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INTORSTATD COMMURSE COMMISSION

RIPORT CF THZ DIRECTOR OF THZ BUREAU OF SAFSTY IN RE IN-
VESTIGATION OF AN ACCIDINT VHICH OCOURRZD ON THZ
PINNSYLVANIA RAILROAD NZdR SHCRT LANT, MD,, ON
JANUARY 17, 1929.

February 2, 1929.
To the Commlission-

On Januvary 17, 1929, there was a rear-end colliszion
betveen a passenger train and a freight train on the
Penneylvenia Rgillrond near Short Lane, ld., the wreckage
being struck by another passenger traln moving in the
cppesite direction on an adjoining track, Thils accident
reculted 1in the death of 5 employces and the injury of 25
rageengereg, 5 mail clerxs and 7 employces.

Location anada method of operation

This accident occurred on that part of the Maryland
Division extending between Brill, Pa., end Horth Point,
Md., o distance of 85,3 miles, these stations are
loceted near Philadelphia and RBgltimore, respectively,
In the vicinity of the point of accident this 1s a double-
track line ovir which trains are oocraved by time-table,
treain crders end an automatic block-signal svstem. The
point of acciacent was 1,875 feet south of the station
at S~ort Lane, apvroaching this point from the south the
track 1s taacent for a distance of mare than 2 miles,
while tpc grace for a distance of mere than 1 mile 1s
slightly ascending for nortnbound trains, being (.36
ner cent at the point of accident.

The siz2nals 1nvolved in this accrdent were signals
620 and €82, locatcd 8,800 and 4,300 fect, reepectively,
south of the point of accident. These signals are ol
the three-position, upper-guadrant, semaphere type,
locoted on signal bridges. There 1 ar interloocking
tower at a point about 800 fect south of signal &80 frow
which are operated the various switches and signals 1n
the vicinity of the station 2t Perrvman, including the
switch leading to the northbound siding, tris siding
nas g caprcity of 109 cars and extends northvard from
Perryman aprroximitely half the dictence to the point
of accident.

e day was dark and cloudy and 1t —as very foggy
at the time of the accident "thich occurrcd at about 4.53
Pee

-

J

o

¥

—sj SL"« - o Brtr'“ j’_)t—"L ;fl A

L
s\ J?-r"-';)a

-

»
=

4?\-‘ * e

.
Lo

- il

[N



Dascription

Jorthbound freight train extra 1472 consisted of 99
carg and a caboosge, hauled by engine 1472, and was 1n
charge of Conductor Hardesty end Ingineman Wright., A
glow-gneed signal indication was received ~s this train
approached the interlocking plant at Pcrryman and 1t
headed 1n on the north-bound siding, clearing the main
track at 4.30 p.u., for train No. 124, which passed
Perrywon at 4.32 p.m, After the passage of train No. 124
authority was obtained to enter upon the main track and the
trailn started to move at 4.38 p.m. The train had headed
out on the main track and 1ts rear end had reached a
point about 4,300 feet north of the siding or 1l miles
north of Perryman, and was traveling at a speed estimated
to have beéen from 12 to 15 miles per hour, when 1t '7as
struck by train No, 412.

Yorthbound passenger train No. 413 consisted of two
postal storage cars, one wall car, one compinatlon car,
two coacheés and two baggage cars, all of steel construction
hauled by engine 1630, and was 1n charze of Conductor
Lampbert and Ingineman Sweeting. This train passed
Perryman at 4.50 p.m., one minute late, and collided with
the rear end of extra 1472 while traveling at a speed
estimated to have been between 45 znd 55 miles per hour,

Southbound passengcr train No. 121 congisted of
five Pullman sleeping cars, four parlor cars, one dining
car, tvwo coaches and one combination car, all of afteel
conetruction ond located in the train in the crder
enurerated, nauled by engine 3855, and was 1n charge of
Conductor Myers and Ingineman Terhune, This train
passed Oakington, about 4.5 miles north of the point of
accident and the south end of the feur-track portion
of tne main line, at 4.47 p.m., 13 minutes late, and
coll:ded with the wreckage of extra 1472 while traveling
at a spced estimated to have been approximately &0
miles per hour.

The caboose and six rear cars of cxtra 1472 were
de.wolished, while the next three csre in this train were
derailed and more or legs damaged, soxe of the wreckage
fouling the southpound track. ILpgine 1830 of train
No. 412 vas dcrailsed to the right and care to rest on
1ts right side parallel with the track, the first three
cars 1n this train vere derailed but they remained up-
right and were not badly damaged. Engine 3355 of train
Noa. 121 was derailed to tae righv and care to regt on
1ts right side clear of the trac«s, the first three
sleeping cars 1n thls train were also derailecd to the
right and they came to rest leaning agalnst an embankrient
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on that side of the traek, The employecs killed were
the flagran and a brakeman of extra 1472, the enginenman
of trgln Nec. 412, and the engineman and fircaasn of train
N-O- l[—’l-

Sumrary of cvidence

Twe staterents of Tngilneman Wright, Fireman Jurbrom
and Coaductor Hardcsty, of extra 1472, all of whon were
riding on the engine of that train at the tiume of the
accident, were to the effect that after their train came
to a stop on thke northbound siding, the conductor went
to the telephone booth for the purpose of comnunicating
ith the opzrator at Perryman and asgcertailning what train
they were 10 follow, and Conductor Hardesty saad that
wuen he told the operator that train No. 124 had just
passed him the operator gave him verbal permissionfto
occupy the main track and proceed, at the sese time telliing
him to let the opérator know when the switch had been
opened and the main track fculed. Cnnductor Hardesty
sa1d he immediately left the hooth, onened the switch,
and then returned teo the booth and notified the operator
that the track was fouled, this was at 4.30 p.m.

Conductor Hardesty then gave EnZineman Wright a proceed
signal and boarded the engine, which pulled out of the
s1ding clowly 1n order to zive the flaguan an opportunity
to close the switch and board the caboose, thus avoiding
atopping the train for that purpose. The statements of
these employees also indicated that when their engine

had reacred a point a short distance north of the station
at Swort Lane, moving at the norral speed of 12 or 14 niles
per hour, southbound train No, 121 passed tnem on the
adjoining track, and it was Just after the prssage of this
train that the air brakes were applied i1n emergency on
their own train due to the fact that the rear end of 1t
had been struck by train No. 412, Their statements also
were to the effect that on account of the dense fog thelr
range of viesion was restricted to a few car-lengths; 1n
fact, Tnzaineman Wright said he had been unavle to see the
indicevion of signal 672, located a few feet north of
where the accident afterwards occurred, for a distance of
more than S0 feet. Under the conditions ac they existed,
however, with hig train moving at norfal speed, Conductor
Hardesty did not consider that there was any occcasion to
provide flay protection against following irains, although
subseguently he made the ztatement that the flagman should
have thrown off fusecg and from hls personal acquaintance
with the flagman he felt sure that this had been done,
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Fireman Lee, of %#als Ko. 412, 8ald thot he
Bow all signals betwsen Bzllimore and Edgewood, a distance
of 20.5 miles, ne did nct call the indications of all
of taem as in scme cases he and the engineman would
indicate by a wave of the nand that they aad seen the
signals. Edgewood was the first stop for this train
after leaving Bpltimore and 1s located 5,1 miles south
of P2rryman, The first signal that Firenan Lee sald
he missed was the distant signal for the intéerlocking
plant’ 8t Perryman, he also missed the home interlocking
signal 2s well as the firgt auvtomatic signal jJust north
of Perryman, this being gignal 680, and he said that
the engineman did not cail the indications,of any of
these signals or indicate that he knew he had passed them.
About 30 seconds after passing Perryman, Firéman Lee put
in a fire and then began looking for signal €82, which 1s
located just south of the north end of the siding. He
was not able to see if, however, and wren the accident
occurred he was 1n the act of crogsmng over to the
engineman's side of the engine o tell tne engineman that
he had missed the signale and to find out 1f the
engineman had seen tnem; no apnlication of air brakes
had bcen made, the engine was sti1ll working steam and was
traveling at a speed of 50 or 55 miles per hour, he had
not noticed any burning fusees. Fireman Lgse was
familiar with the ruls regulring tkxt the nosition of all
fixed signalse be called by the engineman and repeated by
the fireman and he =ai1d he had realized they were not
complying with the rule and that this wss the reason he
was crossing over to the enginewan's side when the
accident occurred, I+ further appreared from the
staterents of Fireman Lee that when talking witn Engircman
Sweeting at the hosvital the eéngincman sn1d he must have
missed a signal and when Fireann lee asked him 1f he had
geen the rear end of the train shend, the éngineman
replied "Didn't you hear me apply the brakesT" When
gquestioned on this point, however, Fireman Lee saild he
did not hear the brakes applied. TFireman Lee had fired
for Engineman Sweeting at different timeg for a period
of 10 years or more, he said that the engineman appeared
to be 1n normal condition on the day of the accident and
that nothing unusual had occurrcd on the trip between
Bgltimore and the point of accident, which would have
reqguired gpeclal attention from the engineman,

The statements of Conductor Lambert, Bagzage-
master Newnom and Flagman Beck, all of train No. 413, were
to the effect tnat the speed of their train was from 45
to 55 miles per hour vhen they felt an emsrgency
applicetion of the air brakes followed almost immedintely
by the shock of the collision. The conductor also said
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thetht Baltimore he Had geep.red time and checked goxaral
orcers v1th Engincrien SwEsting and thet the engineman
appearec to be 1n normsl ¢ondition 1n every respect.

Tre baggegemaster rtated that after the ncecident he saw
a car lving on the southbound track and a2t once started
norta. rd intending to go around this car and then flag
any ascutiibound trair which might spproach, but almost wrediatly
ae sa'r the neadlight of train No. 121, which appeared
throuzh the fog to bhe ~tout tle size of an electric
light "ulb. Bagz~gemaster Nevmom noted thet tne engine
of thiz traln was vorkin7 ateam and he at once got up

on the 16~ enbsnkment on the vest side of the track,
Z1V1ing «rergeéncy ston signals until the éengine was about
tro teleeraph-poles distant, at hich time the bagge ge—
wreler 1rn back out of the oy, He estimated the epecd
of train No. 121 to have becn 80 or 85 miles per hour
mren 1t collided v.th the wrickagze. The statements

of all three of thesze emvoloyeecs ngreed with those of

the surviving members of the crev of exira 1472 as o
the exictence of a dense fog which very materially
restricted their range of vision.

Conducter Myers, of trein No, 121, ss1d his train
passed Crkington at a speed of ahout 80 miles ner hour and
that after srds this rate of speced was increascd to a
slight frtent, From his poeition in the rear car of the
tra1a he did not nctice any application of the brakes
prior to the time his train ras derailced. The statemenss
of Bazssiemaster Boylan and Filagman Winstcad of train
Mo. 121 2l90 1indicated that thers vas no application of
alr niores on their train prior wo the time 1% coll.ded
with th. wrecksge of extra 1472,

Crossing Waichman Dorsey, on duty at Short Lane,
sa1d he vas flagging the crossin,g for extra 1472, which
veg then passing thet point, ~hen train No. 121 approached
from the opposite direction and e said 1t was ’
irmedicrtely after the pessage of train ¥o. 121 that the
brakeg were apwlied on extra 1472, bringing the freight
tialn to a guick stop,.

Cnerator Ss=1llers, on duty at the interlocklng
plant -~{ Perryman, rcaid that ecxtrs 1472 was i1nto clcar on
the nortlbound siding at 4.30 p,m. and that train No.
124 pagsed at 4.32 p.,m.  When the conductor of extra
1472 1nguired as to what traln he should follow Cperator
Sellers gormunicated with the train digpatcher and the
latter instructed haim to allow the extra to follow train
Ho. 124, This mermisslon was given to tne conductor
accordincly and he snid that they had the switch onencd
and were mroving at 4.38 p.m. The next northbound train
as train No. 412, Cnirator Sellcre gave thilsg traln a
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clear indication at the home i1nterlocking signal and Le
said 1t pacsed the towspy at 4.50 p.m. Cn account of
the wecather conditione, heowever, Qonesrator Sellers was
unable to tell what indication vas displayved by siznal
620, Tocated approximately 800 feet north of the torer.
Cperator Seyfriet, on duty at Oakingion, said train No. 131
passcd at 4.47 p.m.,, but he had no knowledge concerning
the accident cxcept that his power line went out of
service at 4.53 p.m,

Dispatcher Jackson confirmed the statement of
Operator Sellers about hoving riven the latter authority
to allow extra 1472 to follow train No. 124, and he also
stated thet he had not been informed by +the operators at
Perryran end Oskington thatthere was a dense fog prevail-
ing 7t the time. Mr, Jackson said rule 251 governed in
the operetion of extrs 1473 ahead of train No. 412; this
rule provides in part that on portions of the railroad
gnecified 1n the tine-tavle, trains may cnter a block
petween block stations and tun with the current of traffic
by permgission of the signalmar, which permlssion sdpersedes
time-table superiority, 1n the current time-table of the
Maryland Tivision there 1s a provision thet this rule 1is
in effect between Brill and High Point.

After the ocourrence of the accident signal 682 was
found in the stop position, while signal 680 was 1n The
caution pesition, Inspection and test of these signals,
as well as subseguent observations of their operation,
ghoved trem to be in proper operating condition and nothing
was found to i1ndicate that they did not operate pronerly
and dianley the proper indications vhen passed by troin
No. 412, So many burned-out fusces were found in the
vicinity that 1t was i1mpossible to tell whether any had
becn thrown off by the Fjaguwan cf extra 1473,

Conclusions

Thie accident was caused primarily by atmospheric
contitions which resulted in the failure of Engineman
Sweeting of train Nos, 412 properly to observe signal
1néications.

The evidence 1indicaled that the weather was very
fogogy and unfavorable to the observation of signal
indicotions. The statements of Fireman Lee ghowerd that
he himself falled to observe the indications displayed
by ihe four successive signals 1mrcdilately soath of the
point of accident and he algo said that Engineran
Sweeting failed to call their indications, vhich was
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controry to tha nr-ctica 1hn enpineman h~d been Inllowing
on the trip nnartiweyd Ifrom Bsltimora, When taxen in
conjuncticn *ath the cnmirman's stitement i1n the

hospit 1l th t he must hove missed 2 sign>l, <nd the fact
thzt tre t1 1n nrocaseded 2t o hagh re*te of spez2d with no
rpplicsation of the ci1r brakes havieg beoer rade untal
nogL1bly o secoud or tve before the collision actvally
cccuwrr2ad, 1t 1s pparent thit Zor som2 reason  Inglnomin
Swostirg £.11:d to obsurve the ¢ utlisn "nd eteop ardic~tions
drspl-yed by sipr 1ls 690 aénd 682, respertavelv. It

1urther 2pprored thot Auginenut Sweeting hd boon in noxmtli
Thysic .1 cordition und ~pp rently he h-d been fully ~tten-
tiv> 1o hais dvtivs in connection vwith tha proper bhoudlang
of hig tr 1n until just bofore the zZeerdont occurred.

While rot nrimayaly resprnrncid o i1or Lhe occurronco
of thie acecidont, Firoman Les rorlizod th £ ho hamsolf
had mrsged the tour signrls in succggsion ond he 2lsn
briow thet the orgrnoman hed £311 .d to ¢ '1 their jndic--
tious. The firvem n giad thet -1ter poeosing Perrvmon
axd putting in a fir: he fevan leacked {fcor . s1gual but
tarled to seo 1t srd ris crossvrg ever to the cuglrienan's
side of the ¢ib for the narvose o1 gecertoining vwhether
th: .ngneron ntd geen the esignol 1ndic.tious when the
geoident cccurred.  While 1t 15 well rocogaized th ot
firomn's dutics are such th .t h: 18 efton proventod
from personrlly cobserviug the indications of fixed
L le, Fiiteamn Lee ghouldd uot h.ve 2llov=d iour succes-
H1ve 81 ls to bo ressed waithout s1ther goeoing then or
prarivg thoir iopdic tionge c¢~lloed by tho onpauemon.

Rale £4 of thise 1711ro~d 18 shanlute in ite roquiraomont

th t evgitemen o1nd fizomen must ¢»1l the 1ndic *tions

of fFized wami-ls «nd Frroemw Lee should hre ~cl d carlaer
in h1g cnds-ovor to ~scertlain why Mneanem 1 Swoelin~ we g
not complrinzg with the rle.

The svideaco indic ted th.ot lr-in Wo, 121 p-esed
the Lo d end of extre 1472 bofore the roor >nd of the
1.ttir trour who struck by troin No, 412 rnd undor such
circurgtapcces thore vwoe no epportunity ror the mgive
erav of orrtro 1472 te give novvernrng of & ngcr te the
englre crew of troaim Fo. 121, Tr-in Mol 121 .lcc heod
rosccd the 1 ot cutom-liec cign 1 7 ynrosching the point of
cceldont., Uudory thogoe circvamst neaeg tho only chince
of nroventing trnin No. 121 from eonllidiww with tha
wrock  ~e vTg the possibilitly th -t some nne micht be obla
tn £lcg 1% in time to en ple the snginem n to brang thoe
itroin to uw gton, Sach .1 ~ttompt »~e rode by the b fengo-
mrotor of trairn We. 414, bul the tame t rhis disposal wae



-B—

ac a-ort thet “hen couplaed witn the extremely unfasorecble
woatler conditlons prevairlinz, 1t re-ulted 1n

practically no ~"arning Peins Jiven tc tae enJine corew

of the avrrvaching train, and conseguéently th-t train
©a1adod arith the vieckage vhile movaing at a high rate

of cpecd,

sxsraination of the records for the 30 days
11reclately preceding the date of the accident shored
rn pverroe daily train moveuent overfhis part of the rond
in both Cirections of slightly more than 119 wraans,
divided about equally betrreen noryhbound and southoound
rove.cnts, The traffic density here siovm, tozetner
"1tk thc atmospheric conCitions on this diviiion, Whlca
skirts the snores of “hesapeake Bay —herce dense fozs
are frecuent ereatos a condition which calls foi tre
1¢di1t1onnl protection corteuwplatsd by the report of the
Corrlssion 1in Autom~tic Train Ccatrol Devices. 148 I.C,C,
183, 1in which 1t said,

"'hig 1n no wWay relieves the carricers from
the responsibility *nich reésts »n t.en to provide
adcéitional protection where nceded in territory
nov ecuipped with block signals."

On lince of the Pennsylvanla Systom automatic train
3top devices have been installed pursuant to orders
of the Commigeion ag follows:



Miles Milcs Number

Road Division of of of
e o road track  1locas, o
Penngylvania Baltimore Bl1,7 183.4 116

" Middie 130.4 490,4 329
P.C, 0. & 8t.L. Columbus 1856.8 351.0 121
" Pannandle 156.4 374.8 308
w.J. & S.8. Atlantic
(Penna) 56.4 112.8 129
Lons Island North Side 20.8 32.8 100 Elec., cars
(Penneylvania Railroad, Nuw York Zone) 3 Elec.locos.
2 ghbeam N
Lonz Isliand Montauk 27.6 55.2 150 Wiec, cars
(Penneylvania Rpllioad, New York Zone) 3 "lec.locoe.
& steam OV
Tctal equipped for
opersiicn over:s
Penngylvania System B80.1 1580.4 1=69
C.of N.J, 1netalla-
tion 8
N.Y.C, 1installation 38
Total equipped by Penna.
Systen g60.1 1680.4 1370
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At hearings before the Commission in Automatic
Train Control Devices, above referred to, 1t was statsd
by repregentatives ¢f the Pennseylvania Rallroad that it
1s planned to equip the Line from Nerth Philadelphia to
Manhattan Transfer, and from time to time other portions
of 1ts main line, with =z system of visible and audible
cab signals without automatic train stop devices.
Concerning this matter the Cormission in 1ts report of
Novenber 86, 1928, said:

p. 198, "Cab signals are without doubt an
important development in the art of signalling.
They place the signal indication i1mmediately 1in
front of the enzineman where 1t cannot be obscured
by snow, fog, smoke or other obstructions and
where a comblnation of visible and ~udible 1in—
dication 1s used 1t i1s without doubt a valuable
addition to the signal system."

The accident here under investigation occurred in
a densc fog when weyside signal 1nolcatlons were visible
only for very short dlstances, and fozs of this character
are freguently encountered in this locality. In view
of the character and density of traffic on this line 1t
1g believed that the Pennsylvania Reilrozd should give
inmediate consideration to the guestion of extending
their cab signal system or installing automadtic train
control on the main line of the Maryland D&ﬁislon for
the purpose of providing additional protequpn against
accidents of this character.

A1l the employees involved in this accident were
experienced men and at the time of the accident none of

them had been on duty 1n violation of any of the
provisgsione of the hours of service law,

Respectfully submitted,

W. P. BORLANC,

Director.



