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REPORT OF THE DIREGTOR OF THE BUREAU' OF SAF"TY IN RE IN-
VESTIGATION OF AN ACCIDENT WHICH QCCURRED ON THE
., FLORIDA EAST ‘COAST RAILWAY NEAR “TITUSVILLE, FLA,
, ON MARCH 16, 1928. .

* 7 April 17, 1928,
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 in 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 Digtrict of the
Northern Division, extending bhetween New Smyrna and Fort
Py rce, Fla., a distance of 117 miles Between New
Suyrna and Edgewater Junction, 2.1 miles south, this is
a8 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 1t 1s 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 southborund movements over t .is portion of single track
are confined to local passcnger and local freight trains,
portions of two branch lines, known as the "new main",
being utilized between these sa. two poin 3 as a main
track r'or southbound traffic. For the gre.cer portion of
the distance these two main tracks are several miles dis-
tant from cach other. Trains are operated h»y timec-table anl
train orders; there is also an automatic block-z1gnal sys-
tem in use on thess tracks, but this signal sysctem only
governs northbound movcments on the "old main™ and only
southbound movements on the "new main", The accident
occurred on the "old main" at a point approximately 427.7
fcet south of the north yard-limit board, this point being
about 1/2 milec north of the station at Tltusv1lle- approach-
ing this point from the north therc 1s a long tangont
followod by several comparatively short tangents and curves
lcading to a 5° 53' curve to the right 1,051 fect in length,
the necident occurring on this curve at a point approxi—
mately 381 1l fect from its northern end. The curve is on a
111 for its cntire lcngth, the f£ill varying fram 2 to0 7
fcet 1n height, The grade 1s practically lcvel,
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The track is laid with 90-pourd rails, 33 feccel in
lergth, with an average of 19 ties to thc rail lcngth and
fully tiee-plated, and is doubleespiked on the outeide and
single=spikecd on the gauge side on the curve on vhich the
accident occurred, ballasted with limestonc rock ballast to .
a depth of from 18 to 24 inches, Rall anchors are zlso
used, The maximum supecrclevation of the outside rail of
the curve was 3% inches, while the naximum cauge wes &
Tect 9 inches. The track is maintained in exccllent
condition.

The weathcr wes c¢lcar at the time of the accideat,
which occurred at about 3.57 a. n,

Description

Scuthbound pagscnger trarn NWo, 37 consistcd of four
cXproess ears, onc bagrage car, two coachcs, and two Pullman
cars, in the order nancd, 21l »f stecl constructicn,
hauled by cngince 435, and was tn charge of Conductor Boyd
and Engincrnion Clark, This ftrain lcft Now Szyrne at 3 a,
according tc the train sheot, on timc, and was zZparoaching
Titusvillc when 1t was derailed whilce trav.iin-, at a spee
variously ostimnted to heve becn between 40 and 75 nales
rer hour,

o TH B}

Ergine 435, 1ts tender, the firat scves cors aad the
forwerd truck of the vizhth car veere derailicd 69 the ldf't,
Twe cngince and rts toeader cone ¢ rost cn their ricihs s1des
in 2 vadly-domaged conditiong She fairct cev cale Lo reot
cn top of the tender and oo inc, in an wraght positi-ng
ihe second and thired cars, both .f which were 1unolishdld,
carte to rest on therr loft sideg, between the o 110 and
the treck, the forvard ond of t'.¢ sieond c-r being chout
onc=holf a car-length boyocd or scouth <f t8 . he~d cnd of the
englne and 439.3 feot fron the 1anitial »ovc of Acer-ilrient:
the Tourth and fiafth coars wers o theill left sides north of
the enzmine, badly d-uioged, walle the sixth e v wes leching
to the left, elcar =»f the road bed, ané the scventh ceor
was precetically upright., The crplovees kXilled wers the
¢ izinenian and firenen.

Sunneary of evidence

Conductor Boyd, of train o, 37, was ridiag 1n tho .
s1xth ¢~r in tle tr-ain ~2 1t -~eopr--oched Titusville, ot
yhlich point 1t was to rict northbound trein ¥o. 98, The
neeting=ncint whistlc sioncl wrs sounded cnd stoe-m shut off
when the tr-1in wes <bout 1% or 17 males north of the polint
of accident, bunching the sleock, but no cir-br-ke opplice-
tion woe nade, clthough e s-1d 1t ws custcenary to ste~dy
the treoin prior to rc-ching the sh-rp curve to the right
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on which the zecident occurred, At this time be wos en-
gaged in working on his reports tut he cxpressed the opinion
that the speced of the trein was ne higher on this sccaeion
thall at other tincs while roundins thig particul-r curve,
estinating it to have been between 45 and 50 niles mer hour,
about the seric as it and been after le-ving Scottsrnicor.
According to Conductor Boyd's st-tosents, the train stopped
rnd headed in at the north switeh of the siding ot Scotts-
swor, rict aorthbound trcin No, 6, which was weiting at that
peint, eontinued throusgh the siding, which has o capocity
of 231 crrs, at ~ speced of about 10 riiles per hour, stop-
ped at the south switch, hended sut on the .ein trock,
stepped again in order to closce the switeh, m~nd then pro-
cecded, and he 8018 thot on departing fruo Scottanoor he
looked at his watch, whilc tic tr-~in wes 1in noti-n, and
nctrced that 1t was 3,43 a, n., while he fixed the tiice of
the accident at 3.55 2. ., seying that he ad Bagpage-
naster Few 2rrived ot Lnat figurce on looking at their
watehes after clinbing cut of the e~r ofter tho cceidunt,
at -which taince it was 3.57 ¢o. 1. Conductor BSoyd further
stated that a runzinsz test of tne rir brekes wrs ode when
leaving New Snyrna anrd thet they worked prooserly at that
point and also 1n moking various stops cn roubey ihet it
wes, custonary to apply the brekes appr.oching the curve

to the left, preceding the sharper curve to the ri ht on
vt.ich the accident occurrcd, but vhot ne such asrlicrticn
of the brakes was nad. by Encincoarn Clark, The condudétor
also stotced thnt he hnd niticed thob when an engineiian 1s
neking his fairst trip scat'ibeund he does not apply the
brakes for these curves, but that on subscgquont trins en
applicction 1s nlwrys nade.

Bagpagonester Feow, _f lrcan Mo, 37, having comnleted
his work a8 locked the baggege-c-r door, went back into
the ncxt ¢~ i1n thec reer, the s:xth c-r, where he was
riding at the tine of the aceddait, While rounuing the
curve he put his head cout of the window to ascortnin has
location and as hc did so the accident occurred. His
statenents as tc what tr-aspired, the tandling of the
troin, speed, stops, time of deserture fron Sesttsnoor,
tine of thc accadent, cte., c.rced precticolly in detoal
viith these of Conductor Boyd., Bogragu.astoer Fow furthor
atetod, however, that in his opinlon the s=eed af 45 or
50 nmiles per hour oo the curve wes fron 15 to 20 riales per
hour higher than 18 the usuel nroctice.

Flezaon Disbennett, of troan No, 37, stoted ‘that on
departing fron Scottsnocr, whoen the trein hed z-tten uader
way, he looked at his wntceh and it was 3,45 <. .1, He
noticed noe air-brake cprlic tion tede prior to the oner-
gency air-broke opplic~ticn ot tle tiae »f the accidoent,
at which tine the snced was botween 40 and 50 qlco per
hour, not over 50 .u1les jer hour, He wag of the opinion
that the train wes haidled 1 the usunl =onacr as it
approached the point of -ecident, sayinge thet he did not
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feel uneasy as to the speed at which 1t was. travellng.

The statemantéfaf other employees who were riding on
train Neo. 37, some being off duty and others en route to
their point of work, were considerably at variance, parti-
cularly as-to the -speed. Engineman Harless, who was riding
in the eighth car, was unable to estimated the speced as he
was not paying particular attention to the matter but he
thought that schedule speed was being maintained, ZIlectri-
cal Foreman Slade, who was riding in the seventh car, as
were other electrical employecs, said that after a passcn-
ger had asked him how fast the train 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 thc point of accidcnt and he
said that he did not notice any reduction in speed prior
to the accident. Elcctrician Tant alsc cstimated the specd
to have boen between 60 and 75 miles per hour and in his
opinion the accident wes ceaused by excessive spcecd, while
Electrician Helper Hill cstimated the spced to have been
betwecn 55 and 6Q miles per hour, The statements of these
employeces also indicatcd that the mcoting-point whistle
signal wes sounded when approaching Titusville; Engineman
Harless thought that a light air-brake application was
made at about the time this signal was sounded, but the
reet of these employces noticed no airr-brake application
prior to the cmergency apnlication at the time of the
accident and they also suid that they heard the sxhaust
of the cngine until the accident occurrcd.

Night Chicf Dispatchers Fullcr and Chiloes noticed
interfurence on the telegraph wircs at 3.57 a. m., apparent-
1y as a result of thc occurrcnce of the nccident, while
Train Dispatcher Cavanaugh ssid that at the time of the in-~
terference he did not look at thc clock immediately but
that he did look at 1t afterwards and it was then 4 a. m.,
and hc placed the time of the intcerference at about two or
threc minutes prior to the time ot which ne looked at the
clock,

Section Poruman Whaitaker stated that on thc day prior
to the accident he passed over thce track at the point wherc
the accident occurred on four differcint occasions, twice
on a motor car and twice on foot. The track then was in
good condition, while ahout two weeks prior to the accadent
he took cross levels and gauged the curve and found 1t to
be umiform throughout. Hc also stated that in December he
raised thec clevation of the outside r-21 1 inch, since vhich
time the clevation has been maintained betwecen 3% to 3%
.lnches, and hec thought thc curve was good for a specd of
L5 miica pcr hour., His inspection of the track after the
accident disclosed no i1andicotions of tampering, and in his
opinion track conditicns faoiled to contribute to the acci-
dent in any way, exeessive specd belng the cause,
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_General Roadméster Clark:seid that there was no speed
restriction on the curve and that he did not think that any
was necessary owing to its location with reference to the
yvard, afd ‘he thought it was safe for a speed of 50 miles
per hour, In his opinion the entine truck was the first
to derail and he attributed the dause of thé accident to
excessive specd coupled with an apolicqation of the brakes
on the curve, Trainmasters Yecager and llcDonald, Roadmaster
Morgan, Supervisor Coleman, Car Foruman Hecighbors and
Wrecking Forcmen Bobo and Skipper shezrsd the opinion of
General Roadmaster Clark as to the causc of the accident;
the trainmasters estimated the spoed at the tine of the
accident to have becn from 60 to 65 miles per hour, Train-
mastcr LcDonald also sei1d that the watchos of the vngincman
and firemsn werc found anc turned over to him afltcr the
accidenty the crystels ol both watches were broken end they
were otherwise damaged. The fircman's watch had stopped at
3.57 while tha cngincman's watch showed 4 o'cloclk, howcver,
the traimmastcer was informed that the hands ol the cnglnes~
man's watch had been moved in zetting the dirt off the
faco of the watch.

Road Forcman of Enginces Courtncy stalcd thet anspec=-
tion of the cagine after the accident discloscd that the
throttle was open; he thought that Engincman Clark momen=
tarily lost his location and thet no air-brake appliceation
was made prior to the accidcnt, nor was stcam shut off.
From the condition of the wreckage he was of the opinion
that the acecident was couscd by excossive speed on the
curve, estimating 1t to have boun ahout 65 miles per hour,
1e did not consider that o speod-limit board ot the
appiroach to the curve was neccssoary and thought the curve
was safe for a gpoed of 50 malcece per hour,

Mestcr Mechonie Morrig did not think that the eagine
truck was the fairst to derail but was of the opinaon that
excessive spced caused the high roil of the curve to over~
turn nnd that the unginc then turned complcetely over; he
expressed thou opinion that the speed wog not Less than 60
milus per houar, .

Supcrivtcadent Pooser stated that he ¢éid not thnink it
neccessary to loecate ¢ speed-limit board ct the annrozch to
the curve as cnginemen eore not permittcd to run o enginc
until they are thoroughly famillar with the road, and he
thought that if aa engiacman did nct nroncrly control the
gpeed of 2 traln around & curve when he was choroushly
familiar with the physicnl c¢rharacteristics of the road, the
merce placing of a sSpecdelimt toard weuld not i1nduce him
to hendle the trrin otherwise,
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The investigation dcveloped thet it is customery to
reduce thc speced of southbound trains approaching the
curve to the left proceding the curyve to the right on which
the accident occurred, and thot it is nccessary to do.this
in order to control thc speed over the highway crossing
and crossover at Titusville without resorting to scvere
braking, One exporicnced cngineman s-1d tnat he had
operated around tho curve to the right at a spced upwards
of 50 miles pecr hour, although he »lso saind that at dif-
ferent times train c¢rews had rcquested him not to negotinte
the curve at such a high rate cf speed, Two other oX-
pericnced engincmen stated that they never sperated their
trains around this curve at oo speed in cxcess of 30 miles
per hour, and that thcy clways had their tr:insg uvadoer con-
trol when approaching it.

Statements of ncmbers of the crew of train No. 6,
which traoin was net by troin No. 37 ot Scottamoor, werc to
the effecet that troin No. 37 headed 1n ot the norih switch
of the siding at that pcint at 3,40 a, m., six minutoes
lete. A cheek made on the third night following thet on
which the accident occurred showed that train No, 37 had
consumced oight minutes in making aovencnts at Scottoncor,
similar to thesc modc on the nicht of the accldent, oxcept
that at the time thoe cihieck wag made troin No, 37 hcaded
out on the main track nt o crossover’ located about ridwoy
the length of the 23l-car siding, insterd of pulling
throuch the full length of tlhie si1ding as 1t did on the
night of the =zeccident.

Exariznetion of the track was mrde by the Comiission's
inspectors afteér the occurrcnce of the accadent, At this
time the derailed Pullman ¢y had been rerailed, leeving
mnarks on the tics and making it dafficult to identify de-
Tinitely the fairst morks of dernilnent, ~lthouga thc ind:i-
cations werc that the enganc wan the first to dernal, At
the point of dcreilucat thcerc wos an abresicn an the gouge
side of the hecad of the high rail of the curve, starting
at the base of thc he~d, 19 inches from thc receiving cnd
of a reil, and oxtcading dlcgonally upward for o dilstence
of 25 1nches to the top of the rril., There was n. mnolk
ceross the top of the roil. Tac abrazion Lad the ~onoor-
ancec of hrving becn nedé by o flronge crowding thnoe cost
rcil ©s tke wheel elinbed the riil, At 2 ncint 6 foct
farther south, flenge marks cpoyeared on the ties, on the
gauge side of the west raill, -prerently nade by the cngiae-
truck whecls, Heavy marks then appeared 'n tho tics ol a
point 3 foet farthor soutl, on the gauge side of the west
rall, and trcse arks led off ebraptly to the cast, lerving
the ties within less then 50 feot, Trom bhis point on the
track was destroyed f.r 2 considererble dast-nce, Abhirente
ly the eagine turncd over to vhe loft and skidded c~bout 180
fect, nnking o ditech ia the ground about 3 feet in depthg
the engine thon cpp-reatly struck a growth of »olme having
a heavy roct furiciion, turncd rver on its right si1de and
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skidded to an additional distance of 180 feet to the
point where i1c¢ came to Test. S
. , e N

Engine 435 is ©of the L-8-2 type, with a corbined
werght, engine and tender, of 522,600 vounds; its driviag
wheel~-base is 19 feet 7 inches. The weisht 1s distrabuted
as follows: engine truck, 54,500 pounds; driving wheels,
217,000 pounds; trailer truck, 50,500 pounds. haster
Mechanic Moreris said that classgified rcepairs were com-
pleted on this engiie October 12, 1027, end sracc that time
1t had mede 18,788 miles. Thorouch inspcction cf all the
derailed equiyment, includins trucks, wheuls, brake rigring,
etc., was made, No loose wh c¢ig, tirces or otiaer defects of
a like nature werc discloscd nped all flasges wers in good
condition. The brakc hangers werc all intact vath the eX-
ception of oae, on & truck of the scocond car; this breke
hangcr was broken but the safcety hanger on this truck was
still 14 placo, indacating that thoe brake beam could not
havc come dovm,

Measuromoents of the track north of the point of acci-
dent disclescd the supercelovalicn and tiac gauge to be 1n
£ood condition, although the Ligh rai1l was slichtly curve-
worn; no indication of draggin, cguipment was found. The
track was well maintvained aad gothiug wos developed 1n ro-
gard to track conditions thatv srould bave causcd or contri-
butcd to the accident.

Conclusiuns
This accident was causcd Ly cxcessive snecd,

The cstimotes ag to the specd of tiae troin at the time
of the accldent varied fr~m 40 to 75 miles ser bour, and
while thore was some cvadence to tae effecet that the enzinc-
man shut off stcam some distance Jrior toe reaching the
pornt of eaccident, there was other ovidence to thoe Lfeet
that stcam was being worked wher the gcesdent occurred, and
an examinetion of the cnginc e lter the accidont showed that
the throttle was still open, In either oient, however,
there 18 nc conflict ain the %estianony to thoe olfeces that
there had been no apprecilable roduction in the speed prior
to the time of the aceident; nct 2rly did the condition of
the wrechage ond the statemconts ol all the witresses vith
the exc .ptio<t of the contuctor, bagegczemester ond flagmaa,
indicate that the trein wes traveling 20 £€n €XECS51VC POTC
ot spoc.d whca cnterirg the yord a* Titusvillce, but therc
was evidcnce to i1adicate thab train "o. 37 did not reach
Scottsmoor uatil 3,40 7. m., "n Wiich event 2t 15 doubtful
LT 1t deparved from ths south switch at that point prior to
3 48 o, m,, 1nstcad of 3.43 2. m.,, as stated by tho mocmbers
of thec train crew, Undcer such circumstances, and allowing
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two minutes in which to resume full spccd within a distence
of 1 mile, the train traveled the remcining distance of

8.65 miles to the point of accident within a period of
approximetcly seven minutes, It is belicved that a speed

of 60 to 70 miles per hour at the time of the accident ais ‘
more nearly correct than the estimates sende by the members
of the train crew of 40 to 50 niles per hour. The theory
was advanced thnt an air-brrke application wes uade a fow
scconds before the cccurrcnce of the accidoent which poosibly
resultcecd in a somewhat rigid condition of the cagine truck,
thus crcating a tendeney for the cngine-truck whcels to
clinb the rail, but the cvidence on this point is not clcar.

Engineman Clork had not wade ¢ trip southbound over
the "o0ld riain™ sincc December 12, 1926, but prev1 sus to
that dcte he hal operrted treins cver thls trock for
scveral years, whilc from Japuary 16, 1928, to March 11,
1928, he hed becn operanting trein No, 6 northbound over
this lirc, skipping a trip cceh third day; under these car-
cunistanccs he should hove bcen thoroughly fanilinr with the
physical characteristics of the read i1n cither iirection.
The cvicence also indicate? that YVapincnen Clark oppearcd
to have been in normal physical and acntal eowiiticn on
the aight of theoaccadent, ard the fret th~t he was not
asleen scens clear from the staterients of various witncesses
that he soundcd =z meeting-point whistlc siguel whon apnro-
aching the point of cccifent, Under thuse clircumstonces
any attoenpt to cxplain why he f.aled to recluce specd before
rounding the curve is o heotter of rere conjoecture.

Al11 of the cmployces invelvod were cxpericnced nen
ond at the tinec of the accicent none of then hed been on
duty in viclation of eay of the .rovisicns of tae liours
of service law.

Regpoctfully subrattod,
W, P. BCRLAND,

Dircctor,
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REPORT OF THE DIRECTOR OF THE BUREAU OF SAFETY IN RE INVESTI-
GATION OF AN ACCIDENT WHICH OCCURRED ON THE FENNSYLVaNIA
RAILROAD NEAR MARSH RUN, PA., ON MARCH 16, 1928,

April 11, 1928.

Tc the Cormlssion:

On March 16, 1928, there was a conpound collision,
in which throo freifht trains and one passcnger train
were involved, on the Pennsylvania Railrocad ncar Marsh
Run, Pa., rcsulting in the death of 1 enployce and the
injury of 17 passengers and 4 criployces.

Location and licthod of Operation

This accldeont occurrcd on that part of the Phila~
delphla Division known as thoe York Faven Line, which
extends betuccn Wage Junction and DY Block Station, ncar
Harrisburg, Pr., o distones of 19,1 miles. In the
viceinity of thie point cf accident this is a four-track
line, the tracks being numbered fromn north to south 4,
3, 2, and l. Tracks 4 and 3 are designuated as the
westbound and the castbound frecight tracks, rcapecctivoely,
while freels 2 and 1 are the westhound and eastoound
passenger tracks, respectively. lovenents of traing cover
the freight tracks are controlled by tiric-table, train
orders cnd a nanual block-signal system, while on the
pasasonger tracks train noveucnts arc controlled by
tiile~table, train corders, and autcumatic block-signals
supplenented by a systor of autonatie train control,

Tliec prinary collision occcurred on track £ at g point
2,265 feot west of Marsh Run station; approaching this
point from the cast tnc track is tangent for a distance
of 3,865 feot, followed by a 1°40' curve to tho right
4,365 feet In leongth, the accldent oceurring on this
curve at a point 1,565 fect Ironn its castern end. The
grade ot the pecint of accldent is practically level, and
the view was zood,

The weather was clear at the tire of the accident
which cccurred at chout 8:12 o, i

Dogecripticn

Woestbound freight train Jo. P-@ running on track 4,
consisted of 76 cars and a caboose, heuled by engines
3088 and 1498, and was In charge of Conductcr Rote and
Enginemen Everhart and Shaffer., This brain passed Cly,
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the last open office, 7.8 rniles east of llarsh Run, at
7:50 a, ., under a pernissive signal indicatlion, and
shortly after passing Marsh Ruon, while drifting at =
spead of 10 or 15 niles per hour, it was brought to a
stop duc to the parting of the train betweoen the 50th

and 3lst cors. Shortly after the train had been brouzhi
to a stop it was struck by westbound froight traln sosond
I‘IO . TH"':L »

Weatbound freight train scecond Ne. TH-1, also running
on traclk 4, consisted of 32 cars and a caboege, hauled
by engine 120, and wag in chorge of Conductor Davidson
and Enginerian Si:rers. Thils troin passed Cly at 7:59
Oe Ile, under a poerridassive signel indication, and collided
wlth train No. P=9 while traveling ot a specd varlously
estinated to have been from 25 to 50 nmiles per hour.

Eastbound freisht train No. P=2-12-14, running on
traclkt 3, consisted of 6¢ cors and a cabocse, hauled by
englnc 4626, rnd weg in charge of Conductor Early and
Englinenon Diffonderfer., This train passed S 3lock
Station, 6.7 niles woeat of Parsh Run, at 8:01 a. 1i., and
vas side swiped by the wrceckage of tralns Neoas. P=9 and
second No. TH-l while traveling at o spcced of approxinately
30 nilez per hour,.

Fastbound passenger train No., 992, rurning on track 1,
consisted of cne coitbination moil and cxpresg car and two
cecachos, hauloed by enagine 3333, and was 1In charge of Con-
ductor Reilchard ond Englneciian Norris. Thils train passced
J. Bloeclr 8tation, 5.5 niles west of llarsh Run, at 8:056
Se He, and collided with the wreckage of train ¥No. P-2-12-14
vhile traveling at a specd cstinated to have beon betwcecen
30 and 35 willes por hour,.

Tho caboose and the four rear cors in traln No. P-9
were destroyod. Engino 120, of train sccond No. TH-L,
wes derailed to the right and cae o rest on its right
side apgainst the emo~nlment while thrcece cars in its train
werc badly danaped. The wrccltage {roin this accldent
fouled track 3 ana reaulted in slight Janage to the 28nd
to 27th cars, inclusive, in traln No. P=2-12-14, whilo
the 28th %o the 39th cars, Incluslve, wore dCeralled and
rore cor less doncgod. Tho vrecikage fron train No.
P-2=12-14 fouled tracks 2 and 1 and was sitruck by train
No, 99223 the engine, 1lts tender, the [irst car ard the
forwerd truck ol the sceond car in that train wore de-
recilod, the engine coning to rest on its right side south
of and nearly parallel wlth traclt 1; the tender and the
Tirst car were partly ovortarncd. e wreckage caught
fire Irmediately after tiie accident, resalting in orc or
lcas darmage to cquipnent. Tho cnployce killed was the
fircnan of train sccond No. TH-1'
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Swi.ory of Ividonce

Engincrian Everhart, of the lcading cngince of train
Ho. P=9, stated that hls trcin entercd the block at Cly
under a pernissive signal indicaticn and procccded to
warsh Run at a speed of 15 or 20 :1illes per hour, the
speced belnpy gradually rcduccd beyond that point for tho
rocscon that he had shut ofl gtean In order to incrcage
the stooan pressure. When the spoed had been roduced to
8 or 10 nilecs per hour he noticed the air geouge drop fron
70 to 50 pounds presasure, which resulted in bringing his
troein to & stop. He did net know 2ot that tirnc that his
trein had brelen in two, nor did he feel any shock at
the tiie of the collision, but upon loolkting back he saw
flawics, and recalizing that somethling was wrong he sent
his lirciian baclt to the rear =nd then procured a {lag and
went forword to step cpproaching troins. Enginciion Iver-
Lhart sald that vhen his trrin coame to o stop tho cast-
bound freipht troin on traclk 3 Lhoad passed his cngine, and
that ho dld not see train Jo. 992 at any tinc.

The statcrnients of Pirernan Kouffrian, of the lecading
cngino, and IEngineron Shaffer and Fircrnian Uleau, of the
soccond cnZine ol train No. P=9, practically corroborated
those of EIngincnian Zverhart as to the riovelnient of the
train betiwieon Cly and the point of accident. Lngincron
Shaffer added that both the castbound freight train and
the eastbound passconger train passod at about the saw
tise, the passcnger train belng cpposite the caboosc of
the freight train; this was just befeore his own train
caric to a stop.

Conductor Rote, ol train No. P=9, stated that whon
his train carc to a step the flogaan started back
Irmediatoly, tnd on getting off at the head cond of the
ccboose the conductor asav the fellowing train just ceast
of the station at Marsh Run, and he rornarlked to the riiddle
brakcrian that if 1t was on their treel an accidont was
going to occur. He continucd to watch 1t and noticed
that stea1 was not shut oiff untill the engine was approxi-
riately cicht ecar-lonpgthis frail his coboecsc. Ho also heard
a whistle signal for bralics, scun'cd fron the cngine of
the castbound freisht trein on troaclz 3 whon the engine of
that train pasged the flogrian. Ee did neot lmow whother
the flagrian threw off a Tusce hefoure the train stopped.
Conductor Rote furthor stated that he did not lmow vhat
cousecd. his troin to cowe to a stop, and he wos of the
opinion that an attaipt was made to start it apain and
thiat it wos at thils tiue that thoe train broke in two at
the point where a broken coupler, Cue to a flaw, vas
aftervards found.

Flagnan Shunk, of train No. P=9, statod that when his
troain passed Meorsh Run it wvos traveling ot o gpecd of
about 20 niles per hour, but aftor passing that peint the



-
spced was recduced soncewhoat and shortly afterwards he felt
o lurch of the train as thouglh the slack had run In end
he threw off a lipghted fusce at a polnt about cight cr
nine car-lengths cost of a read crossing located just cast
of whore the accldent aftcerwards occurrcd. He said that the
troin continmied to reduce specd and that he zot off the
caboose Just cast of tho croscing, before the train care .
to a complecte stop; he then heard the rear of an approaching
troin and stoarted back os gquickly as possible, passed
the fusce, which was still burning, and reached a point
about 15 or 20 car-iensgths fromn hils caboocse when the
following train canie into view, about 20 car-lenngihs dig-
tent. He continued to go back, waving his flag, until the
ongine of the approaching train was only three or four
car-~longths fro. hir, then he stepped off the track
Into a ditch on the enjincnant's side, without having tire
in which to put down torpedocs. As the entinc passeod
hi i, without hils stop signals having been aclmowlcdged,
he noted that the caob vinlow was closced and he sald he
did not scc the encinciiin. Flagian Shunk eoxprosscd the
opinicon that stewi was not ghut off, nor thce bralkes apn-
plicd, prior toc the accident, which occurrcd while the
train was traveling at a specd of about 40 niiles per hicur.

Brakoian Singer, of train Ne, P=9, who had becen
riding in thc ecabcoose, sald the llamian got off before the
train caiwec to a full stop. Bhortly after it had stopped
Brbhkerian Singer cot off and then noticed the flagnan about
12 or 15 car=lengsths frem the caboosc and still running
cestward. Vhen troin sccond No,., TH=1 wos within about
four car-lconcths of his caboose he saw the cngine.an of
tuat troin with his hands over hig ncad, apparently for
tho purposc of protection. BrakZeran Singer cstii.atod the
speced of traln scecond Ne. TH=~1 at from 30 to 40 niles per
hcecur at the tlrne of the accident, and was of the opinion
that the enzine was stlll working steem when the accident
oceurred.

Conductor Devidson, of train sccond NMo. THE-1, stated
that cors vwere sct out and picked up at varilous points
en route, but that proper air-breke tost woas nade cach
tizic after the troia had bocen rccoupled. He rode on the
engine fron Coluribia to Shocks Plug, ihe latter beoing the
last stopping peint prior to the occurrence of tho acei-
aent, and he saild that vhen appreoaching Shocks Plug two
torpedces vere encounteroed and the train was also flagged
by the flagian of train No. P-9, which signals wero acknow- .
lciged by his engincrian; Conductor Davidson thcen roturned
to the eaboosec., He cbsorved that his train entorod the
block at Cly under a pernlssive sisgnal and estiiicted the
specd between that polnt end the point of accident at about
25 milecs per hour, vhile the brekes werce uscd at onc point,
o ghort distance cast of Marsh Run, for the purpose c¢f re-
ducling spced on a curve. After passing Marsa Run station
he feclt an encrgency application of the Lralkes, followod
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0y the irnpact of the colllision after the traln had noved
an additional distance of only two car-lengths., Conductor
Davidson further stated that during the tirme he was in

thic presence of the engineman and firenan of his train
prior tc the accident they appecared to be norial in every
respect and that there had been nothing in conmectlon wilth
the handling of the train that wvould have indiecated othor-
wisc. After the occurrence of the accldent he inguired

of the englnerian and firciian as to its cause, but the
enginenan failed to angwer his gquestion while the firernan,
still conscilcus, replicd that he ¢id not know., At the
tirwe of thils investigatlion the condition of Engincnan
Siiniors was such that he could not be intorvicwed.

The statenents of Braokec.en Canpbell and Sinon sub-
stantiatod thosc of Conductor Davidson as to the brakes
being applisd in crergency just prior to the accildent,
and they estinated the spezd of their troin Letweon Cly
and the point of acclilent to have been betwoen 25 and 30
riiles per hour. Brakernon Simocon added that after the acci-
dent he noticed a burning fusec about five pole-lengthe
cast of the point wvhere the ensine of his train cane to
rest.

cineron Diffenderfer, of casthocund train No,
P-2-12-14, stated that his train waos 1wving at a speecd
of 256 to 28 milcs per hour around the curve on wiieh the
accldent occurrcd when the fireran shouted to hin to
gound the whistle but before he could do so the fircian
grobbod the whistle cord and sisnalled for brekos, the
accldent occurring shortly afterwarcs,

Piresan Bickle, of train No, P=2-12-14, statcd that
when hils train passcd the cabcose of train No. P-9 that
troin wes still noving slowly while his own train was
traveling at a specd of 25 or 30 rniles per hour. About
15 cor 20 seconls loter he observed another traln approach-
In; on track 4, sbout 25 or 30 car-lengths distant, nov=
Ing at a2 gneed of probebly 30 11iles per liour and still
worklag stearise He Iiumicdlately looked back and saw a
burning fusce and slso the flagnan of trein Noe P-9 a
short cdistance cast of the fusce, runnins towards the
approaching train end veving his flage. Realizing that
& collision was Irmilnent he called tec the cnginensn to
gound the whistla, but beforc the cnpinenan had tine to
cet ho crossed over and ¢id so hirngelf. He sald he Aid
not scc any one in tho cngine cab of train second No.

TH=1 as it passed, being on the enpglnerianfts side of his
own ongine at the tine.

Enpginenoan MNorris, of traln No. 992, statced that his
train was running about 30 or 35 niles per hour on clear
sipgnal indicationg as it roundoed tho curve approaching
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Marsh Run when his firciian notified hirn that s box car
had rollecd across track 1 from the train on track 3; he
id not sec it hinsclf, cn account of hils position on
the outslde of the curve, but at once applied the brakes
in energency, 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 snd 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 irmediately informed the engineman
to that effect and the latter applied the alr brakes in
emergency.

The statements of members of the train crows of
trains Nos., P~2-12-14 and 992 brought out no additional
facts of importance. .

Brakenan Wintermyer, off duty at the time of the
accident, was In the yard at his home near Mcrsh Run
station when the accident occurred. He stated that he
saw treoin No. P=9 pass and zbout two or threc minutes
later he noticed another troin approaching on track 4
at a rapid rete of speed. He then looked wesgtward and
observed train No. P~9, which he thought had come to
a stop, and at once realized that an accldent was un-
avoidable. After the occurrcnce of the accident Engine-
man Sirmers and Firemen Williems, of second No. TH-1,
were brought to his hore and given firgt-ald treatment,
during which time the cnglineman volunbtarily cxoaerated
the flagman of train No. P=9, saying that the eangineman
of the train on track 3 had whistled for brakcs ond that
he then saw the flagman; Englneman Simriers did not think
the flagman was st fault. Brokeman Wintermycr also quoted
Engineman Simmers as soying that he made no sttempt to
stop and did not shut off stcam or apply the brakes as
he considered it was then too late, but that he did tell
the fireman to jump and also took hold of him with the
Intention of pushing him off the ecnglnc., Brekeman Winter-
myer eostimated the gpced of train second No. TH-1 at &0
miles per hour at the btime i1t passcd his home, with the
engine worklng stcam.

Operator Long, on duty at Cly at the timc of the .
accident, wvorilficd the block rccord as to the times ot
which trains No. P=9 and sccond Th-=1 passed that point.
He statcd that both trains entered the block under per-
migsive signcl indicatlons, which statement was corrobor-
ated by Signal Maintaincr Huston,.

Road Foreman of Engincs Humble stated that he made
an inspection of engine 120 at the scene of the accident



e

and found thec throttle closed, the braske valve in the
oemcrgeney position and the reverse lever, which was of
the scmww type, In the reverse posgltion.

Coneclusions

This accildent was caused by the faillure of Engincman
Simmers, of train sccond No, TH~1l, *to opserate his train
under proper control after entering a block under a per-
miscive zignal indication. -

Under the rules governing movements on track 4, 1%
is provided that n train other than & passenger train may
be permiited tc fellow a traoln other thon a passonger
train inte a block undor a permissive slipgnal indiecation.
It is alsc provided that when such a moveoment is made the
following traln rmet preocecd with ceution and be preparcd
to stop short of a troin or obstruction. In addltion to
these rules governing the oporation of train scecond No.
Th=1, the investigation indicatod that Iagnon Shunk throw
of{ a fusecc vhen traln No. P=9, rcducced spced just cast of
Morsh Run station, and that vhen his traln had come
practically to a sitop ncar the road crogsing this flagnén
got off and stoarted back ag quickly =ag possible, and that
he reached a point approximately 14 cor-lengths cast of
the crossing; this flagnon, who could have been socn by
Engineman Sirmors a distance of anbout 1,800 fect, con-
tinued to give stop signals until the engine of trein
gsocond Nce. TH=1 passced him still working stcam aad without
acknowledging the stop glgnals. It further appearcd that
an cmergency whistle signal to stop was sounded oy the
fireman of the castbound train on track 3 and this also
should have cnabled Engincmun Sirmoers to tokc some action
tovard rcducing the speocd of hisg trecin to a considorable
cxtcat. DNotwlthstoanding the reguircments of the rules,
and the visible ond audlble signales to stop which the
cvidonece indicates woere given, 1t appesars tThat Engincmon
Sirmers was opcerating his train at a comparetively high
rate of gpcezd and thet he made practically no cfrort to
bring it tc a stop; as o motter of fact, Brakenan Winter-
myer quotced Englnerman Sirmers as saying that he did not
try to stop, although this lattor ctotoment is not 4n
line with the staternients of thoe rocd forcman of cnglnes
that af'ter the cccurrcnce of the aceldent he found the
threttle closed, the breke valve in the criergoeney posi-
tlon, and the¥sgey reverse gear in the reversc position.
In vico of all the evidencs, however, Engincrian Sirmers
clearly 1s rocsponsible for the cccurrcence of the accldont,
although the reason for his Tallure to opcratc under
proper control in the cccupled block and to briang his
trcin to & stop in time to avert the aeccldent could not
be ascertalned.

There was no pozsiblc way of preventing the accidents
involving the other two troains; train P-2-12-14 was pagsing
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on track 3 at the time, while train No., 992 had passed
the 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 throwvn across tracks 2 and 1.

Had an adequate train stop or traln control device
been in use on treck 4 this accident would not have
oeccurrcd.

The employecs 1nvolved weore experienced men, and atb
the time of the accldent none of them had been on duty
In violation of any of the provisions of the hours of
gervice law.
Respectfully subriitted,
W. P. BORLAND,

Director.
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