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,. ̂ , INTERSTATE.COMMENCE C.QMIISSIQN 

REPORT 0^ 'THE DH^&fdr W THE BUREAU "OF SAFETY IN BE IN-
'VESTIGATFTOK OF AN ACCIDENT WHICH OCCURRED ON THE 

, FLORIDA EAST,'€0AST RAILWAY NEAT? 'TITUSVILLE, FLA,, 
, ON MARCH 16, 1928. , 

' , , * 'April 17, 192$. 

To the Commission: 
On March 16, 1928, there was a derailment of a 

passenger train on the Florida East Coast Railway near 
Titusville, Fla. , resulting m the death of 2 employees 
and 2 persons carried under contract, and the injury of 
11 passengers and 3 employees. 

Location and method of operation 

This accident occurred on the Third District of the 
Northern Division, extending between New Smyrna and Fort 
P3 roe, Fla., a distance of 117 miles Between New 
Smyrna and Edgewater Junction, 2.1 miles south, this is 
a double-track line; between Edgewater Junction and Titus-
ville, 27.7 miles south, within which territory the acci­
dent occurred, this is a single-track line, while between 
Titusville and Fort Pierce it is a double-track line. The 
single-track portion of the Third District between Edge-
water Junction and Titusville is known as the "old main" 
and is used for the movement of all northbound traffic; the 
only southbound movements over t Lis portion of single track 
are confined to local passenger and local freight trains, 
portions of two branch lines, known as the "new main", 
being utilized between these sau. two poin 3 as a main 
track for southbound traffic. For the greater portion of 
the distance those two main tracks are several miles dis­
tant from each other. Trains are operated by time-table aril 
train orders; there is also an automatic block-signal sys­
tem in use on these tracks, but this signal system only 
governs northbound movements on the "old main" and only 
southbound movements on the "new main". The accident 
occurred on the "old main" at a point approximately 4.27.7 
feet south of the north yard-limit board, this point being 
about l/2 mile north of the station at Titusville; approach­
ing this point from the north there is a long tangent, 
followed by several comparatively short tangents and curves 
leading to a 5° 53' curve to the right 1,051 feet in length, 
the accident occurring on this curve at a point approxi­
mately 381.1 feet from its northern end. The carve is on a 
fill for its entire length, the fill varying from 2 to 7 
foot in height. The grade is practically level,, 
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The track is laid with 90-pound rails, 33 feet in 
length, with an average of 19 ties to the rail length and 
fully tie-plated, and is double*splked on the outside and 
single-spiked on the gauge side on the curve on which the 
accident occurred, ballasted with limestone rock ballast to 
a depth of from 18 to 24 inches. Rail anchors are also 
used. The maximum superelevation of the outside roil of 
the curve was % inches, vrhile the nasimum c.auSG was 4 
feet 9 inches. The track is maintaiied in excellent 
condition. 

The weather was clear at the time of the accident, 
which occurred at about 3.57 a. m. 

Description 

Southbound passenger t r a m He. 37 consisted of four 
express cars, one baggage car, two coaches, and two Pullman 
cars, in tho order nancd, all of steel construction, 
hauled by engine 435? and was m charge of Conductor Boyd 
and Engincrion Clark, This train left Nov/ Sr.yri" at 3 a. n, , 
according tc the train sheet, on time, and was approaching 
Titusville when it was derailed while trav^lin- at a speed 
variously estimated to hevc b^cn between 40 and 75 rul^o 
per hour. 

Engine 435, its tender, the first seven cere and the 
forward truck of th^ eighth car wore derailed to th^ l<ft. 
Tho engine and its tender ccz^c t̂  root cn thoir rioho sides 
in i badly-damaged condition; the first cer C J U O to rest 
cn bop of the tender and o.^ino, m t-,n u^rifjat ± K &itim; 
the second and third cars, both ,f which were demolished, 
cane to rest on th^ir loft sides, between the o ^ m ^ and 
the trrck, the forward end of the second c i b o m ^ about 
onc-holf a cnr-lcn^-ch beyond or F^utii of - ho^d end of the 
engine and 439-3 feet from the initial n r1: of dor-n Irient; 
the fourth and fifth ccrs were >n thoi] left sices north of 
the engine, badly d^iogcd, wniio tho sixth c, r ^rs lecning 
to the left, clear of the road bod, and the seventh ccr 
was practically upright. Tr^ onplovces killed were tho 
clgiuonan and fironan. 

Sumriary of oil donee 

Conductor Boyd, of train 37, was radmr; in tho 
sixth cor in tho tr-in it inproochod Titusville, c,t 
v/hich point it was to n:et northbound tr^in No. 9S. The 
neeting-point whistle ri^nol wrs sounded end sto-n. shut off 
when the tr^in wrs about l*r or l£- rules north c-T tho point 
of accident, bunching tho sl^ck, but no nr-br^kc applica­
tion was nade, rlthou^h ho s~id it wrs custcnary to steady 
tho trrin prior to rc~ chine ^ c sh^rp curve to the rifdit 



on which tho accident occurred. At this tino ho was en­
gaged in working on his reports bat ho expressed the opinion 
that the speed of the trein was h^ hirjher on this occasion 
tha n at other tirics while rounding thio particul^x" curve, 
estiriating it to have been betwoon 45 and 50 nilcs per hour, 
about the senc as it and boon after lc "ving Scottsnoor. 
According to Conductor Biyd's st^tenent?, the train stjppod 
end headed in at the north switch of the siding at Scotts-
noor, net northbound trrin No. 6, which was writing at that 
point, continued through the siding, which has a cnpocity 
of 231 errs, at - speed of about 10 rules per lnur, stop­
ped at the south switch, headed out on the n a m treck, 
stopped again in order to close the switch, rnd then pro­
ceeded, and ho ŝ ict thot on departing fr^x: ocottanoor ho 
looked at his watch, while ti e tr~in wes 1:1 notion, and 
noticed that it was 3.43 a. -i. , while he fixed the tine of 
the accident at 3.55 a. u., snyin^ that he and Baggagc-
naster Few arrived at tnat figure on looking at their 
watches after clmbing cut of tho r r rftcr the acci^^nt, 
at'Which t m o it was 3.57 0 . a. Conductor Boyd further 
stated that a running tost of t'io rir br'kes wes nade when 
leaving New Snyrna and thrt they worked properly at that 
point and also m making various lit ops en rjute; thrt it 
wes. custonary to apply the brekes appr .rchiac tho curve 
to the left, preceding the sharper curve to tho r v h t on 
which the accident occurred, but o'-ot nc such application 
of tho brakes was nadu by Enfincnm Clark. The conductor 
also stated that he had noticed thot when an engjiurian is 
nailing his first trip sruthbound ^e does rut a^ply tho 
brakes for these curves, but that on subsequent trips en 
applicction is rlwrys nade. 

Baggagcnestor Few, of trcim tic. 37, having coupletod 
his work aid locked bhe baggege-cT door, went back into 
tho next c^r in the r~ar, the s: xth, c ̂ r, where he was 
riding at the tine of the accident. F m l c rcunuing the 
curve he puu his head cut uf tlio window to ascertain his 
location and as he did so t^o accident occurred. His 
statenents as to what tr-nspirod, the i^andling of the 
trrin, speed, stops, tine of departure fron Scottsnoor, 
tine of the accident, etc., r^reed precticolly in detail 
with thoso of Conductor Boyd. Ba^garjenastor Few further 
stetod, however, that in his opinion the speed of 45 er 
50 niles per hour on the curve was fron 15 to 20 rules per 
hour higher than is the usuel prectice. 

F]agnan Disbennett, ef t r n n No, 37, at"ted'that on 
departing fron Scottsnoor, when the train hed ^ t t o n under 
way, he looked at his watch and it was 3,45 ' . .1, He 
noticed no r..ir-brake applio tion nade prior to the onor-
gency air-broke application et the tine of the Occident, 
at which tine the speed was: between 40 and r5Q\nijce per 
hour, net over 50 nilcs per hour, Ho waa of the opinion 
that the train wes handled in the usual nanncr as it 
approached the point of accident, saying thet he,did not 
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feel uneasy as to the speed at which, it WEB. traveling. 

The statements &f other employees who were, riding on 
train No. 37* some b,e;ing off duty and- others en route to 
their point of w O v T k , were considerably at variance, parti­
cularly as-to the .speed. Engineman Earless, who was riding 
in the eighth car, was unable to estimated the speed as he 
was not paying particular attention to the matter but he 
thought that schedule speed was being maintained. Electri­
cal Foreman 5lade., who was riding in the seventh car, as 
were other electrical employees, said that after a passen­
ger had asked him how fast the t r a m was traveling he 
looked out of a window and then estimated the speed to 
have been from 60 to 75 miles per hour; this was at a point 
about 2 or 3 miles north of the point of accident and he 
said that he did not notice any reduction in speed prior 
to the accident. Electrician Tant also estimated the speed 
to have been between 60 and 75 miles per hour and in his 
opinion tho accident was caused by excessive speed, while 
Electrician Helper Hill estimated the speed to have been 
between 55 and 60 miles per hour. The statements of these 
employees also indicated that the mcoting-point whistle 
signal was sounded when approaching Titusvillo; Engineman 
Harless thought that a light air-brake application was 
made at about the time this signal was sounded, but the 
rest of these employees noticed no air-brake application 
prior to tho emergency application at the time of the 
accident and they also sold thet they heard the exhaust 
of the engine until the accident occurred. 

Might Chief Dispatchers Fuller and Chiles noticed 
interfurence on the telograph wires at 3-57 a. m., apparent­
ly as a result of the occurrence of the accident, while 
Train Dispatcher Cavanaugh said that at tho time of the in­
terference he did not look at the clock immediately but 
that he did look at it afterwards and It was then 4 a . m., 
and he placed the time of tho interference at about two or 
three minutes prior to the time at which ne looked at the 
clock. 

Section Foreman Vfliitaker stated that on the day prior 
to the accident he passed ovor the track at the point where 
tho accident occurred on four different occasions, twice 
on a motor car and twice on foot. The track then was in 
good condition, while about two weeks prior to the accident 
he took cross levels and gauged the curve and found it to 
be uniform throughout. He also stated that in December he 
raised the elevation of the outside r^il 1 inch, since which 
time tho elevation has been maintained between 3i to 3^ 
inches, and ho thought the curve was good for a speed of 
45 miles per hour. His inspection of the track after the 
accident disclosed no indicotions of tampering, and in his 
opinion track conditions failed to contribute to the acci­
dent in any way, excessive speed being the cause. 



^General Roadmaster Clark-1 said that there was no speed 
restriction on the curve and that he die" not think that any 
was necessary owing to its location with reference to the 
yard, and 'he thought it was 3 a f e for a 3peed of 50 miles 
per hour. In his opinion the eneine truck Was the first 
to derail and he attributed the clause of the accident to 
excessive speed coupled with an application of the brakes 
on the curve. Trainmasters Ycager and IIcDonald, Roadmaster 
Morgan, Supervisor Coleman, Car Foreman iTeighbors and 
Wrecking Foremen 3obo and Skipper shared the opinion of 
General Roadmaster Clark as to the cause of the accident; 
the trainmasters estimated the speed at the tine of the 
accident to have been from 60 to 65 miles per hour. Train­
master McDonald also said that tho watches of the engmeman 
and firemen were found ana turned ovor to him after the 
accident; the crystals of both watches were broken t,nd they 
were otherwise damaged. The fireman's watch had stopped at 
3.57 while the engineman's watch showed 4 o'clock, however, 
the trainmaster was informed that tho hands of the engine-
man's watch had been moved in setting the dirt off the 
faco of the watch. 

Road Foreman of Sn/sincs Courtney stated thct inspec­
tion of the engine after the accident disclosed that the 
throttle was open; he thought thit Engineman Clark momen­
tarily lost his location and thet no air-brake application 
was made prior to the accident, nor was steam shut off. 
From tho condition of the wreckage he was of tho opinion 
that the accident was caused b y excessive speed on the 
curve, estimating it to have been about 65 miles por hour. 
He did not consider that a speed-limit board at the 
approach to the curve was necessary and thought the curve 
was safe for a speed of 50 miles per hour. 

Master Mechanic M o r n s did not think that the oigine 
truck was the first to derail but was of tho opinion that 
excessive speed caused the high rail of the curve to over­
turn and that the engine then turned completely over; he 
expressed the opinion that the speed was not less than 60 
miles per hour. 

Superintendent Pooser stated that he did not think it 
necessary to locate a speed-limit board at the approach to 
the curve as enginericn ore not permitted to run an engine 
until they are thoroughly familiar with the roed, and he 
thought that if an engineman did >iet properly control the 
speed of a train, around a curve when he was ohorou^hly 
famil-iar with tho physical characteristics of the road, the 
more placing of a sp^od^liaiL. board would not; induce h m 
to hondlo the train otherwise. 



The investigation devx-lopod thot It is customary to 
roduce the speed of southbound trains approaching the 
curve to the left preceding the curve to the right on which 
tho- accident occurred', and thot it is necessary to do, this 
in order to control tne speed ove? the highway crossing 
and crossover at Titusville without resorting to severe 
braking. One experienced engineman s^id that he had 
operated around tho curve to the right at a speed upwards 
of 50 miles per hour, although he olso said that at dif­
ferent times train crews had requested him not to negotiate 
the curve at such a high rate of speed. Two other ex­
perienced cngmemen stated that they never operated their 
trains around this curve at n speed in excess of 30 m i l e 3 
per hour, and that they always had their tr;ins under con­
trol when approaching it. 

Statements of rcmbors of the crow of train No. 6, 
which t r a m was mot by t r a m No. 37 at Scottsmoor, were to 
tho effect that t r a m No. 37 headed in at the north switch 
of tho siding at that point at 3.40 a. m., six minutes 
late. A check made on the third night fallowing thot on 
which the accident occurred showed that train No, 37 had 
consumed eight minutes in making movements at Scottsmoor, 
similar to those mode on the night of the accident, except 
that at the time the chock was made train No. 37 headed 
out on the n a m track at c crossover'located about Midway 
the length of the 231-car siding, instead of pulling 
through the full length of the siding as it did on the 
night of the accident. 

Examination of the track vTas m^de by the Commission's 
inspectors after the occurrence of the accident. At this 
time the doroiled Pullman c r hod been rerailcd, leaving 
marks on t h e tios and making it difficult to identify de­
finitely the first marks of derailment, "1though the indi­
cations were that the engine wars the first to derail. At 
the point of derailment there WCJ an abrasion on tho gauge 
side o f the head of the h i g h rail of the curve, starting 
at tho base of the h e d , 19 inches from the receiving end 
of a roil, and extending diagonally upward for a distance 
of 25 inches to the top of tho rail. There was a^ mark 
across the top o f tho rail. Tne abrasion had t h e ~pp<. cr­
ane c of having boon madd by a flange crowding t n e oast 
rail a s the xvheol climbed the n i l , At a point 6 foot 
farther south, fir age marks appeared on the ties, an the 
gauge side of tho west rail, apparently made by the engine-
truck wheels. Heavy marks then appeared -n tho tics a t a 
point 3 foot farther south, on the gauge side of tho west 
rail, and these rarks led o f f abruptly to the east, leaving 
the ties within less than 50 feet, From bhis puint on the 
track was destroyed f (r a considerable distance, App ;rent-
ly tho eagine turned over t o Lhc left and skidded about ISO 
feet, making a ditch in tho ground about 3 feet in depth; 
the engine then app^reitly struck a growth of pains having 
a heavy root function, turned ,-ver ^n its right side and 
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skidded to an additional distance of 1 8 0 feet to the 
point where io came to,- rest. , 

Engine 4 3 5 is- -of the 4 - 8 - 2 type, with, a combined 
weight, engine and tender, of 5 2 2 , 6 0 0 pounds; its driving 
wheel-base is 19 feet 7 inches. The weight is distributed 
as follows: engine truck, 54,500 pounds; driving, wheels f 

2 1 7 , 0 0 0 pounds; trailer truck, 5Q*, 500 pounds, Master 
Mechamc Morris said that classified repairs were com­
pleted on this enaine October 1 2 , 1Q27> pnd since that time 
i t had made 18,78§ miles. Thorough inspection cf ail the 
derailed equipment, including trucKS, wheels, brake rigging, 
etc., was made. No loose wh els t tires or other defects of 
a like nature were disclosed and all flanges were m good 
condition. Tho brake hangers were all intact i'ith the ex­
ception of one, on a truck of tho second car; tnis brake 
hanger was broken but the safety hanger on this truck was 
still in place, indicating that the brake beam could not 
have come down. 

Measurements of the track north of the poznt of acci­
dent disclosed the juperelevail en and t.ie gauge to be m 
good condition, although the h: gb rail way slightly curve-
worn; no indication of dragging equipment was found. The 
track was well maintained anJ jiothmg wns developed in re­
gard to track conditions tha~o would have caused or contri­
buted to the accident. 

Gonclua?jns 

This accident was caused by excessive snood. 

The estimates as to tho 3 p c c d of the t r a m at the time 
of the accident varied fr^m 40 to 7 5 rules per hour, and 
while there was some evidence to tne effect that the engine-
man shut off steam some distance prior to reaching the 
p o m t of accident, there was o-cher evidence to tho e f f e c t 
that steam was being 'worked w h e r the a c c L C l c n t occurred, and 
an exammetion of the engine after the accident showed that 
the throttle was still open. In either o\cnt, however, 
there is no conflict m the testimony to the effect that 
there had b e e n no appreciable reduction m the speed prior 
to the time of the accident; net only did the condition of 
the wreckage and the statements of all the witresses with 
the exc,ptioi of the conductor, baggagemrster ?nd flagman, 
indicate that the tic in was traveling no en excessive rn;c 
of s p e d when entering the yird at Titusvillc, but there 
was evidence to indicate that train To. 37 did not reach 
Scottsmoor until 3.40 a. m. , * n w'lich event it is doubtful 
if i t deparood from the south switch at that point prior to 
3*48 a. m,, instead of 3 - 4 3 a. m., as stited by the members 
of the train crew. Under such circumstances, and allowing 
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two minutes in which to resume full speed within a distance 
of 1 mile, the train traveled the remaining distance of 
8,65 miles to the point of accident within a period of 
approximately seven minutes. It is believed that a speed 
of 60 to 70 miles per hour at the time of the- accident is 
more nearly correct than the estimates made by the- members 
of the train crew of 40 to 50 nilcs per hour. The theory 
was advanced that an air-br:ke application we,s nade a few 
seconds before the occurrence of the accident which possibly 
resulted in a somewhat rigid condition of the engine truck, 
thus creating a teneency for the engine-truck wheels to 
clinb the rail, but the evidence on this point is not clear. 

Engmeman Clerk had not nade e trip southbound over 
the "old nain" since December 12, 1926, but previous to 
that dete ho had operetcd treins over this trock for 
several years, while from. January 16, 1928, to March 11, 
1928, he had been operating t r a m No. 6 northbound over 
this line, skipping a trip eech third day; under these cir­
cumstances no should hove been thoroughly faniliar with the 
physical characteristics of the read m either direction. 
The evidence also indicate^ that ^ngii.cnan Clark appeared 
to have been in nomal physical and ner.tal coalition on 
the night of tho accident, and tr-e fret th°t he v/as not 
asleep seens clear fron the statements of various witnesses 
that he sounded a neeting-point whistle signal when appro­
aching the point of c cciecr.t. U ne'er these circumstances 
any attempt to explain ivhy ho failed to re luce speed before 
rounding the cur^e is e natter ef mere conjecture. 

All of the employees Involved were experienced nen 
end at the tine of the accident none of then hod been on 
duty in violation of any of the .-/revisions of tne hours 
of service law. 

Respectfully subnitt^e1 , 

W, P. BOPJjAND, 

Director. 
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INTERSTATE COMMERCE COMMISSION 

REPORT OF THE DIRECTOR OF THE BUREAU OF SAFETY IN RE INVESTI­
GATION OF AN ACCIDENT V/HICH OCCURRED ON THE PENNSYLVANIA 
RAILROAD NEAR MARSH RUN, PA., ON MARCH 16, 1928. 

April 11, 1928. 

To the Commission: 

On March 16, 1928, there was a compound collision, 
in which throo freight trains and one passenger train 
were involved, on the Pennsy]vania Railroad near Marsh 
Run, Pa., resulting in the death of 1 enployee and the 
injury of 17 passengers and 4 onployoes. 

Location and Method of Operabion 

This accident occurred on that part of the Phila­
delphia Division known as tho York Haven Line, which 
extends between Wago Junction and DY Block Station, near 
Harrisburg, Pc •, a distance of 19.1 niles. In the 
vicinity of the point of accident this is a four-track 
line, the tracks being numbered fron north to south 4, 
3, 2, and 1. Tracks 4 and 3 arc designated as tho 
westbound and tho eastbound freight tracks, respectively, 
while trrclcs 2 and 1 are the westbound and eastoound 
passenger tracks, respectively. Movements of trains over 
the freight tracks are con broiled by tine-table, train 
orders end a nanual block-signal system, while on the 
passenger tracks train movements arc controlled by 
tine-table, train orders, and automatic block-signals 
supplenented by a systen of automatic train control. 
The primary collision occurred on track 4 at s point 
2,265 foot west of Marsh Run station; approaching this 
point from the east tne track Is tangent for a distance 
of 3,865 feet, followed by a 1°40' curve to tho right 
4,365 feet In length, the accident occurring on this 
curve at a point 1,565 feet fron its eastern end. The 
grade at the point of accident Is practically level, and 
tho view waa good. 

The veather was clear at the tine of the accident 
which occurred at about 8:12 a, n. 

Description 

Westbound freight train rlo. P-9 running on track 4, 
consisted of 76 cars and a caboose, hauled by engines 
3098 and 1498, and was in charge of Conductor Roto and 
En gin onion Ever hart and. Shaffer, This train passed Cly, 
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the last open office, 7.8 niles east of Harsh Run, at 
7:50 a» n., under a pemisslvo signal indication, and 
shortly after passing Marsh Run, while drifting at a 
speed of 10 or 15 niles per hour, it was brought to a 
stop due to the parting of the train botwoon tho 50th 
and 51st cars. Shortly after the train had boon brought 
to a stop it was struck by westbound freight train socond 
No. TH-1. 

Westbound freight train second No. TH-1, also running 
on track 4, consisted of 32 c a r 3 and a caboose, haulod 
by engine 120, and was in charge of Conductor Davidson 
and Enginenan Si:driers. This train passed Cly at 7:59 
a. n., under a permissive signal indication, and collided 
with train No. P-9 while traveling at a speed variously 
estimated to havo boon from 25 to 50 niles por hour. 

Eastbound freight train No, P-2-12-14, running on 
track 3, consisted of 69 cars and a cabocso, hauled by 
engine 4626, and wa.s in charge of Conductor Early and 
Engineman Diff endorfor , This train passed GS Block 
Station, 6.7 niles west of Farsh Hun, at 8:01 a. IU, and 
was sido sniped by the wreckage of trains Nos. P-9 and 
second No. TE-1 while traveling at a speed of approximately 
30 m i l e 3 por hour. 

Eastbound passongor train No. 992, running on track 1, 
consisted of one combination mail and express car and two 
coachos, haulod by engine 3333, and was in charge of Con­
ductor Reichard and Enginoiian Norris. This train passed 
J. Block Station, 5.5 miles west of Harsh Run, at 8:05 
a. m., and collided with tho wreckage of train No, P-2-12-14 
while traveling at a speed estimated to have boon between 
30 and 35 miles por hour. 

Tho caboose and the four rear cars in train No. P-9 
were destroyed. Engino 120, of train second No. TH-1, 
wes derailed to the right and cane to rest on its right 
sido against tho embankment whilo three cars in its train 
were badly dcjiagcc1. The wreckage from this accident 
fouled track 3 and resulted in slight cfamagc to tho 22nd 
to 27th cars, inclusive, in train No. P-2-12-14, whilo 
tho 28th to the 39th cars, inclusive, voro derailed and 
nore or less damaged. Tho wreckage from train No. 
P-2-12-14 fouled tracks 2 and 1 and was struck by train 
No. 992; the engine, its tender, the first car ard tho 
forward truck of tho second car in that train woro do­
rr ilod, the engine coning to rest on its right side south 
of and nearly parallel with track 1; the tender and the 
first car woro partly overturned. The wreckage caught 
firo immediately after the accident, resulting in more or 
less damage to equipment. Tho crwloyoo killed was the 
fironan of train second No. TH-] 



Siu^^rj of EVIL once 
Enginorian Everhart, of tho leading engine of train 

No. P-9, stated that his trcin entered the block at Cly 
under a permissive signal indication and proceeded to 
l«arsh Run at a speed of 15 or 20 niles per hour, the 
speed being gradually reduced boyond that point for tho 
roc son that ho had shut off stean in order to increase 
the stoari pressure. When the speed had boon reduced to 
8 or 10 niles per hour he noticed the air gcugo drop fron 
70 to 50 pounds pressure, which resulted in bringing his 
trcin to a stop. Ho did not know at that tirio that his 
train had broken in two, nor did he feci any shock at 
tho tine of tho collision, but upon looking back he saw 
f lanes, and realizing that socio thing was wrong he sent 
his fircnan back to the rear and then procured a flag and 
went forward to stop approaching trains. Engine: inn Ever-
hart said that when his trrin cane to c stop the east-
bound freight trcin on track 3 Lad passed his engine, and 
that ho did not see train Jo. 992 at any tine. 

The statencnts of Firenan Kauffrian, of the leading 
cngino, and Enginer±an Shaffer and Fircrian TJleau, of the 
second engine of train No. P-9, practically corroborated 
those of Engincnan Everhart as to tho noveiiont of the 
train between Cly and tho point of accident. Engincnan 
Shaffer added that both the eastbound freight train and 
tho eastbound passenger train passed at about the sano 
tine, the passenger train being opposite the caboose of 
tho freight train; this was j u 3 t before his own train 
cane to a stop. 

Conductor Rote, of train No. P-9, stated that when 
his train cario to a stop tho flagman started back 
inriodiatoly, and on getting off at tho head end of the 
caboose the conductor 3aw the following train just cast 
of tho station at Marsh Run, and ho remarked to the r.iddlc 
brakenan that if it was on their track an accident was 
going to occur. He continued to watch it and noticed 
that stean was not shut off until the engine was approxi­
mately eight car-lengths fron his caboose. Ho al3o heard 
a whistle signal for brakes, scunlod fron the engine of 
the eastbound freight trcin on track 3 when the engine of 
that train passed the flagnan. Ho did not know whether 
the flagrian throw off a fusee before the train stopped. 
Conductor Roto further stated that he did not know what 
ccused his train to cone to a stop, and he was of the 
opinion that an attenpt was nade to start it again and 
that it was at this tine that tho train broke in two at 
tho point where a broken coupler, due to a flaw, was 
afterwards found. 

FI agnail Shunk, of train No. P-9, statod that when his 
train passed ftlcrsh Run it was traveling at a speed of 
about 20 niles per hour, but after passing that point tho 
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spoed was reduced soncwhat and shortly afterwards he folt 
a lurch of the train as though the slack had run in and 
ho throw off a lighted fusee at a point about eight or 
nine car-lengths east of a road crossing located just oast 
of whore the accidont afterwards occurred. He said that tho 
train continued to reduce speed and that he got off the 
caboose Just east of tho crossing, before the train cane 
to a complete stop; he then hoard the roar of an approaching 
train and started back as quickly as possible, passed 
the fusee, which was still burning, and reached a point 
about 15 or 20 car-lengths fron his caboose when the 
following train cane into view, about 20 car-lengths dis­
tant. He continued to go back, waving his flag, until the 
engine of the approaching train was only three or four 
car-lengths fron hiji, then he stopped off the track 
Into a ditch on the englncnan's side, without having tine 
in which to put down torpedoes. As the online passod 
hi-i, without his stop signals having been acknowledged, 
he notod that tho cab window was closed and he said he 
did not see the enginciun. Fjlngnan Shunk expressed the 
opinion that stealI was not shut off, nor tho brakes ap­
plied, prior to tho accident, which occurred while the 
train was traveling at a speed of about 40 nilos per hour. 

Brakenan Singer, of train No. P-9, who had been 
riding in the caboose, said the flagnan got off before the 
train ca IO to a full stop. Shortly after it had stopped 
Brakenan Singer got off and then noticed the flagnan about 
12 or 15 car-lengths frcri the caboose and still running 
eastward. Yflaon brain second Ko. TH-1 was within about 
four car-longths of his caboose he saw the cnginei.an of 
that train with his hands over his hoad, apparently for 
tho purpose of protection. Brakenan Singer ostinatcd the 
speed of train second No. TH-1 at fron 30 to 40 riilcs per 
hour at the tine of the accident, and was of the opinion 
that the engine was still working stoon when the accident 
occurred. 

Conductor Davidson, of train second Ho. TH-1, stated 
that c a r s were sot out and picked up at various points 
en route, but that proper air-broke tost was nade oach 
tine after the troia had been recoupled. He rode on tho 
engine fron Columbia to Shocks Plug, tho latter being the 
last stopping point prior to tho occurrence of tho acci­
dent, and he sale"! that when approaching Shocks Plug two 
torpedoes were encountered and the train was also flagged 
by the flagnan of train Ho. P-9, which signals wero acknow­
ledged by his enginenan; Conductor Davidson then returned 
to tho caboose. Ho observed that his train entered the 
block at Cly under a pemissivo signal and estinated the 
speed between that point and the point of accident at about 
25 nilos per hour, while the brekes wore used at one point, 
a short distance cast of Marsh Run, for the purpose of re­
ducing speed on a curve. After passing Marsn Run station 
he felt an ericrgency application of tho brakes, follcwod 



-5-
by the inpact of tho collision after the train had novod 
an additional distance of only two car-lengths. Conductor 
Davidson further stated that during the tine ho wa3 in 
tho prosence of the engincnan and firenan of his train 
prior to the accident they appeared to be nornal in every 
respect and that there hat? been nothing in connection with 
the handling of the train that would have indicated other­
wise. After the occurrence of the accident he inquired 
of the engincnan and firenan a 3 to it3 cause, but the 
engincnan failed to answer his question while the firenan, 
still conscious, replied that he did. not know. At tho 
tine of this investigation the condition of Engincnan 
Sinners was such that he could not be interviewed. 

Tho statonents of Brnkc^cn Canpbcll and Sinon sub­
stantiated those of Conductor Davidson as to tho brakes 
being applied in cricrgoncy just prior to the accident, 
and they estimated the speed of their train between Cly 
and tho point of accident to have been between 25 and 30 
niles per hour. Brakcnan Sinon added that after the acci­
dent he noticed a burning fusee about five polo-lengths 
oast of tho point whore tho engine of his train cane to 
rest. 

Enginenan Diffcuderfor, of eastbound train Wo, 
P-2-12-14, stated that hi3 train vas noving at a speed 
of 25 to 28 niles per hour around the curve on which the 
accident occurred when tho firenan shouted to hin to 
sound the whistle but before ho could do so tho firenan 
grabbed tho whistle cord and signalled for brckos, tho 
accident occurring shortly afterwards. 

Firenan Bickle, of train Ho, P-2-12-14, stated that 
when his train passed the caboose of train Wo, P-9 that 
train wss still noving slowly while his own train was 
traveling at a speed of 25 or 30 niles per hour. About 
15 or 20 seconds later ho observed another tr&ln approach­
ing on track 4, about 25 or 30 car-lengths distant, nov­
ing at a speed of probably 30 niles per hour and still 
working stean. He inncdiately looked back and saw a 
burning fusee and also the flagnan of troin Wo, P-9 a 
short distance cast of the fusee, running towards the 
approaching train and waving his flag. Realizing that 
a collision was innincnt he called to tho onginenan to 
sound the whistl&, but before the engincnan had tine to 
act ho crossed over and did so hincolf. Ho said ho did 
not see any one in tho engine cab of train second No. 
TH-1 as it passed, being on tho enginenan's side of his 
own engine at tho tine. 

Enginenan Worris, of train Wo. 992, stated that his 
train was running about 30 or 35 niles per hour on clear 
signal indications as it rounded tho curve approaching 
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Marsh Run when his firenan notified hixi that a box car 
had rolled across track 1 fron tho train on track 3; he 
did not sec it hinself, on account of his position on 
the outside of the curve, but at once applied the brakes 
in emergency, his train colliding with the wreckage 
immediately afterwards. 

Fireman Rembold, of train No. 992, stated that he was 
riding on his seat box looking ahead and shortly after 
his engine had passed the caboose of the train on track 3 
he heard the brakes apply on that train and at about the 
same time noticed some cars lying on track 1 (about five 
car-lengths distant, or as soon as they came into view 
around the curve; he immediately informed the engineman 
to that effect and the latter applied the air brakes in 
emergency. 

The statements of members of the t r a m crews of 
trains Nos, P-2-12-14 and 992 brought out no additional 
facts of importance. 

Brakeman Wintermyer, off duty at the time of the 
accident, was in the yard at his home near Marsh Run 
station when the accident occurred. He stated that he 
saw train No. P-9 pass and about two or three minutes 
later he noticed another t r a m approaching on track 4 
at a rapid rote of speed. He then looked westward and 
observed train No. P-9, which he thought had come to 
a stop, and at once realized that an accident was un­
avoidable. After the occurrence of tho accident Engine-
man Sinners and Fireman Williams, of second No. TH-1, 
were brought to his hone and given first-aid treatment, 
during which time the ongineman voluntarily exonerated 
the flagman of train No. P-9, saying that the engineman 
of the train on track 3 had whistled for brakes and that 
he then saw the flagman; Engineman Simmers did not think 
the flagman was at fault. Brakeman Wintermyer also quoted 
Engineman Simmers as saying that he made no attempt to 
stop and did not shut off steam or apply the brakes as 
he considered it was then too Into, but that he did tell 
the fireman to jump and also took hold of him with tho 
intention of pushing him off the engine. Brakeman Winter­
myer estimated the spood of train second No. TH-1 at 50 
milos per hour at the time it passed his home, with the 
engine working steam. 

Operator Long, on duty at Cly at the time of the 
accident, verified the block record as to the times at 
which trains No, P-9 and second Th-1 passed that point. 
He stated that both trains entered the block undor per­
missive signal indications, which statement was corrobor­
ated by Signal Maintainor Huston. 

Road Foreman of Engines Humble stated that he made 
an inspection of engine 120 at the scone of the accident 
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and found the throttle closed, the brake valve in the 
emergency position and tho reverse lover, which was of 
the scffiu type. In the reverse position. 

Conclusions 

This accident was caused by the failure of Engmeman 
Simmers, of train second No, TH-1, to operate his train 
under proper control after entering a block under s per-
miseivo signa] indication. 

Under the rules governing movements on track 4, it 
is provided that a train other than a passenger train may 
be permitted to follow a train other then a passenger 
train Into a block under a permissive signal indication 
It is also provided that when such a movement is made the 
following train must proceed with ceution and be prepared 
to stop short of a train or obstruction. In addition to 
those rules governing the operation of train second No, 
TH-1, the investigation indicatod that riagnon Shunk throw 
off a fusee when train No. P-9, reduced speed just cast of 
Marsh Run station, and that whon his train had come 
practically to a stop near the road crossing this flagman 
got off and started back as quickly as possible, and that 
ho reached a point approximately 14 car-lengths oast of 
tne crossing; this flagman, who could have been soon by 
Enginoman Simmers a distance of about 1,800 feet, con­
tinued to give stop signals until the engine of trein 
second Nc. TH-1 passed him stall working steam and without 
acloaowledging the stop signals. It further appeared that 
an emergency whistle signal to stop was bounded by the 
fireman of the eastbound train on track 3 and this also 
should have enabled Enginoman Simmers to take some action 
toward reducing the speed of his trc in to a considerable 
extent. Notwithstanding the requirements of tho rules, 
and tho visible and audible signals to stop which the 
evidence indicates wore given, it appears that Enginomon 
Simmers was operating his train at a comparetivoly high 
rate of speod and that he made practically no effort to 
bring it to a stop; as a matter of fact, Brakeman Winter-
myer quoted Enginoman Simmers as saying that ho did not 
try to stop, although this latter statement is not in 
line with the statements of tho roed foreman of engines 
that after the occurrence of the accident ho found the 
throttle closed, the brekc valve in tho emergency posi­
tion, and theSscrcw reverse gear in tho reverse position, 
hi vioi' of all the evidence, however, Engineman Simmers 
cloarly is responsible for the occurrence of tho accident, 
although the reason for his failure to operate under 
proper control In the occupied block and to bring his 
train to a stop in time to avert the accident could not 
bo ascertained. 

There was no possible way of preventing the accidents 
involving the other two trains; train P-2-12-14 was passing 
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on track 3 at the time, while train No. 992 had passed 
tho caboose of train No. P-2-12-14, and apparently was 
within a very short distance of the wreckage from that 
train when it was thrown across tracks 2 and 1. 

Had an adequate train stop or train control device 
been in use on track 4 this accident would not have 
occurred. 

The employees involved wore experienced men, and at 
the time of the accident none of them had been on duty 
in violation of any of the provisions of the hours of 
service law. 

Respectfully subnitted, 

W. P. BORLAND, 

Director, 


