observed that as a result of

the accident the brake-pipe and the sipnnal~whistle nipe at tne

front end of cnygine 4801 wrere broken off. Affer a tcmporary

repalr vas made, a teet disclosed that the engine brakes and the
sanding apparatus functioned properly. A test of the air-droke

equipment on the three cars of o. 422 disclosed that the oir
brakes functioned properly.
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Subseduent to tlie accident o serleg of testn was conducted
at Odenton; the threce cars which were in the train of lo. <27 on
the day ol the accident, and olectric englne 4306, which was of
the rame fyrec as engine 1801, 'rere msed. The alr-brake edqulp-
ment of engine 4805 wag aljveted to porfrrm 1ts Tuactions similer
to these of engine 4201: The brake-~cyvlinder pistons weve adjrsted
to the same travel as thao on the enping involved, The weathor
any of

conditions ware similar to the LPatﬂ(P conditions on the
the accldents The tests were nsg follows!
FIRST TEAT |

A sliunt wnsg aphlﬁpd wo the traclh circults on tireck No, 1
for test purvouses. 4 torpedo wes placed on the rall on targent
track at a point 1,071 feet sonibh of +the point of accident, or
at the place the englineman of Mo, 422 stated thet he first saw
the rear end of No., £32 on the dsy of the accident. The test
train departed from Cientor statisn on +ﬂ"c“ No. 2 and attoined
a spead of 15 miles per hour at ta2 point the cngincman stoted
that e received a more Tavorahl: cabegimmel indication. GSTren |
the epecd was increrged 1o 29 milas per hour =nd, whon thn
o

torpedo vas 2xploded, the brakes were annlicd in enmerge: nd
the train stopped 1n a distannc of 237 feot, or €34 foot south
of the point of arncidont; the clapsced time waco 13=-2/5 secondses

The wheeclg 87id the last 18 inckog nnly; a shouer of sparnd
was emitted Trom the brake shoeo and the wheels,s

SECOND TE3T

The track-circuit shunt wae in place on track o, 2. The
train departed from Odenton steiion and altalned a spesed ol 40
miles PbT hour at s polnt 1,771 feet sgoubth of the woint of
accident, The brales were applied in cmorgency and the traln
stopped in o distance ol 742 feet, or 329 feet wouth of the
point of accicent; the elapged time wvas 17-3/5 scconde. The
wheels glid the last soversl feet; a shower of gparks was emitfed
from the brake shoes and the whesls,

The cab-oignal displayed a cantion-slow-gpsed indication &¥

B

all tinegs during the bents.

From the right side of a north-bound engine the rear end
of a train stending a+ tlhe point of senident could be s2¢en a
distancc of 1,440 7T

Inspection and test of the track circuits ot Odenton dls-
closed that 211 valuczs were within the prescribed 1imits.

Inspection and test of the cab-signrel apparatts on engine
4801 disclosed it to be within the prescribzd limits, sxrcpt the
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pick-up, unich was slightly telow ths rallroad's prescribed
limits; nowever, tests failed to disclose any condition which
might result in a false indication being displared by the cab
signal s, '

Discussion

According to the evidence, because of brakes on the fifth
car sticking, No. 532 stonped about 5:42 p. me, and about 5:46
P. me its rear cnd was atruck by No. 422 at a point 3,229 Tcet
north of Odenton interlocking tower.

The flagman of the preceding train had been assisting his
conductor in collecting tickets and was at the front end ol the
fourth car from the rear sné of the train when he felt the
brakes become applied. He procecdcd to the third car from the
rear, obtaincd his flagging equipment, and alishted to provide
flag protcction. Hec was gware that Mo. 422 wag folloving closely,
and, 1in his anxicty to proceed o the rear a sulflcient distance
to provide adeduate ntopping distence for o following train, he
did not pause to place torpedoecs on the ra’ls. VWhen he had pro-
ceeded about 2205 feet to the rear of his train he sawv the follow-
ing train about 1./2 wile &istan%. He vaved a red flag, but,
recelving no acknowlelgment, he lighted a fusee. He continuecd
toward the apnroaching train and had reached a noint from 375
to 450 feet to the rcar o his train when MNo. 422 passed him at
a specd uhich he cstimeted at 20 miles per hour. The flagman
said that thecre was no indication of brakes being applied -when
the enginc passed him, and he could not see the englnemen;
however, tvhen the engine had passed about 120 feet beyond him,
fire started to fly from the wheels and the brake shoes of the
carse. He cstimated that thne specd of the train was about 15 or
17 milegs pcr hour at the tine of collision, Under the rules the
flagnan was required to drop off lighted fusces when the speed
of his train was rcduced aftcr it passcd Odenton. In this
instance, however, thce flagmen was 2 coach lcngtne away from
his flagging cquipment, and, oy the Time he was able to obltain
1t, the troin hod stovped. The baggagemaster was in the third
car from the rcar of the train and could have provided flag
protection immezdlately aficr the train stoppcde The conductor
sald that hce had not instructed the baggazemaster to provide
flag »rotcction but he assumed the baggagemaster would protect
if necegsary; however, the passenger trainmaster said that the
conductor and the flagman were responsgible for the protcction
of thcir train. If a fusen had been dropoed off as soon as the
speed of the preceding train was reduced, uncoubtedly the enrine-
men or the following train would have teen verned in sufficient
time to take action to avert the accident. The evidence is to
the effect that the flogman had at least 3 minutes avallablc in
vhich to provide protectisn; if the flagman had becen statloned



at cthe rear of his train, hed nroceelded to the wcer as ranidly
a8s porsgible under thie cilrcurstances, and hnd pinced torpeloces
cn She rall, it is probapnle that the englincmen of the folloving
train would hove beeir varned in sufficjent time tc avert thc
acceidents  Tests conductsd suhseguent to the eccident clsclocod
thac a treoin similas to She foll om1n" train, noving at a sheed
of 45 milcs per hour, could be s Op?pﬂ g5 a result of an ener-
gency appiication of the hrekes in a Jdistance of 742 Ieet.

The ngﬂnnman ni Nos 422 snid Shot 1t was doylight and
visibility was geond. Wh2a the Svrain left Odenton ho wae 0versb-

ing undb a top—thmn~pracgea nome~signal Indizatlion and a
caatlon~ —gpead cnb-slrnel inficacion, hoth of walch redquired
him %o proceed at aov excsediagp 18 milos pcr hour =nd %o look

cut it'or treoin o obatructlon. Mo kaeuw tins No, 532 H0Vi1b on

~ 3
tracl No. 2, had panscd Odentoa just priowm %o %o time his train
-

]

entercd track Mo. 2. According to nis stasemens, at a DOlnt
about 1,170 fect nortl. of Cusiton, o2a & ciarve To the left, the
cap siganl Gﬂ%n” & ¢o en avl runclk indication, which nmermitised the
gpecc. To be incressed to one-holf the raxisum avtrorired speed
or 40 mileg per hour and .o egzameed et Noue. 502 had pacsed the
next s*omal in advancc. He did not agcin observe the ceb-signal
indication, as he we ongaged in watchine the amneter gauges
because Mu was romrwlat a» | 3 of overheoat.ng the »notors
The ileomar snid thet vhen kis drain Cevarted from Clenton he
Fis veoual vocition in the ceb 5o evtend the ctear-heat
anc Jid not mee the cab-eoignal 1ndLCuulOu chanrs, ond he
1 f?ﬁe?v\ thad I"ce 27k hal stopped nortn of Cdenton. The
el > Lnew the rujes requircd him tTo maintmin a
wuoaa Lol he troushit that th: bollisr we~uired Iun2dlate
one  WMer ha Tetursce to the ceb 1o observed 1To. 332
Lz ot a diztance of € oxr 12 coach lengtihs, ¢nd LGo Tlofman
5 o 4 cowch Terngths to its re~r. He imadiately called
aldijg uc n-* @p“tVﬂmuu, who rlacsd ths brake-valve In cner-
5 & ~lipe oLd nos seen
roun fronm
aald that the
utz. In sub-
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scveral statements he said that he made an emergency apollcation
of the brekes when bhis train was at a point which he variously
estimated at rrom 7 to 12 coach lengthe dlstant from ths Tirst
train; and in another statemeat, he said that probably he was
closer to the rirst train and moving at a rate ol speed grester
than he realiced, The flagman of the first train sald that the
brakes on the second train were not applied when 1t had reeschsd

a point wvithin d75 to 457 feet of the first train., The varia-
tion in ihe cnginemanls ctatements indicates that he was confused
as to the couditions exlsting between Cdsnton and the point of
accldent, Since no one except the cnginemen sald the cab slgnal
displayed any indication less rcstrictive then caution~slow-
speed, botween Odenton and the poinl of accident; since the
encineman obscrved the cab signel only monentarily; sinc: northe
bound trains entering track Wo. 2 at Cdenicn receive a leas
restrictive indication at tne point at which the cngineman stated
that he recsived an apwrosch indica®ion, unless there is a train
ahead in the rame dlock] wnd since erhaustive teets conducted
subsequent to the accideni did not digeclose any defcet in the
cab-slignal srstem that wovld ceugse a false indication, 1T appcars
probeblc that the enginenisn ol the cceond train was confused also
concerning the cab-usional jndication changing Irom coution—slov-
speed to approoch,

Conclusion
This accident wes caused by Tallure Lo IMmrnish adcquate
flag protection for Noe. 5352, and by fallure to opcrate Nos, 422
in accordance with signal indications,
Respectfully cubmitted,

S, N. MILLS,

Dircctor.

e ——— ——


http://restii.cti.ve

