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INTERSTATE COIMERCE COMRIISSION

T DTREQTOK OF TET BUPRAU OF SAFETY IN RE IN-
ON OF AN ACCIDENT WFICH QCCURRED ON THE PEENSYL-
LROAD AT BRAE3URY, Pa., ON AUGUST 27, 1925.

REPOET OF Tk
VEETIGATI
VANTA RAT

Deccember 28, 1925
To the Commission:

On August 27, 1925, tnere was a derailment of a
passenger train on the Pennsylvania Railroad at Brasbumm,
Pa., resuliing in the death of one employse, and injury of
four passengers, one mall clerk and one employee.

Lecation and maethod of operation

This accident occurred on tnat part of the Conemaugh
Divislon extending betwezn Pittsburgh and Kiskiminetas Junc-
tion, Pa., a distance of 28.9 miles, 1n the vicinity of the
point of accident this is a double-tziack line over which traine
are operated by time-table, trairn oraers, and a manual block-
signal system. 7The derailment occecurred at the south switch of
the passing track at Bracburn, approaching this point from
the south therc arc 528 fect of tangent and then a 2 curve to
left 850 feet in length, followed by tengent track teo the
point of accidcnt, 235 feet distant. The grade in this vie
cinity 1s practically levcl.

The passing trac: at Braeburn 1s located betwecn the
north and southbound mmin tracks and i1s used by trains in both
directions. The south switch leading from the northbound main
track to the passing irack 1g a Fo. 10 turnout and 1s a2 facing-
point gwitch for north-bound trains. It is egquipped with a
New Ccntury switch stand, trom which the position of the switch
1s indicated by » red or o green light for the open or closed
positlion respectiivcly, there are no banners on this switch
stand, the light indications being used both day and night.

There 18 & northbound distant signal at Braeburn,
located 2,316 feet south of tnc point of accident wnile the
home signal 1s located near BR tower, 375 fcet north of the
point of accid-nt. after thec distant and home signals have
been cleared by the signalman at ER tower for a northbound
movenent, ard the train hac passed the distant signal, there
1s nothing to prevent the opening of the passing-track switch
without the knovledge ¢f thc signalman unless he 18 closely
watching the indicators in the tower.,

The weather was clear at the time of the accident,
which occurred at 10 a.m.
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Deseription

Northbound panscnger train No. 907 consisted of one
€Xpress car, one coxnination mail and baggage car, two coaches,
two Pullman cars and cone coasch, 1in tac order named,hauled by
engine 838, and was 1in charge of Condvctor Hastings and Engine-
man Miller. The cars were of all-stecl construction except
the express car, which was of wooden construction., This train
passed Kew Kensington, 4.7 rmiles from Braeburn, at 9.50 a.m.,
on time, and was derailed at the south passing-track switch at
Braeburn while traveling at a speed thought to have been be-
tween 35 and 40 miles an hour.

Engine 838 came to rest on i1ts left side, diagonally
across the passing track, with 1ts head end 343 feet north
of the switch, the express car was practically demolished.
The combiration car and the two coachies were also derailled
but remained upright on the roadbed. The employee killed was
the enginenan.

Summary of evidence

Fireman Fiddler said a clear indication was rcceived
at fihe distant and home signals as his train appioached Brae—
burn and after rounding the curve south of the point of acci-
dent he noticed a man workirg near the south passing-track
switch; as his train drew nearer fto the switcnh the man dropped
his wrench and started to run away anc he noticed that the
switeh was open, with the switch level standing in an upright
position. Apparently Fngineman Miller also had observed the
oren switch as 1t was a2t tuis tire that the cngineman shut off
steam, applied the air brakes 1in emergency, and sounded one
blast on the whistle.

The statements of Conductor Hastings and of the other
menbers of the crew of train No. 207 were to the effect that
the brakes were applied 1n emergcncy at a peoint a few car-
lengths south of the switch; their cstimates of the speed just
prior to the brake application varied from 40 to 50 miles an
hour. ConCuctor Hastings also stated that Engineman Miller
told him as he was removing the engineman from the cab after
the accident that tne derailnent was due to an open switch.
This statement was made within the hearing of Assistant Road
Foreman of Engines Heighley, Conductor McCollum and Fireman
Heighley, all eaployees of this railrcad.

Division Engincer Wilson, who Was a passenger on traln
No. 907, sard he went forward after the accident and found the
switch set for the passing track with the lever in the keeper
and the lock laying on the head-block tie. Mr. Wilson also
sa1d he did not think the speed had been materially reduced
prior to the occurrence of the derailment. Engineman McCariney,
who also was a passenger on the train, said he saw the distant
signal i1n the clear position as the train approached Braeburn,
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while sftcr the aceident he fowd the conditions at the switch
as degcribed by Mr. VTilson.

Signal Maintalner Eurst es1d he reported for duty at
New Kensington on the morairng of the accident and was sent
to Braeburn for the purpose c¢if changing the switch circuit-
controller on the switch at the scuih end ¢f the passing track.
Iruinedilately after arriving at Braeburn on traia Ko. 9001 at
8.57 a.m., he went to BR tower, inspected the hore signal and
telephone batteries and then went to the tool house, located
soutk of the tower and just beyond the south switeh to tne
passing track, toock the track dolly, a small car wnich runs on
one raell and 1s used for handling small-sized nmaterial, etc.,
placcd 1t on the east ra1l of the northbeound track anc pro-
cecded to the station where he loaded on the switch contreller
and nis tocl bag, returned to thc south switch, using the sane
ral1l, whick he could not liave done had the switch been fully
open at that tirme, unloadea the controller at the switch and
then rollied the track aolly down to the tool house and un-
tracked 1t. He sa1d ke did not start immedirately to renew the
controller but was doing other work around the switch and had
becn in thie 1mmediate vicinity from 6 to 10 minutes when he
was warneG of the approach of trein No. 907 by a whistle signal
and barely had time ito get his tool kit from between the rails
and cleer the track before the train reached the switch. He
did not see any cne at or near the switch fiom the time he
arrived at Eraeburn until after the accident.

Supervisor of Telcgraph and Sigrals Snyder said Signal
Mailntainer Hurst told him thet he was in the wvicinity of the
switch just pricr tc the time of the derailment but trat he
cdid not throw the switch for the passing track and had not
started to renew the controller. Mr. Snyder stated, however,
that he found indications that the signal maintainer had
begun his work at this point and that from his own examination
of the switch circuit-contrcller, 1t appeared that the track
Was shunted at the time of the derailment.

Signalman Mecodinger, who was on duty at BR tower at
the time of the accident, stated that a track motor car in
charge of the section foreman had used the switch at the south
end of the passing track at 7.29 or 7.30 a.m., but that no
trains had used this switch between that tirme and the tine
of the accident, and that several northbound trains had passed
over 1t after 1t was used by thc section foreman and prior to
the time of the derallment. He also sai1d Signal Maintalner
Hurst passed his tower with & track dolly loaded with a cirTculrt
controller en route to the switch at the south cnd of the
passing track just previous to the arrival of train No. 907,
but He did not notice what he did at the switch or whether he
opened 1t, but said 1t would have been possible for the switch
t0 have been opened without his knowing 1t. It alsc appeared
from his gtatements that 1f the signals had been cleared for
a northbounc movement and 1he switch had thea been opened,
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prior to the arrival of tra.n ¥o. 807, 1t would have thrown
the distant siga=l back to tlhe cavtion position.

Secticn Foreman Paleno said he used the switch at
about 7.35 a.n.. and tuat he perscrally closed and lecked 1t
before leavirng 1t, while 2 trzck-wolkar who passedthis point

. at about 7.45 a.m. ga1d hc noted that the switch was pioperly
lined for thc moin track and locked in that position.

Nothing was fourd abcut the trnck, signals or egulp-
ment which 1t wag thought ¢muld hove caused or contributed
to the cccurrence of the accadent.

Conclusiors
This accident was caused by an open switch.

‘ The switch 1in gquestion was last used at about 7.35
a.m., at which tire 1% was rald to have bezn closed angé locked,
and that this was tac casc 1s evidenced by the fact that four
rorthbound trsine passced over 1t between thet time and the
time of the accident, On the other hand, the investipation
clearly established the fact that the switch was cpen when
encountered by train No. 907 and 1t wes found latched in the
open position when exawvined i1mnedistcly after the accident.

The evidence indicated that a clenr indication was
displayed at the distant si1gmal as train No. 907 approached
Braeburn, which would not have been the case had the switch
becn open at that tirme, and 1v seemed apparent that Signal
Maintainer Hurst, who was wcrking at the switch, opcned 1t 1in
connection with this work after train No. 907 passed the dis-
tant signal, althoush he denied having done so.

The employecs involved were cxperienced men and at the
time of the accident nonc of them had been on duty in viola-
tion of any of thc provisions oI the hours of scrvice law,

Respectfully submitted,
W. P. Borland,

Director.



