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REPORT CF THE CHIEF OF THE BUREAU OF SAFETY IN RE INVESTI-
GATICN OF AN ACCIDENT WHICE CCCURRED ON THE PENNSYLVANIA
RAILROAD AT EARNEST, PA., CN NCVEMBER 1, 1922.

November 30, 1833.
To the Commission:®

On November 1, 1932, there wsas & side coljasion
petween two freignt trains on the Pennsylvaniz Railroad at
Earnest, Pa., resulting in the death of 2 employees, and
the injury of 1 employec.

Location and method of operaticn.

This accident occurred on tne Trenton Branch of the
Philadelphia Division, exXtending between West Morrisville
and Glen Loch, Pa., a distance of 44.5 miles, in the vieainity
of the point of accident this 1s a Gouole-track line over
which tralns are operated by time-iable, trarn orders, and
a manual block-signal system. Tne accident occurred in a
cut about 35 feet an depth, at a switch on the #estbound
track located approximately 2,000 rfeet sest of WA Block
Station; this i1s a hand-operated, trailing-point switch for
wegtbound trains and leads to a siding avout a mile in length
and located between the main tracks. Approaching the point
of accident from the east the trackz 1s tangent for a con-
slderable distance; the grade 1s slightly desgencing.

The westbound semi-automatic home signal, located
about 100 feet east of WA Block Station, controls the ap-
proach of trains to the westbound mechanical advance block
signal, located at the entrance to the block in which the
accident occurred and apout 700 feet west of the home signal.
When a caution indication i1s dispdayed by the home signal,
trains are permtted to proceed to the advance signal, and in
the event thie signal 1g displaying a c¢lear indication the
train may proceed to tne next block station not expecting
to find tne main track otcupied. Before opening the west
sWitch of the middle siding and procesding cut on the west-—
bound main track, the conductor of a westbound train 1is
reyuired tc notify the train dispatcher through the operator
at WA Block Station, from a telephone booth located approxi-
mately 200 feet west of this switch, that the train 1s ready



to aepart, after which, provided permission is secured, the
train may proceed. "he weather was clear at the time of the
accadent, wahich occurred at 11.53 p.m.

Descraiption.

Westbound freight train extra 3433 consisted of 23
cars aad a caboose, hauled by engine 3433, and was in charge
of Conductor Kipp and Engineman Bissinger. Extra 3423 start-
ed to move out on the westbound main track at the west switch
of the middle siding, without the conductor having comminicated
§1th the operator as rewuired by the rules, and the engine
and 11 cars were on the westbound main track when the side
of the train was struck by extra 3253, which was on the main
Eraok, while traveling at a spged of about 3 or 4 miles an

ouls

Westbouna freight train extra 2353 consisted of 60
cars and a caboose, hauled by engine 2253, and was in charge
of Conauctor Worley and Engineman Gable. This train passed
MH Block Station, about 6 miles east of the peint of accident,
at 11.16 p.m., passed the home signal, which was displaying
a caution indication, passed the advance signal, which was
displaying a clear indication, and collided with extra 3433
while traveling at a speed estimatea %o have been about 12
miles an hour.

Engine 3353 came to rest on lts rignt side agalnst
an embankment, badly damapged; seven cars at different points
in this train were also derailed, four of them being prac-
tically demolished. Two cars in extrp 3433 had their right
sides hadly damaged. The employees %:lIEd were the engine-
man and brakeman of extra 2253.

Summary of evidence.

Conductor Kipp, of extra 3433, said that just before
his train was ready to aepart from the middie siding, he in-
formed Engineman Bissinger and Flagman Updergraff that they
were going. While the train was being backed on to the
caboose, Conductor Kipp went forward, opened the switch lead-
1ng tc the westbound main track, gave Engineman Bigsanger a
proceed signal, then stepped over to the eastbound main track,
intending to board the caboose from this siace, ana tae train
started to move out on the westoound main track without any
attempt having been made tc commnicate with the operator.
Conauctor Kipp adm tted his responsibality for making this
wovement without obtaining permission from the operator to
enter the block, and also said he did not know whether or not
flag protectaion wag being prcvided. Engineman Bissinger
stated he was of the impression Conductor Kipp had received
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permission from the operator to go out or the main track, as
he boarded trne engire and 1ssued instructions to depart, he
further statea tnere was ample time at the disposal of Con-
auctor Kipp to nave comminicated with the opsrator from the
teiephoMe oooth in regard to this movement, while the train
wes being maae up. He also thought that rear-end protecticn
was being afiordea on tials occasion, as Flagman Updergraff
had told hir not tc wait until the switch was closed mut to
proceea to thne water tausk, wnich 13 50 or 60 car-lengths beyond
the switch, anc he wcula catch the train there, otherwise he
*oLla howe soundea the enpine whistle signal calling for
protection to the rear end. Flagman Upaergraff said he
did not &ncw his train was golng to depart, although he ad-
ritted velling tae engineman to pull down to the water tank
without waiting for him. He saw the advance block signal
1naication change fror caution to clear, at which tame the
caooose ¢f extra 34235 Wwas passing this point, and he remarked
that a traln mist be coming. He further stated when ne
first saw extira 2353 taoe engine #as opposite his caboese, at
wnich time the markers on tae rear of his train were dis-
playing 2 yellow 1naication, ahich indicated to the crew of
tne appgrca&calng train taat nis own train sas clear of tae
nalin track, ana wnen h2 realized hisg train was not going o
stop 1nto clear on tne sigilng, cut was proceeding out on the
maln track, it was too lzte tc flag extra <353.

Operator West stated when Conauctor Kipp reported
the accident he asked him why he did not secure permissilon
to depart from the middle siding but Conductor Kipp gave no
Teason. Agsistant Yard Master Mifflin stated that after
the accident he asked Conductor Kipp 1f permission was secured
to make this movement and was informed toat this #as not cone.

Fireman Powers, of extra 23253, stated the markers
on the caboose of extra 34233 were displaying yellow indica-
tions at the time the engine of extra 2353 passed, indicating
tke train was clear of tne rain track. He was locking
ahead for the engine of that train, and shortly afterwards
saw a dark obggot ara shouted to Engineman Gable, the air brakes
being applied in emergency just before tne accident occurred.
Hone of the other membersnof this crew was aware of anytning
wrong unsil the accident occurred.

Conclusions.
Tnis accident was caused by extra 3433 entering a

block section between stations without permission, for whach
Conducter Kipp 1s primarily responsible.
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Rule 365 of the boock of rvrles governing the oper-
ation of trains in memuel block-signal territory, reads an
part as follows:

RULE 385. "* * * A {rain must% not enter

& block nor crogs from one track to another
at a bleck station, or betweern blcck stations,
without proper »lock signais or permission
from tne signalman.

In the absence of a block signal, the
CONQUCTOr oI englneman must obtain from the
signalman permission to enter, ana ascertain
conditicn ¢f the block."

Had Conductor Kipp obeyed this rule, this accident
woula not have occurred.

Flagman Updergraff 1s open to severe censure for
his negligence i1n not protecting nis train and not making
an effort to stop extra 2253 ain time to avert the accident.
His train contrmued tc move after an alr prake test was made
preparavory to departure, he saw the indication of the ad-
vance signal c¢nange frow cauticn to clear at the time the
caboose passea, and was aware extra 3353 was approaching, and
he had an uncbstructed view of the westpcund main track for
several hundred feet to the reayr of the caboose, furthermore,
he was fully aware of tne fact his train was ready to depart
and should hawe made 11t his business to know what movement
was 1ntended and acted accordingly. Had he been alert and
avtentive tvo his duties he coula unooubtedly have flagged
extra 3353 in tame to have averted the accident.

All of the employees involved were experienced men.
At the time of the accident none of them had heen on duty n
{101&t10n of any of the provisions of the hours of service
aw.
Respectfully suomitted,
W. P. Borland,

Chief, Bureaum of Safety.



